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1. EXECUTIVE SUMMARY 

1.1 In this statement of evidence, I provide an outline of the road safety concerns Waka 

Kotahi NZ Transport Agency (the Transport Agency) has with the installation of signs, 

specifically digital billboards.  While the focus of this evidence is on the effects of digital 

signs, there are common safety concerns the Transport Agency also has with the 

installation of poorly designed and located static signs. 

1.2 My key points from this statement of evidence are:  

(a) Context of the Transport Agency's Safe System philosophy; and 

(b) Commentary regarding specific proposed district plan rules. 

2. INTRODUCTION 

2.1 My full name is Richard James Landon-Lane. 

2.2 I hold a New Zealand certificate in Civil Engineering (NZCE), a Bachelors degree in 

Mathematics and Physics, and a Masters degree in Transportation Engineering.  My 

work experience includes 19 years in Civil Engineering, specialising in Road Safety, 

Road Design & Traffic Engineering. 

2.3 I have been employed by the Transport Agency since June 2019.  I hold the position of 

Principal Traffic & Safety Engineer.  I am based in the Transport Agency’s Christchurch 

office.  I am also involved with the National Road Safety Reference Group. Prior to 

being employed by the Transport Agency I worked for over 18 years as a road safety 

and traffic engineer for one of New Zealand’s largest professional civil engineering 

consultancies.  My experience with the Transport Agency includes providing safety 

engineer decisions as part of the road safety audit process, and reviewing and updating 

various technical guidelines and manuals relating to road design and road safety. 

2.4 My key responsibilities include design reviews of the Transport Agency's major capital 

projects, providing expert nationally consistent advice to our regional teams and 

investment partners.  

2.5 I am a qualified Transport Engineer with substantial experience in road safety.  This 

evidence is given in my capacity as a representative of the Transport Agency. 

3. SCOPE OF EVIDENCE 

3.1 My evidence will cover the following topics:  
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(a) Context of the Transport Agency's Safe System approach; 

(b) Inserting a rule that ensures no permitted sign shall resemble any Official Sign, 

Road Sign or Traffic Signal; 

(c) Inserting a rule that ensures permitted signs contain no reflective material; 

(d) Inserting the signage separation distances from the Transport Agency’s Traffic 

Control Devices (TCD) Manual Part 3: Advertising Signs; and  

(e) Dwell and transition times. 

3.2 My evidence should be read alongside that of Mr Stephen Muir, Mr Tim Elliot and 

Ms Catherine Heppelthwaite. 

4. CONTEXT OF THE TRANSPORT AGENCY'S SAFE SYSTEM PHILOSOPHY 

4.1 Regarding road safety, the Transport Agency is committed to the Safe System 

philosophy.  This approach recognises that humans make mistakes, and that the road 

transport system can be designed to minimise death and serious harm to users of the 

system.  

4.2 Two common examples of the Safe System approach are: 

(a) Installing median barriers in the centre of the road, which prevents high-severity 

head-on type crashes; and 

(b) Installing roundabouts at intersections, which reduces the number of conflict 

points between vehicles while also reducing the speed at which any crashes 

occur.  Both factors reduce the severity of any crash. 

4.3 There are four principles (or ‘Pillars’) of the Safe System approach, these are: 

(a) Safe Roads & Roadsides; 

(b) Safe Road Use; 

(c) Safe Vehicles; and 

(d) Safe Speeds. 

4.4 Specifically regarding advertising signs and digital billboards, the Transport Agency 

recognises that such devices are, by their nature, designed to distract the driver from 

their driving.  This affects two of the four pillars, namely: 



 

BF\59532011\1   Page 3 

(a) Safe Road Use – a distracted driver is not safe use of the road; and 

(b) Safe Roads & Roadsides – a roadside device designed specifically to create an 

unsafe driver is not considered part of a ‘safe roadside’. 

4.5 The evidence that advertising signs cause distraction, and that digital signs have an 

even greater distracting effect, is well-established.  The trans-national European CEDR 

report, The safety effects of roadside (digital) advertising: an overview of the literature 

(May 2018), summarises that driver distraction has been empirically measured in the 

following ways: 

(a) Glance (or Gaze) behaviour, both the number of glances and the duration of 

glances increased; 

(b) Lane discipline (or ‘Lateral control’) behaviour deteriorated, measured by: 

(i) Ability to stay within a lane;  

(ii) Signalling appropriately when changing lanes; 

(iii) Changing lanes in a timely fashion; and 

(iv) Swerve behaviour. 

(c) Traffic headway behaviour:  Headway is the distance (or gap) between vehicles.  

In New Zealand, drivers are encouraged to follow the “two second rule”.  

Headway compliance typically reduced in the presence of advertising signs and 

reduced further with digital billboards. 

(d) Driver response times:  In driver simulation studies, response times to a lead 

vehicle suddenly braking were significantly longer with the presence of digital 

billboards. 

4.6 Regarding the evidence for actual increase in crash risk, either higher numbers of 

crashes or increased severity, the findings are much less conclusive.  The CEDR report 

found 5 peer-reviewed and published “before and after” studies.  Only one out five 

studies found a statistically significant increase in crash rate related to the installation of 

digital billboards.  The other four studies, while indicating increased crash risk, did not 

meet the criteria for “statistically significant”. 
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4.7 There are reportedly several reasons why the actual crash risk findings tend to be 

“inconclusive”.  A New Zealand study, The impact on road safety of digital billboards 

(Frith & Trotter, 2015), outlines the following: 

(a) A number of studies are sponsored by the advertising industry that tend to use 

logically fallacious reasoning, ie “no statistically significant increase in crashes” 

does not equate to “no safety risk of digital billboards”. 

(b) Drivers tend to be unwilling to admit that distraction from an advertising sign 

was a causal factor in a crash, and unless the crash was a serious or fatal 

crash, police investigators are generally unlikely to investigate further; and 

(c) Crashes are rare events, crashes near digital billboards are even rarer, and 

rarer still are crashes near digital billboards that have appropriate statistical 

controls regarding appropriate length of time, baseline conditions and 

appropriate comparison roads.  This leads to studies that ignore ‘Type 2’ 

statistical errors. A ‘Type 2’ statistical error is often called a “false negative”, or 

‘falsely accepting a null hypothesis’. For example a null hypothesis might be 

“Installing Digital Billboards has no effect on crash risk”, because of the rare 

nature of crashes in general, studies may not have long enough analysis of data 

to conclusively draw a conclusion. 

4.8 It should be noted that many studies use digital billboard sites that are urban and lower 

speed in nature.  The one study referenced in the CEDR report which had a statistically 

significant result was a study by Gitelman et al (2010) which showed a 55% crash 

saving on the higher speed Ayalon Highway in Tel Aviv, Israel once digital billboards 

were removed. 

4.9 Given that this is a public health issue and given the methodological issues with crash 

data, and in line with international research recommendations, the Transport Agency 

considers that the established driver distraction issues warrant a cautious approach, 

especially in higher speed zones.  

4.10 I also note that the New Zealand Road Code 

(https://www.nzta.govt.nz/resources/roadcode/about-driver-responsibility/responsible-

driving) has the following two points regarding distraction under ‘Important Driver 

Responsibilities’: 

(a) A driver must not operate a vehicle in a condition or manner that could cause 

distraction to the driver; and 

https://www.nzta.govt.nz/resources/roadcode/about-driver-responsibility/responsible-driving
https://www.nzta.govt.nz/resources/roadcode/about-driver-responsibility/responsible-driving
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(b) A driver or passenger must not use any vehicle lighting equipment in a way that 

will dazzle, confuse or distract other road users. 

4.11 The Transport Agency considers that restrictions on distracting devices (i.e. advertising 

signage) is consistent with our expectations that drivers also refrain from distracting 

behaviour. 

4.12 The size, siting, configuration, layout and therefore possible effects on road safety and 

public health due to digital billboards are likely to be very site-specific.  The Transport 

Agency therefore seeks to have strong rules and standards within the planning 

framework to ensure the levels of distraction and safety implications of digital billboard 

installations are thoroughly assessed.  

4.13 Commentary on the specific rules, standards and assessment criteria sought by the 

Transport Agency is provided in the following sections. 

5. SIGNS RESEMBLING OFFICIAL TRAFFIC CONTROL DEVICES 

5.1 The Transport Agency is seeking the addition of a new rule SI-R2-1(e), (or similar), to 

prevent signs from imitating traffic signs and or devices.  The original submission 

sought a new permitted activity standard:  

Where: 1 The sign 

(e)…wording, text and/or style does not resemble traffic signs or any traffic control 
device (either wholly or partially), or give instructions to motorists that conflict with any 
traffic sign or traffic control device.  

5.2 The road safety concern is driver confusion.  It is considered standard road safety 

engineering practice to minimise driver confusion.  Drivers who are confused are more 

likely to make errors so are therefore more likely to be involved in a crash. 

6. SIGNS CONTAINING REFLECTIVE MATERIAL 

6.1 The Transport Agency is seeking the addition of a new rule SI-R2-1(f) (or similar) as 

follows: 

Signs shall not: 

(i) contain any reflective material;  

(ii) contain any flashing and/or revolving lights; 

(iii) contain any moving parts, images, text, animation or a dynamic display. 

6.2 This is consistent with Section 4.7 of the New Zealand Land Transport Rule Traffic 

Control Devices (2004), which states: 
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(a) A sign, hoarding or similar structure used or intended to be used for the purposes 
of advertising must not contain: 

(i) reflective material, if it is likely to reflect the light from the lamps of any 
vehicle on the road; or 

(ii) fluorescent or phosphorescent material, if it is likely to mislead or distract 
drivers from traffic signs installed in the vicinity or mask those signs. 

6.3 The road safety concerns are driver confusion and distraction.  The Transport Agency 

does not want road users unnecessarily dazzled or subjected to glare.  Both of these 

are considered detrimental to the task of driving and consequently to the principles of 

the Safe System philosophy. 

 

7. SIGN SEPARATION DISTANCE – SPACING FROM OTHER ROAD FEATURES 

7.1 The Transport Agency made a number of submissions on Rule SI-17:  

 

7.2 The principle is that drivers should not be unduly distracted from the driving task at 

hand, and therefore signs including digital billboards shall not be placed near complex 

facilities that require greater driver attention i.e. intersections, merges/diverges, road 

curves requiring chevron signs, and pedestrian/cyclist crossing facilities.  This 

separation also allows the relevant Traffic Control Devices (i.e. Traffic signals and 

signs) to be free from visual clutter. 

7.3 The Transport Agency considers that providing ‘Safe Intersection Sight Distance’ 

(SISD) as determined by Austroads, provides an appropriate separation distance 

between digital billboards and complex facilities where greater driver attention is 

required.  SISD calculations make allowance for a driver to observe a situation, then 

react to it and brake appropriately.  Austroads uses a 3 second observation time and a 

typical driver reaction time of 2 seconds for most driving situations.  Typical, non 
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grade-corrected SISD values from Austroads Guide to Road Design (AGRD) Part 4A, 

Table 3.2 (2017) are: 

Table 1 - Austroads SISD Distances 

Design Speed Austroads SISD (d=0.36 & R = 2.0 secs) 

50 km/h 97m 
60 km/h 123m 
70 km/h 151m 
80 km/h 181m 
90 km/h 214m 

100 km/h 248m 
110 km/h 285m 

 

7.4 These distances are broadly comparable with the earlier recommendations in the 

Transport Agency’s TCD-3 manual (section 5.5), which uses a more simplistic 100m 

(Urban) and 200m (Rural) desirable spacing measures.  A 200m SISD would equate to 

a design speed of approximately 86km/h. 

8. DWELL & TRANSITION TIME 

8.1 In its submissions, the Transport Agency sought (refer paragraph 7.1 above) a new rule 

SI-R17-(2)(e) and (f) be included which states:  

(a) For any digital signs, the maximum transition time between images shall be 0.5 

seconds.  

(b) For any digital sign facing a State highway, the minimum dwell time between 

images shall be 10 seconds.  

8.2 Dwell time and transition time are discussed in the primary evidence of Mr Muir.  Dwell 

time is the length of time an image is displayed on a digital billboard before the billboard 

changes to a new image.  Transition time is the length of time it takes to change 

between subsequent images.   

8.3 The desired safety outcome is that the dwell time is set so a driver is only exposed to 

one change of image whilst approaching and passing the digital billboard.  Every image 

change is a distraction, and the Transport Agency seeks to minimise the amount of 

time a driver is distracted from the task of driving. 

8.4 Dwell time calculations to achieve ‘one image change’ are very site specific and 

depends on the speed of the driver, and for what distance visibility to the billboard is 

available. 

8.5 Regarding the sight visibility to a sign, this factor can be complicated when considering 

this ‘one image change philosophy’.  This is because as speeds increase, the drivers’ 
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field of vision changes.  With increasing speed, the driver's peripheral vision decreases, 

resulting in drivers tending to focus on distances further away (“Tunnel Vision”).  This 

concept is shown below in Figure 1, note the diagram is from a 2015 European study, 

therefore the car is on the opposite of the road compared to New Zealand.  Therefore, 

a sign may be technically visible, but may not actually be within the drivers ‘cone of 

vision’. 

 

Figure 1 - Drivers field of vision 

 

8.6 AS/NZS4282:2019 recommends a minimum dwell time of 10 seconds.  The Transport 

Agency considers that this is broadly appropriate for a 50km/h urban environment, 

however due to the ‘Tunnel Vision’ effect, the Transport Agency considers that the 

minimum dwell time should be adjusted (increased) depending on the speed 

environment (see Table 2 below). 

Table 2 - Dwell Times 

Posted Speed Limit Desirable minimum dwell time 

50 km/h 10 sec 
60 km/h 12 sec 
70 km/h 14 sec 
80 km/h 16 sec 
90 km/h 18 sec 

100 km/h 20 sec 
110 km/h 22 sec 

 

9. CONCLUSION 

9.1 I understand that the Council Reporting Planner has not accepted the following 

amendments sought by the Transport Agency:  
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(a) Adding a new (or similar) rule SI-R2-1(e).  The Council Reporting Planner 

considered the wording suggested by the Transport Agency lacked clarity.  

(b) Inserting a new (or similar) rule SI-R2-1(f).  This was not considered to be a 

necessary amendment.  

(c) Inserting similar controls to rule SI-R9 into rule SI-R10 to manage the number 

and area of signs.  The proposed amendment was rejected on the basis that 

there was insufficient information or justification to adopt the changes.  

(d) Amending SI-R17-2(c). 

(e) Adding a new provision to rule SI-R17-2(h).  

(f) Inserting a new (or similar) rule SI-R17-2(e) and (f).  

9.2 In relation to proposed rule SI-R2-9(e), I consider that the following amending wording 

would provide greater clarity:  

(a) No sign wording, colour or text style shall be the same or similar to any Official 

Sign, Road Sign or traffic signal. 

9.3 For the reasons outlined above, I continue to support the amendments sought by the 

Transport Agency in its submission.  I consider my evidence, alongside that of Mr Muir, 

has provided sufficient technical basis for the amendments sought by the Transport 

Agency.  

9.4 The Transport Agency seeks to provide a safe system for road users.  Digital billboards 

which are, by design, intended to distract drivers are not considered part of a Safe 

System approach, therefore the Transport Agency seeks to have strong rules and 

standards within the planning framework to ensure the levels of distraction and safety 

implications of digital billboard installations and other road signs are appropriately 

managed.  

9.5 I will be attending the hearing on this matter and I would be happy to answer any 

questions on my evidence. 

 

Richard Landon-Lane 

7 November 2019 
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1. EXECUTIVE SUMMARY  

1.1 In this statement of evidence, I provide my opinion on the proposed provisions for Port 

Nikau and the Marsden Technology Park Precinct (as proposed by Submission #251), 

and Council proposed re-zoning of land on Rewa Rewa and Kioreroa Roads as part of 

Plan Change 82 A & B, 88 A-J, 109, 115, 136, 143, 144, 145, 147 & 148: District Plan 

Changes: Urban and Services (Plan Change). 

1.2 My key points from this statement of evidence are:  

(a) The Council’s s42A report contains two recommendations both of which relate 

to the same Port Nikau land holding and submission.  The primary (and 

preferred) recommendation is proposed as Port Nikau Precinct provisions, the 

secondary (less preferred) is proposed as Port Nikau Development Area 

provisions.   

(b) With minor amendments the Port Nikau Precinct provisions are consistent with 

the operative Port Nikau Environment provisions, and will ensure that transport 

effects on the state highway network can be appropriately managed. 

(c) The Port Nikau Development Area provisions (Councils secondary 

recommendation) are not consistent with the operative Port Nikau Environment 

provisions, and may not provide assurance that effects on the state highway 

network can be appropriately managed. 

(d) Marsden Technology Park Precinct should include provisions to ensure the safe 

and efficient operation of the McCathie Road/State Highway 15A intersection. 

(e) An assessment of transport effects should be undertaken prior to “live zoning” of 

land to Light Industrial and Heavy Industrial along Rewa Rewa and Kioreroa 

Roads. 

2. INTRODUCTION 

2.1 My full name is Mathew Ross Collins.   

2.2 I hold a Bachelor of Engineering (Honours First Class) (Civil) from the University of 

Auckland and have a post-graduate certificate in transportation and land use planning 

from Simon Fraser University in Vancouver, Canada. I have four years’ experience as a 

transportation planner and engineer.  
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2.3 I have been employed by Flow Transportation Specialists since February 2019.  I hold 

the position of Principal at the Auckland office. 

2.4 I provide transport advice to public and private organisations, which includes supporting 

master planning, preparing Integrated Transport Assessments (ITAs), and reviewing 

applications for designations, plan changes, subdivision and land use resource 

consents.  

2.5 My previous experience includes the following relevant projects:  

(a) Representing Auckland Transport for Warkworth North Plan Change 25 

including; review of the ITA; information requests relating to traffic modelling and 

provision of evidence. 

(b) Representing Auckland Council for: 

(i) Pukekohe Park Plan Change including; review of the ITA and land-use 

assessments; review of submissions; and preparing draft Precinct 

provisions. 

(ii) Clevedon Plan Change including review of the ITA and transport 

engineering designs. 

(c) Providing transportation advice for Auckland Council’s Future Urban Land 

Supply refresh and Transport for Future Urban Growth Programme. 

(d) Representing Auckland Transport and Auckland Council for multiple large scale 

resource consent reviews including: 

(i) Drury South Industrial Precinct; 

(ii) Silverdale 3 Precinct; 

(iii) Auranga A Precinct; 

(iv) Redhills Precinct; 

(v) Drury South Residential Precinct; and  

(vi) Waiata Shores (Manukau Golf Course redevelopment). 

(e) Preparing ITAs to support major residential developments including: 

(i) West Edge (New Lynn); and 
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(ii) Kāinga Ora developments (Aorere and Middlemore Neighbourhoods). 

2.6 I have been engaged by the New Zealand Transport Agency (Transport Agency) to 

act as their transport planning expert.  

3. CODE OF CONDUCT 

3.1 I confirm that I have read the Code of Conduct for Expert Witnesses contained in the 

Environment Court Practice Note and that I agree to comply with it.  I confirm that I 

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

opinions that I express, and that this evidence is within my area of expertise, except 

where I state that I am relying on the evidence of another person.   

4. SCOPE OF EVIDENCE 

4.1 My evidence will cover the following topics:  

(a) The Port Nikau Precinct, including: 

(i) A summary of the Policies, Objectives, and Rules of the operative Port 

Nikau Environment (PNE), relevant to transport matters; 

(ii) Port Nikau Precinct (PNP) recommended by Ms McGrath, included in the 

Section 42a Hearing Report Part 12 Precincts Attachment 3; 

(iii) Port Nikau Development Area (PNDA) as a secondary recommendation 

for Port Nikau by Ms McGrath, included in the Section 42a Hearing 

Report Part 12 Precincts Attachment 4; 

(b) Marsden Technology Park Precinct (MTPP), as proposed in Submission #251 

by Advance Developments Ltd; and 

(c) Rewa Rewa Road Light Industrial and Heavy Industrial rezoning, as proposed 

by Whangarei District Council (WDC). 

4.2 My evidence should be read alongside that of Mr Tim Elliot and Ms Catherine 

Heppelthwaite. 

5. PORT NIKAU PRECINCT 

5.1 The Transport Agency submission indicated concerns that the Operative PNE 

provisions were not well reflected by the notified plan provisions.  I have reviewed the 

Operative PNE provisions, the submission of Port Nikau Joint Venture and the 
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Council’s primary and secondary relief as described in the Council’s s42A 

recommendation.   

Port Nikau Environment (PNE) Operative Provisions Relevant to Transport 

Matters 

5.2 The operative provisions for the PNE contain several Objectives, Policies and Rules 

relating to transport matters.  I have summarised the key ones below, and full text is 

located in my Attachment A: 

(a) Objective PNE.50.2.1(5): 

Ensure adequate services and infrastructure are provided to the Port Nikau 
Environment … and that there is sufficient capacity, or planned capacity, within 
the various infrastructure services to cater for the demand assessed to be created 

by development. 

(b) Objective PNE.50.2.1(7): 

Incorporate over time new transport and traffic initiatives that result in adequate 
roading infrastructure (including necessary access to the state highway) being 
provided to accommodate the expected growth…. 

(c) Policy PNE.50.2.2(14): 

Access to and within the Port Nikau Environment shall be considered in the 
processing of any Master Plan and/or Precinct Plan application(s), with those 
roads and intersections potentially affected by development in the Port Nikau 
Environment having been defined in Rule 50.4.4(d)(ii). Access issues will focus 
on the provision of an efficient roading network… 

I note that Rule 50.4.4(d)(ii) does not exist, and I have assumed that Policy 

PNE.50.2.2(14) is intended to refer to Rule 50.5.1.5(a)(ii). 

(d) Policy PNE.50.2.2(15): 

The provision of infrastructure must be a key consideration in assessing any 
Master Plan and/or Precinct Plan. In the assessment of potential infrastructure 
requirements the demand generated by proposed land uses must be assessed 
and the capacity required both on and off the site must be provided before the 
related demand/need occurs…. 

(e) Rule PNE.50.4 Master Plan Applications: 

PNE 50.4.2 Infrastructure.  Any master plan application is a Discretionary Activity 
and shall include… 

a) An infrastructure framework is to be provided, detailing the layout and required 
capacity of… roading (including public transport and access to the state highway) 
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b) The infrastructure framework will…detail any staging proposed as a means of 
managing and avoiding potential effects related to the provision of [infrastructure] 
capacity… 

PNE 50.4.6 Traffic Management.  A report examining the traffic implications of the 
Master Plan. 

(f) Rule PNE.50.5.1.5 Infrastructure Framework/Roading: 

PNE.50.5.1.5(a). An Integrated Traffic Assessment…. that includes all the 
following … 

(i) An assessment of vehicle trip generation and distribution based on the 
maximum development that can take place in terms of this Precinct Plan 
and any other consented Precinct Plans within the Port Nikau Environment.   

(ii) The proposed development must take account of the approved Master 
Plan, other existing or consented Precinct Plans and resource consents 
and any other existing or approved development and the impacts to and on 
the roading network including: 

(1) Port Road from the Port Nikau Environment to the intersection with 
Kioreroa Road. 

(2) Port Road from Kioreroa Road to the intersection with Okara Drive 
(southern intersection). 

(3) Okara Drive from the intersection with Port Road to Porowini Ave 
intersection (under construction). 

(4) Okara Drive from Porowini Avenue to Port Road (North intersection). 

(5) Okara Drive from Port Road (North intersection) to Reyburn Street / 
Herekino Street intersection. 

(6) Kioreroa Road from the intersection with Port Road to Rewa Rewa 
Road. 

(7) Rewa Rewa Road from the intersection with Kioreroa Road to State 
Highway 1. 

(8) Intersection of Gumdigger Place and Kioreroa Road.  

(iii) An analysis of the impacts of the full development of the Port Nikau 
Environment in terms of (i) above on traffic operations on existing local 
roads and State Highways including intersections… 

(iv) A peer review of the assessment undertaken by or on behalf of the NZTA 
which confirms that there is sufficient capacity or planned capacity within 
the State Highway network to accommodate the predicted increase in 
traffic. 

PNE.50.5.1.5(b).  The Traffic Impact Assessment required in terms of (a) above 

shall demonstrate that traffic generation by the proposed development which is 

the subject of the application, shall not cause a reduction in the existing Level of 

Service for traffic movements at the intersection on State Highway 1. 
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PNE50.5.1.5(f) Roading - In addition to the information required in 4(a) above, 

with respect to roading and traffic effects: 

(i) For the intersection of SH1 and Rewarewa Road, the existing and 
predicted development must ensure the LOS for the traffic movements 
remain at Level C or better. 

Failure to provide the information above, or meet the thresholds under 

PNE.50.5.1, and to give effect to the Master Plan triggers a Discretionary 

Activity status, in accordance with PNE.50.5.4. 

(g) Rule PNE.50.7.5 Traffic Movements: 

Any activity is a permitted activity if: 

(i) It does not generate more than 200 traffic movements in any 24-hour 
period; or 

(ii) The activity complies with Appendix 6I where it gains access to a Collector 
or Arterial Road; and 

(iii) It does not generate traffic movements in excess of those allowed for in the 
approved Master and/or Precinct Plan. 

5.3 The operative provisions for the PNE clearly anticipate significant off-site transport 

effects as a result of development within the precinct, with multiple intersections 

identified in PNE50.5.1.5(a)(ii) as needing to be assessed as part of any Precinct Plan 

and control of any land use that is expected to generate more than 200 traffic 

movements within a 24 hour period.   

5.4 Effects on the Rewa Rewa Road/State Highway 1 intersection are clearly anticipated, 

with Rule PNE.50.5.1.5(a)(vii) requiring a peer review of the transport assessment by or 

on behalf of The Transport Agency for any Precinct Plan. 

Port Nikau Precinct (PNP) Provisions as notified 

5.5 The proposed provisions for the PNP contain several Objectives, Policies and Rules 

relating to transport which simplify but are generally consistent with the content of the 

operative PNE.  

5.6 Of particular note, Policy PNE.50.2.2(14) and Rule PNE.50.5.1.5(a) are replicated in 

Policy PNP.P3, Rule PNP-R3, and Rule Requirement PNP-REQ3.  The PNP retains: 

(a) The identification of key intersections that need to be assessed as part of 

subdivision or activity that generate more than 200 one-way vehicle movements 

or exceeds a lot size of 7,500 m2; and 



 

BF\59532406\1 | Page 7 

(b) The requirement for a peer review of transport assessments, undertaken by the 

Transport Agency. 

Submission Port Nikau Joint Venture (PNJV) 

5.7 The Transport Agency opposed a submission by PNJV who sought the following relief 

related to transport matters:  

(a) Include the PNJV land in a Development Area as depicted in the submission 

and that the provisions be generally those in the draft Port Nikau Development 

Area Chapter included in the submission; 

(b) Relief from compliance with provisions in Plan Changes 109, 136, 147, and the 

subdivision provisions of PC 148, and/or changes are made to the rules, activity 

statuses, and information requirements of these plan changes; and  

(c) Delete the TRA chapter in its entirety or, as an alternative amend PC109 as 

requested. 

My assessment 

5.8 Proposed Objective PNDA-O2 references the need to provide adequate infrastructure 

to meet development capacity; however this is not reflected in the subsequent Policies 

and Rules, which only refer to the internal road network: 

(a) Policy PNDA-P3 – Street Networks and Formation is focused on the road 

network internal to Port Nikau. 

(b) Rule PNDA-R5 is also focused on the internal transport network. 

5.9 Compared with the operative PNE and the notified PNP, the PNDA does not: 

(a) Specifically require the assessment of key intersections on the surrounding road 

network, including the Rewa Rewa Road/State Highway 1 intersection; or 

(b) Require a peer review of the transport assessment undertaken by or on behalf 

of the Transport Agency to confirm that there is sufficient capacity or planned 

capacity within the state highway network to accommodate the predicted 

increase in traffic. 

5.10 Mr McKenzie, the Council's traffic expert, has reviewed the PNJV submission for the 

PNDA on behalf of Whangarei District Council (Section 42A Hearing Report: Part 12 

para 54), and concludes: 
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From the information available at the time of preparing this report, it is considered that 
there is insufficient justification to set aside the requirements of TRA-R15/R16 and to 
remove the ITA requirements provided for in the PNE provisions of the Operative District 
Plan. The critical nature of the transport environment in this part of the Whangarei road 
network especially along Port Road, Rewarewa Road and the intersection SH1 is 
demonstrated in the latest District Traffic Model report with reported over-capacity 
intersections using Operative District Plan zoning and development potentials: 

(a) Rewarewa/SH1 intersection (plus sections of SH1 to the north and south of this 
intersection) AM peak from 2023 onwards, PM peak from 2023 onwards; 

(b) Kioreroa Road/Union Street intersection - PM peak from 2033 onwards. 

Additionally, the further submission lodged by NZTA in respect of the PNTJV original 
submission seeks to retain the requirements to prepare an ITA (required under Rules 
TRA-R15/R16) so as to contribute to “support the safe and efficient operation of the 
transport system”. It is considered that without the more extensive traffic modelling 
relating to the revised PN Precinct or retention of the Operative PNE the transportation 
safety and effectiveness of the transport network supporting the Port Nikau area 
(primarily but not exclusively focussed on Port Road, Rewarewa/Kioreroa Roads, and 
SH1/Rewarewa Road intersection) could be compromised. 

It is recommended that without any further detailed information and transport analysis 
provided by PNTJV that the requested zoning sought cannot be supported, and the 
current structure and requirements included in the ITA aspects of TRA-R15/R16 are 
appropriate. 

5.11 I support Mr McKenzie’s conclusion that there is insufficient justification to set aside the 

requirements of TRA-R15/R16.   

5.12 Further, I consider that there is insufficient justification to remove the ITA requirements 

provided for in the PNE provisions, specifically the requirement to assess named 

intersections that are known constraint points (as identified in Rule PNE.50.5.1.5(a)). 

5.13 I am unclear as to whether Mr McKenzie has reached the same conclusion, as his first 

and last paragraphs reproduced above could be interpreted to either support inclusion 

of the PNE ITA provisions in PNDA, or to solely rely on TRA-R15/R16. 

5.14 In my opinion, TRA-R15/R16 and TRA-REQ1/REQ2 are not sufficient to provide surety 

to the Transport Agency that effects on the Rewa Rewa Road/State Highway 1 

intersection as a result of development in Port Nikau will be assessed and mitigated: 

(a) TRA-REQ1(1)(e) only requires an evaluation of the effects of development on 

the adjacent transport network, which would exclude the Rewa Rewa 

Road/State Highway 1 intersection. 

(b) TRA-REQ(2)(e) uses the words “surrounding” and “adjacent” transport network.  

TRA-REQ(2)(i) uses “wider” transport network, and appears to be somewhat of 

a double up of TRA-REQ(2)(e).  In my view, this creates ambiguity as to how far 

from the site the effects of development should be considered.  The Rewa Rewa 
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Road/State Highway 1 intersection is approximately 4.5 km from the PNDA site, 

so it may be argued that this intersection is too far from the site to warrant 

assessment.  However, as identified by Mr McKenzie, this intersection is a key 

constraint point in the network and will be sensitive to development in PNDA. 

(c) TRA-R15/R16 only require ITAs based on the number of car parks provided 

and/or the area of residential lots.  This may not capture high traffic generating 

activities where limited parking is provided, for example, logistics activities, fuel 

stations, drive through activities, schools, and childcare centres.  Neither will it 

consider activities that generate infrastructure and service requirements for trips 

made by public transport, walking or cycling.   

Primary Section 42a recommendation (PNP) 

5.15 Ms McGraths’ primary recommendation is that the Commissioners maintain the 

notified Port Nikau Precinct (Section 42A Hearing Report: Part 12 para 73). 

5.16 Subject to some minor amendments, I support Ms McGraths’s primary 

recommendation.  I consider that the notified PNP provisions generally strike a suitable 

balance between simplifying the operative transport provisions for Port Nikau while still 

ensuring appropriate assessment of the wider transport network, particularly the state 

highway network, is undertaken as development progresses. 

5.17 I recommended that several amendments are made to the PNP for clarity.  I 

consider that these amendments do not change the intent of the PNP: 

(a) Rule PNP-R3 should specify the time period for exceeding 200 one-way vehicle 

movements.  I recommend that this is within any 24 hour time period, as 

specified in PNE 50.7.5(a): 

PNP-R3(1) 

The activity increases the number of traffic movements from the Port Nikau 
Precinct by 200 one way movements in any 24-hour period. 

(b) Rule PNP-R3 Matters of Discretion (3) refers to the level of service at the 

intersection of “State Highway and Rewa Rewa Road” being “exceeded”.  This 

should be reworded to identify the State Highway number and specify a 

reduction in the level of service of this intersection, which is consistent with the 

wording of PNE: 
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PNP-R3 Matters of Discretion (3) 

The impact of the proposal on the intersection of State Highway 1 and Rewa 
Rewa Road should the proposal cause a reduction in the existing level of 
service is proposed to be exceeded. 

(c) Rule Requirement PNP-REQ3 should be renamed as it is not limited to 

commercial/retail activity within the buffer area.  PNP-R3 states that PNP-REQ3 

applies to any subdivision/activity that generates 200 vehicle movements or 

subdivides an allotment of 7500m2 or more.  Further, I suggest that the word 

“Traffic” is replaced with “Transport” to reflect the wording of PNP-P3:  

PNP-REQ3 Commercial or Retail Activity within the Buffer Area Information 
Requirement – Traffic Transport Impact Assessment. 

Secondary Section 42a recommendations (PNDA) 

5.18 Ms McGrath makes a secondary recommendation that the PNDA be accepted, subject 

to PNVJ providing some further information and amendments to PNDA (Section 42A 

Hearing Report: Part 12 para 74, 75). 

5.19 However, as discussed above, I consider that the PNDA does not provide sufficient 

acknowledgement of the constrained nature of the surrounding road network, 

particularly the Rewa Rewa Road/State Highway 1 intersection. 

5.20 If the PNDA (secondary recommendation) is accepted, I recommend that amendments 

are made such that the intent of Policy PNE.50.2.2(14), Rule PNE.50.5.1.5(a), and 

Rule PNE.50.7.5 are carried across to the PNDA: 

(a) A policy is introduced to define the outcome sought by PNDA-O2.  The policy 

should identify the need to consider the capacity of the Rewa Rewa Road/State 

Highway 1 intersection, consistent with PNE.50.2.2(14); 

(b) A Rule(s) is introduced which gives effect to the policy requested above, and is 

consistent with PNE.50.5.1(5)(a) and (b), and Activity Rule PNE.50.7.5.  The 

rule(s) should require: 

(i) Restricted Discretionary (RD) status for any activity that generates more 

than 200 vehicle movements within any 24 hour period, or results in the 

subdivision of any lot larger than 7,500m2; 

(ii) An assessment of the Rewa Rewa Road/State Highway 1 intersection 

for any activity that triggers RD status on transport matters; and 



 

BF\59532406\1 | Page 11 

(iii) A peer review of the assessment undertaken by or on behalf of the 

Transport Agency which confirms that there is sufficient capacity or 

planned capacity within the State Highway network to accommodate the 

predicted increase in traffic, or otherwise triggers a discretionary activity. 

6. MARSDEN TECHNOLOGY PARK PRECINCT (MTPP) 

6.1 The Transport Agency opposed a submission by Advance Developments Ltd (ADL) 

who sought:  

(a) That the ADL land at the corner of McCathie Road and State Highway 15 

Ruakaka be rezoned from “Rural Production Environment” to ‘Light Industrial’ 

with a Marsden Technology Park Precinct overlay (MTPP), or alternative relief 

with similar effect; and 

(b) Relief from compliance with (or amendment to) provisions in Plan Changes 82A, 

82B, 88, 88A-J, 109, 115, 136, 147, 148 where those provisions are inconsistent 

with the objectives, policies, and rules intended for the MTPP. 

My assessment 

6.2 The ADL submission included an assessment of traffic effects (prepared by 

Engineering Outcomes Ltd, dated 27 June 2019), attached as Attachment 6 to the 

submission. 

6.3 The assessment of traffic effects recommends the following to support development 

and mitigate potential effects:  

A left-turn taper might be required at the Marsden Point Road/McCathie Road 
intersection as a result of development enabled by the proposal. 

It would also be desirable to address a minor sight distance issue - the complying 
sightline from the Port Marsden Highway/McCathie Road intersection, towards the 
northeast, while clear, crosses part of the site. 

6.4 I consider that the assessment of traffic effects does not provide a robust assessment 

of the potential traffic effects because the assessment of the traffic effects on the 

McCathie Road/State Highway 15A intersection does not include the full development 

traffic.  Once fully developed, 450 vehicle movements per hour are predicted to be 

generated in the peak hour by Engineering Outcomes Ltd, whereas only 48 vehicle 

movements have been assessed in the traffic assessment. 

6.5 Further, the potential number of vehicle movements may be somewhat higher than 

what has been assessed by Engineering Outcomes Ltd: 
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(a) Traffic generation rates were estimated in the traffic assessment from a recent 

traffic count on Union East Street in Whangarei.  The rates used in the analysis 

are 0.45 movements per 100 m2 gross floor area (GFA) during the afternoon 

peak hour and 0.40 movements per 100 m2 GFA during the morning peak hour; 

(b) The Institute of Transport Engineers (ITE) Trip Generation Manual (8th edition) 

provides the following trip generation guidance: 

(i) Light Industrial (Code 110): 

(1) 0.99 movements per 100 m2 GFA during morning peak 

(2) 1.05 movements per 100 m2 GFA during evening peak 

(ii) Industrial Park (Code 130): 

(1) 0.90 movements per 100 m2 GFA during morning peak 

(2) 0.93 movements per 100 m2 GFA during evening peak 

6.6 I note that the ITE rates are approximately twice as high as the rates used in the 

assessment of the traffic effects.   

6.7 The MTPP enables a wider range of land use activities, including childcares and 

dwellings.  These land uses tend to result in higher peak hour trip generation rates than 

those on Union East Street.   

6.8 However, depending on the actual land use activities that eventuate, there may be a 

degree of internalisation of trips within the MTPP and a reduction in longer distance 

trips on the State Highway network due to the proximity to the Marsden City 

development.  Whether or not these need supporting through other transport 

infrastructure, such as footpaths and cycle facilities, is not known. 

6.9 In my opinion the trip generation rates used in the assessment may be at the lower end 

of what may be generated by the site, and therefore may underestimate the potential 

transport effects.  However, I consider that these matters can be addressed as part of 

future transport assessments that will be required under TRA-R15/R16.    

6.10 Mr McKenzie has reviewed the ADL submission for the MTPP on behalf of Whangarei 

District Council (Section 42A Hearing Report: Part 9 Attachment 5), and finds: 

In terms of the appropriateness of the Light Industry zoning (and associated precinct 
overlay which also provides rules enabling residential activities and other mixed-uses 
such as educational facilities and recreational facilities) requested by ADL, it is 
considered that there are a number of variables at play within the assessment of 
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acceptable transport network performance. The shift of generated traffic activity levels 
from what can be expected from the current Rural Production zoning of the land, up to 
the expected 6,000-7,000 vehicles per day that could be generated by the Light Industry 
zoning, that should be addressed via a comprehensive Integrated Transport 
Assessment prior to acceptance of the development within the subject land. While the 
Engineering Outcomes report has assessed a development scenario based on Light 
Industrial activity, there could potentially be other development scenarios that are 
facilitated by the MTPP and associated zoning that have not been assessed and which 
may have a range of transportation effects outside those addressed by the submitter’s 
transport assessment… 

The supplied transport assessment identifies a number of infrastructure mitigations 
required to support the requested zoning and as such with these mitigations included by 
way of the Precinct provisions (or otherwise development within the MTPP still being 
subject to the provisions of TRA-R15/R16) could be supported from a transportation 
point of view. There remain some concerns from a transportation point of view, however, 
that the residential, educational and recreation activities facilitated by the 
zoning/precinct could give rise to a range of alternative effects not included within the 
submitter’s transport assessment. In this regard it is considered necessary for any 
development within the subject land remain as being subject to the requirements of 
TRA-R15/R16. 

The ADL request to remove the requirements under TRA-R15/R16 (and associated 
Information Requirements) is therefore not supported, as the potential transportation 
generation arising from the land use development facilitated by the rezoning would be 
expected to exert potentially significant wider-area transport effects reaching along Port 
Marsden Highway and potentially out to SH1. 

6.11 I support Mr McKenzie’s findings, particularly the opposition to removing the 

requirements of TRA-R15/R16 from the site. 

6.12 Further, I consider that the formation of a roundabout at the McCathie Road/One Tree 

Point Road/State Highway 15a intersection is required to enable the MTPP to fully 

develop.  The 450 vehicle movements per hour anticipated by the assessment of traffic 

effects would have significant negative impacts on the safe and efficient operation of 

this intersection. 

6.13 I also consider that the MTPP should include some provision to address the sight 

distance issue at the Port Marsden Highway/McCathie Road intersection, towards the 

northeast.  

Section 42a recommendations  

6.14 Ms McGrath’s recommendation is that (Section 42A Hearing Report: Part 8 para 157): 

Amend the LI zoning and insert a new Precinct as detailed in Attachment 1 subject to 
acceptance of recommendations in response to submission points listed in Part 5. 

6.15 I generally agree with this recommendation, but recommend that the following 

aspects are included in the MTPP: 
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(a) Identify an appropriate trigger to upgrade the McCathie Road/One Tree Point 

Road/State Highway 15A intersection to a roundabout to manage safety and 

efficiency effects; and 

(b) Identify an appropriate mechanism to provide a complying sightline from the 

McCathie Road/State Highway 15A intersection towards the northeast, across 

private land within the MTPP. 

7. REWA REWA ROAD LIGHT INDUSTRIAL AND HEAVY INDUSTRIAL REZONING 

7.1 The Transport Agency opposed the proposed zoning in the notified Plan Changes for 

several large land parcels near Rewa Rewa Road zoned Light Industrial and Heavy 

Industrial. These areas are zoned Rural in the Operative District Plan.  

7.2 The Section 32 analysis of the proposed rezoning was not accompanied by an 

assessment of transport effects.  Although the individual parcels would be subject to an 

assessment of effects via TRA-R15/R16 as part of future resource consent 

applications, I consider that the cumulative effects from all parcels should be 

considered prior to rezoning due to the extent and quantum that the effects may have. 

7.3 In this instance I have relied on Mr McKenzie’s review of the PNJV submission (Section 

42A Hearing Report: Part 9 Attachment 5), in particular, his understanding of the 

District Traffic Model and the indication that the surrounding transport network has 

insufficient capacity to cater for development enabled by the Operative District Plan (my 

emphasis added below with underlining): 

The critical nature of the transport environment in this part of the Whangarei road 
network especially along Port Road, Rewarewa Road and the intersection SH1 is 
demonstrated in the latest District Traffic Model report with reported over-capacity 
intersections using Operative District Plan zoning and development potentials: 

(a) Rewarewa/SH1 intersection (plus sections of SH1 to the north and south of this 
intersection) AM peak from 2023 onwards, PM peak from 2023 onwards. 

(b) Kioreroa Road/Union Street intersection - PM peak from 2033 onwards. 

Additionally, the further submission lodged by NZTA in respect of the PNTJV original 
submission seeks to retain the requirements to prepare an ITA (required under Rules 
TRA-R15/R16) so as to contribute to “support the safe and efficient operation of the 
transport system.  It is considered that without the more extensive traffic modelling 
relating to the revised PN Precinct or retention of the Operative PNE the transportation 
safety and effectiveness of the transport network supporting the Port Nikau area 
(primarily but not exclusively focussed on Port Road, Rewarewa/Kioreroa Roads, and 
SH1/Rewarewa Road intersection) could be compromised. 
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7.4 As the rezoning proposed in the notified plan change would affect the over-capacity 

intersections identified by Mr McKenzie, I consider that an assessment of transport 

effects should be undertaken prior to “live zoning” these parcels. 

8. CONCLUSION 

8.1 My key points from this statement of evidence are:  

(a) With minor amendments, the Port Nikau Precinct provisions are consistent with 

the operative Port Nikau Environment provisions, and will ensure that transport 

effects on the State Highway network can be appropriately managed;  

(b) The Port Nikau Development Area provisions are not consistent with the 

operative Port Nikau Environment provisions, and may not provide assurance 

that effects on the State Highway network can be appropriately managed;  

(c) Marsden Technology Park Precinct should include provisions to ensure the safe 

and efficient operation of the McCathie Road/State Highway 15A intersection; 

and  

(d) That an assessment of transport effects should be undertaken prior to “live 

zoning” of land to Light Industrial and Heavy Industrial along Rewa Rewa Road. 

 

Mathew Collins 

7 November 2019 
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PNE.50.1 Description and Expectations 

Whangarei is experiencing significant population and economic growth with this growth projected to 
continue. The Port Nikau Environment, traditionally used for port related activities has largely become 
redundant due to the relocation of the majority of the port related activities to Marsden Point. The 
former heavy industrial zoning applied to the site is not considered appropriate now days, as it is 
assessed that potential exists to develop the site in a more compatible and sustainable manner.  

The Port Nikau Environment is already provided with infrastructure services, is in close proximity to 
established core infrastructure and provides the opportunity to develop a mixed use environment, 

creating capacity for long‐term commercial and residential growth, close to the city centre and within 
the existing urban limits, establishing potential to capitalise on growth opportunities for the City, the 
District and the Region. 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 within 
Whangarei. 

The development process to be applied in the Port Nikau Environment is designed to: 

1. Enable the mixed use development of the site. 

2. Use urban design principles to lead the design process. 

3. Use a tiered approach for development assessment (Master Planning and Precinct Planning). 

4. Allow flexibility with regard to: the assessment of development; the use of alternative design and 
engineering proposals; and the types of land use that occur in recognition of the long 
development timeframe of the site. 

5. Avoid reverse sensitivity effects. 

6. Avoid adversely impacting on activities on land outside the Environment including in the adjacent 
Business 4 Environment. 

The development process adopted for the Port Nikau Environment is designed to enable a more 
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 (Master Plan) will be the mechanism used to 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. 

In developing the Port Nikau Environment the following matters are considered to be particularly 
important: 

a) Ensuring good urban design principles are adhered to and the provision of adequate and 
appropriate public and private open space; 

b) The provision of adequate infrastructure services, particularly roading; 

c) The management of the effects of hazards; 

d) The avoidance of negative effects on ecology; and 

e) The avoidance of reverse sensitivity effects. 

f) The planning map at Appendix A details specific controls to achieve d. and e. above. 
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PNE.50.2 Objectives and Policies for the Port Nikau 

Environment 

The objectives and policies for the Port Nikau Environment take precedence over the objectives and 

policies in the Plan, unless Chapter 50 is silent on any matter in which case the objectives and 

policies in the Plan apply.   

PNE.50.2.1 Objectives for the Port Nikau Environment 

Development of the Port Nikau Environment in an appropriate manner will: 

1. Enable a greater level of connectivity between the Port Nikau Environment and the CBD and the 
City and the water/harbour edge, improving the water entrance to the City and providing public 
access to the coastal marine area. 

2. Create a mixed use environment, thereby strengthening the overall form, capacity and range of 
land uses within Whangarei, providing increased employment opportunities and commercial and 
residential capacity near the Central Business District (CBD) and regional sports facilities, with 

development in defined Precincts creating capacity for predicted long‐term commercial and 
residential growth of the Port Nikau Environment. 

3. Overall and within individual Precincts, be an example of good urban design, creating a liveable, 
mixed use environment where people can practically live, work and play within the Port Nikau 
Environment, providing employment based, commercial, retail and other land uses and a range 
of residential housing types and styles that will support a growing and increasingly diverse 
population. 

4. Allow appropriate activities including industry within the Port Nikau Environment, with a buffer 
and transitional zone provided between industrial and mixed use activities to ensure compatibility 
of different land uses and activities and avoid reverse sensitivity effects.  

5. Ensure adequate services and infrastructure are provided to the Port Nikau Environment and that 
there is sufficient land area set aside for the physical provision of infrastructure and that there is 
sufficient capacity, or planned capacity, within the various infrastructure services to cater for the 
demand assessed to be created by development at Port Nikau while recognising the impacts of 
development on existing infrastructure networks. 

6. Provide infrastructure and services that will lead to positive environmental outcomes with scope 
to enhance the surrounding environment and ensure that the development of the site (in stages) 
does not limit future development through poorly planned services and infrastructure and where 
possible the potential impacts of development are lessened through the use of low impact design 
systems for infrastructure.  

7. Incorporate over time new transport and traffic initiatives that result in adequate roading 
infrastructure (including necessary access to the state highway) being provided to accommodate 
the expected growth, with a roading hierarchy that is appropriate to the different activities within 
the area, incorporating pedestrian and cycleways and establishing further connections to the 
CBD and adjoining suburbs while recognising the impacts of development on the existing roading 
network.  

8. Provide adequate and appropriate Open Space creating a strong network of public open space, 
including places to enjoy a range of recreational activities including public access to the coastal 
marine area. 

9. Ensure that the development of the site allows for the maintenance of existing (pre-development) 
ecological values. 
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10. Provide an opportunity to reinforce and develop a local sense of place and identity and maintain 
the historical identity of the site. 

11. Ensure that the design of the development takes into consideration and where possible mitigates 
any existing or potential hazards, in particular flooding, geotechnical issues and ground 
contamination. 

12. Recognise that the potential environmental effects of development in the Port Nikau Environment 
shall be taken into account and methods required to avoid, remedy and/or mitigates effects shall 
be defined as part of the Master Plan and/or Precinct Plan process.  With regard to subdivision of 
the site, this will be recognised as one means by which to ensure that the necessary conditions 
of any Master Plan and/or Precinct Plan are implemented, in particular the requirement to 
provide infrastructure and services to accommodate future development. 

PNE.50.2.2 Policies for the Port Nikau Environment 
1. Amenity Values 

That changing land-use patterns are recognised and as a means of sustainably managing the 
use of land resources within the District that mixed use development is encouraged in the Port 
Nikau Environment, so long as the potential negative effects of different land-uses are effectively 
managed, whilst avoiding reverse sensitivity effects and maintaining amenity values. 

Explanation and Reasons: As land becomes more expensive and as a resource becomes 
scarcer it will be necessary to more intensively develop land as a means of sustainably 
managing it.  To more intensively develop land will increase the potential for conflict between 
what could have traditionally been assessed to be incompatible land uses, however the use of 
new technologies to manage effects and the establishment of mixed-use developments where 
different uses can effectively cohabit will assist in sustainably managing the land resource. 

2. Mixed Use Environments 

To ensure that the effects of activities located in mixed use environments do not have adverse 
effects on other uses within the Environment or on uses adjacent to or outside of the 
Environment, whilst acknowledging that the incorporation of potentially sensitive uses (e.g. noise 
sensitive activities and places of assembly) into a mixed use environment may require that the 
sensitive uses undertake mitigation measures to ensure that the effects generated by other 
activities, both within a mixed use environment and outside of a  mixed use environment, do not 
impact negatively on the sensitive use.  

Explanation and Reasons: The establishment of mixed use development is designed to enable a 
large number of different uses to co-locate in such a way that leads to an intensified use of land 
as a means of sustainably managing land use resources within the District.  It is recognised that 
by intensifying land use patterns there is an increased potential for conflict between different land 
uses and therefore within the mixed use developments it is recognised that potentially sensitive 
land uses may have to mitigate against the possible effects of other land uses, thereby avoiding 
potential reverse sensitivity effects of establishing sensitive land uses amongst commercial and 
industrial land uses 

3. Mixed Used Development  

The development of land in a mixed use manner will result in varying lot sizes and ownership 
structures which may not necessarily fit comfortably with the standard subdivision rules 
contained within the District Plan. Therefore, such subdivision rules shall only be used as a 
starting point in the assessment of subdivision applications, recognising that the control of land 
use activities through density provisions is a very basic means of managing land uses and that 
the suites of rules contained within the District Plan relating to the management of potential 
effects of land use activities should be taken into account when assessing the subdivision of 
mixed-use developments. 
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4. Integration of Activities  

The integration of different land use activities enables a more intensified use of land therefore 
assisting in sustainably managing the land use resource. However, it is recognised that 
integrating different land use activities can lead to negative effects being experienced by 
neighbouring land uses, as a result of what have traditionally been seen to be incompatible land 
uses locating in close proximity to each other and therefore it must be demonstrated that the 
potential adverse effects of different land uses can be managed in such a way as to avoid 
adverse and reverse sensitivity effects. 

Explanation and Reasons: The traditional use of zoning as a planning tool has sought to manage 
potentially adverse effects of different land uses by locating similar land uses in the same area 
and using distance as a buffer between potentially incompatible or more sensitive land uses.  
Managing development in this manner has the potential to lead to heavy reliance on motor 
vehicles, creating areas within an urban development that are effectively devoid of people, 
except for the purpose of work, with such areas having no life or vitality.  

The positive integration of land uses and the creation of work, live and play environments is seen 
as a way of more sustainably managing land use resources, reducing dependence on motor 
vehicles and also creating communities with urban areas.  By applying an ‘effects-based’ 
planning regime, rather than a ‘use’ based planning regime enables the potential effects between 
different land uses to be managed in a manner that ensures that suitable levels of amenity are 
maintained to enable the mixed use (Port Nikau) environment to flourish. 

5. Management of Effects  

Where the potential effects of a proposed development are clearly known, the subdivision rules 
shall be used as a means to enable the orderly breakup and management of land, rather than a 
means by which to control effects however; where the potential effects of a proposed 
development are not known, then the subdivision rules should be applied in such a way as to 
enable the creation of allotments capable of accommodating the type of development that would 
be normally expected to locate in such an Environment. 

6. Riparian and Coastal Margins  

To recognise that some types of industry and land use have an operational necessity to be 
located within riparian and coastal margins and that in some instances the exclusion of public 
access is necessary to ensure the efficient and safe operation of these types of industry and land 
use and also to protect public safety. 

To recognise that riparian and coastal margins are a limited resource and that the ability to 
sympathetically develop such in a manner that encourages public use of riparian and coastal 
margins will enhance amenity values and add to the attractiveness of the District. 

To recognise that riparian and coastal margins differ greatly within the District, both in their 
physical makeup and their potential use and that some riparian and coastal margins can become 
valuable public assets if developed in a manner that encourages high public use and enjoyment 
of such areas. 

Explanation and Reasons: It is not always necessary that riparian and coastal margins be 
protected in such a way as to only enable limited use. Historically the Port Nikau Environment 
has been exempt from requirements to provide riparian access and esplanade reserves and has 
enabled building development up to the line of the coastal marine area in recognition of the sites 
use as a port.  

Some riparian and coastal margins are located in areas where they provide the opportunity to 
support marine-based industry and activity and as such need to be developed in a manner that 
can provide for that activity and industry.  It is also necessary to recognise that there is an 
increasing trend toward water edge development, particularly in urban areas that have coastal 
frontage and as such it is necessary to develop these areas in an appropriate manner to enable 
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people to safely enjoy these areas. In the Port Nikau Environment it is recognised that the 
provision of high-quality public space and access to the coastal marine area is a very important 
consideration in the development of the site, however it is also recognised that adherence to very 
blunt planning tools such as predetermined building setbacks and requirements for the provision 
of esplanade reserves may not lead to the development of successful outcomes with regard to 
attractive, high amenity public space. 

In accordance with Appendix 5 of the District Plan - Figure A5.1 A Port Areas exempt from 
Building Setback and Esplanade Requirements - the Port Nikau Environment will not have 
required building setbacks from the coastal marine area and the requirements of section 230 of 
the Resource Management Act with regard to the provision of esplanade reserves as part of the 
subdivision process will not be applicable.  

Instead, within the Port Nikau Environment the provision of public open space adjacent to the 
coastal marine area and the provision of public access to the same will be provided as a result of 
the application of urban design principles through the Master Planning and Precinct Planning 
processes, ensuring that sufficient and adequate open space is provided within the Port Nikau 
area, including the integration of the requirements of industrial and commercial activities that 
operationally must locate adjacent to, or within the coastal marine area. 

7. Development of Riparian and Coastal Margins  

The sympathetic and appropriate development of riparian and coastal margins shall be enabled 
in order to provide a variety of experiences within riparian and coastal margins, therefore 
encouraging appropriate public use, enhancing amenity values, enhancing and maintaining 
coastal landscape values (where they exist) and adding to the attractiveness of the coastline of 
the District. 

8. Operational Requirements 

The provision of public access to riparian and coastal margins will not always be in the best 
interests of industry and commercial operations located in these areas, which have a necessity to 
locate adjacent to or within riparian and coastal margins and therefore allowance must be made 
for such industry and commercial operations when considering the establishment of esplanade 
reserves and/or strips. 

9. Public use of Riparian and Coastal Margins 

The public use of riparian and coastal margins shall not be viewed as a threat, but as an 
opportunity, where through the appropriate provision of infrastructure, that people will be able to 
access the coast, potentially in large numbers, to enjoy riparian and coastal margins, where such 
development and use of public infrastructure does not threaten ecological, cultural and 
landscape values. 

Explanations and Reasons: Within the Port Nikau Environment the provision of public space 
adjacent to the coastal marine area and the provision of public access to the coastal marine area 
will be facilitated through the application of urban design principles and integrated with built 
structures, some of which will extend into the coastal marine area. The provision of public space 
will not be uniform in width or size, particularly adjacent to the coastal marine area, but instead 
public space and esplanade reserve areas (both public and private) will be designed and 
provided to meet the reasonably foreseeable needs of the inhabitants of and visitors to the Port 
Nikau area. 

10. Subdivision and Development  

More intensive subdivision and development should be encouraged in areas where existing 
infrastructure is provided as opposed to providing new infrastructure to extend services into 
currently undeveloped and un-serviced areas, except where the extension of infrastructure 
services is clearly allowed for in Council's strategic infrastructure planning.  
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Explanation and Reasons: There are existing zoned and serviced areas within the existing urban 
areas of the Whangarei District that are either undeveloped or underdeveloped and these areas 
should be encouraged to be developed, utilising the existing infrastructure and the infrastructure 
capacity that exists, as opposed to extending infrastructure into new greenfield sites where the 
extension of such infrastructure is not included in the Council's strategic infrastructure planning.  
The potentially ad-hoc extension of Council infrastructure, if not planned correctly can lead to 
significant costs falling to the general public (rate payers) where such costs have already 
historically been borne in the provision of existing infrastructure in existing undeveloped and 
underdeveloped urban areas. 

11. Subdivision and Development  

To enable the flexible subdivision of mixed-use developments, recognising that subdivision is for 
the purpose of providing legal title to physical resources (i.e. land and buildings) and not for 
managing potential effects between different land uses.   

Explanation and Reasons: It is recognised that at times subdivision is used as a means of 
managing the potential adverse and reverse sensitivity effects between different land uses, 
however within mixed-use developments different land uses are bought together in close 
proximity where the potential negative effects have been managed through rules relating to the 
bulk and location of buildings, protection of amenity values and the avoidance of reverse 
sensitivity effects. Therefore, the application of subdivision rules in this instance must be flexible 
as the role of subdivision in this instance is to provide legal title to the land, not to attempt to 
manage effects between different land uses. 

12. Land Ownership 

Differing methods and proposals for land ownership can have an effect on the way in which land 
is developed and subdivided and at times the subdivision rules of the District Plan will not cater 
well for some land development and land ownership proposals.  Therefore, there must be care 
when applying the subdivision rules to any particular application to ensure that the subdivision 
rules are not being used solely as a means to attempt to control the potentially adverse effects of 
property development. 

Explanation and Reasons: In residential and rural areas minimum lot sizes are at times enforced 
as a means of providing distance between dwellings or other land uses in order to maintain 
perceived urban and/or rural amenity. 

In the Port Nikau Environment the application of land use rules (e.g. noise) will be the means by 
which potential effects are controlled and therefore the applicable subdivision rules are proposed 
in order to facilitate and manage property ownership, rather than controlling land use effects.  
Due to the number of potential land uses that may occur within the Port Nikau Environment the 
subdivision rules contain within them a high degree of flexibility to enable the effective 
subdivision of a large commercial site as well as individual apartments within a residential 
development. 

13. Reverse Sensitivity 

Particular land uses in close proximity to heavy industrial uses can generate the potential for 
reverse sensitivity effects to arise and such effects are recognised and should be avoided. In the 
Port Nikau Environment specific land uses/activities have been controlled in the Buffer and 
Transitional Areas in order to avoid reverse sensitivity effects with neighbouring, established 
heavy industry. The establishment of sensitive land uses (as detailed in rule 50.6.1) in the Buffer 
and Transitional Areas should be avoided unless such land uses can successfully manage the 
lawfully occurring effects of neighbouring heavy industrial uses and avoid reverse sensitivity 
effects.  

Explanation and Reasons: Various mitigation measures have been built into the Port Nikau 
Environment in order to manage the potential reverse sensitivity effects that can develop 
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between sensitive land uses and the neighbouring heavy industrial uses. These mitigation 
measures include the control on the location of sensitive land uses, rules related to different 
‘Noise Zones’, requirements for new development to insulate against noise and rules related to 
vibration and light spill. These methods combined are considered to effectively avoid the 
possibility for reverse sensitivity effects, but there is the opportunity for these rules to be relaxed 
in some instances, where it can be demonstrated that reverse sensitivity effects will not arise.   

14. Transport and Access 

Access to and within the Port Nikau Environment shall be considered in the processing of any 
Master Plan and/or Precinct Plan application(s), with those roads and intersections potentially 
affected by development in the Port Nikau Environment having been defined in Rule 50.4.4(d)(ii).  
Access issues will focus on the provision of an efficient roading network, including provision for 
alternative modes of transport, including public transport, in alignment with Council’s related 
strategy and direction.  

The assessment of the potential impact of development on the Port Nikau Environment on the 
transport network shall take into account any changes in the modes of transport being used, 
particularly the use of public transport. 

Explanation and Reasons: Those roads and intersections potentially affected by development in 
the Port Nikau Environment have been defined in order that there is consistency with regard to 
the assessment of traffic and transport effects. Due to the incremental nature of the development 
that will occur within the Port Nikau Environment there is a necessity that the assessment of 
potential impacts on traffic and transport also be flexible with regard to changes in the modes of 
transport being used and in particular the degree with which public transport is being used, in 
order that appropriate roading capacity and access methods are provided for. In the assessment 
of possible methods to provide for future roading and access requirements there should also be 
allowance made for the provision and promotion of alternative modes and an assumption that the 
provision of such modes will result in at least some use of these alternatives. 

15. Provision of Infrastructure 

The provision of infrastructure must be a key consideration in assessing any Master Plan and/or 
Precinct Plan. In the assessment of potential infrastructure requirements the demand generated 
by proposed land uses must be assessed and the capacity required both on and off the site must 
be provided before the related demand/need occurs. 

The use of new engineering initiatives for the provision of infrastructure and services are 
encouraged in the development of the Port Nikau Environment, where such initiatives will provide 
infrastructure and services more efficiently and have capacity to lead to positive environmental 
outcomes. 

As part of the assessment of any Precinct Plan application it is necessary to carefully assess the 
staged nature of development and ensure that future development within the Precinct or external 
to that Precinct is not limited, through either the provision of under capacity services and/or the 
location of services without forethought to the requirement for future stages of development to 
connect to those services. 

Explanation and Reasons: The provision of sufficient infrastructure is considered key to the 
successful development of the Port Nikau Environment. It is recognised that the capacity 
requirements of development must be carefully assessed in order to ensure that infrastructure 
internal and external to the site can meet the necessary demand. The provision of such 
infrastructure must be undertaken in an equitable manner, whereby those creating the demand 
are required to fairly provide and/or pay for such infrastructure.   

There is also a necessity when assessing development requirements within the site that the 
planning and supply of infrastructure enables the long-term and future development of the site to 
occur and that the development of one Precinct does not preclude or limit the development of 
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future Precincts. Also, due to the potentially long timeframe over which development on the Port 
Nikau Environment will occur, there is a recognition that there will be new engineering initiatives 
that will enable the provision of infrastructure and services in a more efficient, cost-effective and 
space conscious manner and that these new initiatives should be used where practicable. 

16. Provision of Open Space 

The Open Space network provided within Port Nikau must be linked to assessed demand, 
enable unrestricted access by the public to Open Spaces; must be 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. 

Access for the public to the Coastal Marine Area will be provided by the Open Space network 
required to be provided for and incorporated into the development of the Port Nikau Environment. 

Explanation and Reasons: Open Space within the Port Nikau Environment will be provided by a 
design led approach, rather than mandatory provision. The provision of Open Space will be 
linked to an assessment of demand and will ensure that a suitable network of Open Space is 
created across the site. With regard to the ownership of the Open Space network, public 
ownership should not be presumed, but public access to any part of the Open Space network 
that is in private ownership will be provided in the same manner as publicly owned parks and 
reserves.  

With regard to the provision of Open Space adjacent to the Coastal Marine Area and the 
provision of public access to the Coastal Marine Area, this will be provided as a key matter in the 
design of the overall Open Space network, but must take into account the competing demands of 
different land uses on the coastal marine edge and also the necessity in some parts of the site to 
potentially restrict public access in order to maintain health and safety and avoid effects on 
ecological values. 

17. Ecological Values 

The area to the southwest of the Port Nikau Environment shall be recognised as an existing bird 
wader habitat of ecological significance. 

A buffer between the bird wader habitat and any development of the Port Nikau Environment 
shall be provided, with the buffer designed and provided in such a manner as to ensure the 
maintenance of existing pre-development ecological values of the area adjacent to the south-
western boundary of the Port Nikau Environment. 

18. Hazards 

As part of the assessment process of any Master Plan and/or Precinct Plan application(s) the 
extent of any hazards must be taken into account and effective means of avoiding, remedying 
and/or mitigating those hazards must be incorporated into the methods by which the site will be 
developed. 

19. History 

When designing and developing the Open Space network within the Port Nikau Environment and 
in the naming of roads the history of the site should be taken into account. 
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PNE.50.3 Process for Development 

To ensure the integrated development of the Port Nikau Environment, a ‘Master Planning’ approach 

will be used. This approach requires several stages of development, set out in the following diagram: 

MASTER PLAN 

Covers the whole Environment Provides detail of core 
infrastructure layout, reserves 
and open space pattern and 
defines key urban design 
elements to be included in the 
individual Precinct Plans 

Discretionary Activity 

PRECINCT PLAN 

Covers a defined part of the 
Environment 

Provides assumptions on end 
land uses, provides specific 
urban design elements to be 
applied within a defined 
‘precinct’ and ensures that 
sufficient capacity will be 
provided with the infrastructure 
services 

Restricted Discretionary Activity 

SUBDIVISION CONSENT 

Enables formal development 
of Precinct Plan 

Divides site into individual lots 
and lays out roading and 
reserves pattern and services 
and ensure infrastructure is built 
to the required standards 

Controlled Activity 

BUILDING CONSENT 

Enables built development 
within lots created by 
subdivision process 

 Subject to Building Act 
requirements 

PNE.50.3.1 Master Plan 

The Master Plan will: 

• Establish the overall infrastructure framework for the development of the Port Nikau 

Environment; 

• Assess 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. stormwater 

detention systems); 

• Establish an Open Space network and assess possible and appropriate access points to the 

coastal marine area; 
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• Detail the overall urban design framework for the Environment; 

• Be consistent with the Port Nikau rules; 

• Protection of environmentally sensitive areas; and 

• Establish buffers to insulate the development from sensitive activities on sites both within and 

outside the Port Nikau Environment. 

PNE.50.3.2 Precinct Plans 

Precinct Plans will: 

• Apply to a defined area within the Port Nikau Environment; 

• Be consistent with the Master Plan; 

• Detail the location of possible land uses; 

• Detail specific urban design standards and bulk and location requirements to be applied within a 

particular Precinct; 

• Assess the servicing requirements (both physical and capacity wise) of land uses and ensure 

that the infrastructure requirements of a particular Precinct are in accordance with the servicing 

requirements/capacity allowance established at the Master Plan level; 

• Specifically detail the provision of public and private Open Space and access to the coastal 

marine area;  

• Make provision for specific, defined matters such as reverse sensitivity, ecological protection etc 

within the appropriate Precinct; and 

• Be consistent with the Port Nikau rules. 

PNE.50.3.3 Subdivision and Built Development 

Except as provided for below, subdivision and/or built development following the approval of a Master 

Plan and/or Precinct Plan can only occur once the relevant Plans have been granted consent. Such 

works will be in accordance with the Master and/or Precinct Plan and the Port Nikau Environment 

Rules.   

Note: A subdivision consent may be undertaken after the Master Plan and before the Precinct Plan(s) to give 

effect to identified elements of the Master Plan i.e. establishing main roads, subdividing the site into the 

Precinct blocks etc. 

A subdivision consent may only be undertaken after the Master Plan and before the Precinct Plan(s) to 

establish infrastructure such as roads and subdividing the site into the precinct blocks. 

Note:  There are also Transitional Provisions that apply to development on the site prior to a Master Plan being 

approved – refer 50.6.1 

PNE.50.3.4 Changes to a Master Plan and/or Precinct Plan 

Any change to a Master Plan and/or Precinct Plan will require either new resource consent, or a 
change to the conditions of an existing consent. 
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PNE.50.4 Master Plan Applications 

PNE.50.4.1 Discretionary Activities 

Any application for a Master Plan in the Port Nikau Environment will be a discretionary activity and 
shall include the following information.  

1. Urban Design and Open Space 

a) A report is to be provided, prepared by an urban designer/planner/architect, who is a 
signatory to the New Zealand Urban Design Protocol, detailing general urban design 
elements that are to be applied over the entire site, developed in accordance with the New 
Zealand Urban Design Protocol; being:  

i) General urban design principles that maybe applied in specified Precinct(s); 

ii) Roading cross sections for arterial (main) roads specifically detailing any provision to 
be made for car parking; 

iii) An overall Open Space network detailing in general terms: 

(1) The location of Open Space to be provided, including those areas adjacent to the 
Coastal Marine Area; 

(2) Connections to be provided between areas of Open Space; 

(3) Locations where public access will be provided to the Coastal Marine Area; 

iv) Planting guidelines for road reserves and areas of Open Space;  

v) Guidelines for the provision of private open space including balconies and service 
provisions to be provided with residential development where applicable. 

Note:  The provision of Open Space will require that areas of Open Space be provided in such a way that 
enables unrestricted public access in the same manner as a public park and/or reserve, but enables if 
desired, or necessary for Open Space land to remain in private ownership. 

 The provision of Open Space adjacent to the Coastal Marine Area may not result in one contiguous strip 
of Open Space being provided along the Coastal Marine edge, as it may be necessary to restrict public 
access from some areas of the coastal edge for the purposes of protection of the neighbouring 
ecological values, the maintenance of health and safety, to allow the siting of buildings and/or other 
activities that have an operational necessity to be on the edge of/or over the Coastal Marine Area, or the 
design of the Open Space areas may have determined that it is desirable to provide other built form on 
the edge of the Coastal Marine Area. 

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

ii. Wastewater;  

iii. Stormwater; 

iv. Water; 

v. Retention of the railway line and its ongoing use; 

vi. Other infrastructure. 

b) 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 
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services external to the Port Nikau Environment to accommodate the assessed future 
demand. 

3. Hazards 

a) An assessment is to be provided of the extent any areas subject to natural hazards, as well 
as any geotechnical and ground contamination issues and methods to be applied to manage 
these hazards. 

4. Ecology 

a) The Master Plan is to include an ecological buffer along the boundary of the site, as detailed 
in Appendix A.  

b) An assessment as to how the ecological areas are to be protected on an ongoing basis. 

5. Reverse Sensitivity  

a) An assessment and plan of the indicative land use pattern recognising the prohibited 
activities and the impacts on sensitive sites within and outside the Port Nikau Environment.  
In particular it will include an analysis of potential noise and dust effects and impacts on 
sites which contain dangerous goods. 

6. Traffic Management 

 A report examining the traffic implications of the Master Plan.  

7. Railway Line 

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

8. Assessment Criteria 

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 Environment 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.  

b) Whether the design standards proposed reinforce and assist in achieving the key urban 
design elements of the Master Plan. 

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. 

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.  

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 and how 
adverse effects arising are avoided, remedied or mitigated. 

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. 

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. 

h) Whether the traffic assessment adequately deals with circulation within the site and any 
other related issues. 
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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. 

j) Whether the railway line is protected and can continue to operate. 

PNE.50.4.2 Controlled Activities  

A subdivision consent may be undertaken after the Master Plan and before the Precinct Plan(s) to 
give effect to identified elements of the Master Plan i.e. establishing main roads, subdividing the site 
into the Precinct blocks etc. 

A subdivision consent may only be undertaken after the Master Plan and before the Precinct Plan(s) 
to establish infrastructure such as roads and subdividing the site into the precinct blocks. 

PNE.50.4.3 Discretionary Activities 

The Master Plan Process complying with the information requirements of Rule 50.4. 

PNE.50.4.4 Non-Complying Activities 

Any master plan application that: 

a) Does not provide all of the information required above; and/or 

b) Is not consistent with the Port Nikau Environment Rules.  

Shall be assessed to be a non-complying activity. 

Note: There are also Transitional Provisions that apply to development on the site prior to a Master Plan being 
approved – refer 50.6.1. 
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PNE.50.5 Precinct Plan Applications 

PNE.50.5.1 Restricted Discretionary Activities 

Any application for a Precinct Plan in the Port Nikau Environment will be a restricted discretionary 
activity. It shall include the following information and be assessed against the matters over which 
discretion is restricted and be guided by the relevant assessment criteria. 

1. Master Plan 

a) The Precinct Plan must give effect to the relevant conditions of the Master Plan and any 
conditions of other relevant granted consents/approvals including subdivision consents. 

2. Area and Location 

a) The exact area that is to be the subject of the Precinct Plan must be detailed. 

3. Development Schedule 

a) A schedule of the maximum level of development to be permitted within the Precinct 
expressed as: 

i. Gross floor area of retail activities; 

ii. Gross floor area of office activities; 

iii. Gross floor area of industrial activities; 

iv. Gross floor area of other activities; 

v. Total number of household units. 

4. Urban Design and Open Space 

a) A report is to be provided, prepared by an urban designer/planner/architect, who is a 
signatory to the New Zealand Urban Design Protocol, detailing specific urban design 
principles that are to be applied within the particular Precinct. These design elements will be 
developed in accordance with the New Zealand Urban Design Protocol; being:  

i. Specific urban design principles to be applied within the Precinct, including bulk and 
location and amenity controls; 

ii. Design standards for streetscapes, including the design of street furniture (bollards, 
lighting poles etc); 

iii. Roading cross sections for collector and local roads including intersections specifically 
detailing any provision to be made for car parking; 

iv. The location, dimensions and area of any shared/common and public car parking areas 
to be provided within the Precinct; 

v. Specific provisions for the servicing of buildings including rubbish, storage and mail 
deliveries; 

vi. Specific details of the Open Space and vested Reserve network to be created within 
the individual Precinct, detailing in specific terms: 

1. The location, dimensions and area of Open Space to be provided, including those 
areas adjacent to the Coastal Marine Area; 

2. Connections to be provided between areas of Open Space and how those areas 
of Open Space relate to both the Master Plan and any adjacent Precinct Plans 
already approved; 

3. Specific locations where public access will be provided adjacent to and to the 
Coastal Marine Area. 



PNE.50.5 

Precinct Plan Applications 

Page 16 of 37 

16 November 2010 

vii. Specific details of the amount, area and type of private open space to be provided for 
residential and quasi residential activities. 

viii. Methods for implementing the planting guidelines for road reserves and areas of Open 
Space.  

ix. The proposal is to comply with the Port Nikau Environment Rules. 

Note:  The provision of Open Space will require that areas of Open Space be provided in such a way that 
enables unrestricted public access in the same manner as a public park and/or reserve, but enables if 
desired, or necessary for Open Space land to remain in private ownership. 

 The provision of Open Space adjacent to the Coastal Marine Area may not result in one contiguous strip 
of Open Space being provided along the Coastal Marine edge, as it may be necessary to restrict public 
access from some areas of the coastal edge for the purposes of protection of the neighbouring 
ecological values, the maintenance of health and safety, to allow the siting of buildings and/or other 
activities that have an operational necessity to be on the edge of/or over the Coastal Marine Area, or the 
design of the Open Space areas may have determined that it is desirable to provide other built form on 
the edge of the Coastal Marine Area. 

5. Infrastructure Framework / Roading 

a) An Integrated Traffic Assessment prepared by a suitably qualified and experienced traffic 
engineer shall be provided with a Precinct Plan application that includes all the following: 

i. An assessment of vehicle trip generation and distribution based on the maximum 
development that can take place in terms of this Precinct Plan and any other consented 
Precinct Plans within the Port Nikau Environment.  The assessment shall detail the 
assumptions upon which the assessment is made.   

ii. In addition to the above: 

 The proposed development must take account of the approved Master Plan, other 
existing or consented Precinct Plans and resource consents and any other existing or 
approved development and the impacts to and on the roading network including: 

1) Port Road from the Port Nikau Environment to the intersection with Kioreroa Road. 

2) Port Road from Kioreroa Road to the intersection with Okara Drive (southern 
intersection). 

3) Okara Drive from the intersection with Port Road to Porowini Ave intersection  
(under construction). 

4) Okara Drive from Porowini Avenue to Port Road (North intersection). 

5) Okara Drive from Port Road (North intersection) to Reyburn Street / Herekino 
Street intersection. 

6) Kioreroa Road from the intersection with Port Road to Rewa Rewa Road. 

7) Rewa Rewa Road from the intersection with Kioreroa Road to State Highway 1. 

8) Intersection of Gumdigger Place and Kioreroa Road.  

Note:  The roads and intersections detailed above shall be considered to be the maximum extent of the roading 
network potentially affected by the development of all or part of the Port Nikau Environment and 
therefore any requirements for upgrading shall be the result of assessed impacts on this portion of the 
roading network only.  Any assessment of the impacts of the roading network are to firstly consider the 
current level of service that the road and / or intersection is performing at, to ensure that only new 
effects are considered.   

iii. An analysis of the impacts of the full development of the Port Nikau Environment in 
terms of (i) above on traffic operations on existing local roads and State Highways 
including intersections. 

iv. Consideration of any current roading strategies prepared by or on behalf of the WDC 
and the NZ Transport Agency, including any relevant Regional and National Transport 
strategies. 
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v. Consideration of alternative means of transport (e.g. public transport, provision for 
walking and cycling) that will reduce reliance on single occupancy motor vehicle trips. 

vi. All proposed internal roading networks, connections to existing roads and any 
additional new roading links external to the Port Nikau Environment which are 
necessary to support the permitted levels of development identified in (i) above. 

vii. A peer review of the assessment undertaken by or on behalf of the NZTA which 
confirms that there is sufficient capacity or planned capacity within the State Highway 
network to accommodate the predicted increase in traffic. 

b) The Traffic Impact Assessment required in terms of (a) above shall demonstrate that traffic 
generation by the proposed development which is the subject of the application, shall not 
cause a reduction in the existing Level of Service for traffic movements at the intersection on 
State Highway 1. 

c) An infrastructure framework is to be provided, prepared by registered engineers detailing the 
layout and required capacity of services to be provided for within the Precinct for: 

i. Roading (including provision of public transport and alternative modes);  

ii. Wastewater; 

iii. Stormwater;  

iv. Water; and  

v. Other services. 

d) The infrastructure framework will detail where necessary with 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 infrastructure and 
service capacity both within the Port Nikau Environment and infrastructure and services 
external to the Port Nikau Environment to accommodate the assessed future demand as 
identified within the approved Master Plan. 

e) The infrastructure network within the Precinct Plan is to detail the car parking standards to 
be applied in the assessment of the car parking requirements for shared/common and public 
car parking areas, including assessment methods to be applied where car parking areas 
serve multiple uses/sites and also detail the management/maintenance of shared/common 
car parking areas, which may include the vesting of such car parking areas in the Council 
once developed.  

f) Roading - In addition to the information required in 4(a) above, with respect to roading and 
traffic effects: 

i. For the intersection of SH1 and Rewarewa Road, the existing and predicted 
development must ensure the LOS for the traffic movements remain at Level C or 
better.  

Note:  For the purpose of this rule, LOS means Level of Service based on the average control delay per vehicle 
as defined in The Transportation Research Boards Highway Capacity Manual (HCM). Also any 
intersection upgrade does not have to be undertaken by the developer of the Precinct Plan under 
assessment as it is recognised that other parties have an interest in the upgrading of this intersection 
and other parties/uses generate traffic that has an effect on this intersection. Any requirement to 
upgrade maybe offset by a financial contribution or could be undertaken by others (refer to the 
requirements of Scheduled Activity Site or Overlay Area No. 21), including NZTA and/or WDC. 

 This should be dealt with as a condition on any approved resource consent. 

 

6. Hazards 
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a) Detail is to be provided of areas within the Precinct subject to hazards, including any 
geotechnical and ground contamination issues and methods to be applied to manage these 
hazards.  

7. Ecology 

a) The relevant Precinct Plan(s) are to include provision for an ecological buffer along the 
boundary of the site (location defined in Appendix A), that will be established prior to the 
development of the adjoining Precinct(s).  

b) The ecological buffer will: 

i. Be established between the development area and the south western boundary with 
the Coastal Marine Area, which encompasses a wader bird habitat; 

ii. Create an open water separation between the Coastal Marine Area and the 
development area as shown in Appendix B; and 

iii. Enable the protection of the pre-development ecological values of the land adjacent to 
the Port Nikau Environment (but beyond the buffer) along the boundary of the site 
(location defined in Appendix A).  

8. Matters over which Discretion is Restricted 

a) That the Precinct Plan implements the conditions/outcomes of the approved Master Plan; 

b) The provision of appropriate Open Space; 

c) The provision of appropriate Open Space adjacent to the Coastal Marine Area; 

d) The provision of servicing all activities; 

e) The provision of public access to the Coastal Marine Area; 

f) The provision of private open space with residential activities;  

g) Parking loading and access; 

h) The provision of infrastructure services necessary to meet assessed demand; 

i) The impact of the proposal on adjacent public wastewater, stormwater and water supply 
infrastructure and networks and connections to those services; 

j) The impact of the proposal on adjacent and linking public roading infrastructure and 
networks as defined by 50.5.5(a); 

k) The sequencing, timing and staging of development to meet the availability of capacity 
within infrastructure services required to meet assessed demand; 

l) The provision of infrastructure services necessary to avoid adverse environmental effects 
and ensure public health and safety is maintained; 

m) The protection of the railway line; 

n) The remediation of identified contaminated land if required;  

o) The identification and avoidance of effects of hazards; 

p) Public access to areas assessed to be ecologically sensitive; 

q) The requirement to obtain other consents and/or permissions; 

r) The requirements/conditions of other consents and/or permissions; 

s) The impact of the proposal on the intersection of State Highway and Rewa Rewa Road if the 
level of service defined in 50.5.5(f) is proposed to be exceeded; and  

t) Reverse sensitivity effects. 

9. Assessment Criteria 
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a) Whether the Precinct Plan complies with the approved Master Plan. 

b) Whether the Precinct Plan set outs the specific key urban design qualities at a Precinct level 
that ensure that development within the Precinct 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.  

c) Whether the design standards proposed reinforce and assist in achieving the key urban 
design elements and any other conditions included in the approved Master Plan. 

d) Whether the Open Space network is linked to assessed demand, enables unrestricted 
access by the public to open spaces; 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. 

e) Whether there is the provision of Open Space connectivity through and across the site 
particularly from roads. 

f) Whether the provision of public access to and adjacent to the Coastal Marine area does not 
risk endangering public health and safety. 

g) Whether the provision of public access to and adjacent to the Coastal Marine Area includes 
consented structures, wharves etc. 

h) Whether the Infrastructure Framework accompanying the Precinct Plan accurately assesses 
the servicing requirements of the proposed development, both internal to the Precinct and 
external to the Precinct and can demonstrate that adequate infrastructure services can, or 
will be provided to meet estimated and agreed demand. 

i) Whether the staging of development is considered to be an acceptable means of managing 
the potential effects of development and there may be a deficiency in the capacity of 
services external to the Precinct to accommodate the demand on services created by the 
development within the Precinct.  

j) Whether the servicing arrangements are appropriate given the type of activities proposed. 

k) Whether the parking / loading arrangements are appropriate given the type of activities 
proposed.  

l) Whether the railway line can continue to operate. 

m) Whether the assessment of hazards accurately defines those hazards applicable, or likely to 
be applicable to areas of the Precinct and details methods to avoid, remedy or mitigate the 
effects of hazards on future development and ensures that future building development does 
not exacerbate the effects of any known hazard. 

n) Whether future development of any Precinct does not result in the ecological characteristics 
of the site, or the immediately surrounding area, directly impacted upon by the Precinct, 
deteriorating below pre-development levels and where possible and whether  the ecological 
characteristics of the site and the surrounding area should be enhanced and protected. 

o) Where appropriate, the Precinct(s) adjacent to the ecological buffer must detail 
methodologies to avoid effects on the ecology adjacent to that part of the site and must 
ensure that future building development does not negatively impact on that ecology.  

p) Whether the assessment of the numbers of vehicle movements in the peak hour includes 
assessments of actual vehicle movements, measured on Lower Port Road at the northern 
boundary of the Port Nikau Environment, assessed vehicle movements associated with 
approved and unimplemented, or partially implemented Precinct Plans and the assessed 
number of vehicle movements that will be generated by the Precinct Plan. 

q) Whether the activities within the buffer and transition area are appropriate with regards to 
activities outside the Port Nikau Environment. 
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PNE.50.5.2 Prohibited Activities 

The relevant Precinct Plan(s) shall prohibit the following activities within the ‘Buffer Areas’ defined in 
Appendix A: 

i. Residential activities; 

ii. Activities involving the care of elderly or sick people, or the education or care children; 

iii. A provision of outdoor eating, dining or reception areas associated with any retail activities or 
commercial activities (for the avoidance of doubt, it is acknowledged that retail activities and 
commercial activities without outdoor eating, dining or reception areas are permitted); and 

iv. Visitor accommodation. 

Note:  The relevant Precinct Plan(s) shall not provide for residential activities within the ‘Transition 
Area’ defined in Appendix A. 

PNE.50.5.3 Non-Complying Activity  

Any Precinct Plan application that does not meet the standards above. 

PNE.50.5.4 Discretionary Activity 

Any Precinct Plan application that: 

i. Does not provide all of the information required, or satisfy the relevant thresholds under 50.5.1; 
and  

ii. Does not give effect to the relevant conditions of the Master Plan and any conditions of other 
relevant granted consent/approvals. 

PNE.50.5.5 Restricted Discretionary Activity 

Any Precinct Plan. 

PNE.50.5.6 Controlled Activity 

Subdivision within any approved precinct plans. 

PNE.50.5.7 Standards for Permitted Activities 

Permitted activities may only be carried out within a consented Precinct Plan area and must not result 

in the standards in the development schedule for the Precinct being exceeded. 
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PNE.50.6 Port Nikau Environment Rules 

PNE.50.6.1 Transitional Provisions 

Notwithstanding any of the rules contained in Chapter 50, the rules of the Business 4 Environment, 

both land use and subdivision will apply to the Port Nikau Environment until a Master Plan is 

approved for the Port Nikau Environment. 
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PNE.50.7 Port Nikau Environment – Activity Rule Table  

PNE.50.7.A Prohibited Activities 

The following are prohibited activities, for which no resource consent shall be granted: 

a. Use, storage or disposal of radioactive material with an activity exceeding 1000 terabequerels. 

b. Certain land uses/activities as detailed in Rule 50.7.2. 

The following are prohibited activities within the ‘Buffer Areas’ defined in Appendix A: 

i. Residential activities; 

ii. Activities involving the care of elderly or sick people, or the education or care children; 

iii. A provision of outdoor eating, dining or reception areas associated with any retail activities 

or commercial activities (for the avoidance of doubt, it is acknowledged that retail activities 

and commercial activities without outdoor eating, dining or reception areas are permitted); 

and 

iv. Visitor accommodation. 

PNE.50.7.B Non Complying Activities 

Residential activities are non-complying activities within the ‘Transition Area’ defined in Appendix A. 

Note:  The activity status of Master and Precinct Plans and Subdivision Application is specified above. 

PNE.50.7.1 Master Plan and Precinct Plan Compliance 

The following activity is a permitted activity in 
the Port Nikau Environment: 

a) Any activity provided for within an approved 
Master Plan and an approved Precinct 
Plan. 

Any activity that does not comply with a 
condition for a permitted activity is a 
discretionary activity. 

PNE.50.7.2 Activities Generally  

Notwithstanding the rules below, any activity 
involving 

a) Residential Activities; 

b) Activities involving the care of elderly or 
sick people, or the education or care 
children; 

c) A provision of outdoor eating, dining or 
reception areas associated with any retail 
activities or commercial activities (for the 
avoidance of doubt, it is acknowledged that 
retail activities and commercial activities 
without outdoor eating, dining or reception 
areas are permitted); and 

Any activity that does not comply with a 
condition for a permitted activity is a 
discretionary activity if: 

a) It does not involve intensive livestock 
farming; and 

b) It is not an activity that involves food 
irradiation; and 

c) It is not an activity involving any of the 
following on a commercial basis: bone 
boiling or crushing; fish cleaning; curing and 
processing; flax pulping; flock manufacturing 
or teasing of textiles; refuse accumulation; 
disposal of sewage; storage, drying or 
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d) Visitor accommodation;  

Is a Prohibited Activity in the Buffer Area 
(defined in Appendix 1) of the Port Nikau 
Environment. 

Any activity involving: 

a) Residential Activities. 

Is a Non-Complying Activity in the Transitional 
Area (defined in Appendix 1) of the Port Nikau 
Environment. 

Taking into account the rules above, any activity 
in the Port Nikau Environment is a permitted 
activity if: 

a) It does not involve intensive livestock 
farming, food irradiation; and 

b) It is not an activity involving any of the 
following on a commercial basis: bone 
boiling or crushing; fish cleaning, curing 
and processing; flax pulping; flock 
manufacturing or teasing of textiles; refuse 
accumulation; disposal of sewage; storage, 
drying or preserving of bones, hides, 
hooves, or skins; tallow melting, tanning; 
wood pulping; wool scouring; and  

c) It is not an activity that is classified as an 
offensive trade in the Health Act 1956. 

preserving of bones, hides, hooves, or skins; 
tallow melting; tanning; wood pulping; wool 
scouring; and 

d) It is not an activity that is classified as an 
offensive trade in the Health Act 1956. 

Any activity that does not comply with the 
standards for a discretionary activity is a non-
complying activity. 

Note:  Rules 50.7.9 and 50.7.10 impact on the location of activities within the Port Nikau Environment 
with regard to noise effects and should therefore be consulted in conjunction with Rule 50.7.2 

 

PNE.50.7.3 Network Utility Operations 

The following activities related to Network Utility 
Operations excluding electricity infrastructure 
are a permitted activity: 

a) The establishment of junction boxes, 
substations and other equipment cabinets 
required as part of a utility network that 
have a height no greater than 2.5m and a 
ground coverage not exceeding 4.5m2; and 

b) The establishment of, or extension to, 
overhead telecommunication lines located 
on single poles; and 

c) The establishment of network utility 
operations for the purposes of wireless 
communication, or the measurement, 
collection and distribution of meteorological 
information,  that comply with the rules for 

Network utility operations that do not comply with 
a condition for a permitted activity are a 
restricted discretionary activity. 

Discretion is restricted to: 

i. Scale, bulk and form of the installation(s) 
above ground; 

ii. Cumulative effects of additional structures; 

iii. Shading effects; 

iv. Effects on amenity values; 

v. Effects on landscape/ streetscape values; 

vi. Effects on ecological values; 

vii. Effects on heritage values; 

viii. Effects on cultural values; 
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Aerials and Aerial Support Structures; and 

d) The minor upgrading, replacement, 
removal and maintenance of existing 
facilities; and 

e) The establishment of, or extension to, 
underground Network utility operations, 
including gas lines that have a maximum 
operating pressure not exceeding 2000 
kilopascals. 

ix. Effects on public health and safety; 

x. Issues of reverse sensitivity. 

 

 

 

 

PNE.50.7.4 Provision of Parking Spaces 

Any activity is a permitted activity if: 

a) Parking spaces are provided in accordance 
with Chapter 47. 

Any activity that does not comply with a 
condition for a permitted activity is a restricted 
discretionary activity. 

Discretion is restricted to: 

i. Those matters listed in Chapter 47 Road 
Transport Rules.  

PNE.50.7.5 Traffic Movements 

Any activity is a permitted activity if: 

a) It does not generate more than 200 traffic 
movements in any 24-hour period; or 

b) The activity complies with Appendix 6I 
where it gains access to a Collector or 
Arterial Road; and 

c) It does not generate traffic movements in 
excess of those allowed for in the approved 
Master and/or Precinct Plan. 

Notes:  

1. Where access is gained to a Limited Access 
Section of State Highway, it may be necessary 
to liaise with Transit New Zealand. 

Any activity that does not comply with a 
condition for a permitted activity is a restricted 
discretionary activity.  

Control is reserved over: 

i. The effects of parking, loading and 
manoeuvring on existing public roads; 

ii. Need for acceleration and deceleration 
lanes; 

iii. Access design; 

iv. Number, location and design of vehicle 
crossing; 

v. Safety of pedestrians; 

vi. Efficiency and safety of roads; 

vii. Traffic safety and visibility; 

viii. Effects of dust; 

ix. The effect on roads in the vicinity of the site 
and their ability to carry the traffic that the 
proposal will generate; 

x. Need for traffic control, including signs, 
signals and traffic islands. 
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PNE.50.7.6 Signs 

a) The construction and placement of a signs 
which is not visible from a public place or 
neighbouring property(s) is a permitted 
activity. 

b)  The construction or placement of a sign 
which is visible from a public place or 
neighbouring property(s) is a permitted 
activity if: 

i. The sign is required under health and 
safety legislation; or  

ii. The sign is erected by a road traffic 
authority for the purposes of traffic 
control or public safety and it is 
located within the legal road reserve; 
or  

iii. The sign does not obscure any official 
signs or traffic signals; and 

iv. The sign is static, and not flashing;  

v. If illuminated, the added illuminance 
(horizontal or vertical) onto any other 
site measured at the boundary does 
not exceed 10 lux at any receiving 
property boundary or 15 lux at any 
road reserve boundary; and  

vi. If illuminated, the sign is not within 
20.0m of any road intersection; and 

vii. Where the road has a speed limit of 
70kph or greater, the sign is located 
so as to provide an unrestricted view 
to the motorist for a minimum distance 
of 250.0m.  

Note:  

1. Signs within the legal road boundary or on road 
verges and road reserves are regulated by 
Council Bylaws. 

2. Temporary signs, and signs on vehicles are 
regulated by Council Bylaws. 

Signs located in public places are regulated by 
Council Bylaws. 

The construction or placement of a sign that 
does not comply with a condition for a permitted 
activity is a restricted discretionary activity. 

Discretion is restricted to: 

i) Traffic safety;  

ii) The visual amenity of the locality. 
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PNE.50.7.7 Fences 

Any activity is a permitted activity if: 

a) Fences within 4.5m of the road boundary 
are no higher than 3.0m. 

Any activity that does not comply with a 
condition for a permitted activity is a restricted 
discretionary activity. 

Discretion is restricted to: 

i. Effects on amenity values; 

i. Effects on visual amenity; 

ii. Effects on traffic safety; 

iii. Effects on health and safety. 
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PNE.50.7.8 Artificial Lighting 

Artificial lighting is a permitted activity if 

either: 

a) The lighting is required under health and 
safety legislation; or 

b) The light is a street light, navigation light, or 
traffic signal; or  

c) The following standards are complied with 

i.     The added illuminance onto any other 
site measured at the boundary does 
not exceed 10 lux at any receiving 
property boundary, or 15 lux at any 
road reserve boundary; and 

ii.    The artificial light is shielded in such a 
manner that light emitted by the fixture 
is projected below a horizontal plane 
running through the lowest point on 
the fixture; and 

iii.  The lower edge of the shield, as 
required by ii) above, is to be at or 
below the centreline of the light 
source; and 

d)    The light is static, and is not flashing; and 

e)    The artificial lighting complies with AS/NZS 
1158/1996. 

Notes: 

1.   If the object or device that contains Artificial 
Lighting is a sign, then Rule 50.7.6 Signs is 
solely applicable. 

2.    See Appendix 15 for illustration of c) (ii) and (iii) 
above. 

Any activity that does not comply with a 
condition for a permitted activity is a restricted 
discretionary activity. 

Discretion is restricted to: 

i. Orientation, strength, intensity, colour, 
frequency of flashing of the light; 

ii. Effects on traffic safety; 

iii. Positive effects on pedestrian safety; 

iv. Effect on amenity values. 

 

PNE.50.7.9 Noise Zone 1 

(Deleted – refer to Noise and Vibration Chapter) 

 

PNE.50.7.10 Noise Zone 2 

(Deleted – refer to Noise and Vibration Chapter) 

 

PNE.50.7.11 Internal Noise Environment 

(Deleted – refer to Noise and Vibration Chapter) 
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PNE.50.7.12 Construction Noise 

(Deleted – refer to Noise and Vibration Chapter) 

 

PNE.50.7.13  Vibration 

(Deleted – refer to Noise and Vibration Chapter) 

 

PNE.50.7.14 Electromagnetic Radiation 

Any activity is a permitted activity if: 

a) Exposures comply with NZS 2772.1:1999, 

Radio Frequency Fields Part 1: Maximum 

Exposure Levels 3 kHz – 300 GHz. 

Any activity that does not comply with a 
condition for a permitted activity is a 
discretionary activity. 

PNE.50.7.15 Outdoor Storage 

Any activity is a permitted activity if: 

a) Outdoor areas of storage or stockpiles of 

materials or equipment comply with 

building height, setbacks and daylight angle 

rules; and 

b) Outdoor areas of storage or stockpiles of 

materials or equipment are contained or 

maintained to prevent the dispersal of dust 

or airborne contaminants beyond the site; 

and 

c) Materials are stored in a way that does not 

provide a food source for vermin; and 

d) The best practicable option is adopted to 

prevent or minimise contaminants from 

stockpiles entering watercourses or water 

bodies. 

Any activity that does not comply with a 
condition for a permitted activity is a 
restricted discretionary activity. 

Discretion is restricted to: 

i. Dust effects; 

ii. Smell effects; 

iii. Visual effects; 

iv. Amenity effects; 

v. Effects on amenity values; 

vi. Effects on health and safety; 

vii. Quality of stormwater runoff. 
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PNE.50.7.16 Aerials and Aerial Support Structures 

Aerials and/or aerial support structures are a 
permitted activity if:  

a) No aerial or aerial support structure 
exceeds a diameter of 2.4m. 

b) No aerial and/or aerial support 
structure exceeds a height of 39.0m 
and 

c) All aerials and/or aerial support 
structures comply with the relevant 
building setback and daylight angle 
requirements for the Environment 
within which they are located.  

Any aerial and/or aerial support 
structure that does not comply with a 
condition for a permitted activity is a 
restricted discretionary activity. 

Discretion is restricted to: 

i. The design and external 
appearance of buildings and 
structures; 

ii. Landscape treatment and 
screening; 

iii. Site location and layout; 
iv. Amenity effects including 

visual effect and glare; 
v. Construction materials. 

 

PNE.50.7.17 Electricity Transmission Lines  

– Deleted 13/01/2014 (Refer to Network Utilities Chapter) 
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PNE.50.8 Port Nikau Environment – Building Rule Table 

PNE.50.8.1 Building Height 

Construction or alteration of a building is a 

permitted activity if: 

a) No part of the building exceeds 20.0m in 

height; but  

b) A building may exceed a height of 20.0m 

provided that: 

i. No part of a building exceeds a height 

of 35.0m; and 

ii. No more than 25% of the net site area 

of the site is occupied by buildings that 

exceed 20.0m in height. 

Construction or alteration of a building that does 
not comply with a condition for a permitted 
activity is a restricted discretionary activity. 

Discretion is restricted to: 

i. The scale and bulk of the building in relation 
to the site; 

ii. The built characteristic of the 
neighbourhood; 

iii. The extent to which the effects of the height 
can be mitigated by setbacks, planting, 
design or the topography of the site; 

iv. Effects on landscape values; 

v. Effects on availability of daylight; 

vi. Effects on amenity values. 

PNE.50.8.2 Building Setbacks 

Construction or alteration of a building is a 

permitted activity if the building is setback at 

least: 

a) 2.5m from arterial road boundaries, or any 

building line restriction shown on the 

Planning Maps; and 

b) 3.0m from any boundary a Business 4 

Environment; and  

c) 20.0m from any boundary of a Living, Rural 

Production or Open Space Environment; 

and 

d) 35.0m from any boundary of a Living, Rural 

Production or Open Space Environment, 

where the building is in excess of 20.0m in 

height. 

Note:  

The provisions of Rules 58.3.6 and 59.3.3 also apply 

to building setbacks. 

Construction or alteration of a building that does 
not comply with a condition for a permitted 
activity is a restricted discretionary activity. 

Discretion is restricted to: 

i. The outlook and privacy of adjoining and 
adjacent properties; 

ii. Shading of adjoining properties; 

iii. Effects on natural character; 

iv. Effects on landscape values; 

v. Effects on heritage values; 

vi. Effects on natural functioning of ecosystems. 
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PNE.50.8.3 Landscaping 

Construction of a building, or site 

redevelopment, is a permitted activity if: 

a) All land within 2.0m of the road boundary 

on arterial roads, other than accesses, is 

planted in trees, shrubs or grass; and  

b) The planting is completed within 6 months 

of occupation of the building and is 

maintained continuously thereafter. 

 

Construction of a building or site redevelopment 
that does not comply with a condition for a 
permitted activity is a restricted discretionary 
activity. 

Discretion is restricted to: 

i. Effects on neighbours; 

ii. Effects on the amenity of the locality; 

iii. Alternative means of landscaping or 
screening. 

PNE.50.8.4 Coastal Minimum Floor Level 

Construction or alteration of a building or 

structure is a permitted activity if: 

a) There is a minimum floor level of 2.5m 

above One Tree Point Datum Mean Sea 

Level 1964.   

 

 

 

 

The construction or alteration of a building or 
structure that does not comply with a condition 
for a permitted activity is a restricted 
discretionary activity. 

Discretion is restricted to: 

i. Construction or alteration of a building or 
structure in relation to its location; 

ii. The avoidance, remediation or mitigation of 
coastal hazards; 

iii. Floor level in relation to One Tree Point 
Datum Mean Sea Level 1964. 
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PNE.50.9 Principal Reasons for Rules/Explanations 

Activities Generally 
This rule names various activities for which resource consent is required. The benefit of activity lists is 
that they are relatively easy to use.  Where activities are grouped on the basis of like effects on 
differing Environments, the Plan can still reflect the effects based approach required by the Resource 
Management Act 1991.  

The listed activities are all associated with effects that are considered to be unacceptable in this 
Environment without careful management.  Effects of these activities are not consistent with the 
character, aims and values of this Environment and many of these activities have effects such that 
they require an offensive trade licence under the Health Act 1956.  

Some particular land use activities have either been detailed as prohibited or non-complying 
particularly within the buffer and transition areas respectively, that apply to the Port Nikau 
Environment. The control of these land uses in these areas is to ensure that reverse sensitivity effects 
on industrial activities in the vicinity resulting from potentially sensitive uses establishing in the Port 
Nikau Environment do not eventuate.  

Provision of Parking Spaces 
See Chapter 58. 

Traffic Movements 
The Port Nikau Environment has the potential to be very busy in terms of vehicle movements and 
significant increases in traffic can result in adverse effects on amenity, noise levels, pedestrian safety, 
road safety and efficiency, dust, odour and parking. This is particularly the case where access is 
gained directly from an arterial road, due to the existing volumes of traffic. This rule seeks to control 
activities that will result in significant increases in traffic to any area (including traffic that parks on or 
off the site or drives through the site), while allowing those activities that will not result in large 
volumes of traffic. 

Signs 
Signs may adversely affect the visual amenity and traffic safety in this Environment. They are 
therefore controlled, with regard to positioning to avoid conflict with traffic and also illumination. 

Artificial Lighting 
Lighting can interfere with the enjoyment of a property and the sleep of occupants. Direct spill light 
and glare are consequences of outdoor lighting used to illuminate property. The effect of the rule is to 
state lighting levels that are compatible with the existing lighting character of this Environment. Street 
lights, navigation lights and traffic signals are exempted from the rule to preserve traffic and personal 
safety. 

Electromagnetic Radiation 
Certain utilities and other activities emit electromagnetic radiation or create electric fields, which are a 
health concern to some people living near them. Radio Frequency Fields (RF) are produced by 
broadcasting and microwave transmission activity.  It is the antennae used for sending the signal 
which produce the Electromagnetic Radiation (EMR), which is within the 3 kHz to 300 GHz range of 
non-ionising radiation.  This Plan is taking a cautious approach to the location of such activities within 
any Environments. An acceptable public level of exposure for EMR has been adopted from the New 
Zealand Standard, which has been thoroughly researched and based upon scientific evidence. 
Setting a minimum distance enables provision for access, maintenance and public safety. 

Outdoor Storage 
The storage of materials outside can have an adverse visual effect, as well as contributing to air 
emissions. The rule aims to lessen the effects of this and thus reduce the effect on the amenity of the 
Port Nikau Environment. 

Aerials and Aerial Support Structures 
The size and location of aerials and aerial support structures is controlled due to the visual 
intrusion or dominance that aerials and aerial support structures can have. Chapter HH of the  
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Plan also seeks to control the visual impact that aerials and aerial support structures can have 
on Built Heritage. 

Building Height 
The height of buildings is an important factor in maintaining built amenity. Building height is limited to 
a scale generally considered acceptable in the Port Nikau Environment, with the permitted activity rule 
allowing for the development of commercial buildings, particularly those associated with boat building. 
Higher buildings require further assessment as to their suitability, and a resource consent application 
is required. 

Building Setbacks 
Building setbacks play an important role in the overall amenity of a neighbourhood. Setbacks are 
required adjacent to arterial roads to provide for and maintain a degree of spaciousness in an area 
and to maintain the existing streetscape. Side yard and rear yard setbacks from other Environments 
are intended to provide adjacent properties with some protection from the bulk of buildings in close 
proximity, and also to assist in the provision of open space between sites. Setbacks from water 
bodies and the coast are not specifically detailed as they are in other parts of the District Plan, but 
setbacks from the coast will be provided through the requirement in the Master Plan and associated 
Precinct Plans to provide Open Space adjacent to the Coastal Marine Area.  

This design led approach to the provision of Open Space will ensure that public access to the coast 
and the coastal marine area is provided, in conjunction with the overall Open Space network for the 
Port Nikau Environment. Also, having no building setbacks from the Coastal Marine area will allow the 
siting of buildings and/or other activities that have an operational necessity to be on the edge of/or 
over the Coastal Marine Area to be located in this area, but the location of such buildings will have to 
be taken into consideration with the provision and design of Open Space areas and the overall urban 
design of the site. 

Landscaping 
This rule is to ensure activities maintain a high standard of amenity, and to mitigate the adverse visual 
effects of expanses. 

Coastal Minimum Floor Level 
Coastal flooding is a hazard that needs to be addressed and this hazard is not restricted to those 
areas covered by the Coastal Hazard Areas.  By ensuring that the floor level of structures and 
buildings is at least 2.5m above One Tree Point Datum Mean Sea Level 1964, this risk will be 
significantly reduced.  The 2.5m will take into account a rise in sea level of 0.5m, plus the instances of 
a spring tide and the surges associated with coastal storms. 

 



PNE.50 

Port Nikau Environment 

Page 34 of 37 

16 November 2010 

 

Appendix A – Port Nikau Zoning and Overlay Areas 
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Appendix A – North Port Cool Store Noise Levels and Buffer Zone 
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Appendix B – Ecological Buffer 

 



PNE.50 

Port Nikau Environment 

Page 37 of 37 

16 November 2010 

 

 

Revision and Sign-off Sheet 

Date 
Approved 

Editor Paragraph Change Reference Decision Date Approved 
By 

4 November 
2010 

FP/NW New Chapter Approved Plan Change 78 
Port Nikau Environment – 
Operative on 16 November 
2010  

Council 27 October 
2010 

NW 

11 December 
2013 

MD 50.7.3 
50.7.14 
50.9 

Plan Change 123A 
consequential changes 
‘Electricity Infrastructure’ 

Operative Date 
13 January 2014 
TRIM 14/4071 

NW 

10 May 2016 TB Whole Chapter Re-formatting of Chapter to 
ensure consistency. 

Clause 20A Memo 
TRIM 16/55469 

MM 

11 May 2016 TB 50.7.9 
50.7.10 
50.7.11 
50.7.12 
50.7.13 

Deletion of Rules as a result of 
Plan Change 110 becoming 
operative.   

Operative Date 
24  May 2016 
TRIM 16/52692 

MM 

12 May 2016 TB Various Clause 20A amendment to 
correct minor errors.  

Clause 20A Memo 
TRIM 16/21658 

MM 
 

14 

September 

2016 

JM 50.7.16 

50.9 

Plan Change 124 becoming 

operative.   

Operative date 28 
September 2016 
TRIM 16/106480 

 

MM 

6 March 2019 AM Amendments 

throughout 

Plan Changes 85 A-D, 86A & 

102 

Operative date 6 
March 2019 

MM 

 
Editor France Prevost (FP) 

Melanie Donaghy (MD) 
Taya Baxter (TB) 
Jane Murdoch (JM) 
Allie Miller (AM) 
 

Editor Position Team Administrator Policy Division 
 

Approved By Paul Waanders (PW) 
Nick Williamson (NW) 
Melissa McGrath (MM) 
 

Approver Position Policy and Monitoring Manager (PW) 
District Plan Team Leader (NW and MM) 

 

 

 

 



 

 

Barristers and Solicitors 
Auckland 
 
Solicitor Acting:  Mathew Gribben 

Email: Mathew.gribben@buddlefindlay.com 
Tel 64 9 358 2555  Fax 64 9 363 0734  PO Box 1433  DX CP24024  Auckland 1140 

Before the Independent Hearings Panel 
 

 

 

UNDER the Resource Management Act 1991 (RMA) 

 

 

 

IN THE MATTER OF a submission by the New Zealand Transport Agency (submitter 

240, further submitter 331) on the Whangārei District Plan 

 

AND  

 

IN THE MATTER OF Proposed Plan Changes 82A&B, 88A-J, 109, 115, 136, 143, 144, 

145, 147 & 148 – Urban and Services to the Whangārei District 

Plan 

 
 
 

 
STATEMENT OF PRIMARY EVIDENCE OF NITA CHHAGAN 

ON BEHALF OF THE NEW ZEALAND TRANSPORT AGENCY 
 

New Zealand Transport Agency – Corporate 
 

Dated:  7 November 2019 
 

 
 



 

 

 

BF\59532022\1 | Page 1 

1. INTRODUCTION 

1.1 My full name is Nita Chhagan.  

1.2 I hold a Bachelor of Science and Master of Planning Practice.  My work experience 

includes several years at Manukau City Council and the New Zealand Transport 

Agency (Transport Agency) and its predecessor Transit New Zealand over which time 

I have held various roles, predominantly focused in the Auckland Region in relation to 

statutory and non-statutory planning and business cases.  

1.3 I have been employed by the Transport Agency and its predecessor Transit NZ since 

February 2008.  I hold the position of Principal Planning Advisor at the Auckland 

Regional Office of the Transport Agency. 

1.4 My key responsibilities include working with our partners in the Upper North Island, 

including involvement in various statutory and non-statutory planning process to 

achieve strategic outcomes consistent with the Transport Agency and Government 

goals.  

1.5 I am authorised to present this evidence on behalf of the Transport Agency. 

2. CODE OF CONDUCT 

2.1 I have read the Code of Conduct for Expert Witnesses contained in the Environment 

Court Practice Note and I agree to comply with it.  I am a qualified planner and have 

previously given expert evidence in local authority hearings, but this evidence is given 

in my capacity as a representative of the Transport Agency. 

3. SCOPE OF EVIDENCE 

3.1 My evidence will address the following matters:  

(a) The Transport Agency's statutory role and functions;  

(b) The Government Policy Statement and the Ministry of Transport Sector 

Outcomes Framework (2018) (MOT Framework); 

(c) The Transport Context in Whangārei and current projects;  

(d) Specific concerns about Plan Change 82 A & B, 88 A-J, 109, 115, 136, 143, 

144, 145, 147 & 148: District Plan Changes: Urban and Services (Plan Change) 
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regarding the Recognition of Regionally Significant Infrastructure (RSI) and 

intent of the Strategic Direction Chapter;  

(e) Approach to zoning requests; 

(f) One Network Road Classification and Assessment Criteria; 

(g) Intent of a Transport System approach; 

(h) Integrated Transport Assessment (ITA) and Mode Shift Outcomes; and 

(i) Conclusion.  

3.2 In summary, the Transport Agency seeks the following outcomes/provisions within the 

Whangārei District Plan:  

(a) A district planning framework that recognises and provides for the benefits of 

infrastructure and provides a consenting pathway for the ongoing operation, 

maintenance, renewal and development of new infrastructure to support 

planned growth in line with national policy, regional plans and polices and 

strategic plans for Northland.   

(b) Careful consideration that directive terminology does not preclude 

infrastructure provision - “avoid” and “protect”.  The linear nature of regionally 

significant infrastructure is often dependent on a particular location to operate, 

or is required to traverse, locate or operate in a particular environment due to its 

technical or operational requirements and the need to serve growth, economic 

activities within the region and or/for interregional connections.  To ensure that 

key corridors identified for investigation in national and/or regional land transport 

plans and strategies are not precluded from corridor protection at the right time 

(ie Whangārei to Te Hana) 

(c) A district planning framework that enables the on-going integration of land use 

and transport planning, including, but not limited to a framework that:  

(i) Is supportive of strategic planning including but not limited to spatial 

planning, structure planning and/or precinct planning to support land use 

and transport integration, mode shift opportunities, help align 

infrastructure provision and comprehensively consider the implications of 

land use change (ie travel demand management implications and 

opportunities and cumulative impacts of zone change requests etc). 
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(ii) Includes the Transport Agency’s One Network Road Classification and 

gives consideration of placemaking and the movement of people which 

will help provide a consistent model across the country for achieving 

better street design across urban areas and thereby contributing to mode 

shift and balancing place and movement functions. 

(iii) Supports the provision for integrated transport assessments, and 

incorporates triggers (for infrastructure and services) where supported by 

previous transport assessments and strategic planning.  These are 

commonly used tools to manage transport effects, not stop growth.  

(iv) Takes a system perspective in relation to transport (ie the plan 

provides a suite of provisions that assist with managing demand, 

achieving mode shift outcomes, including but not limited to emphasising 

active modes, public transport provision, parking reduction opportunities, 

appropriate zoning and provisions that support good practice urban form 

outcomes). 

(v) That considers climate change and human health implications of its 

policy framework.  

(vi) That protects people from transport-related injuries and improves 

people's health through making active modes (such as walking and 

cycling) attractive options and better managing effects from road noise 

on new sensitive activities near road corridors.   

4. TRANSPORT AGENCY'S STATUTORY ROLE AND FUNCTIONS 

4.1 The Transport Agency is the Crown agency responsible for managing the state 

highway network throughout New Zealand.  Its functions and operating principles are 

set out in the Land Transport Management Act 2003 (LTMA) and the Government 

Roading Powers Act 1989 (GRPA).  The Transport Agency is required at all times to 

act in accordance with its statutory roles and responsibility and takes those obligations 

very seriously.   
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Land Transport Management Act 2003 

4.2 The Transport Agency's statutory objective under the LTMA is to "undertake its 

functions in a way that contributes to an effective, efficient, and safe land transport 

system in the public interest."1  

4.3 The functions of the Transport Agency are set out in section 95(1) of the LTMA, of 

which the following are relevant to the Proposed Plan Changes to the Whangārei 

District Plan:  

(a)  to contribute to an effective, efficient, and safe land transport system in the 
public interest: 

(c)  to manage the State highway system, including planning, funding, design, 
supervision, construction, and maintenance and operations, in accordance with 
this Act and the Government Roading Powers Act 1989: 

4.4 The focus on the ‘Land Transport System’ means that the Transport Agency does not 

focus solely on the state highway network.  It must contribute to the wider land 

transport system, including local roads, pedestrian and cycle links and integration with 

rail network.   

4.5 Section 96 of the LTMA sets out the principles by which the Transport Agency must 

operate including the following principles set out in subsection (1): 

In meeting its objective and undertaking its functions, the Agency must – 

(a)  exhibit a sense of social and environmental responsibility, 

(b) use its revenue in a manner that seeks value for money, and –  

(i) if the revenue is part of the national land transport fund, in accordance 
with section 103(3); and 

(ii) in all other cases, for the purpose for which it is collected; and 

(c) ensure that its revenue and expenditure are accounted for in a transparent 
manner; and 

(d) ensure that –  

(i) it acts in a transparent manner in its decision making under this Act; and 

(ii)  it gives, when making decisions in respect of land transport planning 
and funding under subpart 1 of Part 2, the same level of scrutiny to its 
own proposed activities and combinations of activities as it would give to 
those proposed by approved organisations.  

                                                      
1 LTMA, section 94.  
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4.6 The requirement to "exhibit a sense of social and environmental responsibility" affects 

all of the Transport Agency's actions and means it must consider these wider issues 

when responding to transport issues.  These statutory obligations require the Transport 

Agency to work towards providing an environmental and socially responsible outcome 

within the context of a particular transport project and within the overall funding 

allocation.  

Government Roading Powers Act 1989 

4.7 The GRPA grants the Transport Agency certain powers in relation to the construction, 

operation and maintenance of state highways.  In particular, section 61(1) of the GRPA 

grants the Transport Agency the sole power of control over all state highways for all 

purposes, including construction and maintenance.2  

4.8 Section 61(2) of the GRPA also provides the Transport Agency with various powers in 

respect of roads granted to local authorities under the Local Government Act 1974, 

including in particular the ability to construct footpaths and cycleways.3  Section 61(4) 

grants the Transport Agency a number of additional powers necessary to construct and 

maintain in good repair any state highway, including: 

(a) The ability to increase or diminish the width of any state highway;4  

(b) The ability to determine what part of a state highway shall be a carriageway and 

what part shall be a cycle track or footpath;5  

(c) The ability to construct devices to control vehicle speeds or protect any part of 

the state highway;6 and 

(d) The ability to alter the level of any state highway.7 

Requiring authority status 

4.9 The Transport Agency is an approved requiring authority under section 167 of the RMA 

for the construction and operation of state highways and cycleways/shared paths – 

including their maintenance, improvement, enhancement, expansion, realignment and 

                                                      
2 GRPA, section 61. 
3 Local Government Act 1974, sections 331 and 332.  
4 GRPA, section 61(4)(b).  
5 GRPA, section 61(4)(c). 
6 GRPA, section 61(4)(e). 
7 GRPA, section 61(4)(g). 
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alteration.8  Many of the state highways in Whangārei are designated and most new 

projects will involve seeking a notice of requirement for a designation.  

4.10 The inclusion of cycleways and shared paths within the Transport Agency's requiring 

authority status only occurred in 2015 but it is a very important step in confirming that 

the Transport Agency is seeking integrated multi modal transport solutions.   

5. GOVERNMENT POLICY STATEMENT ON LAND TRANSPORT AND THE 

NATIONAL LAND TRANSPORT PROGRAMME 

5.1 The Government Policy Statement on Land Transport (GPS) outlines the Government’s 

strategy to guide land transport investment over the next 10 years and provides 

direction to the National Land Transport Programme (NLTP) and to the Transport 

Agency's policy positions and project development.  An updated version of the GPS 

was released in 2018 and sets out four strategic priorities, being: 

(a) Safety:  This is one of two key strategic priorities identified in the GPS. The 

objective for this priority is for a land transport system that is a safe system free 

of death and serious injury;  

(b) Access:  This is the second of two key strategic priorities identified in the GPS.  

The objective for this priority is for a land transport system that provides 

increased access to economic and social opportunities, enables transport 

choice and access, and is resilient;  

(c) Value for money:  This is one of two supporting strategic priorities.  The 

objective for this priority is a land transport system that delivers the right 

infrastructure and services to the right level at the best cost; and 

(d) Environment:  This is the second supporting strategic priority.  The objective for 

this priority is a land transport system that reduces greenhouse gas emissions, 

as well as adverse effects on the local environment and public health.  

5.2 The Transport Agency is responsible for making independent decisions on allocating 

and investing funds for these purposes, which is reflected in the NLTP.  The NLTP is a 

planning and investment partnership between local authorities and the Transport 

                                                      
8 Resource Management (Approval of Transit New Zealand as Requiring Authority) Notice 1994; Resource Management 
(Approval of NZ Transport Agency as a Requiring Authority) Notice 2015. Copies of these gazette notices were attached to the 
NoRs for the Project.   
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Agency with the purpose of maintaining and improving the transport network as "one 

network".  

5.3 Following the release of the GPS, the NLTP was updated to reflect the Government's 

priorities.  The 2018 – 2021 NLTP was adopted in August 2018.  $460 million is to be 

invested in Northland, contributing to the region’s economic growth, transport network 

resilience, accessibility and road safety performance.  

5.4 The Transport Agency therefore has a statutory responsibility to ensure that the state 

highway is managed effectively, efficiently, and is safe for its users.  There is also 

government direction to ensure the land transport system provides for economic growth 

and social opportunities, is safe, and is a network that is resilient to meet future needs 

and avoid disruptions. 

Ministry of Transport (MOT) Transport Outcomes Framework 

5.5 The MOT Framework defines the long-term strategic outcomes for New Zealand’s 

transport system and explains how government and the transport sector should work 

together toward these outcomes. 

5.6 The MOT Framework describes the five long-term outcomes for the transport system, 

while the GPS is the main mechanism the government uses to set the shorter-term 

priorities for the land transport system.  The MOT Framework describes the following 

long-term outcomes for the transport system. 

(a) Inclusive Access:  Enabling all people to participate in society through access to 

social and economic opportunities, such as work, education and health care. 

(b) Economic Prosperity:  Supporting economic activity through local, regional and 

international connections, with efficient movements of people and products. 

(c) Resilience and Security:  Minimising and managing the risks from natural and 

human-made hazards, anticipating and adapting to emerging threats, and 

recovering effectively from disruptive events. 

(d) Environmental Sustainability:  Transitioning to net zero carbon emissions and 

maintaining or improving biodiversity, water quality and air quality. 

(e) Healthy and safe people:  Protecting people from transport-related injuries and 

harmful pollution and making active modes (such as walking and cycling 

attractive options). 
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5.7 This framework gives broad direction to the transport system. 

6. THE NORTHLAND TRANSPORT CONTEXT AND PROJECTS IN WHANGĀREI 

Transport Context 

6.1 The state highway network in Whangārei includes State Highway 1, 14 and 15.  The 

Transport Agency has identified the following key challenges or opportunities for the 

region over the coming decade: 

(a) Provide a safer and more reliable journey on SH1 between Auckland and 

Northland (and Northport) for people, freight and international visitors; 

(b) Support growth in Whangārei through the delivery of an urban form that reduces 

average journey length and dependency on trips (mode share) by private 

vehicle; 

(c) Support mode shift in Whangārei city and surrounds; 

(d) Ensure safe and reliable intra-regional freight connections to and from 

Northport; 

(e) Support regional development in the north and west of the region, particularly 

improving access to employment and essential services for remote 

communities; and 

(f) Reversing the trend of increasing deaths and serious injuries on Northland’s 

roads since 2012. 

6.2 The Transport Agency recognises the desire of Northland communities for additional 

capacity between Whangārei and Warkworth.  The Transport Agency also 

acknowledges that improved sealing, addressing safety and improving resilience to the 

effects of climate change are also key concerns of Northland customers.   

6.3 The dispersed population and rural based economy of Northland has resulted in a land 

transport system primarily designed around roads and limited public transport 

development outside the main urban area of Whangārei.  There are safety and 

resilience challenges on State Highway 1 which can result in delays between Te Hana 

and Whangārei.  Peak demand during holiday periods also results in delays into and 

out of Northland on SH1.   
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6.4 Tourism is expected to provide a boost to the region’s economy that is predominantly 

rural, based around dairy, forestry, farming and horticulture.  Whangārei and the Port 

are very important economically.  Whangārei is the only city and major employment and 

service hub in the region.  The Transport Agency, its partners and the community at 

large have a role to play to protect and provide for safe, reliable, resilient connections to 

promote positive economic and social interactions with potential benefits for the upper 

north island region. 

6.5 Northport can support coastal shipping and the storage and movement of bulk freight 

and it is connected to the state highway network, however it does not have direct rail 

access.  Currently, consideration of the strategic roles of the major ports in the upper 

North Island is underway.  This work may recommend changes to the volume and mix 

of imports arriving at Northport, with flow-on impacts for the freight task on the 

Northland land transport system.  

6.6 Tackling climate change is not straightforward and we will need to work together to 

achieve the 2030 Government target to reduce emissions to 30% below 2005 levels.  

This may mean that the current transport profile for the region will need to change over 

time. 

6.7 Much of the Transport Agency's work in Northland will focus on maintaining the current 

land transport system, but there’s still room to work towards a land transport system 

that is fit for the future and therefore a planning framework that is supportive of 

maintaining, operating and protecting and providing for infrastructure is important. 

6.8 Funding for state highways is heavily constrained.  There has been a reduction in 

overall state highway funding for the 2018-21 period, as set out in the 2018GPS, with 

further reductions in the years beyond that period.  There is also an unprecedented 

number of funding requests from our transport partners.  As a result, there is currently 

insufficient funding to invest in all the infrastructure that communities are asking for 

including new state highway projects.  This means careful management is needed to 

ensure our overall programme aligns with the Government’s transport priorities, with 

safety being the top priority. 

7. TRANSPORT AGENCY INVESTIGATIONS AND PROJECTS IN WHANGĀREI 

Whangārei to Te Hana 

7.1 This is the Transport Agency's major future project in the Whangārei district but its 

form, location and timing are still being developed.  The next steps for the Whangārei to 
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Te Hana project include completing a detailed business case prior to proceeding with 

route protection for additional capacity between Whangārei to Port Marsden Highway 

(SH15) and, if confirmed as required through the business case process, a future 

bypass of the Brynderwyn Hills. 

7.2 The Transport Agency does not currently have funding to progress this work further and 

it is unknown if funding will be available in the next NLTP period (2021-24).  When 

funding does become available this project will be prioritised against other projects and 

programmes across the country.  Notwithstanding the above, it is important to have a 

planning framework that enables progress when funding is available. 

7.3 This project remains part of our long-term plan and the Transport Agency Board has 

endorsed the re-evaluated plans and direction set out for this corridor.  

SH1 Loop Road Safety Improvements (Loop Road) 

7.4 The Loop Road improvements will improve network safety and efficiency for all users. 

Construction commenced in early-2019 and is scheduled for completion in December 

2020.  

7.5 The Transport Agency is constructing a roundabout at Loop Road (North) and 

associated intersection improvements to addresses safety and efficiency issues in this 

area, where the Inland Freight Route (State Highway 15) meets State Highway 1.  

7.6 Competing needs of freight traffic, local traffic and visitors creates safety risks at the 

intersections of both Loop Road and Portland Road. 

7.7 Safety improvements to the SH1/SH15 Loop Road intersection and the SH1/Portland 

Road intersection will ensure communities, visitors and freight travel safely across the 

state highway network south of Whangārei. 

SH1 Whangārei to Wellsford Safer Corridor projects (Safe Network Programme) 

7.8 We are continuing with safety improvements on the existing highway as part of the Safe 

Network Programme (SNP), starting with the section of State Highway 1 between 

Whangārei and Port Marsden Highway (SH15).  

7.9 The northern section (Whangārei to Port Marsden Highway/SH15) is currently in the 

pre-implementation stage.  Subject to approvals and construction funding, it is expected 

that physical works will start sometime between March and May 2020. 
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7.10 The northern section will start first due to the higher safety concerns than other 

sections, as well as the need to coincide some construction with the Loop Road project 

which sits within the northern section.  

7.11 Central (Port Marsden Highway to Shultz Rd) and Southern section (SH12/SH1 

intersection south to Wellsford) have just received funding for the pre-implementation 

phase.  The design phase may get underway before the end of this year. 

SH1/Tarewa Road intersection upgrade 

7.12 The SH1/Tarewa Road intersection upgrade is under construction.  It improves traffic 

flow and safety.  It also improves safety for those walking and cycling with a shared 

path under the new bridge and signalised pedestrian crossings provide important links 

to Whangārei Hospital and NorthTech and the CBD. 

Whangārei Urban Cycle networks 

7.13 The Whangārei urban cycle networks have been planned to transform urban mobility in 

the region by making trips around the city by bike safer and more convenient. 

8. SPECIFIC ISSUES 

Concerns regarding the Recognition of Regionally Significant infrastructure and 

the intent of the Strategic Direction Chapter 

8.1 The Transport Agency is involved with numerous planning processes across the 

country.  One of its core concerns is ensuring the objectives and policies of the plan 

provide a consenting pathway for RSI and directive wording is carefully used.  This 

concern is in relation to directive objectives and policies in the strategic direction 

chapter which use language such as “avoid” and “protect”.  The Transport Agency is 

highly aware that directive wording, especially in higher order parts of the plan, can 

lead to environmental bottom lines.  As such, very careful consideration needs to be 

given to the use of directive language, to ensure that the plan intends to achieve a 

certain outcome, at the cost of precluding other outcomes.  For the Transport Agency 

“development” of infrastructure should be enabled or provided for and there should be a 

consenting pathway for regionally and nationally significant infrastructure.  

8.2 For example, the Proposed Plan uses the term “avoid” in relation to rural productive 

land and incompatible uses.  I understand the intent of these provisions is in relation to 

rural subdivision and residential type “development” (ie life style blocks).  However, the 
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directive wording and reference to development could heavily constrain the 

development of RSI. 

8.3 Separately, the Transport Agency is generally supportive of reverse sensitivity 

provisions, and the intent of those provisions is that such effects are avoided, in line 

with Policy 5.1.3 of the RPS.  In that circumstance the use of avoid may be appropriate.   

8.4 Various strategic plans recognise the long-term needs of infrastructure providers. 

Relevant objectives and policies are set out below in relation to the RPS, the Tai 

Tokerau Northland Growth Study and Action Plan and Regional Land Transport Plan. 

8.5 The Transport Agency works closely with Northland Councils and Northland Inc to 

progress a range of strategies with transport components, including: the draft 

Whangārei District Regional Growth Strategy, the Tai Tokerau Northland Economic 

Action Plan and transport strategies.  Further commentary is provided on this in 

paragraph 8.12 onwards below in relation to zoning. 

The Tai Tokerau Northland Growth Study and Economic Action Plan 

8.6 The Tai Tokerau Northland Economic Action Plan is a 10-year plan, developed in 

response to the Northland Growth Study completed in February 2015.  The Growth 

Study identified economic opportunities to grow investment, jobs and incomes from key 

sectors in the region.  The Action Plan brings projects together which contribute to 

transforming Northland’s economy and social development.  The Action Plan was 

refreshed in 2019, including new projects where existing projects have been completed. 

8.7 ‘A safe, resilient and efficient multi modal transport system’ is identified as a priority 

outcome in the Action Plan, making transport an integral element in reaching the goals 

and outcomes identified in the Action Plan.  The Transport Agency has, and will 

continue to, work with our Northland partners to progress transport solutions to grow 

and support the region and its economy.  Some of the key projects the Transport 

Agency is involved in, and which are identified in the Action Plan are: 

(a) The Twin Coast Discovery Route Programme Business Cases, expected to be 

completed by 2020; 

(b) State Highway 1 Whangārei to Te Hana (part of the Whangārei to Auckland Key 

Corridor), which is in the planning phase; and 
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(c) The Whangārei Urban Improvements project (including safety, resilience and 

reliability improvements to the Whangārei roading network), expected to be 

completed in 2021. 

8.8 ‘Connecting Northland’, is about the Transport Agency and its partners supporting 

Northland through transport solutions to grow and support the region and its economy.  

It is focused on connecting all communities in Northland – employees to jobs, 

communities to important facilities such as hospitals, and freight to the port and key 

markets.  This will result in:  

(a) Safer journeys for all road users; 

(b) Improved corridor reliability; 

(c) Increased access to opportunity; 

(d) Economic development; and 

(e) Improved walking and cycling. 

8.9 A number of programmes make up 'Connecting Northland' including, State Highway 1 - 

Whangārei to Te Hana which remains in the planning phase. 

The Regional Land Transport Plan (RLTP) 

8.10 The RLTP sets out a key challenge in Northland, which is balancing the need to invest 

in maintaining and developing infrastructure against changing patterns of employment, 

population and income.  Growth, where occurring, is being understood and managed 

by district councils through the development of structure plans and growth studies.  The 

RLTP further sets out that the intent is to integrate infrastructure planning with growth 

projections and forward-thinking transport planning that is responsive to growth.   

8.11 In order to support the outcomes of these strategy documents in future years, the 

district planning framework needs to provide for RSI and achieve better land use 

integration. 

Approach to zoning requests 

8.12 The Transport Agency values working with the Northland Regional Council on strategic 

planning including the draft Growth Strategy, Future development strategy and Tai 

Tokerau Northland Economic Action Plan.  The Transport Agency also reviews 

transport strategies including Whangārei District Council's 30-year transport strategy for 
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the urban area and works with landowners and developers on structure planning, 

master planning and precinct planning.   

8.13 Through our contributions to strategic planning, the Transport Agency aims for 

outcomes which will focus population and employment growth into areas with better 

travel choices (to facilitate mode shift) and where better travel choices are being 

planned.  It also aims to work to align the sequencing of growth with transport initiatives 

and identify corridors which may require protection in the future.  These outcomes 

contribute to integration of land use and transport planning. 

8.14 The Transport Agency has made several submissions in relation to requests for zoning 

changes (within the urban environment).  In principle, it is supportive of zoning changes 

which are consistent with longer term planning and will contribute to mode shift, subject 

to the appropriate infrastructure also being planned and/or funded.  However, in the 

absence of identifying transport interventions and sequencing for infrastructure 

initiatives, it is supportive of the Council Officer’s recommendation to not accept zoning 

changes. 

8.15 Several submitters have sought to rezone existing rural zones to an urban zone, and 

the Transport Agency supports the Council Officer's position that these are not 

accepted.  The Transport Agency’s preference is that planning in the form of spatial 

planning, precinct/or similar planning is undertaken and a transport assessment in the 

form of an integrated assessment is undertaken before decisions regarding zoning are 

made.  Of concern is the cumulative implications of re-zoning rural areas to an urban 

zone and the absence of planned transport initiatives which support mode shift.  If new 

areas are being re-zoned they should be adequately served with transport choice which 

facilitates mode shift.  

8.16 I also point out the Regional Policy Statement explanation to objective 3.8, which sets 

out that Strategic planning for land use can reduce demand on infrastructure and there 

is a need to integrate strategic infrastructure planning between Auckland and Northland 

to achieve multiple outcomes.  For example, a well-functioning and effective transport 

system can improve business efficiency, innovation, competition and trade, support 

concentrations of economic activities and facilitate a mobile and flexible work force. 

One Network Road Classification and associated provisions  

8.17 The One Network Road Classification (ONRC) is the primary tool for classifying the 

function of state highways, roads and streets.  It is currently predominantly used for 
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asset management purposes.  The Road Efficiency Group is evolving the framework to 

have greater consideration of placemaking and the movement of people to help provide 

a consistent model for achieving better street design across urban areas. 

8.18 The ONRC is a classification system which divides New Zealand’s roads into the 

following six categories based on how busy they are, whether they connect to important 

destinations, or are the only route available: 

(a) National; 

(b) Regional; 

(c) Arterial; 

(d) Primary collector; 

(e) Secondary collector; and 

(f) Access. 

8.19 Using the ONRC, local authorities and the Transport Agency can compare the state of 

roads across the country and direct investment where it is needed most.  New 

Zealanders will get the right level of road infrastructure where it is needed, determined 

by a robust, impartial, nationally consistent tool.  Under the ONRC, State Highway 1 

from Wellsford to Whangārei is classed as a ‘national’ road and Whangārei to 

Kawakawa as a ‘regional’ road.  SH15 (Port Marsden Highway) is classified as 

'national'.  These respectively attract a higher level of investment and level of service 

than the rest of the state highway network in Northland which is classed as 'primary 

collectors'. 

8.20 The Transport Agency is supportive of the two-tier hierarchy identified in this district 

plan and the insertion of assessment criteria in relation to it.  The Transport Agency is 

supportive of the Council Officer’s recommendation which will consider the functionality 

of the corridor and the value of the place when assessing resource consent 

applications. 

8.21 A section of SH 15 is still subject to a classification under the ONRC.  This process 

takes some time due to a requirement for data collection, analysis and senior 

management approval.  The Transport Agency will advise on the appropriate 

classification at the hearing. The Transport Agency requests that it is not classified until 

this work is completed. 
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Integrated Transport assessment and Mode Shift Outcomes 

8.22 The Transport Agency is supportive of the Council Officer’s recommendation to retain 

the need for integrated transport assessment for the reasons set out below. 

8.23 The Transport Agency is contributing to both the district and regional councils' strategic 

planning.  Strategic planning work is ongoing and dynamic.  This provides a challenge 

for the Transport Agency where we do not fully understand the implications of 

anticipated growth on the transport system.  This is exemplified by several submitters 

seeking changes to zoning without an accompanying integrated transport assessment 

in order to understand the likely transport effects and whether rezoning, especially from 

rural to residential, is appropriate.  It is generally good practice to prepare an integrated 

transport assessment and the Transport Agency is particularly supportive of integrated 

transport assessments and the incorporation of appropriate provisions which set out 

when one is required.  

8.24 Where there has been previous structure or master planning (for example Port Nikau) 

and integrated transport assessments have already been prepared, the Transport 

Agency wishes to ensure that appropriate triggers or rules agreed at the time are 

included in the district plan. 

8.25 ITAs are necessary:   

(a) To understand and assess the impacts of a development and consider the 

proposed impact of a development on the transport system and the 

effectiveness of any mitigation measures that are proposed to address adverse 

impacts and/or opportunities to achieve wider transport outcomes such as mode 

shift, consistent with Council and Government priorities.  

(b) Particularly where sections of the network/transport system are at or near 

capacity and higher order strategy is seeking a shift in behaviour to encourage 

active modes and public transport.   

(c) To cover a range of initiatives to mitigate effects and/or influence behaviour 

change including opportunities for walking, cycling, new technology, parking or 

an alternative land use approach if considered necessary.   

(d) In order to identify mode shift opportunities as a means to improve access and 

mobility and understanding the nature of the journeys people make is crucial to 

designing effective interventions.  
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8.26 It is important to emphasise that ITAs are important for any activity that attracts a large 

number of people movement, where mitigation offered is often in the form of public 

transport and active mode interventions.  As a result, they should not just apply to high 

vehicular generating development and should also apply to development that is not 

expected to generate high vehicular movement but high people movement. 

8.27 Giving people safe, efficient, reliable, affordable and convenient travel choices is an 

essential pre-requisite to achieving mode shift and reducing car dependency.  This 

means making walking and cycling more attractive for short journeys and public 

transport more attractive for longer journeys, especially to higher intensity areas like 

city centres.  All transport modes have their strengths and weaknesses and a role to 

play in an integrated multi-modal system.  ITAs allow all these aspects to be 

considered.   

System Perspective 

8.28 The focus on the ‘Land Transport System’ means that the Transport Agency does not 

focus solely on the state highway network.  It must contribute to the wider land 

transport system, including local roads, pedestrian and cycle links and integration with 

rail network. 

8.29 Wider considerations include demand management and mode shift opportunities, 

appropriate zoning (informed by spatial planning and integrated transport assessments) 

and parking provisions that manage demand and influence behaviour and wider 

behaviour change initiatives (for example better walking and cycling connections).  The 

Transport Agency has made several submissions which seek to ensure consideration 

of active modes and is supportive of provisions which minimise carparking to manage 

demand.   

8.30 The Transport Agency also notes that Transport System and Transport Network are 

used interchangeably.  The Transport Agency’s preference is to use Transport System 

as it is consistent with the LTMA and captures all modes and user behaviour and better 

ensures an integrated outcome.  In the context of a district planning document, it may 

be useful to provide guidance and ensure consistency across the plan, as different 

terminology is used in the Strategic Direction Chapter and the Transport Chapter.9 

                                                      
9 For exampleSD-P7 Transport System TRA-O4 – Safety and Efficiency (use system).  TRA-P4 – Integrated 

Transport Assessments use network.  I note the ITA section uses adjacent network and network interchangeably as 
well. 
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9. CONCLUSION 

9.1 In summary, multiple transport outcomes are realised through better integrating land 

use planning and transport planning.  Through the Transport Agency’s contributions at 

all levels of planning, we aim for outcomes consistent with our statutory responsibilities, 

the GPS and MOT Framework.  A summary of the decisions sought through this 

process are: 

(a) The Strategic Direction and Transport chapters provide for regionally and 

nationally significant infrastructure, consistent with higher order policy/strategy 

which recognise the long-term benefits and needs of infrastructure. 

(b) That careful consideration is given to the use of “directive” terminology to 

provide a consenting pathway for the on-going operation, maintenance and 

development of infrastructure.  It is not always practicable to completely avoid 

development in certain environments. 

(c) Any re-zoning requests should align with strategic planning/good practice urban 

form outcomes and demonstrate that it can be serviced with the right 

infrastructure and services at the right time. 

(d) ITA remains a key tool to achieve ongoing land use and transport integration 

outcomes including identification of mode shift opportunities. 

(e) Where previous transport assessment and structure planning has been 

undertaken for key growth nodes, appropriate triggers and rules are retained or 

incorporated within the plan. 

(f) Retain the two-tier hierarchy (including the ONRC) and assessment criteria 

which will require consideration as to the functionality of the corridor and the 

value of the place when assessing planning applications. 

9.2 Provisions should emphasise all modes consistent with GPS and MOT Framework (ie 

walking, cycling and public transport). 

 

Nita Chhagan 

7 November 2019 
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1. EXECUTIVE SUMMARY  

1.1 In this statement of evidence, I provide my opinion on the proposed introduction of a 

transport chapter and the Hospital regionally significant zone, as part of the Plan 

Changes 82A&B, 88A-J, 109, 115, 136, 143, 144, 145, 147 & 148 – Urban and 

Services to the Whangārei District Plan (Plan Change). 

1.2 My key points from this statement of evidence are:  

(a) Council’s s42A recommendation on the Transport Agency’s submission on the 

notified Transport Chapter (TRA); and  

(b) Council’s s42A recommendation on the Transport Agency’s submission on 

Hospital Zone Transport matters. 

2. INTRODUCTION 

2.1 My full name is Tim Andrew Elliott.  

2.2 I hold a City & Guilds: Traffic Engineering Technician (2000-2002), and BTEC National 

Certificate General Engineering (2000).  I have 26 years’ experience as a safety and 

traffic engineer in New Zealand and the United Kingdom.  

2.3 I have been employed by Waka Kotahi New Zealand Transport Agency (Transport 
Agency) since April 2019.  I hold the position of Senior Safety Engineer at the 

Transport Agency's Whangārei Office.  

2.4 My key responsibilities include road safety, crash reduction studies, fatal crash reports, 

safety audits, planning and development assessments.  

2.5 My previous experience includes the following relevant projects: 

(a) NZTA Northland & Auckland North 2019 crash reduction study; 

(b) NZTA Single-Stage business case SH11 Kawakawa to SH10 Puketona safety 

Audit; 

(c) Whangārei Boys High School redevelopment – Road Safety assessment;   

(d) Development of the NZTA 2018 - 2021 Low Cost Low Risk programme for 

Northland and Auckland North. 

2.6 I have been engaged by the Transport Agency to prepare and present this evidence to 

the Hearings Panel in relation to the Transport Agency's submission and further 
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submission points of relevance to Plan Change 109 – Transport and Plan Change 145 

– Hospital Zone.  The Transport Agency is submitter number 240 and further submitter 

number 331.  

2.7 In preparing this evidence I have received the Section 42A Report (s42A Report) and 

Appendices relating to the relevant plan changes.  

3. CODE OF CONDUCT 

3.1 I am employed by the Transport Agency but am giving this evidence in my capacity as 

an independent expert on transport matters.  I confirm that I have read the Code of 

Conduct for Expert Witnesses contained in the Environment Court Practice Note and 

that I agree to comply with it.  I confirm that I have considered all material facts that I 

am aware of that might alter or detract from the opinions that I express, and that this 

evidence is within my area of expertise, except where I state that I am relying on the 

evidence of another person. 

4. SCOPE OF EVIDENCE 

4.1 My evidence will cover the following topics to assist the Hearings Panel in deliberations:   

(a) Council’s s42A recommendation on the Transport Agency’s submission on the 

notified TRA; and  

(b) Council’s s42A recommendation on the Transport Agency’s submission on 

Hospital Zone Transport matters. 

4.2 My evidence should be read alongside that of Nita Chhagan, Catherine Heppelthwaite 

and Mathew Collins. 

5. TRANSPORT CHAPTER (TRA) 

5.1 Ms Heppelthwaite’s evidence addresses the majority of the Transport Agency’s 

submission to the notified TRA and Ms Chhagan has provided background on the roles 

and responsibilities of the Transport Agency which I adopt.  

5.2 There are three provisions which I provide additional assessment of relative to:  

(a) TRA-05 – Design and Location; 

(b) TRA-R15 and TRA-R16 – ITA requirements; and 

(c) Northland District Hospital Submission.  
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Assessment 

TRA-R5 Design and Location 

5.3 The Transport Agency submitted in support of this provision with an amendment to 

include state highways in the list of roads where access is not a permitted activity.    

5.4 The s42A report recommends inclusion of this provision.1  I support this because the 

current format of the rule (based on road classification) would result in State Highway 

14 not being managed (in terms of access) in the same manner as the remaining state 

highways on the network.  Access management is a method of ensuring the safe, 

efficient and effective operation of the state highway system.    

5.5 Access to state highways needs to be carefully managed to ensure that everyone has 

fair and equitable access to the transport system. This is particularly important on State 

Highway 14, which is experiencing increased development demand due to growth. 

Unrestricted residential and/or commercial development brings with it more vehicles 

needing access which in turn increases the safety risks. By maintaining access controls 

onto the State Highway, the Transport Agency is better able to identify growth patterns, 

plan mitigation measures and implement capital project improvements and provide a 

safer integrated transport system.  

TRA-R15/R16 Restricted Discretionary Integrated Transport Assessments 

5.6 The Transport Agency requested the following amendments to the triggers specified in 

R15(1) & (2): and R16.   

1. TRA-R15 does not apply for any allotment where consent has previously been 
granted for the allotment under Rule TRA-R15 and there is no proposed change to 
allotment size or land use activity 
 
Compliance Standard:  
1. […] 
2. Note: Any a Applications shall comply with information requirement TRA-REQ1. 

 
5.7 Along with the following changes to R16(2): 

3. For any of the following:  
a. 100 or more dwellings  
b. 1,500+ seat events centre or similar;  
c. 1,000 m

2 
and above gross retail, entertainment, leisure floor space;  

d. 2,500 m
2 
and above gross office, education, health floor space;  

e. 5,000 m
2 
and above gross industrial floor space; and/or  

f. 10,000 m
2 
and above gross warehousing floor space.  

                                                      
1 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 162. 
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5.8 The Transport Agency considers that additional ITA triggers are needed as the reliance 

on car park numbers (compared with actual activities that occur on the site) does not 

necessarily reflect the trip generation characteristics.  Increased access to safe, 

efficient, affordable and convenient travel choices is an essential pre-requisite to 

achieving a mode shift and reducing car dependency.   

5.9 Council’s s42A recommendation is that the Transport Agency’s request be rejected2 

based on the advice of Mr McKenzie. 

5.10 Mr Mckenzie’s opinion is that the counting of parking spaces will enable a Council 

processing officer a more straightforward means of assessing whether the 

requirements for a simplified transport assessment or ITA assessment are triggered 

and that the calculation and assessment of the trip generation would place a further 

burden on both applicant and Council to quantify this trip number threshold.  He 

considers that the adoption of the parking space unit is reasonable to provide the 

appropriate trigger for the preparation of transport assessments.  

5.11 In my opinion, the rule as notified is appropriate as it applies to residential subdivision.  

The intention of the rule is to require an ITA at the time of subdivision for larger 

greenfield allotments and ensure a comprehensive assessment is undertaken.  

5.12 I do not however support Council’s recommendation to retain 50 car parking spaces as 

a ‘proxy’ for trip generation and consequential effects on the transport network for 

industrial, retail and commercial development.  I prefer a gross floor area (GFA) or 

occupancy as methods for this as they will better reflect likely trip generation.  I do not 

see any difficulty with a landowner calculating the GFA of a development or occupancy 

numbers.  This would be a standard step when applying for a building or resource 

consent.   

5.13 Reliance on parking spaces as a proxy for traffic generation does not capture high 

traffic generating activities that provide limited parking.  Examples of land use activities 

that may not be captured by TRA-R15/R16 include logistics activities, fuel stations, 

drive through activities, schools, and childcare centres.  I agree with Mr Collins 

evidence on this point. 

5.14 As a result, the potential transport effects from such activities may not be assessed or 

mitigated as part of development, potentially compromising the safe and efficient 

operation of the transport network. 

                                                      
2  Part 9– Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 257. 
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5.15 I consider that TRA-R15/R16 should be amended to include either a trigger for vehicle 

trip generation, or GFA (for retail/commercial/industrial activities) and person capacity 

(for education, places of assembly, community facilities, etc.).  The Transport Agency’s 

original submission only sought GFA limits; I have considered this further and conclude 

this approach needs refinement but my proposal (to include occupancy as well as GFA) 

will result in a similar outcome.   

5.16 Specifically, I recommend these amendments to TRA-15 and TRA-16 (based on 

Council's s42A report with changes accepted): 

An integrated transport assessment is required where:  

TRA-15 Restricted Discretionary Integrated Transport Assessments 

All Zones   Activity Status: Restricted Discretionary  

1. The activity (or activities) requires an increase of more than 50 car parking spaces in 
accordance with TRA Appendix 1 or results in a trip generation, capacity or gross floor 
area increase in excess of Table 1. 
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Hospital zone transport matters 

5.17 The Transport Agency opposed the Special Purpose zoning of Northland Hospital and 

the Northland District Health Board’s (NDHB) submission3 in its entirety.  Its opposition 

was on the basis that while it acknowledged the strategic role of the Hospital, it 

considered transport matters required further modifications to ensure the safe and 

efficient operation of the transport system.   

Assessment  

5.18 The Hospital is located on State Highway 14.  It is located approx. 700m to the west of 

the State Highway 1/State Highway 14 intersection.  There are three main access 

points to the Hospital; West End Avenue, Hospital Road and the Main Entrance.  West 

End Ave is a ‘Stop’ Controlled intersection with a right turn bay provided and it is a no 

exit residential street.  Hospital Rd is a signalised T intersection with pedestrian and 

cycle facilities.  It is also a no exit residential street.  The main entrance is ‘give way’ 

controlled with a left turn slip lane in and a right turn bay.  These access points are all 

contained within a 240m section of SH14.  It is the proximity of these access points 

combined with the various trip generating activities with the Hospital and the lack of 

co-ordinated demand management that contribute to the overall impact on this section 

of SH14.  

5.19 Subsequent to discussions between parties, the NDHB provided the Transport Agency 

with an ITA4 prepared by GHD.  The NDHB has committed to collaborate with the 

Transport Agency and Whangārei District Council and I acknowledge this process is 

part of that relationship.    

5.20 I have reviewed the ITA and while I am generally supportive of the data, I do have 

concerns that the impact the Hospital has on SH14 has not been accurately 

represented.  While there has been (and will continue to be) growth along the SH14 

corridor to the west of the Hospital, the projected growth of the hospital, both in 

in-patient beds and outpatient services, is likely to have a larger impact on the transport 

system than the assessment concludes.  

  

                                                      
3 Northland District Health Board Submission Number 206, whole of submission. 
4 Whangarei Hospital Redevelopment Integrated Transport Assessment Oct 2019, Attachment 1 
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5.21 The ITA also lacks detailed information on the planning and programming of the 

development as it is funding dependant.  

5.22 The ITA does refer to four-laning of SH14 and the potential for a second access from 

SH1/Tarewa Road.  From the Transport Agency's perspective the viability and timing of 

these projects has yet to be determined.  Neither project is in the 2018 – 2021 National 

Land Transport Programme, as discussed by Ms Chaggan.    

5.23 There is the potential for the development at the Hospital to be out of step with any 

state highway improvement projects, which is likely to have a negative impact on the 

safe efficient and effective transport system.   

5.24 Due to the lack of detail both in the NDHB submission and the supporting Hospital 

development ITA, the Transport Agency still will require an ITA to be provided which 

provides a more detailed assessment per TRA-REQ1 and TRA-REQ2.  In this regard, I 

have included in paragraph 5.16 above amendments to TRA – R15 and R16 to apply 

for the Hospital Zone.  

6. CONCLUSION 

6.1 My key points from this statement of evidence are: 

(a) The s42A report recommends inclusion of this provision of State Highway in the 

list of roads where access is not a permitted activity in TRA-R5 Design and 

Location.  I support this because the current format of the rule (based on road 

classification) would result in State Highway 14 not being managed (in terms of 

access) in the same manner as the remaining State highways on the network.   

(b) It is my opinion that TRA-R15/R16 should be amended to include either a trigger 

for vehicle trip generation, or GFA (for retail/commercial/industrial activities) and 

person capacity (for education, places of assembly, community facilities, etc) to 

enable a Council Officer to better assess if an ITA is required.  

(c) The Transport Agency oppose the Special Purpose zoning of Northland Hospital 

and the Northland District Health Board’s (NDHB) submission in its entirety.  Its 

opposition was on the basis that while it acknowledged the strategic role of the  
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Hospital, it considered transport matters required further modifications to ensure 

the safe and efficient operation of the transport system. 

 

Tim Elliott 
7 November 2019 
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GHD | Report for Northland District Health Board – Whangarei Hospital ITA, 51/33679/ | i 

Executive summary 
As Northland District Health Board (NDHB)’s largest facility, Whangarei Hospital is made up of 

various titles with approximately 52,187m2 of gross floor area.  The site is bounded by State 

Highway 14 (SH14) and West End Avenue and is bisected by Hospital Road.  The southern 

boundary of the site adjoins the Raumanga Stream and adjacent walkway/cycleway.  

Northland’s health services face increasing demand driven by the health status of the 

population, requirements of Government health programmes and public expectations.  NDHB is 

not a commercial service, and they are not trying to increase market share, rather the 

redevelopment is required in response to the demand generated by the community they serve.   

To cater for the expected growth in use the future hospital will require a total department area of 

63,896m2.  This increase is due to the following factors:  

 Most departments are currently in spaces that do not meet modern care standards and 

require significant increases in floor area to create a compliant design;   

 The projected growth in the number of required in-patient beds from 276 (current) to 380 

(2035);  

 The demand on outpatient services is projected to increase by 38.6% through to 2035. 

The existing building space is currently inefficient due to the fragmented layout and 

development of the site.  This means that while the total floor area, post redevelopment, will not 

increase as significantly as the number of patients being treated, the redevelopment will allow 

for better use of space across the hospital. 

To provide some context to the size, scope and potential layout of any redevelopment options 

NDHB have commissioned Klein to design three potential Masterplan options.  These include 

the upgrade of existing facilities to today’s standards and allow for the expected future growth.  

This will provide the NDHB with some degree of flexibility in redeveloping the site and managing 

the anticipated costs.  The three options under consideration by NDHB (and used to form the 

basis of this traffic assessment) are: Masterplan Option 6 - Progressive Rebuild, Option 7 - 

Partial Greenfield and Option 8 - Full Greenfield.  Whilst these three options have been 

developed to date, none of them are a preferred option nor are they ‘set in stone’.  The desired 

outcome is for a zone with attached rules and provisions that enable flexibility in terms of 

building size, design and location within the site. 

From a transport perspective, there is no difference in effects on the surrounding roading 

network beyond the hospital site between the options.  The differences between the options 

relate to the location of accesses and the likely traffic flows for each access, depending on the 

configuration and location of the proposed parking areas and building access points.  Overall, 

the number of accesses will be reduced to rationalise access to the site and assist with 

wayfinding for patients and visitors. 

Surveys of all on-site parking shows that it is sufficient in quantity, however, it is poorly utilised 

due to the fragmented layout and lack of connectivity to the main building.  Issues regarding on-

street parking is likely symptomatic of driver’s reluctance to pay for parking rather than a lack of 

supply of parking to cater for hospital activities.   

The use of other modes of transport will be encouraged in all redevelopment options by the 

provision of end of journey facilities for staff who wish to cycle or walk to work.  Access to public 

transport will be encouraged by the provision bus stops within the hospital site where possible in 

consultation with Northland Regional Council. 
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The majority of the transportation effects of the proposed redevelopment of Whangarei Hospital 

are positive rather than negative and as such do not require mitigation.  Trip generation is the 

only effect that could require mitigation.  Hospital traffic make up between 20% and 25% of the 

users of SH14 during the AM and PM peak periods, with the proportion increasing to 35% 

during the off-peak periods.  The SH14/ Hospital Road intersection has been identified as the 

main affected location on the roading network.  Modelling has shown that the PM peak is most 

sensitive to traffic growth with only a 10% increase in traffic required to change the Level of 

service from D to Level of service F.  Of the two improvement options modelled with the 

estimated growth for both SH and hospital traffic the widening of SH14 to four lanes (two in 

each direction) provided for the greatest benefit to vehicle delay.  Four laning of SH14 removes 

the delays and congestion associated with the merge area to the west of the intersection and 

the conflicts associated with the on street parking to the east of the intersection.  It will also 

improve route reliability / security to the only major secondary care hospital in the region. 

As NDHB is a publicly funding entity, it is limited in its ability to fund mitigation measures beyond 

its site.  As a similarly publicly funded entity, the New Zealand Transport Agency (NZTA) are 

limited in their ability to request financial support from NDHB to fund network improvement 

works.  NDHB will continue to collaborate with WDC and NZTA by providing support and 

information in the development of business cases for roading network improvement options.   

This report is subject to, and must be read in conjunction with, the limitations set out in Section 

1.2 and the assumptions and qualifications contained throughout the Report. 
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1. Introduction 
Northland District Heath Board (NDHB) has engaged GHD Limited (GHD) to undertake an 

Integrated Transport Assessment of the proposed masterplans for the redevelopment of 

Whangarei Hospital. 

NDHB has determined that asset upgrades for Whangarei Hospital are vital for managing future 

demand, transitioning to new service designs, and improving the efficiency/productivity of its 

service delivery.   

NDHB is not a commercial service, and the redevelopment plans are not the result of trying to 

increase market share, rather the redevelopment is required in response to the demand 

generated by the community they serve.   

1.1 Purpose of this report 

This report forms part of an assessment of effects for the proposed masterplan for the 

redevelopment of the site and provides a supporting assessment of effects on the environment 

with regard to transport only.  It looks at the overall effect of the proposed Whangarei Hospital 

Masterplan to allow for continued growth. 

1.2 Scope and limitations 

This report has been prepared by GHD and its subconsultants for NDHB and may only be used 

and relied on by NDHB for the purpose agreed between GHD and NDHB as set out in section 

1.1 of this report. 

The opinions, conclusions and any recommendations in this report are based on conditions 

encountered and information reviewed at the date of preparation of the report.  GHD and its 

subconsultants have no responsibility or obligation to update this report to account for events or 

changes occurring subsequent to the date that the report was prepared. GHD disclaims liability 

arising from any of the assumptions being incorrect.  This disclaimer shall apply notwithstanding 

that the report may be made available to other persons for a permission or approval or to fulfil a 

legal requirement. 

 

2. Existing land use 
NDHB is responsible for providing or funding the provision of health and disability services for 

the people of Northland. The area NDHB is responsible for stretches from Te Hana in the south 

to Cape Reinga in the north and coincides with the jurisdictional responsibilities of the Northland 

Regional Council. 

NDHB’s largest facility is the Whangarei Hospital, located on its current site at Hora Hora since 

1901. Whangarei Hospital site is zoned Living 1 (residential) under the Whangarei District Plan.  

The site is approximately 20 ha and is made up of various titles with approximately 52,187m2 of 

gross floor area.  The site is bounded by State Highway 14 (SH14), also known as Maunu 

Road, and West End Avenue and is bisected by Hospital Road.  The southern boundary of the 

site adjoins the Raumanga Stream and adjacent walkway/cycleway.  
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Figure 1 Whangarei Hospital land area 

Whangarei Hospital is Northland’s only major secondary care hospital with 276 inpatient beds 

and provides secondary specialist care to all of Northland.  Hospital services are supplemented 

by a network of community-based outpatient and mental health services, a range of allied health 

services, and a public health unit. 

 

Figure 2 Whangarei Hospital Layout 
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Over the last five years, the NDHB has undertaken a significant programme to upgrade and 

redevelop the services at Whangarei Hospital.  This programme has included the establishment 

of new secure mental health and maternity units, child cancer centre and administration 

building, upgrades to the energy centre and various other smaller projects, totalling $55m in 

expenditure.  However, these works have not seen greater capacity of basic healthcare 

provision developed at the Hospital.  These projects have instead resulted in updates to existing 

services and the provision of more specialised services. 

In the next 20 years, NDHB has planned a substantial capital expenditure programme.  This 

programme of works is designed to modernise and upgrade existing facilities and provide 

increased capacity until such time as the Masterplan can be implemented.   

Two of the interim projects are currently underway with both the locations for the theatre 

extension and the cardiac catheter laboratory projects being confirmed and in the advanced 

stages of the design process, with resource consents applied for. 

The theatre extension project will be situated on the north-west corner of the existing theatre 

building extending to the north towards Maunu Road and to the west into main public carpark. 

The project is due to start construction in late 2019. 

The cardiac catheter laboratory building was originally planned to be constructed adjacent to the 

new Endoscopy suite (old delivery suite) in its 2018 business case.  Since then and following 

further review, the location was changed, and it will now be located to the north of the medical 

building and to the east of the Radiology department.  This new location better meets the Gross 

Floor Area (GFA) needs for the requirements of the functional brief and schedule of 

accommodation.  The cardiac catheter laboratory project will commence enabling works in late 

2019 and construction in early 2020. 

2.1 Hours of operation 

Whangarei Hospital has approximately 2,030 staff (medical and non-medical) on-site.  Medical 

staff operate in three shifts.  The majority of staff, approximately 1,590, are on-site during the 

main part of the day, reducing to approximately 230 staff in the evening and overnight shifts.  

This gives peak staff numbers in the order of 1,800 on site during the shift change over.  These 

figures include the activities occurring in the main hospital building as well as all the various 

‘units’ housed in buildings throughout the site.  The three shifts that medical staff operate in are: 

 07:00 – 15:00 – Day shift 

 15:00 – 23:00 – Evening shift 

 23:00 – 07:00 – Night shift 

In addition to these shifts, additional consultants also come and go as required for the outpatient 

clinics which typically run between 07:30 – 19:00.  

Non-medical staff are required to ensure smooth operation of the hospital and include staff in 

the laundry, kitchen and administration areas.  The 250 administration staff in Tohora House 

typically have standard office hours of 08:00 to 17:00, these staff often stagger their arrival and 

departure times as it is not necessarily crucial that they start at a fixed time. 

2.2 Parking 

The site currently has 23 carpark areas providing 1607 spaces including 164 on-street spaces 

on Hospital Road and West End Avenue, as shown in Figure 3.  A parking fee is payable on site 

on Monday to Friday 08:30 – 17:00.  The first hour is free for the public, and parking during the 

weekends and after 17:00 during the week are also free.  Motorbikes and bicycles can park for 

free every day.  Staff pay a daily rate of $1 for unreserved parking or $3 for a reserved carpark. 
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The carparks were surveyed hourly between 08:00 and 16:00 on Tuesday 10th, Wednesday 11th 

and Thursday 12th April 2018 to determine the current occupancy of the existing carparking 

areas.  This covered 90% of all spaces within the Hospital site, excluding the small pockets 

associated with a specific activity such as the Breast Cancer Clinic and adjacent on-street 

parking. 

 

Figure 3 Survey areas 

The number of spaces and users for each area are shown in Table 1. 

Table 1 Type and number of parking spaces 

Survey 
Area 

Public 
spaces 

Staff 
spaces 

NDHB 
vehicle 
spaces 

Entry Exit 

Area 1 247 46 7 SH14 SH14 or Hospital 
Road 

Area 2 23 151 33 Hospital Road Hospital Road 

Area 3 25 149 102 Hospital Road Hospital Road 

Area 4 16 356 1 Hospital Road Hospital Road 

Area 5 11 437 3 West End Ave or 
Hospital Road 

West End Ave or 
Hospital Road 

Total 322 1,139 146 
  

 

The maximum and minimum hourly occupancy levels for the whole site are shown in Table 2 as 

well as the hourly average occupancy levels.  It should be noted that there are a number of 

reserved parks within the staff areas which were recorded as being occupied even if there was 

not a vehicle in them as these spaces are not able to be used by either the general public or 

other staff. 

  



 

GHD | Report for Northland District Health Board – Whangarei Hospital ITA 51/33679/ | 5 

Table 2 Parking occupancy of whole site 

Survey Day Max Occupancy Min Occupancy Avg Occupancy 

(08:00 – 16:00) 

Tuesday 82% 64% 76% 

Wednesday 81% 62% 74% 

Thursday 78% 59% 73% 

From the on-site observations and discussions with NDHB staff a number of conclusions were 

drawn: 

 Area 1 is predominantly public parking with small pockets of staff parking in areas 1D, 

1F and 1G. 

 Area 1H is a carpark that has been recently converted to public parking. 

 Area 2D is used by night staff on a permit basis (stickers are displayed in the vehicle 

window). 

 Areas 2C, 3D and 3F are used by pool vehicles. 

 Sections of 4A are reserved for specific roles or organisations within the hospital.  

These vehicles are marked with stickers in their windows. 

 Some areas were observed to have 100% occupancy; however, these were not 

consistent throughout the day. 

The accepted level of service for carparking is 85% above which there is considered to 

insufficient supply.  The maximum observed levels of parking across the site are below this 

level.  The large number of small pockets of parking and a lack of visibility of significant 

numbers of carparks has led to poor utilisation of some carparks as shown in the survey results. 

The perceived lack of parking and the high density of on-street parking have been an issue of 

complaint to the hospital and Whangarei District Council (WDC).  New Zealand Transport 

Agency (NZTA) recently installed safety improvements on SH14 between Hospital Road and 

Silverstream Road which removed all on-street parking in the area to reduce the congestion and 

potential for crashes.  This resulted in a number of staff and public choosing to park in other 

local residential streets to avoid having to pay to park on-site. 

New carparking 

To compensate for the loss of parking during construction of the Cardiac Catheter Laboratory 

and theatres NDHB are proposing to relocate existing carparks within the site for use by the 

public and construct a new carpark adjacent to the existing main staff carpark as shown in 

Figure 4.  This carpark will cater for 62 vehicles. 
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Figure 4 Proposed carpark 

On completion of the Cardiac Catheter Laboratory and theatres there will be a requirement for 

an additional 42 carparks to maintain the current level of service for carparking.  The creation of 

the new 62 space carpark will easily cater for the additional carparks required on completion of 

the construction works with an additional 20 carparks then being available for use by staff. 

2.3 Vehicle access 

Access to the Hospital grounds is via three access points on SH14, fourteen vehicles crossings 

on Hospital Road and a further seven accesses on West End Avenue.  Both Hospital Road and 

West End Avenue are no exit roads that are accessed from SH14. 

The types of vehicles accessing the site everyday can be categorised as follows: 

 Private cars – staff, visitors, patients.  These movements will typically be a single arrival 

and departure; 

 NDHB fleet vehicles – vehicles for use by staff.  These movements will vary with some 

being a single departure and arrival and others multiple trips to and from the site; 

 Delivery vehicles – supplies from external suppliers typically brought to site in small 

trucks or courier vans.  These movements will typically be a single arrival and departure; 

and 

 Emergency vehicles – ambulances transporting patients to and/or from the hospital.  

These will be multiple trips to and from the site. 

Buses currently do not access the site due to poor on-site geometry and instead use on-street 

bus bays on SH14 with a shuttle providing access to the hospital entrance. 
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3. Existing transport network 
Whangarei Hospital is located off SH14 and in close proximity to State Highway 1 (SH1).  This 

ensures that it is well linked to Northland’s main roading network.  However, it’s reliance on this 

single point of connection to the roading network can make it vulnerable to the effects of other 

activities occurring on the network, such as crashes or congestion. 

 

Figure 5 Locality plan 

A key component necessary for the expansion of the services and facilities available at 

Whangarei Hospital is the ability to provide safe, reliable and efficient road access to the 

Hospital.   

The State Highway network in Whangarei has seen significant improvements undertaken in 

recent times.  These include:  

 Four-laning of SH1 through Whangarei; the completion of the Kamo Bypass;  

 Significant improvements to the SH1 / SH14 intersection;  

 The roundabout installation at the intersection of Kensington Avenue and SH1; and  

 The recent signalisation of the SH14 / Hospital Road intersection.   

Improvement works are currently underway at the intersection of SH1 / Tarewa Road with the 

introduction of traffic signals at this intersection.   

3.1 State Highway 14 

3.1.1 Road layout 

SH14 forms part of the National State Highway network, which is managed and maintained by 

NZTA and connects SH1 in Whangarei to SH12 in Dargaville.   

The width of SH14 between SH1 and Silverstream Road varies between 12.0m and 15.0m.  

There are no stopping restrictions on both sides of the road and a flush median and right turn 

bays installed between SH1 and Silverstream Road.  The series of images below show the road 

layout along SH14 from Te Mai Road to Melody Lane. 
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West of the intersection of Te Mai Road there is an existing pedestrian crossing.  Te Mai Road 

provides direct access to Hora Hora Primary school and Playcentre, and the crossing on SH14 

provides easy access for school children to cross the road. 

 

Figure 6 SH14 west of Te Mai Road 

A small local shopping centre is located east of West End Avenue.  These shops include Maunu 

Pharmacy, a Post Office, a diary and fast food outlets.  P30 parking is provided adjacent to the 

shops. 

 

Figure 7 SH14 at West End Avenue 

The intersection with West End Avenue is ‘Stop’ controlled.  A right turn bay is provided to enter 

the side road from SH14. 

The intersection of SH14 / Hospital Road was signalised in 2017 to improve access to the 

Hospital as a result of concerns raised by hospital staff and visitors regarding safe and efficient 

access to and from the hospital.  The signals have pedestrian crossing facilities on the western 

and southern approaches.  No pedestrian facilities are on the eastern approach to ensure that 

pedestrians and right turning vehicles do not conflict.  Cycle facilities are provided on all 

approaches for cycle safety. 

Google 2019 

Google 2019 
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Figure 8 SH14 at Hospital Road 

Bus stops are provided on SH14 directly outside the hospital in each direction of travel 

approximately 60 m east of the hospital main entry.  The exit from the main entrance is ‘Give 

Way’ controlled and a right turn bay is provided on SH14. 

 

Figure 9 SH14 at main hospital access 

Cycle facilities are provided through the intersection and a zebra pedestrian crossing is provided 

across the main hospital access around 35m south of SH14. 

As can be seen in all the images, a wide flush median is provided on SH14 which continues 

from SH1 to Silverstream Road. 

3.1.2 Daily flows 

The daily flows on SH14 were extracted from the NZTA traffic count database and are tabulated 

below.   

Table 3 Daily SH14 Flows 

Site Location 2017 ADT 2018 ADT Difference 

SH14 – Approx. 200m from SH1 (east of Hospital) 21,242 21,689 447 

SH14 - West of Kowhai Park Road (west of Hospital) 11,768 12,182 414 

SH14 - West of Austin Road (west of Hospital) 9,282 9,633 351 

Google 2019 

Google 2019 
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Previous turning count surveys have shown that the majority of vehicles accessing the hospital 

do so from the east.  The information above shows that the traffic flows on SH14 have risen in 

the previous 12 months, however, they have risen by similar volumes on both sides of the 

hospital indicating that there are other drivers for increasing traffic in the area. 

Further discussion on the growth of traffic volumes in the area is included in Section 4.3 of this 

report. 

3.1.3 Hourly flows 

The 2018 hourly flows have been extracted from the NZTA TMS database.  The weekday flows 

for each day of the year excluding public holidays, has been averaged to give an average hourly 

flow.   

The peak hour flows are tabulated below for each site.  

Table 4 Hourly State Highway 14 flows (bothways) 

Site Location AM IP PM 

SH14 – Approx. 200m from SH1 1,950 1,650 2,100 

SH14 – West of Kowhai Park Road 1,400 900 1,200 

SH14 – West of Austin Road  950 650 950 

3.1.4 Peak flows 

The 15 minute flows have been extracted for SH14 – Approx. 200 m from SH1 for the first week 

of March, 2018 and graphed as shown in Figure 10. 

 

Figure 10 Flow Profile, SH14 

It should be noted that the above graph shows the flow, not necessarily the demand as vehicles 

that are queued could be counted in the following time period.  For urban roads, capacity is 

generally based on the intersection capacity rather than the mid-block capacity. 

From turning count information, we have determined the proportion of traffic accessing the 

hospital from SH14 each hour which is shown in Figure 11. 

Hospital staff 
arriving 

Commuter 
traffic to 
Whangarei 

Commuter 
traffic from 
Whangarei 

Hospital staff 
departing 
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Figure 11 Proportion of SH14 flow accessing hospital 

During the morning commuter peak (08:00 – 09:00) around 25% of the traffic on SH14 can be 

associated to the hospital.  This reduces to 20% in the evening commuter peak (17:00 – 18:00).  

During the middle of the day, when there are no capacity issues on SH14, the proportion of 

traffic associated with the hospital is higher, averaging at 35%. 

This shows that the proportion of traffic on SH14 that is associated with the hospital is lower 

during the congested periods on SH14 than the free-flow periods.  

3.2 Hospital Road 

Hospital Road is a no exit road and approximately 15.0 m wide which is managed and 

maintained by WDC.  The daily traffic flow derived from the SH14/Hospital Road traffic signal 

information provided by WDC for November 2018 showed an ADT of 4,390 vehicles per day. 

 

Figure 12 Hospital Road near cancer centre 

Parallel parking is provided on both sides of the road with edgelines marked for the majority of 

its length.  ‘No Stopping’ restrictions are marked on the southern side of the road where it 

narrows west of the hospital site. 
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In addition to providing access to 12 hospital parking areas and various facilities and outpatient 

clinics, Hospital Road also services 56 residential dwellings.  Currently there are some 

undeveloped sections not owned by NDHB which could result in up to 45 dwellings being 

constructed by others.  

The intersection of SH14 and Hospital Road is controlled by traffic signals that were installed in 

2017 as the result of safety concerns from hospital staff accessing SH14.  A marked pedestrian 

crossing is located approximately 70 m south of the intersection with SH14.   

3.3 West End Avenue 

West End Avenue is a no exit road that is approximately 13.0 m wide closest to SH14, reducing 

to approximately 8.0 m in width south of number 13 West End Avenue which is managed and 

maintained by WDC.  The daily traffic flow provided by WDC showed an estimated ADT of 

1,100 vehicles per day for 2018. 

 

Figure 13 West End Avenue 

Parallel parking is available on both sides of the road with time restrictions at the northern end 

of the street.  There is no centreline or edgeline road markings for the complete length of the 

road.  A footpath is provided on the eastern side only and south of number 18 there is no kerb 

and channel on the western side of the road. 

The properties on the western side of West End Avenue are owned by NDHB with a mix of staff 

accommodation, outpatient clinics and the main administration building located on this side of 

the road.  The eastern side of the road is zoned residential and is considered to be fully 

developed with a small shopping complex located on the corner with SH14.   

The intersection of SH14 and West End Avenue is Stop controlled on the approach to SH14.   

3.4 SH14 / Hospital Road intersection 

3.4.1 Intersection flows 

The intersection of SH14 and Hospital Road was signalised in 2017 as a result of safety 

concerns and delays to hospital staff exiting Hospital Road at the end of the main shift.  Traffic 

signals use detector loops to see if there are vehicles on the approach.  These detector loops 

also count the flows and therefore can provide approximate turning volumes at the intersection.  

Detector 1, shown in Figure 14, is a shared through and left turn lane.  Left turning proportions 

have been estimated from previous manual surveys to estimate the volume of left turning 

vehicles. 

Google 2019 
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Figure 14 SH14 / Hospital Road detector layout 

The detector loop counts for 5 November 2018 were obtained from WDC and are summarised 

below. 

Table 5 2018 Turning count summary – SH14 / Hospital Road 

Time Period Approach Left Through Right Total 

07:45 - 08:45 Hospital Road 23  77 100 

  SH14 East 84 796  880 

  SH14 West  1100 57 1157 

14:45 - 15:45 Hospital Road 43  214 257 

  SH14 East 52 983  1035 

  SH14 West  805 15 820 

16:15 - 17:15 Hospital Road 55  327 382 

  SH14 East 49 991  1040 

  SH14 West  726 9 735 

The 14:45 to 15:45 time period coincides with the shift change at the Hospital. 

The flows are dominated by the through traffic on SH14 in both directions which accounts for 

89% of the flow in the morning peak period and 80% of the flow in the evening peak period. 

3.4.2 Intersection performance 

An analysis of intersection performance has been undertaken using the observed flows Table 5.  

The analysis has been undertaken using SIDRA Version 7.0 based on the signal information 

provided by WDC for November 2018.  The intersection layout used in the Sidra analysis is 

shown below: 
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Figure 15 SH14 / Hospital Road – Sidra layout 

The modelled 2018 intersection performance shown in Table 6. 

Table 6 2018 Modelled intersection performance 

 Delay (sec/vehicle) 95% Queue (cars) Level of Service 

Approach AM IP PM AM IP PM AM IP PM 

Hospital 54.6 60.0 72.2 4.3 14.1 26.9 D E E 

SH14 East  9.2 15.4 29.9 19.2 32.5 48.8 A B C 

SH14 West 9.5 10.0 14.0 33.0 25.0 28.7 A A B 

Total 11.4 18.7 32.0    B B C 

The IP represents the inter-peak time period, 14:45 to 15:45, which coincides with the afternoon 

shift change at the Hospital. 

The average delay to the through vehicles on SH14 is 7.6, 12.4 and 10.6 seconds per vehicle 

respectively for each peak time period. 

3.5 Public transport 

The CityLink bus service is operated by Ritchies and contracted to Northland Regional Council. 

It is funded by the Regional Council, NZTA and through fares paid by passengers. 

Route 6 departs from the Rose Street terminal and heads towards the hospital, Puriri Park Road 

and the Whangarei Museum and returns back to the city.  The route is shown in Figure 16. 
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Figure 16 Public transport 

Buses depart from Rose Street hourly from 07:00 to 18:00 and arrive back at Rose Street 

approximately 30 minutes later on weekdays.  On Saturdays, it departs hourly from 07:00 to 

16:00.  There are no Sunday services. 

3.6 Pedestrians 

Footpaths are provided on both sides of SH14 and on Hospital Road for approximately 300 m, 

from SH14 after which the footpath is only provided on the northern side of Hospital Road.  

West End Avenue has a footpath on the eastern side of the road only for its full length. 

Signalised pedestrian crossing facilities are provided across both SH14 and Hospital Road at 

the SH14 / Hospital Road intersection. 

A marked pedestrian crossing is provided on Hospital Road approximately 70 m south of the 

intersection with SH14.  This connects pedestrians from the main staff carpark to the main 

hospital building. 

3.7 Cyclists 

Cycle facilities are provided in both directions on SH14 between Hospital Road and 

Silverstream Road.  There are no cycle facilities beyond this in either direction on either SH14, 

or on Hospital Road.  The Raumanga Stream and walkway/cycleway can be accessed from the 
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end of West End Avenue and provides an off road walking and cycling connection into the city 

centre and the wider walking and cycling network as shown in Figure 17. 

 

Figure 17 Whangarei walking and cycling network 

3.8 Road safety 

A detailed search of the NZTA crash database for SH14 was undertaken for the five-year period 

of 2014 – 2018 inclusive and reported to date in 2019.   The search showed that there have 

been 20 reported crashes on SH14 between West End Avenue and Melody Lane, with a further 

two each on Hospital Road and West End Avenue.  A summary is shown in Table 7 and further 

information is in Appendix A. 
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Table 7 Crash history (2014 – 2018 and 2019 to date) 

Location (30m radius) Crash Severity 

Fatal Serious 

Injury 

Minor 

Injury 

Non Injury Total 

SH14 / West End Avenue    5 5 

SH14 / Hospital Road  1  4 5 

SH14 / Main Hospital access   1 4 5 

SH14 Mid-Block   3 2 5 

West End Avenue    2 2 

Hospital Road    2 2 

Total 0 1 4 19 24 

The details of the majority of crashes are provided below: 

 Twelve crashes (50%) involved rear end/obstruction.  Of these five were ‘hit rear end’ due 

to slowing or stopped for queues, five hit vehicles parking/unparking or parked and the 

remaining two were rear ends of turning vehicles due to poor lane position. 

 Seven crashes were loss of control crashes.  Of these three involved drivers evading 

Police, two involved illness or impairment due to age and alcohol was suspected in the 

remaining two crashes. 

 Three crashes involved crossing/turning movements, all of which were at the SH14/main 

hospital access and all involved vehicles turning right out of the access. 

3.9 Changes to the transport network 

There are no known committed works in the vicinity of the site, however, there are two projects 

in the Northland Regional Long Term Plan (NRLTP) 2018 review. 

The two projects currently identified in the NRLTP associated with SH14 are: 

 SH14 – Maunu to Dargaville – This is a boost project which is awaiting final funding 

approval and is focused on implementing safety improvements on the section of SH14 

west of Whangarei to Dargaville. 

 SH14 – Maunu Road (SH1 - Hospital) Improvements 4 Laning – This project is waiting 

for funding approval.  The project was requested by WDC and confirmed by the 

Northland Regional Transport Committee and is to be considered as part of the 

business case to review SH14 Whangarei to Dargaville. 

These projects have not been included in the analysis of the hospital development and are not 

identified in NZTA’s August 2019 update. 
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4. Growth 
4.1 Population growth 

NDHB serves a population of 179,076 people, of which 90,960 live in the area bounded by 

WDC.  WDC have prepared a Growth Model for the district which is currently under review as 

part of the Whangarei District Growth Strategy.  The model was developed to assist with 

planning for growth and infrastructural needs throughout the Whangarei district.  It provides an 

analysis of possible growth scenarios for the household and business sectors through to 2061.  

The model is an evolving representation of the district and is updated as new information is 

received.  The current version of the Growth Model was adopted by Council in September 2014 

and has been updated as part of the development of the Whangarei District Growth Strategy. 

Statistics New Zealand provides population data from the census data and undertakes growth 

projections.  On 23 September 2019 Statistics New Zealand released some population 

estimates and noted that Northland is New Zealand’s fasted growing region, with a growth of 

18.1% since 2013. 

The population data from the Council Growth Model and Statistics New Zealand is shown in 

Table 8. 

Table 8 Whangarei estimated resident population trends 

 2001 2006 2013 2018 2023 2028 

Census Population 68,094 74,463 76,995 90,960   

Growth Strategy1    90,500 96,600 102,000 

Statistics NZ Forecast2    
 

95,500 99,200 

The population growth projections from Statistics New Zealand is lower than those from the 

updated Council Growth Model and does not take into account the changes from the 2018 

Census.   

 

Figure 18 Whangarei growth projections 

 

 
1 Whangarei District Growth Strategy - http://www.wdc.govt.nz/PlansPoliciesandBylaws/Plans/SustainableFutures/Final-
Strategy/Documents/Growth-Strategy-Draft-2019.pdf 
2 Statistics New Zealand Population Forecasts - 
http://nzdotstat.stats.govt.nz/wbos/Index.aspx?DataSetCode=TABLECODE7546&_ga=2.183029798.1231970620.1549832842-
796205050.1519609352# 
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The Council growth model has higher growth than the Statistics New Zealand Growth model.  

Both however have lower forecasts than if the existing growth was projected. 

4.2 Whangarei Hospital future requirements 

Increases in trip generation to Whangarei Hospital are primarily driven by the increase in 

presentations at the Emergency Department (ED) and the volume of outpatient appointments 

occurring at the site.  NDHB have provided estimated future patient numbers which are provided 

in Table 9 and in Table 10.  Emergency department numbers have not been forecast as the 

accuracy is questionable due to the large number of variables such as the potential for 

epidemics. 

Table 9 NDHB projected bed requirements 

Bed category 2015/16 2025/26 2035/36 

Adult Medicine 90 120 153 

Adult surgery 76 95 110 

AT&R3 14 19 26 

Mental Health 48 49 54 

Neonates 7 7 7 

Paediatrics 17 16 16 

Women’s 14 14 14 

Total 269 321 380 

By 2035/36, the number of patients at the hospital is likely to increase by approximately 41% 

over 2015. 

In addition to the above NDHB the outpatient appointments (excluding ED) have been 

forecasted to increase as shown Table 10. 

Table 10 NDHB projected outpatient appointments 

Activity Type 2015/16 2035/36 

Initial presentation 26,247 30,369 

Follow up 40,269 49,920 

Nurse Contacts 50,916 81,543 

Nurse-Led Clinics 11,677 15,851 

Procedure 26,242 39,286 

Community Radiology 50,735 63,057 

Needs Assessment 1,948 4,294 

Other 38,139 56,770 

Total 246,173 341,090 

 
3 AT&R – Assessment, treatment and rehabilitation services 
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To cater for the increase in bed numbers and expected outpatients the staff numbers required to 

service the hospital are estimated to be as shown in Table 11. 

Table 11 Projected staff numbers 

Year 2015/16 2025/26 2035/36 

Staff  1956 2334 2763 

 

4.3 Traffic growth 

Historic traffic count data has been extracted from the NZTA’s traffic count database.  The 

locations and daily traffic volume on SH1 and SH14 are shown in Figure 19. 

 

 

Figure 19 Daily traffic growth 

The state highways in Whangarei have shown little to no growth between 2005 and 2012 and a 

steady growth since 2012.  This is consistent with other state highways around New Zealand.  

The annual growth rate for the various state highways locations, covering different time periods, 

shown in Table 12. 
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Table 12 State Highway traffic growth 

 2005 - 2012 2013 - 2018 2005- 2018 

SH14 – 200 m from SH1 -0.6% 2.8% 0.7% 

SH14 – West of Kowhai Park Road 0.6% 3.2% 1.3% 

SH1 – 180 m south of Selwyn Ave -0.1% 3.3% 1.4% 

SH1 – 100 m south of Tarewa Road  -0.8% 3.3% 0.5% 

The average annual growth in the past 5 years has been significantly higher than the average 

annual growth for the last 13 years.  The growth on SH1 is higher than the growth on SH14, 

while growth on SH14 west of the hospital is higher than growth on SH14 east of the hospital.  

As most of the hospital traffic is going to or from the west, this indicates that the background 

growth on SH14 is higher than the growth of the hospital. 

 

5. Policy frameworks 
5.1 Government Policy Statement 

The Government Policy Statement on Land Transport (GPS) for 2018/19 – 2027/28 was 

adopted on 25 June 2018 following a period of public consultation. 

The GPS sets out the Government’s strategic direction for the land transport system over the 

next 10 years. It provides guidance on how NZTA will invest around $4 billion each year from 

the National Land Transport Fund, signals how about $1 billion each year will be invested by 

local government and sets out the details of further Crown investment of around $500 million 

per year. 

In adopting the GPS, the Government has confirmed the following strategic priorities for the land 

transport system: 

Safety – a safe system, free of death and serious injury 

Access – a system that provides increased access to economic and social opportunities, 

enables transport choice and access, and is resilient 

Environment – a system that reduces greenhouse gas emissions, as well as adverse effects 

on the local environment and public health 

Value for money – a system that delivers the right infrastructure and services to the right 

level at the best cost. 

5.2 2018- 2021 National Land Transport Plan 

The National Land Transport Plan (NLTP) is published every three years by NZTA and outlines 

the activities planned for the next three and forecast for the next ten years of transport 

investment. It represents the manner that NZTA gives effect to the Government Policy 

Statement on Land Transport.  All proposed activities are assessed for inclusion within the 

NLTP and are prioritised through NZTA’s Investment Assessment Framework (IAF). 

The current government has made it very clear that NZTA is no longer to be just a ‘highways 

agency’ and their focus has changed to making sure that transport serves the needs of the 

community.   
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5.3 2018- 2021 Regional Land Transport Plan 

The Regional Land Transport Plan (RLTP) 2018 – 2021 recognised that SH14 is a significant 

link within the roading network both within Whangarei and as its connection to Dargaville.  The 

proposed Whangarei growth areas will see a significant increase in traffic on this route.  As 

SH14 is the only connection from the west to Whangarei CBD there is considerable risk 

associated with resilience and travel time reliability.  As Whangarei hospital is solely reliant on 

SH14 for access it is vulnerable in the event of a significant incident or even a minor event 

located within close proximity.   

One of the priorities for the RLTP is: “Investing in improving the resilience of the region’s 

strategic roads through improved alternative routes….” 

There are currently two projects identified in the RLTP for Northland associated with SH14.   

 SH14 – Maunu to Dargaville – This is a boost project which is awaiting final funding 

approval and is focused on implementing safety improvements on the section of SH14 

west of Whangarei to Dargaville. 

 SH14 – Maunu Road (SH1 – Hospital) Improvements 4 Laning – This project is waiting 

for funding approval.  The project was requested by WDC, confirmed by Northland 

Regional Transport Committee and is to be considered as part of the business case to 

review SH14 Whangarei to Dargaville. 

5.4 One Network Road Classification 

The One Network Road Classification (ONRC) is a classification system, which divides New 

Zealand’s roads into six categories based on how busy they are, whether they connect to 

important destinations, or are the only route available: 

 National – link major population centres and transport hubs 

 Arterial – link regionally significant places and industries 

 Regional – major connectors between and within regions; often public transport routes 

 Primary collector – link significant local populations and industries 

 Secondary collector – provide secondary routes, can be the only route to some places 

 Access – small roads facilitating daily activities 

The ONRC is a primary tool to enable operational and culture change in road activity 

management.  It facilitates a customer-focused, business case approach to budget bids for the 

National Land Transport Programme.  Using the ONRC, local authorities and NZTA can 

compare the state of roads across the country, and direct investment where it is needed most.   

The roads within the vicinity of the hospital are classified as follows: 

 SH14 – Primary Collector 

 SH1 – National route south of SH14  

 SH1 – Regional route north of SH14 

 Hospital Road – Primary Collector 

 West End Avenue – Access 
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Figure 20 ONRC 

It should be noted that from the information above routes providing access to a hospital should 

be classified as either Regional or Arterial.  This indicates that the classification for this section 

of SH14 adjacent to the hospital is currently incorrect and should be reviewed by NZTA to 

ensure that it is receiving the appropriate level of funding and recognition. 
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6. District Plan 
The Whangarei District Plan environment map in the area around the hospital is shown in 

Figure 21. 

 

Figure 21 Whangarei zone map 

The hospital site is shown with a red boundary.  As shown, the area within the hospital is zoned 

Living 1.  Chapter 36 of the Whangarei District Plan has the rules for Living 1 while Chapter 47 

has the rules relating to transportation.  Depending on the extent of changes the rules within 

Chapter 47 will have varying implications. 

6.1 Living 1 environment rules 

A review of the activity against the Living 1 environment rules shows that the following traffic 

related rules apply: 

 Rule 36.3.4 - Provision of Parking Spaces 

 Rule 36.3.6 - Traffic Movements.  Greater than 30 vehicle movements per day 

6.1.1 Rule 36.3.4 – Provision of parking spaces 

This rule requires activities to provide carparking as specified in Rule 47.2.1 

6.1.2 Rule 36.3.6 – Traffic movements 

This rule sets the maximum trips permitted to be generated by an activity in this zone as 30 

vehicle movements per day. 

The trips generated by the hospital are greater than 30 trips per day, therefore the hospital is 

not a permitted activity despite having been located here since 1901. 

This results in NDHB having to apply for resource consent for any changes that occur on the 

site whether they have significant impacts or not.   
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6.2 Road transport environment rules 

A review of the activity against the road transport environment rules shows that the following 

traffic related rules apply: 

 Rule 47.2.1 – Parking and loading 

 Rule 47.2.4 – On-site manoeuvring 

 Rule 47.2.11 – Engineering standards 

6.2.1 Rule 47.2.1 – Parking and loading 

The Whangarei District Plan does not have any specific parking requirements for public 

hospitals, but it does for private hospitals which is:   

 2 spaces for every three patients, plus 1 space for every two employees. 

This parking requirement has previously been used in various Resource Consent applications to 

give an indication as to whether the site has suitable provision of parking.  As patient numbers 

are difficult to quantify in a public hospital, the number of beds has been used as a suitable 

substitute.   

Various comparisons have been carried out regarding the ratio of carparks to beds, staff and/or 

floor area for both Whangarei Hospital, and others throughout New Zealand.  Every hospital is 

different due to their location within a roading and public transport network, as well as the social 

and economic factors of the area.  Comparisons of various local authority District Plan 

requirements against the floor areas, beds and/or staff numbers at Whangarei Hospital in 2012 

and again in 2018, coupled with parking occupancy surveys in both years, showed that there 

was good correlation between the parking requirements in the Whangarei District Plan and that 

observed to be required on the ground.   

6.2.2 Rule 47.2.4 - On site manoeuvring 

This rule is to ensure that vehicles do not reverse on or off the site. 

The carparks within the hospital are designed to ensure that this rule is met. 

6.2.3 Rule 47.2.11 - Engineering standards 

This rule ensures that the site complies with all the relevant Standards set out in Whangarei 

District Council’s Environmental Engineering Standards (EES) 2010.  The features of the EES 

that are applicable are: 

Section 3.4.10 Vehicle entrances 

A maximum of three vehicle crossings is permitted for site frontages of greater than 61m onto 

local roads and two onto arterial roads for frontages greater than 100m. 

Vehicle crossings must be located a minimum of 25m on local roads from intersections with 

arterial roads and 35m on arterial roads from intersections with local roads. 

Between 70m and 90m of sight visibility must be achieved at each vehicle crossing. 

Commercial vehicle crossings are to be a minimum of 5.0m wide to allow for two-way flow, and 

demonstrate that vehicles entering/exiting them from the adjacent lane are able to do so without 

crossing the centreline and/or tracking outside the crossing flares. 

Section 3.4.18 Car parking and manoeuvring 

All layout dimension shall conform to the requirements of AS/NZS 2890.1 and manoeuvring is 

not to require more than one reverse manoeuvre. 
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Section 3.4.19 Queuing space lengths 

The required queuing lengths from the road boundary to the first point of conflict vary depending 

on the number of carparks being accessed with 10.5m required for 21-50 carparks up to 25.5m 

for over 151 carparks. 

 

7. The proposal 
NDHB is looking to redevelop the Whangarei Hospital site on Hospital Road, Whangarei 

because Northland’s health service is facing increasing demand driven by the health status of 

the population, requirements of Government health programmes and public expectations.   

7.1 Clinical demand and increase in hospital size 

Due to a number of health and socio-economic trends in the region, demand for NDHB services 

is growing.  Whilst NDHB can plan for future growth in a pragmatic manner, they cannot control 

the choices that people make with respect to their health and well-being, and they cannot 

control the choices that some people make as to where they seek medical attention.  It is 

recognised that some of the people seeking medical attention at Whangarei Hospital do have 

other choices available, but choose not to, or cannot afford to use those other services.  As a 

result, demand for services at the hospital is expected to continue to increase. 

The total departmental floor area of the existing hospital is currently at 52,187m2.  According to 

the Outline Schedule of Accommodation, the future hospital will require a total department area 

of 63,896m2, an increase of 22.4%.  This increase is due to the following factors:  

 Most departments are currently operating in spaces that do not meet modern care 

standards and require significant increases in floor area to meet minimum requirement / 

accreditation levels;   

 Inpatient bed number projected growth from 276 (current) to 380 (2035) – 41.2% 

increase;  

 Outpatient services projected to increase by 38.6% through to 2035. 

The existing building space is currently inefficient due to the fragmented layout and 

development of the site.  This means that while the total floor area, post redevelopment, will not 

increase as significantly as the number of patients being treated, the redevelopment will allow 

for better use of space across the hospital. 

7.2 Development options 

To provide some context to the size, scope and potential layout of any redevelopment options 

NDHB have commissioned Klein to design potential Masterplan options.  These include the 

upgrade of existing facilities to today’s standards and allow for the expected future growth.  This 

will provide the NDHB with some degree of flexibility in redeveloping the site and managing the 

anticipated costs.  The three masterplan options currently under consideration by NDHB (and 

used to form the basis of this traffic assessment) are: Masterplan Option 6 (Progressive 

Rebuild), Option 7 (Partial Greenfield) and Option 8 (Full Greenfield).  Details of each option are 

provided in Appendix B. 

Whilst these three options have been developed to date, none of them are a preferred option 

and none are ‘set in stone’.  The options are a means of forming a basis for an assessment of 

effects and costings.   
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There is only one road to access the hospital (SH14) and as such it should be noted that 

beyond the road frontage of the Hospital site there will be no difference in the effects between 

the options on the surrounding roading network.  The only notable difference between the 

options is the location and intensity of traffic using the points of interaction between the site and 

the adjacent road. 

7.2.1 Option 6 – Progressive rebuild 

Option 6 is a progressive rebuild of the hospital on its existing site and will result in a long Acute 

Services Building (ASB) spanning between SH14 and the Maternity Building.  This option relies 

on a support services building located across Hospital Road to be built to unlock the site 

(allowing the Kitchen to be relocated) to make room for the Acute Services Building.  The 

general layout is shown in Figure 22.  

 

Figure 22 Option 6 site layout (Klein)  

In Option 6, the main entrance will be relocated back to face Hospital Road and the existing 

main access off SH14 will be reduced to access for emergency, logistics and some staff 

parking.   

Public parking will be accessed from either side of Hospital Road in the vicinity of the main 

entrance while staff parking will be provided further east off Hospital Road.  This staff parking 

may also be able to the accessed from West End Avenue, however, vehicles will have to use 

Hospital Road to exit the site. 

7.2.2 Option 7 – Partial greenfield 

Option 7 would utilise the existing site with new buildings proposed as a two-staged Acute 

Services Building (ASB) spanning between the Medical Wing and the Mental Health Building.  

Using the rear of the western hospital site, a back of house building can be built at the same 

time as ASB Stage 1, hence unlocking the site for Stage 2 to occur.  The general layout is 

shown in Figure 23. 
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Figure 23 Option 7 site layout (Klein)  

In Option 7, the site will continue use the existing main access from SH14 to provide the main 

point of access to the hospital, however, vehicles will be required to exit via Hospital Road.  The 

majority of public parking would be on the western side of Hospital Road and staff parking would 

remain on the eastern side of Hospital Road.   

7.2.3 Option 8 – Full greenfield 

Option 8 proposes the construction of a new building on the section of land located between 

West End Avenue and Hospital Road.  The general layout is shown in Figure 24. 

 

Figure 24 Option 8 site layout (Klein)  
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Option 8 would use Hospital Road as the main access to the hospital.  The majority of public 

parking would be on the western side of Hospital Road.  This can be accessed from either the 

existing main entrance or Hospital Road and the majority of staff parking would remain on the 

eastern side of Hospital Road.  Due to the elevations of the new buildings, underground parking 

could be provided for staff off West End Avenue, however, staff will be required to exit via 

Hospital Road for safety reasons due to the close proximity of the West End Avenue 

intersection to Hospital Road. 

 

8. Network performance 
8.1 Capacity 

Capacity is defined by the Highway Capacity Manual as the maximum hourly rate at which 

persons or vehicles can be reasonably expected to traverse a point or a uniform segment of a 

lane or roadway during a given time period under prevailing roadway, traffic and control 

conditions.  As such the capacity changes not only with the physical layout of a road but driver 

behaviour also.  Generally capacity calculations use a base capacity of 1,800 and reduce this 

based on lane width and shoulder width.   

Table 6.2 of the Transit New Zealand State Highway Geometric Design Manual summaries the 

reduction in lane capacity based on the effects of reduced lane widths and shoulder widths. This 

has been repeated below: 

Table 13 Percent of base capacity 

 3.5 m Lane 3.3 m Lane 3.0 m Lane 2.7 m Lane 

1.8 m Shoulder 100 93 84 70 

1.2 m Shoulder 92 85 77 65 

0.6 m Shoulder 81 75 66 57 

0 m Shoulder 70 65 58 49 

8.1.1 On street parking effects 

A study was undertaken on the effects of on street parking on traffic congestion4.  This showed 

that the average length of time to undertake a parallel park when a driver reverses into a 

carpark is 21.2 seconds while driving into a carpark in a forward direction only takes 7.7 

seconds on average.  The study concludes that “these manoeuvres may be a contributory factor 

to causing temporary bottlenecks in the moving traffic which may result in causing operational 

problems such as congestion, delay and possible accidents”. 

8.2 Level of Service 

The term Level of Service is provided to characterise operational conditions within a traffic 

stream and their perception by motorists and passengers.  This also the measure typically used 

to describe the operation of an intersection and to determine if/when an intersection requires 

upgrading.  Six Levels of Service (LOS) are defined with A representing the highest level, and F 

the worst.  Figure 25 shows the delays per vehicle measured over a peak hour for each LOS.   

 
4 https://www.researchgate.net/publication/46212892_On-street_parking_Effects_on_traffic_congestion   



 

30 | GHD | Report for Northland District Health Board – Whangarei Hospital ITA, 51/33679/  

 

Figure 25 Level of service at intersections 

As traffic volumes increase, the level of service decreases.  LOS C is considered to be 

acceptable for high volume routes.  Once flows reach LOS E levels then intervention is typically 

required.   

 

9. Transport effects 
As there is only one route into the Hospital any increase in use will result in an increase in traffic 

on SH14 either east (towards SH1) or west (towards Maunu) of the site.   

The effects at individual access points are unable to be determined at this time and any attempt 

to model these are considered to be impractical due to the likely time frame before construction 

commences.  Use of the SH14/Hospital Road intersection is key in all development options, with 

Options 6 and 8 using it for both entry and exit while Option 7 uses it for primarily for exit from 

the site. 

9.1 Midblock capacity 

The lane widths on SH14 are reasonably consistent at 3.5m, however the shoulder widths vary 

from 1.5m where no stopping restrictions have been installed to 0m against parallel parking and 

pinch points such as the pedestrian crossing.  These variations reduce the capacity of the 

though lanes on SH14 to 70% of base capacity. 

Parking on SH14 is an existing issue as it creates side friction and reduces the capacity of the 

adjacent traffic lanes and has resulted in the majority of crashes in the area.  The shops in the 

vicinity of West End Avenue generate a significant turnover of vehicles in the parallel carparks in 

the area.  Due to the high volume of traffic using SH14 the delays associated with these 

manoeuvres result in ripple effects, slowing through vehicles and creating queues.   

The combined effects of the reduced lane capacity and the side friction created by on street 

parking is contributing to the delays already experienced during peak times on SH14.   

It should be noted that the proportion of hospital traffic during the peaks is less than 25%, 

indicating that other factors are contributing to the increase in traffic on SH14 and the resulting 

congestion/delays. 

The development land recently rezoned (operative April 2019) to Rural Living Environment and 

Rural Urban Expansion Environment to the west of Maunu, whose primary access to Whangarei 

is via SH14 will contribute to the increasing traffic flows on SH14. 
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9.2 Intersection performance 

The future intersection performance of the SH14 / Hospital Road Intersection has been 

assessed.  For the purpose of this analysis, it has been assumed that the underlying growth on 

SH14 at the site is 0.7% per annum.  This is the growth rate that has occurred between 2005 

and 2018 and represents the fluctuations in growth that has occurred in the previous 13 years.  

While growth in the past 5-year period has been significantly higher, this is not considered to be 

sustainable for the long term. 

Due to the uncertainty of the timing for uptake of the recently rezoned land west of Maunu, and 

the historical fluctuations in traffic flows this is considered the best indicator over what may 

happen the future.  It should be noted that increases in the SH14 traffic flows above this will 

shorten the lifespan of the SH14 / Hospital Road intersection, however midblock capacity issues 

on SH14 will also come into effect.   

9.2.1 Intersection flows 

Based on the estimated growth for the hospital shown in Section 4.2 and background traffic 

growth shown in Section 4.3, the estimated turning flows for 2035 are provided below. 

Table 14 2035 Estimated turning count – SH14/Hospital Road 

Time Period Approach Left Through Right Total 

07:45 - 08:45 Hospital Road 31  103 134 

  SH14 East 113 896  1009 

  SH14 West  1239 76 1315 

14:45 - 15:45 Hospital Road 58  287 344 

  SH14 East 70 1107  1177 

  SH14 West  906 20 927 

16:15 - 17:15 Hospital Road 74  438 512 

  SH14 East 66 1116  1182 

  SH14 West  817 12 830 

Again, the flows on SH14 account for the majority of traffic through the intersection, being 87% 

in the morning peak and 77% in the evening peak.   

9.2.2 Intersection performance 

The analysis has been undertaken using a calibrated SIDRA model based on the observed 

queue lengths.  The intersection layout used in the Sidra analysis is shown in Figure 26. 
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Figure 26 SH14 / Hospital Road – Sidra layout 

The 2035 intersection performance is shown in Table 15. 

Table 15 2035 Modelled intersection performance 

 Delay (sec/vehicle) 95% Queue (cars) Level of Service 

Approach AM IP PM AM IP PM AM IP PM 

Hospital Rd 67.8 94.5 146.7 7.2 27.5 56.7 E F F 

SH14 East  9.9 45.7 118.7 26.0 67.8 120.9 A D F 

SH14 West 18.3 13.8 19.1 52.5 37.6 39.9 B B B 

Total 17.5 40.5 91.6    B D F 

As can be seen in Table 15, the intersection in its current formation will perform poorly in the 

future, with a decrease in LOS from C in 2018 to LOS F in 2035, in the evening peak. 

9.2.3 Timing of improvements 

While the estimated flows for 2035 have been modelled it is uncertain when these volumes will 

be reached.  In addition, increases in traffic to the hospital is unlikely to be the catalysts for 

changes required to the operation of the SH14/Hospital Road intersection particularly as 

hospital traffic as a percentage of overall traffic during the peak is still small. 

The change between LOS D and LOS E (55 seconds) is represented by the orange line, Figure 

27 show the percentage increase of traffic through the intersection and the corresponding delay.   
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Figure 27 Flow percent increases vs LOS 

As can be seen in Figure 27 the AM peak can cope with an additional 30% increase in traffic 

before the LOS drops to LOS E, while the PM peak is more sensitive with only a 10% increase 

required to have similar results.   

The PM peak has the highest portion of hospital traffic with 20% the flows on SH14 associated 

with the hospital, however 80% of the traffic is generated from other sources.  Therefore, it is 

unlikely to be the hospital activity that triggers a requirement for increases in capacity on SH14 

or at the SH14/Hospital Road intersection. 

9.3 Parking 

The same parking provision requirements have been used in this analysis as those currently 

applied to the various resource consent applications that have been recently approved by WDC 

to determine the likely future requirements for parking.   

This parking requirement is: 

 Hospital:  2 spaces for every three beds, plus 1 space for every two employees.   

 Office:  1 space per 35m2 GFA 

For the purpose of this exercise it has been assumed that the staffing ratio will remain the same.  

While the ratio of staff to beds is likely to reduce, over time, keeping the ratio the same allows 

for a degree of conservativeness to the calculation. 

Plan Change 109 – Transport is proposing to change the parking requirement for hospitals and 

office to:  

 Hospital:  1 space for every two beds, plus 1 space for every two employees 

 Commercial services: 1 space per 50m2 GFA  

For this exercise we have opted to use the existing parking requirements to provide a degree of 

robustness to the assessment.  The estimated parking requirement is anticipated to be a 

conservative requirement, as any travel demand management techniques that are employed on 

the site will result in a lesser requirement for carparking. 

There is a large administration building on the site for which specific parking provision has been 

required.  This has been calculated separately and maintained to avoid confusion with hospital 

verses administration activities.  The proposed parking requirements are shown in Table 16. 
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Table 16 Parking requirements 

Activity Parking requirements Current Parking 2035 Parking 

Private 
Hospital 

2 for every three beds, plus 1 
space for every two 
employees 

276 beds 
2,016 staff 

92 
1,008 

380 beds 
2763 staff 

127 
1,382 

Office 1 per 35m2 3,268 93 3,268 93 

No. carparks required 1,193  1,601 

Due to the large space available on-site it is expected that all required car parking will be able to 

be provided on-site.  The detailed location and layout of these carparking areas are still to be 

determined as it will depend on the redevelopment option chosen by the NDHB.  All carpark 

layouts and manoeuvring areas will comply with the requirements of AS/NZS 2980.   

The difficulty that NDHB has in controlling on-street parking is people’s aversion to paying for 

parking.  This can be addressed by installing no stopping restrictions, as has been done on 

SH14, or ‘resident only’ parking areas to discourage staff and visitors from parking on-street.  

NDHB will work with WDC to determine if and where this may be a suitable mitigation measure. 

The rationalisation of parking locations as a result of the redevelopment will also improve the 

current parking utilisation by making it more obvious as to where parking stock is available.  

Improved end of journey and connections to walking and cycling facilities beyond the site and 

the provision of public transport access to the site will assist in reducing the reliance on private 

vehicle parking on-site. 

9.4 Vehicle crossings 

The location of all vehicle crossings is still to be determined as their purpose and formation will 

depend on the redevelopment option chosen by the NDHB.  Due to the long road frontages on 

both SH14 and Hospital Road there is sufficient space to ensure that all separation and sight 

distance requirements can be achieved. 

Under all the redevelopment options considered in this report (Options 6, 7 and 8) the number 

of accesses to the site will be reduced to rationalise the interactions with SH14, Hospital Road 

and West End Avenue.  This will also assist with wayfinding and reduce visitor frustration.  The 

exact location, formation and traffic volumes associated with each access will be determined 

once the preferred redevelopment option has been chosen by the NDHB.  Any changes to the 

location and formation of any accesses will take into account separation and sight distance 

requirements with those onto SH14 requiring collaboration with and the approval of NZTA. 

Vehicle crossings will be provided to ensure that the appropriate vehicles can track without 

crossing the centreline or impinging on the vehicle crossing splay.  

9.5 Public transport 

Access for public transport onto the site has been provisioned for in all the redevelopment 

options considered in this report (Options 6, 7 and 8).  The exact location and formation of any 

bus stops on-site will be determined once the preferred redevelopment option has been chosen 

by the NDHB in consultation with Northland Regional Council. 

Health shuttles are an increasing feature providing access to hospitals from remote locations.  

Provision for these vehicles will also be considered to ensure that they can be safely 

accommodated on site. 



 

GHD | Report for Northland District Health Board – Whangarei Hospital ITA 51/33679/ | 35 

9.6 Pedestrians 

The WDC Environmental Engineering Standards requires footpaths to be set back from the kerb 

a minimum of 1.2m with a minimum width of 1.4m.  Specific design is required for areas of high 

pedestrian use.  It is anticipated that pedestrian usage will vary along the road frontage of the 

hospital site depending on the location of accesses to parking and building entrances which 

vary in each Option.  Therefore, it is proposed that footpath widths of between 1.4m and 2.4m 

will be provided along the site frontage depending on the anticipated usage of the section of 

footpath, with the wider widths provided adjacent to main building entrances and where 

wheelchair access is required.  Additional width will be provided for street furniture and 

landscaping to ensure that adequate path widths are maintained.   

9.7 Cyclists 

Plan Change 109 – Transport is proposing to introduce a bicycle parking requirement.  The 

proposed applicable bicycle parking requirements are: 

 Hospital:  1 space per 15 employees 

 Commercial Services:  1 space per 10 employees (long-stay) and 1 per 400 m2 (short-

stay) 

The total proposed bicycle parking space requirements are shown in Table 17. 

Table 17 Proposed bicycle parking provisions 

Activity 
Bicycle parking 
requirements 

Current 
Bicycle 
Parking 

2035 
Bicycle 
Parking 

Hospital 1 space per 15 employees 2,016 134 2763 184 

Commercial 
services 

1 space per 10 employees 
(long-stay)  
1 per 400 m2 (short-stay) 

251 
3,268 

25 
8 

251 
3,268 

25 
8 

No. bicycle parking spaces required 167  217 

Based on proposed Appendix 1D from TRA-Transport, a minimum of six showers and two 

changing rooms are required to be provided for the number of bicycle parking spaces.  Access 

for cyclists will coincide with the location of end of journey facilities such as bike racks.   

Due to the number of vulnerable pedestrians in the area shared paths are not considered 

suitable in this location with cyclists encouraged to use the road in the vicinity of the site.  There 

are on-road cycle facilities on SH14 and a shared path that connects at the southern end of 

West End Avenue to the wider off-road cycling network. 

 

10. Mitigation 
The redevelopment of the Whangarei Hospital site will result in a number of effects on the 

surrounding roading network irrespective of which Masterplan option is chosen as discussed in 

Section 9.  The majority of these are positive rather than negative and as such do not require 

mitigation.  Features include: 

 Parking to be rationalised to enable better utilisation of the carparks.  This will result in 

less frustration as visitors will be able to easily identify the parking areas available for 

public use.  NDHB will also be able to better manage staff and pool vehicle parking. 
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 The number of vehicle crossings to be reduced and constructed appropriately for their 

intended use.  This will result in better way finding for users and reduce the potential for 

conflicts and streamline access to the site for patients, staff, visitors and delivery vehicles. 

 Provision for on site bus stops is included in all masterplan options.  This will enable the 

site to be better connected to the public transport system giving visitors and staff 

alternative transport options.  

 Footpaths will be widened and pedestrian connections between parking and buildings will 

be improved.  This will be assisted by the rationalisation of the carparking. 

 Cycle parking and end of use facilities will provide visitors and staff with the opportunity to 

use other forms of transport to and from the site. 

10.1 Funding 

Health Services are funded by the government using public funds.  These funds are distributed 

to DHBs, who use this funding to plan, purchase and provide health services, including public 

hospitals and the majority of public health services within their areas.  This limits where and on 

what their funding can be spent on.   

The State Highway that is the main access to the site is also publicly funded.  The legislation 

dictating the inflows to the National Land Transport Fund states that ‘other public money’ can be 

used to fund capital expenditure, however, it requires an Act of parliament to transfer the 

funding from one authority/crown entity to another.   

Legislative restrictions limit the ability of NDHB to implement any physical mitigation measures 

on the surrounding roading network.  They can and will implement end of journey facilities on-

site to support the use of walking and cycling as modes of transport and all redevelopment 

options have considered incorporating bus stops within the site or on Hospital Road to facilitate 

the use of public transport to access the site. 

10.2 Intersection performance 

Changes are expected to be required to the SH14 / West End Avenue and the SH14 / Hospital 

Road intersections primarily due to increases in through traffic on SH14 from population and 

residential growth.  Increases in turning traffic to the hospital will reduce proportionally to the 

overall SH14 flows. 

As previously discussed, the proportion of hospital traffic in the PM peak period is less than 20% 

and as such it is likely that the growth in traffic on SH14 from other activities, such as residential 

growth, will trigger a requirement for either midblock capacity or intersection improvements first.   

Two options for improvement have been modelled using the estimated 2035 PM peak flows.   

 Option A: Intersection improvements - This option increased the number of turning lanes 

out of Hospital Road and provided a left turn slip into Hospital Road.  This option showed 

a reduction in delay from 92 seconds per vehicle (LOS F) to 32 seconds per vehicle (LOS 

C).   

 Option B: SH14 improvements – This option considered four laning SH14 and 

maintaining Hospital Road approach in its current form.  This option showed a reduction 

in delay from 92 seconds per vehicle (LOS F) to 27 seconds per vehicle (LOS C).   

While both options achieved the same level of service the widening of SH14 resulting in greater 

capacity at the limit lines and removing the departure lane impediments (merges), gained a 

better reduction in vehicle delay.  Four laning of SH14 has greater benefits than intersection 

improvements only, as it addresses an existing capacity issue associated with the merge area 
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to the west of the intersection and the conflicts associated with the on street parking to the east 

of the intersection irrespective of changes to the hospital.  As hospital traffic makes up a small 

percentage of peak traffic flow even without any increases in hospital traffic SH14 flows will 

increase beyond its capacity.   

In addition, four-laning of SH14 will improve route reliability / security for access to the hospital 

irrespective of any redevelopment option undertaken, noting that the Hospital is only reacting to 

increasing demand for services as the only major secondary care hospital in the region.   

NDHB will continue to liaise with NZTA and WDC regarding their estimated growth and likely 

timing of any infrastructure improvements to enable NZTA adequate time to plan and apply for 

funding of capital improvements.  

10.3 Alternative route 

The hospital is currently reliant on a single road, being SH14, which means that it is vulnerable 

to connectivity and travel time reliability issues.  To address this an extension to West End 

Avenue has been suggested by WDC to provide a connection to SH1 south of Tarewa Road.  

This would give long term resilience benefits by providing an alternative route to a strategic 

facility (Hospital) as discussed in the NZTA lifeline resilience programme.  Any connection to 

Tarewa Road will require careful design to ensure that the internal hospital operations does not 

become a shortcut to avoid the SH14/ SH1 intersection. 

This option has not been modelled or checked to determine the effects on the wider network, 

and whether it would lead to ‘rat running’ through the hospital site which would be highly 

undesirable.  Any ‘rat-running’ could create significant safety issues given the concentration of 

patients, visitors and staff in and around the hospital.  It is preferred that the hospital be treated 

as a destination and not a way-point on the network.  As such, NDHB will continue to work with 

WDC and NZTA in the development of any Business Cases to investigate the feasibility of this 

alternative route. 

 

11. Consultation 
Discussions have been held with both WDC and NZTA staff to discuss the implications of the 

continuing growth of the requirement for services at Whangarei Hospital and what effect this will 

have on the surrounding roading network.   

As part of the ongoing redevelopment of Whangarei Hospital, NDHB will continue to collaborate 

with WDC and NZTA staff to assist with the assessment of network improvement options by 

providing information on the timing and scale of the redevelopment of the site to assist with the 

development of business cases for transport funding. 

From the initial consultation with adjacent landowners, the primary issue raised relating to 

transport revolved around the congestion created by on-street parking.   

The proposed parking improvements in the masterplan options will make it easier for visitors 

and staff to find available parking and reduce the frustration currently experienced and the 

tendency to part on street.  Should the issue continue due to an aversion to pay for parking this 

can be addressed by applying suitable discouragement on the adjacent roading network by way 

of either banning parking, restricting parking to residents, or time limiting parking and monitoring 

this for example.  The feasibility of implementing these features will be discussed with WDC 

staff as needed. 
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12. Conclusion 
NDHB, a publicly funded entity, is proposing to redevelop the land owned by the NDHB on 

which the Whangarei Hospital is currently situated in Whangarei.   

The proposed redevelopment is in response to the Ministry of Health’s national policy 

statements and the NDHB’s need to redevelop their site to upgrade existing services to meet 

current standards and level of service, and to cater for the expected growth associated with an 

ageing and increasing population in Northland.   

NDHB is not a commercial service, and they are not trying to increase market share, rather the 

redevelopment is required in response to the demand generated by the community they serve.   

The site is accessed from SH14 (which is managed and maintained by NZTA) and Hospital 

Road and West End Avenue (which are managed and maintained by WDC).  An analysis of the 

surrounding roading network shows that hospital related traffic makes up around 25% of the 

traffic on SH14 during the AM peak and 20% in the PM peak.  During the middle of the day the 

proportion of traffic associated with the hospital is higher, averaging at 35%.  This shows that 

the proportion of traffic on SH14 that is associated with the hospital is lower during the 

congested periods on SH14 than the free-flow periods.  Notably there is little variation in the 

proportion of traffic on SH14 associated with the hospital in 2035 with volumes on SH14 from 

other sources of network growth continuing to make up the majority of traffic. 

Three redevelopment options have been created for NDHB and the Ministry of Health to assess 

the potential impacts and costs involved.  Due to the complexity of redevelopment and costs 

involved the preferred option has not been chosen at the time of writing.   

From a transportation perspective the differences between the options primarily relate to the 

proposed locations of accesses and likely vehicles movements from each access, which will 

vary depending on the final locations of parking and building accesses.  Overall, the number of 

accesses will be reduced to rationalise access to the site and assist with wayfinding for patients 

and visitors. 

It is proposed that parking will continue to be provided on site as required.  While there is 

currently some overspill onto the adjacent local roading network, this is primarily due to staff and 

visitor reluctance to pay for parking.  The disconnection between the existing parking stock and 

the main hospital building and the large number of small pockets of parking make the existing 

arrangement inefficient.  NDHB will continue to work with WDC to address the issue of parking 

overspill.   

Current walking and cycling provisions to the site are varied.  However, as part of the 

redevelopment of the site bicycle parking and ‘end of journey’ facilities will be provided and 

incorporated into the final design.  Public transport currently cannot access the site and the 

connection between the bus stop and the main building is unsuitable for mobility impaired users 

due to the distance and steep grades.  All redevelopment options have provision for on-site bus 

stops.  The location and use of the bus stop will be developed in detail in consultation with the 

Regional Council. 

The majority of the transportation effects of the proposed redevelopment of Whangarei Hospital 

are positive rather than negative and as such do not require mitigation.  Trip generation is the 

only effect that could require mitigation and the SH14/ Hospital Road intersection has been 

identified as the main affected location on the adjacent roading network.  A review of the growth 

on SH1 and SH14 shows that it is higher on SH1 and that flows west of the Hospital have grown 

faster than those to the east of the hospital.  As most of the hospital traffic travels to or from the 
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east, this indicates that the background growth on SH14 is higher than the growth of the 

hospital traffic. 

Modelling has shown that the PM peak is most sensitive with only a 10% increase in traffic 

required to change the Level of Service from D to F.  Of the two improvement options modelled 

the widening of SH14 to four lanes (two in each direction) provided for the greatest benefit to 

vehicle delay.  Four laning of SH14 removes the delays and congestion associated with the 

merge area to the west of the intersection and the conflicts associated with the on street parking 

to the east of the intersection.  It will also improve route reliability / security to the only major 

secondary care hospital in the region. 

Due to NDHB being a publicly funding crown entity, it is limited in its ability to fund transport 

mitigation measures especially on the state highway network.  To this end, NDHB will continue 

to collaborate with NZTA and WDC regarding potential network improvements by providing 

support and information for business case applications for funding.  
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Appendix A – Crash data 

 

 



Untitled query

Saved sites

Whg Hospital

Crash year

2014 — 2019

Site details report

Fatal crashes: 0 Injury crashes: 5 Non-injury crashes: 19 Total crashes: 24

Overall crash statistics

Crash severity

Crash severity Number % Social cost($m)

Fatal 0 0 TBC

Serious 1 4.17 TBC

Minor-injury 4 16.67 TBC

Non-injury 19 79.17 TBC

TOTAL 24 100 TBC

Crash numbers

Year Fatal Serious Minor Non-injury

2014 0 0 0 1

2015 0 1 0 3

2016 0 0 0 5

2017 0 0 3 2

2018 0 0 0 5

2019 0 0 1 3

TOTAL 0 1 4 19

Percent 0 4.17 16.67 79.16

Overall casualty statistics

Injury severity

Injury severity Number % all casualties

Fatal 0 0.00

Serious Injured 1 14.29

Minor Injured 6 85.71

TOTAL 7 100.00

Casualty numbers

Year Fatal Serious Injured Minor Injured

2014 0 0 0

2015 0 1 0

2016 0 0 0

2017 0 0 5

2018 0 0 0

2019 0 0 1

TOTAL 0 1 6

Percent 0.00 14.29 85.71

Note: Last 5 years of crashes shown (unless query includes specific date range).

Casualty types

Casualty types Fatalities Serious injuries Minor injuries

Cyclists 0 0 0

Drivers 0 1 4

Motorcycle pillions 0 0 0

Motorcycle riders 0 0 0

Passengers 0 0 2

Pedestrians 0 0 0

Other 0 0 0

TOTAL 0 1 6

Note: Motorcycle stats include Mopeds.



Crash type and cause statistics

Crash type

Crash type Crash numbers % All crashes

Overtaking crashes 1 4.17

Straight road lost control/head on 1 4.17

Bend - lost control/Head on 6 25

Rear end/obstruction 12 50

Crossing/turning 3 12.5

Pedestrian crashes 0 0

Miscellaneous crashes 1 4.17

TOTAL 24 100

Driver and vehicle statistics

Drivers at fault or part fault in injury crashes - by age

Age Male Female Unknown Total Percentage (%)

0-4 0 0 0 0 0.00

5-9 0 0 0 0 0.00

10-14 0 0 0 0 0.00

15-19 0 0 0 0 0.00

20-24 0 1 0 1 20.00

25-29 1 1 0 2 40.00

30-34 0 0 0 0 0.00

35-39 0 0 0 0 0.00

40-44 0 1 0 1 20.00

45-49 0 0 0 0 0.00

50-54 0 0 0 0 0.00

55-59 0 0 0 0 0.00

60-64 0 0 0 0 0.00

65-69 0 0 0 0 0.00

70-74 0 0 0 0 0.00

75-79 0 0 0 0 0.00

80-84 0 0 0 0 0.00

85-89 0 0 0 0 0.00

90-94 0 0 0 0 0.00

95-99 0 0 0 0 0.00

100+ 0 0 0 0 0.00

Unknown 0 0 1 1 20.00

TOTAL 1 3 1 5 –

Percent 20.00 60.00 20.00 100.00 –

Note: Driver information is not calculated for non-injury crashes.

Drivers at fault or part fault in injury crashes - by licence

Licence Male Female Unknown Total Percentage (%)

Full 0 2 0 2 40.00

Learner 1 1 0 2 40.00

Restricted 0 0 0 0 0.00

Overseas 0 0 0 0 0.00

Wrong class 0 0 0 0 0.00

Never Licensed 0 0 0 0 0.00

Unknown 0 0 1 1 20.00

Forbidden 0 0 0 0 0.00

TOTAL 1 3 1 5 –

Percent 20.00 60.00 20.00 100.00 –

Note: Driver information is not calculated for non-injury crashes.



Crash factors

Crash factors Crash numbers % All crashes

#N/A 5 20.83

Alcohol 2 8.33

Disabled, old age or illness 2 8.33

Failed to give way or stop 3 12.50

Fatigue 0 0.00

Incorrect lanes or position 5 20.83

Miscellaneous factors 3 12.50

Overtaking 0 0.00

Pedestrian factors 0 0.00

Poor handling 4 16.67

Poor judgement 2 8.33

Poor observation 13 54.17

Position on Road 0 0.00

Road factors 0 0.00

Travel Speed 3 12.50

Unknown 0 0.00

Vehicle factors 0 0.00

Weather 0 0.00

TOTAL 42 175.00

Crashes with:

Factor groups Crash numbers % All crashes

All road user factors 7 29.17

Driver only factors 24 100.00

Pedestrian factors 0 0.00

Vehicle factors 0 0.00

Road factors 0 0.00

Environment factors 0 0.00

No identifiable factors 0 0.00

Retired codes - no future use 1 4.17

TOTAL 32 133.33

Notes: Factors are counted once against a crash - i.e. two fatigued drivers count as one 

fatigue crash factor.

Driver/vehicle factors are not available for non-injury crashes for Northland, Auckland, 

Waikato and Bay of Plenty before 2007. This will influence numbers and percentages.

% represents the % of crashes in which the cause factor appears.

Number of parties in crash

Party type All crashes % All crashes

Single party 5 20.83

Multiple party, including pedestrian 0 0.00

Multiple party, excluding pedestrian 19 79.17

TOTAL 24 100

Vehicles involved in injury crashes (vehicle count)

Vehicle type No. of vehicles % of vehicles in injury crashes

Unknown 0 0.00

Car/Wagon 9 81.82

SUV 1 9.09

Van 1 9.09

Ute 0 0.00

Truck 0 0.00

Truck HPMV 0 0.00

Bus 0 0.00

Motorcycle 0 0.00

Moped 0 0.00

Train 0 0.00

Cycle 0 0.00

Other 0 0.00

Unknown 0 0.00

50 Max 0 0.00

Left scene 0 0.00

Uncoupled towed vehicle 0 0.00

TOTAL 11 100.00

Vehicles involved in injury crashes (crash count)

Vehicle type Injury crashes % of injury crashes

Unknown 0 0.00

Car/Wagon 5 100.00

SUV 1 20.00

Van 1 20.00

Ute 0 0.00

Truck 0 0.00

Truck HPMV 0 0.00

Bus 0 0.00

Motorcycle 0 0.00

Moped 0 0.00

Train 0 0.00

Cycle 0 0.00

Other 0 0.00

Unknown 0 0.00

50 Max 0 0.00

Left scene 0 0.00

Uncoupled towed vehicle 0 0.00

TOTAL 7 140.00



Vulnerable road users

Crash types Number Percentage (%)

Cyclist crashes 0 0.00

Pedestrian crashes 0 0.00

Motorcycle crashes 0 0.00

All other crashes 24 100.00

Note: Some crashes involve more than one vulnerable road user type.

Note: Motorcycle stats include Mopeds.

Road environment statistics

Road type

Road 
type

State 
highway

Local 
road Unknown N/A Total

Percentage 
(%)

Urban 20 4 0 0 24 100.00

Open 0 0 0 0 0 0.00

Unknown 0 0 0 0 0 0.00

TOTAL 20 4 0 0 24 –

Percent 83.33 16.67 0.00 0.00 100.00 –

Natural light conditions

Conditions Injury Non-injury Total %

Light/overcast 4 17 21 87.50

Dark/twilight 1 2 3 12.50

Unknown 0 0 0 0.00

TOTAL 5 19 24 100

Conditions

Conditions Injury Non-injury Total %

Dry 2 14 16 66.67

Ice or Snow 0 0 0 0.00

Wet 3 5 8 33.33

Null 0 0 0 0.00

TOTAL 5 19 24 100

Intersection/midblock

Intersection/mid-block Total %

Intersection 13 54.17

Midblock 11 45.83

TOTAL 24 100

Vehicle usage in injury crashes

Vehicle usage
Fatal 
Crash

Serious 
Crash

Minor 
Crash Total

Percentage 
(%)

Private 0 0 0 0 0.00

Attenuator Truck 0 0 0 0 0.00

Agricultural 0 0 0 0 0.00

Ambulance 0 0 0 0 0.00

Campervan 0 0 0 0 0.00

Concrete mixer 0 0 0 0 0.00

Fire 0 0 0 0 0.00

Logging truck 0 0 0 0 0.00

Mobile crane 0 0 0 0 0.00

Police 0 0 0 0 0.00

Rental 0 0 0 0 0.00

Road Working 0 0 0 0 0.00

Scheduled service 
Bus

0 0 0 0 0.00

School bus 0 0 0 0 0.00

Tanker 0 0 0 0 0.00

Taxi 0 0 0 0 0.00

Tour Bus 0 0 0 0 0.00

Trade person 0 0 0 0 0.00

Work travel 0 0 0 0 0.00

Work vehicle 0 0 0 0 0.00

Other 0 0 0 0 0.00

Null 0 3 8 11 100.00

TOTAL 0 3 8 11 –

Percent 0.00 27.27 72.73 100.00 –



Objects struck

Objects struck Injury crashes % Non-injury crashes %

Crashes w/obj struck 1 4.17 6 25.00

Object struck Injury crashes % Non-injury crashes %

Animals 0 0.00 0 0.00

Bridges/Tunnels 0 0.00 0 0.00

Cliffs 0 0.00 1 4.17

Debris 0 0.00 0 0.00

Embankments 0 0.00 0 0.00

Fences 0 0.00 1 4.17

Guide/Guard rails 0 0.00 0 0.00

Houses 0 0.00 1 4.17

Traffic Islands 0 0.00 0 0.00

Street Furniture 0 0.00 0 0.00

Kerbing 0 0.00 0 0.00

Landslips 0 0.00 0 0.00

Parked vehicle 0 0.00 3 12.50

Trains 0 0.00 0 0.00

Sight Rails 0 0.00 0 0.00

Poles 1 4.17 0 0.00

Stationary Vehicle 0 0.00 0 0.00

Roadwork 0 0.00 0 0.00

Traffic Sign 0 0.00 0 0.00

Trees 0 0.00 1 4.17

Drainage Structures 0 0.00 0 0.00

Ditches 0 0.00 0 0.00

Other 0 0.00 0 0.00

Thrown or dropped objects 0 0.00 0 0.00

Water 0 0.00 0 0.00

TOTAL 1 – 7 –

Note: % represents the % of crashes in which the object is struck.

Time period statistics

Month by injury/ non-injury crashes

Month Injury crashes % Non-injury crashes % Total %

Jan 1 20 2 10.53 3 12.5

Feb 0 0 1 5.26 1 4.17

Mar 0 0 1 5.26 1 4.17

Apr 0 0 0 0 0 0

May 0 0 0 0 0 0

Jun 1 20 2 10.53 3 12.5

Jul 0 0 2 10.53 2 8.33

Aug 1 20 1 5.26 2 8.33

Sep 0 0 2 10.53 2 8.33

Oct 0 0 5 26.32 5 20.83

Nov 1 20 0 0 1 4.17

Dec 1 20 3 15.79 4 16.67

TOTAL 5 100 19 100 24 100

Day/period

Day/Period All crashes % All crashes

Weekday 20 83.33

Weekend 4 16.67

TOTAL 24 100

Day/period by hour

Day/Period

00:00 
- 
02:59

03:00 
- 
05:59

06:00 
- 
08:59

09:00 
- 
11:59

12:00 
- 
14:59

15:00 
- 
17:59

18:00 
- 
20:59

21:00 
- 
23:59 Total

Weekday 2 0 2 4 6 4 2 0 20

Weekend 0 1 0 0 1 2 0 0 4

TOTAL 2 1 2 4 7 6 2 0 24

Day/period by hour DOW

Day/Period

00:00 
- 
02:59

03:00 
- 
05:59

06:00 
- 
08:59

09:00 
- 
11:59

12:00 
- 
14:59

15:00 
- 
17:59

18:00 
- 
20:59

21:00 
- 
23:59 Total

Mon 0 0 1 1 2 1 0 0 5

Tue 1 0 1 0 0 2 0 0 4

Wed 0 0 0 1 1 0 2 0 4

Thu 0 0 0 1 1 0 0 0 2

Fri 1 0 0 1 2 1 0 0 5

Sat 0 0 0 0 1 1 0 0 2

Sun 0 1 0 0 0 1 0 0 2

TOTAL 2 1 2 4 7 6 2 0 24
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Maunu Road

W
est End Ave

Hosp
ita

l R
oad

Acute
Services
Podium Ambulatory Care

Maternity, SCBU,
Paeds & Labs

Court

Ward Towers

Lifts & Links

FoH

Ambulance
Entry

Back of House

Logistics /
Dock

Mental
Health

Cancer Care,
LINACS

Tohora:
Administration

Energy Centre /
Laundry

Breast
Screening

Emergency
Public Entry

Public Parking +
Landscape

A

113

B

113

C

113

D

113

Future Expansion 
Zone or additional 
parking

Administration &
Accommodation

Administration
& Training

Future Expansion 
Zone

Br
id

ge

Relocate staff 
parking.  Use for 
Public Parking

Additional Staff Carpark
210 spaces

H

Public Parking

Possible 
additional 
parking

Allow for covered 
walkway for staff via BoH 
Building to access 
southern carparks

Possible 
additional 
parking

Possible 
additional 
parking

Building A - Acute Services Podium
4 Storeys
30682 sqm GFA, 7670 sqm footprint
(plus 5660 sqm of basement staff carpark)
Building B - Ward Towers
4 Storeys
16284 sqm GFA, 4071 sqm footprint

Building C - Back of House Building
4 Storeys
5713 sqm GFA, 1428 sqm footprint

Existing Building and its current function to 
remain

Building D - Ex Medical Wings
6 Storeys, housing Ambulatory
9080 sqm GFA, 2285 sqm footprint

Building E - Ex Maternity Building
3 Storeys, housing Maternity, Paeds and Labs
5910 sqm GFA, 1970 sqm footprint

Building H - Ex Maunu House
4 Storey, housing Accommodations
5220 sqm GFA, 2180 sqm footprint

Building G - Ex Theatre Building
1 Storey, housing Administration
2370 sqm GFA, 2370 sqm footprint

Building J - Ex Cancer Centre extended
2 Storeys
4000 sqm GFA, 2000 sqm footprint

Linkages

Building F - Ex Mental Health extended
2 Storeys, without Sub Acute
3560 sqm GFA, 2635 sqm footprint

Building K - Front of House Building
3 Storeys
2850 sqm GFA, 950 sqm footprint

Road layout based on Aurecon's 
proposed layout on drawing 232388 
DW-1B-C-210 dated 27.12.2012.  
Traffic engineer to reconfirm.

Lifts - Public

Lifts - Staff/Patients/(Logistics) restricted

Lifts - Logistics restricted

Lifts - Shared

Vertical Transport Key Building Key

Carparking

Parking spaces required in 2034:
Staff 1381 spaces
Public 127 spaces
Ambulatory 195 spaces
Total 1703 space

Parking spaces provided in 2034:
(by zones)
Mental Health 45 spaces (staff/public)
Main Public 132 spaces (public)
Staff West 85 spaces (staff)
Services 203 spaces (staff/pubic)
Tohora 293 spaces (staff)
Staff East 538 spaces (staff)
West End Ave 31 spaces (staff/public)
Rest of Site 0 spaces (staff/public)
ASB 162 spaces (staff)
Total 1489 spaces

Differential in 2034:
Total shortfall of 214 spaces

Strategy for addressing shortfall:
1. Area between Cancer Centre and Tohora
2. Area behind Tohora
3. Location of Maunu House if it is to be 
demolished.
4. Properties on West End Avenue could be 
repurposed for parking.

Note: Refer to Outline Schedule of Accommodation 
for departmental mix and areas

New connection to West End Avenue
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Wards

Front Door Clinical

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 1 40.80

Ground 36.30

Maternity
SCBU / Paeds

Laboratory
Link

Surgical Ward

Support / Admin
Biomed / Staff

Int Radiology / Birthing

Radiology / Mort

Medical Ward

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 1 40.80

Ground 36.30

 Staff Parking
Basement 1 31.80

Basement 2 28.30

SECTION A (Option 6)

Ground 39.20 Mental Health

Maunu (1st floor) Administration / Training
Store

Wards

Plant / Critical Care / SSU
Staff / Clinical Support

Front Door Clinical

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 1 40.80

Ground 36.30

Parking
Basement 1 32.80
Basement 2 28.30

Wards

Procedural
Front Door Clinical

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 1 40.80

Ground 36.30
RadiologyBasement 1 32.80

Basement 2 29.30

Ground 39.20Mental Health

Procedural
Front Door Clinical

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 1 40.80

Ground 36.30
Basement 1 32.80
Basement 2 29.30

Ground 35.80
Level 1 39.38
Level 2 42.43
Level 3 45.48
Level 4 48.53
Level 5 51.58

RenalLifts &
Links

SECTION B (Option 6)

SECTION C (Option 6)

SECTION D (Option 6)

FoH

Procedural

Level 5 58.80

Level 6 63.30

Level 7 67.80

Wards

Plant / Critical Care / SSU
Staff / Clinical Support

Plant / Critical Care / SSU
Staff / Clinical Support

ED/AAU/Sat Radiology (Front Door Clinical)
Theatres (Procedural)

Staff Parking

OR Plant / SSU / ICU / CCU (Critical Care)

Helipad

Staff / Clinical Support / Chapel

Pharmacy

Surgical Ward
Ortho Ward
AT&R Ward

Medical Ward
Ortho Ward (2034)

Medical Ward (2034)

Wards
Wards
Wards

Parking

Wards
Wards
Wards

Wards
Wards
Wards

FoH
FoH

Renal Expansion / Ortho
Medical / Gynae

Allied Health / Phleb / Audiology
Child / Endo / ADU

Oral / ENT / Ophthal / Surgical

Back of House

Acute Service & WardsMaternity
& Labs

Back of House

Admin & TrainingAcute Services & Wards

Front
of House

Acute Services & Wards

Acute Services & Wards Ambulatory Services
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Tranche 1 Stage 3Tranche 1 Stage 2

Sep 2019 - May 2021 (20 months)

Aug 2020 - Aug 2022 (24 months)

New Lifts/Link
Fitout Maternity L2
shell
New Maternity L3

New Back of House
and Link Bridge

May 2021 - Aug 2022 (15 months)

Demolish Med
Prefab

Temp FoH & AAU
(Ground Floor)
Refer drawing 
SK-850-A

Tranche 1 Stage 1
(Demolition)

Sep 2019 - May 2021 (20 months)

Demolish Orthotic/
Spotless (B11)

Tranche 1 - Stage 1

Tranche 1 - Stage 2 Tranche 1 - Stage 3

Tranche 1 - Stage 1

Decant:

Demolish:

Demolish:

Construct:

Impacts:

Decant:

Demolish:

Construct:

Impacts:

Construct:

Impacts:

� Orthotics/Spotless > Maunu House

� Orthotics/Spotless
� Maternity Ambulance Bay

� Facilities Management/Energy Centre 
   Carpark

   New Back of House Building and Link    
   Bridge to accommodate:
� Commercial Services 
   (as per Area Build-Up)
� Kitchen
� Clinical Coding/Records
� Orthotics/Spotless
� Histology Prefab

� Circa 50 x Carpark Lost
� Bulk Oxygen Store Access
� Energy Centre Entrance and Parking
� Maternity during Link Bridge Construction

� Medical Wing Lv1 > Maternity Lv2
� Medicine Prefab > Maternity Lv2
� Opstetrics and Gynae Prefab > 
   Maternity Lv2

� Medical Wing Level 1 Fitout
� Medicine Prefab

� Temporary Main Entry
� Temporary Front of House
� Temporary ED Drop-off
� Temporary Staff and Public Cafe
� Temporary AAU
� Temporary Radiology Reporting
� Refer SK-850-A for details

� Circa 20 Carparks Lost
� Radiology
� Radiology Prefab

� New Maternity Ambulance Bay (West)

� New Lift, Link and Core

� New Level 3 of Maternity Building 

   (Laboratory)

� Fitout of Level 2 of Maternity Building 

   (SCBU/Ambulatory)

� Circa 20 x Carparks Lost

� Maternity Ambulance Bay Lost

� Maternity Disruption

MP-105-B

Tranche 1 Stage 1
(Construction)
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Demolish Kitchen, 
Staff Cafe, FoH and 
Inwards Goods

New Staff Carpark
210 spaces

Decant services into 
new buildingConstruct ASB &

Ward Tower, west 
link and helipad

H

Create ED drop off

Aug 2022 - Jan 2026 (41 months)

Aug 2022 - Jan 2026 (41 months) Jan 2026 - July 2027 (18 months)

Tranche 1 Stage 4 Feb 2022 - Aug 2022 (6 months)

Tranche 1 - Stage 4 Tranche 2 - Stage 1

Construct: Decant:

Demolish

� New 210 x Space Staff Carpark � Kitchen > New BOH Building
� Clinical Coding > New BOH Building
� Histology Prefab > New BOH Building
� Staff Cafe > Temp Cafe
� Front of House > Temp FOH

� Kitchen
� Staff Cafe
� Front of House
� Inward Goods
� Staff Carpark 7

Tranche 2 - Stage 1 Tranche 2 - Stage 2

Construct:

Impacts:

Decant:

Demolish

 Building A and B to include:
� Acute Services Podium 
� Ward Tower 1 (for Surgical Wing)
� Ward Tower 2 Core Only
� Lifts and Link (West) to Maternity
� New Helipad

� 130 x Carparks Lost
� Front of House
� Mental Health Access one-way only
� Existing Hospital Buildings Disruption

� Theatres > New ASB 
� Temorary AAU > New ASB
� ED > New ASB
� Intensive Care Unit > New ASB
� Imaging > New ASB
� Chapel > New ASB
� Surgical Wing > New ASB/ temp AAU 
� Service Wing > New ASB/ temp AAU

� Surgical Wing
� Service Wing
� Emergency Department
� Intensive Care Unit
� Imaging
� Chapel

STAGING DIAGRAM
OPTION 6 SHEET 2

MP-106-B

Tranche 2 Stage 1
(Demolition)

Tranche 2 Stage 2
(Demolition)

Tranche 2 Stage 1
(Construction)
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MP-107-B

Tranche 2 Stage 4 Jan 2030 - July 2033 (18 months)

July 2027 - Jan 2030 (30 months)

July 2027 - Jan 2030 (30 months)

Tranche 2 - Stage 3

Tranche 2 - Stage 4Tranche 2 - Stage 3

Demolish

Decant:

Demolish

Refurbish:

Impacts:

Construct:

Impacts:

� Clip-On Theatres
� Public Carpark
� Theatres Fitout
� Temp FoH

� Temporary Cath Lab > New ASB
� Medical Wards > New ASB
� Maternity Lv2 Amublatory > 
   Medical Wing

� Temporary Cath Lab
� Obstetrics and Gynae Prefab
� Medical Wards Fitout
� Maternity Lv2 Ambulatory Fitout

� Medical Wing
� Medical C Block
� Maternity Lv2 (Paeds circa 1,300m2)

� Circa 8 x Carparks Lost
� Maternity 
� Endoscopy

 Building A and B to include:
� Balance of Acute Services Podium
� Balance of Ward Tower 2 
   (for Medical Wards)
� 2 x Ward Shells
� Admin Centre Fitout

� Circa 90 x Carparks Lost
� Public Accessibility

Demolish Theatre clip-on & 
Theatre fitout

Construct Balance of ASB & Tower

Admin Centre 
Fitout

Demolish 
Opstetric and 
Gynae Prefab

Demolish & Refurbish 
Maternity Lv2 

Tranche 2 Stage 3
(Demolition)

Tranche 2 Stage 3
(Construction)

Jan 2026 - July 2027 (18 months)

Tranche 2 - Stage 2

Construct:

Impacts:

� New Front of House
� Public Area / Drop-off
� Short Term Carpark

 � Circa 10 x Carparks Lost

Tranche 2 Stage 2
(Construction)

Construct New FOH /
Public Area / Drop-off /
Short Term Carpark

Refurbish 
Medical 
Wings
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Tranche 2 Stage 6

Julu 2031 - July 2033 (24 months)

July 2032 - Dec 2033 (18 months)

Tranche 2 - Stage 5

Tranche 2 - Stage 6

Construct:

Impacts:

� Cancer Centre Extension including Linear
   Accelerator Chambers

� Undercroft Carparks Lost
� Cancer Centre Disruption

STAGING DIAGRAM
OPTION 6 SHEET 4

MP-108-A

Construct:

Impacts

� 2 x Additional Wards fitout

� Ward Tower 2

Construct Cancer 
Centre extension 
incl LINACS

Fitout 2x wards

Tranche 2 Stage 5
(Construction)

Tranche 2 - Stage 5

Decant:

Demolish:

� Central Stores > New BOH

� Central Stores

Demolish Central 
Store

July 2031 - July 2033 (24 months)Tranche 1 Stage 5
(Demolition)

New road layout
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Maunu Road

W
est End Ave

Hosp
ita

l R
oad

Ambulatory Care

Court

Tunnel or Link

Back of House

Logistics /
Dock

Mental
Health

Cancer Care,
LINACS

Tohora:
Administration

Energy Centre /
Laundry

Breast
Screening

Ward Towers

Ambulance
Entry

Emergency
Public Entry

Lightwell
Lifts &
Links

A

117

B

117

Main Public
Entry

FoH

Acute
Services
Podium

Future Expansion 
Zone

Additional Staff Carpark
210 spaces

H

Public Carpark

Administration &
Training

Public Carpark

Remains as
Staff Carpark

Public Carpark

Maternity, SCBU,
Paeds & Labs

Possible 
additional 
parking

Possible 
additional 
parking

Possible 
additional 
parking

Possible 
additional 
parking

Administration &
Accommodation

Building A - Acute Services Podium
5 Storeys + basement
30682 sqm GFA, 5400 sqm footprint

Building C - Back of House Building
4 Storeys
5713 sqm GFA, 1428 sqm footprint

Existing Building and its current function to 
remain

Building D - Ex Medical Wings
6 Storeys, housing Ambulatory
9080 sqm GFA, 2285 sqm footprint

Building E - Ex Maternity Building
3 Storeys, housing Mothers, Babies & Paeds
5910 sqm GFA, 1970 sqm footprint

Building H - Ex Maunu House
4 Storey, housing Accommodations + Admin
5220 sqm GFA, 2180 sqm footprint

Building G - Ex Theatre Building
1 Storey, housing Education & Skills
2370 sqm GFA, 2370 sqm footprint

Building J - Ex Cancer Centre extended
2 Storeys
3950 sqm GFA, 2000 sqm footprint

Linkages

Building K - Front of House Building
4 Storeys
2850 sqm GFA, 712 sqm footprint

Building B - Ward Towers
4 Storeys
16284 sqm GFA, 4071 sqm footprint

Building F - Ex Mental Health extended
2 Storeys, without Sub Acute
3560 sqm GFA, 2705 sqm footprint

Lifts - Public

Lifts - Staff/Patients/(Logistics) restricted

Lifts - Logistics restricted

Lifts - Shared

Vertical Transport Key Building Key

Carparking

Parking spaces required in 2034:
Staff 1381 spaces
Public 127 spaces
Ambulatory 195 spaces
Total 1703 space

Parking spaces provided in 2034:
(by zones)
Mental Health 45 spaces (staff/public)
Main Public 300 spaces (public)
Staff West 0 spaces (staff)
Services 253 spaces (staff/pubic)
Tohora 293 spaces (staff)
Staff East 538 spaces (staff)
West End Ave 31 spaces (staff/public)
Rest of Site 0 spaces (staff/public)
Total 1460 spaces

Differential in 2034:
Total shortfall of 243 spaces

Strategy for addressing shortfall:
1. Area between Cancer Centre and Tohora
2. Area behind Tohora
3. Location of Maunu House if it is to be 
demolished.
NOTE: This option will struggle to provide 
sufficient carparks on site without significant 
extension to the carparking areas on the 
southern side of Hospital Road or the use of 
properties on West End Avenue for parking.

Road layout based on Aurecon's 
proposed layout on drawing 232388 
DW-1B-C-210 dated 27.12.2012.  
Traffic engineer to reconfirm.

Note: Refer to Outline Schedule of Accommodation 
for departmental mix and areas

New connection to West End Avenue
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Mental Health
MH Admin

SECTION A (Option 7)

Wards

Ground 36.30

Level 2 45.30

Level 3 49.80

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 8 72.30

Level 1 40.80Maternity
SCBU / Paeds

Laboratory

Level 1 43.70?

Ground 39.20

Helipad

Plant / Pharmacy / Biomed
Staff / Clinical Support

Theatres / Int Radiology
ED / AAU / Sat Radiology

OR Plant / SSU / CCC / Chapel

Ground 35.80
Level 1 39.38
Level 2 42.43
Level 3 45.48
Level 4 48.53
Level 5 51.58

Lifts
&

Links

Ground 36.30

Level 2 45.30

Level 4 54.30

Level 5 58.80

Level 6 63.30

Level 7 67.80

Level 8 72.30

Level 1 40.80

Level 3 49.80

SECTION B (Option 7)

Radiology / Mort

Back of House Renal
Renal Expansion / Ortho

Medical / Gynae

Allied Health / Phleb / Audiology
Child / Endo / ADU

Oral / ENT / Ophthal / Surgical

Surgical WardSurgical Ward

Ortho Ward
AT&R Ward

Medical Ward

Ortho Ward (2034)
Medical Ward (2034)

Medical Ward

AmbulatoryAcute Services & WardsBack of House

Acute Services & Wards Maternity
& Labs

Mental Health

Links

Plant / Pharmacy / Biomed
Staff / Clinical Support

Theatres / Int Radiology
ED / AAU / Sat Radiology

OR Plant / SSU / CCC / Chapel

Radiology / Mort

Wards
Wards
Wards
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STAGING DIAGRAM
OPTION 7 SHEET 1

MP-115-B

Tranche 1 - Stage 1

Tranche 1 - Stage 2

Demolish Orthotic/
Spotless (B11)

New Lifts/Link
Fitout Maternity 
L2 shell
New Maternity 
L3

Temp FoH & AAU
(Ground Floor) 
Refer drawing 
SK-850-A

New Staff Carpark
210 spaces

Tranche 1 Stage 3Tranche 1 Stage 2

Sep 2019 - May 2021 (20 months)

May 2021 - Aug 2022 (15 months) Feb 2022 - Aug 2022 (6 months)

Sep 2019 - May 2021 (20 months)

Tranche 1 - Stage 1

Decant:

Demolish:

Decant:

Demolish:

Construct:

Impacts:

Construct:

Impacts:

� Orthotics/Spotless > Maunu House

� Orthotics/Spotless
� Maternity Ambulance Bay

� Medical Wing Lv 1 > Maternity Lv2
� Medicine Prefab > Maternity Lv 2
� Obstetrics and Gynae Prefab > 
   Maternity Lv2

� Medical Wing Level 1 Fitout
� Medicine Prefab

� Temporary Main Entry
� Temporary Front of House
� Temporary ED Drop-off
� Temporary Staff and Public Cafe
� Temporary AAU
� Temporary Radiology Reporting
� Refer SK-850-A for details

� Circa 20 Carparks Lost
� Radiology
� Radiology Prefab

� New Maternity Ambulance Bay (West)

� New Lift, Link and Core

� New Level 3 of Maternity Building 

   (Laboratory)

� Fitout of Level 2 of Maternity Building 

   (SCBU/Ambulatory)

� Circa 20 x Carparks Lost

� Maternity Ambulance Bay Lost

� Maternity Disruption

Demolish Medicine 
Prefab

Tranche 1 - Stage 3

Construct: � New 210 x Space Staff Carpark

Tranche 1 Stage 1
(Demolition)

Tranche 1 Stage 1
(Construction)
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STAGING DIAGRAM
OPTION 7 SHEET 2

MP-116-B

Demolish Coding, 
Histology & FoH 
Cafe

Construct ASB 
& Ward Towers, 
helipad, west links

H

Demolish Pool & 
shed

Construct Back of 
House Building and 
link

Aug 2024 - Aug 2026 (24 months) Aug 2024 - Aug 2026 (24 months)

Aug 2022 - Aug 2026 (48 months) Aug 2022 - Aug 2026 (48 months)

Tranche 2 - Stage 1

Tranche 2 - Stage 2

Tranche 2 - Stage 1

Tranche 2 - Stage 2

Decant:

Demolish:

Demolish:

Construct:

Impacts:

Construct:

Impacts:

� Front of House Cafe
� Clinical Coding > Maunu House
� Histology Prefab > Maternity Lv3 

� Front of House Cafe
� Clinical Coding
� Histology Prefab
� Staff Carpark 7
� Part Mental Health Carpark

� Pool
� Pool Shed
� Pool Carpark

   Building A and B to include:
� Links 2 & 3 to Maternity
� New Helipad
� Temporary Ambulance Bay (West)
� Temporary FOH/Main Entry 
   (Ambulance Entry)
� 2 x Ward Shells

� Circa 90 x Carparks Lost
� Front of House and ED Drop-off
� Mental Health Access one-way only
� Existing Hospital Buildings Disruption

   New Back of House Building and Link 
   Bridge to accommodate:
� Commercial Services (as per SOA)
� Kitchen

� Circa 85 x Carparks Lost
� Pool

Tranche 2 Stage 1
(Demolition)

Tranche 2 Stage 1
(Construction)

Tranche 2 Stage 2
(Construction)

Tranche 2 Stage 2
(Demolition)
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Tranche 2 - Stage 3 Tranche 2 - Stage 3

Decant:

Demolish:

Construct

Impacts

� Surgical Wing > New ASB/AAU 
� Service Wing > New ASB/AAU
� Radiology Prefab > New ASB
� ED > New ASB
� Intensive Care Unit > New ASB
� Imaging > New ASB
� Chapel / Theatres / Temp AAU > New ASB

� Staff Cafe
� Surgical Wing
� Service Wing
� Radiology Prefab
� Emergency Department
� Intensive Care Unit
� Imaging
� Chapel / Theatres Clip-On & Fitout

� New Front of House
� Public Area / Drop-off
� Main and ED Public Entry
� Short Term Carpark
� Admin Centre

� Circa 50 x Carparks Lost
� Access to New Hospital very restricted

Tranche 2 Stage 4 Feb 2030 - Feb 2032 (24 months)

Aug 2026 - Fev 2028 (18 months) Aug 2026 - Fev 2028 (18 months)

Feb 2028 - Feb 2030 (24 months)

Tranche 2 - Stage 4

Decant:

Demolish

Refurbish:

Impacts:

� Temporary Cath Lab > New ASB
� Temporary AAU > New ASB 
� Medical Wards > New ASB
� Maternity Lv2 Amublatory >
   Admin Centre

� Temporary Cath Lab / AAU
� Opstetrics and Gynae Prefab
� Medical Wards Fitout
� Maternity Lv2 Ambulatory Fitout

� Medical Wing
� Medical C Block
� Maternity Lv2 (Paeds circa 1,300m2)

� Circa 8 x Carparks Lost
� Maternity & Endoscopy

Tranche 2 - Stage 5

Construct:

Impacts:

� Cancer Centre Extension including Linear
   Accelerator Chambers

� Undercroft Carparks Lost
� Cancer Centre Disruption

Demolish Surgical & 
Service wings, Ground 
Floor extension, 
chapel, Theatre 
clip-on, prefabs

Refurb Medical 
wings

Demolish Opstetrics 
and Gynae prefab

Demolish Central 
Store

Tranche 2 Stage 5
(Demolition)

Tranche 2 Stage 3
(Demolition)

Tranche 2 Stage 3
(Construction)

New drop-off and 
carpark

New FOH / Main 
Entry Admin Centre 

Fitout
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Tranche 2 Stage 6 July 2032 - Dec 2033 (18 months)

Tranche 2 - Stage 6

� 2 x Additional Wards fitout

� Ward Tower 2

Fitout 2x wards

Construct:

Impacts:

Feb 2030 - Feb 2032 (24 months)Tranche 2 Stage 5
(Construction)

Construct Cancer 
Centre extension 
incl LINACS

Tranche 2 - Stage 5

Construct:

Impacts:

� Cancer Centre Extension including Linear
   Accelerator Chambers

� Undercroft Carparks Lost
� Cancer Centre Disruption

New road layout
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Maunu Road

W
est End Ave

Hosp
ita

l R
oad

Cancer Care,
LINACS

Main Public
Entry

Acute Services / 
FoH / BoH

Drop-off
Area

Ward
Wings

Ambulatory
& Admin

Ambulatory & Labs

Acute
Mental
Health

Tohora:
Administration

Energy Centre /
Laundry

Entry

Emergency
Public Entry

Lifts &
Links

A

119

B

119

C

119

Training / Skills

Future Ambulatory
or Ward Building

Breast
Screening

Additional Public & Staff Carpark
210 spaces

Logistics /
Dock

Bridge Link + Tunnel Connection

Helipad
(temp store)

Ambulance
Entry

Staff Carpark
Entry

Staff Carpark
Entry

Staff Carpark
Entry

Public CarparkPublic Carpark

Staff Carpark

Staff Carpark

D

119

Possible 
additional 
parking

Possible 
additional 
parking

Accommodation
& Admin

Building A - Acute Services Building
6 Storeys
30071 sqm GFA, 6750 sqm footprint
(plus 6704 sqm of basement carpark)
Building B - Ward Buildings
4 Storeys, 3 Wings
21169 sqm GFA, 5292 sqm footprint

Building C - Back of House (basement of ASB)
5713 sqm GFA

Existing Building and its current function to 
remain

Building D - Ex Medical Wings
6 Storeys, housing Ambulatory and Admin
9080 sqm GFA, 2285 sqm footprint

Building E - Ex Maternity Building
3 Storeys, housing Ambulatory & Labs
5910 sqm GFA, 1970 sqm footprint

Building H - Ex Maunu House
4 Storey, housing Accommodation
5220 sqm GFA, 2180 sqm footprint

Building F - Ex Mental Health extended
1 Storey
2700 sqm GFA, 2635 sqm footprint

Building J - Ex Cancer Centre extended
2 Storeys
4000 sqm GFA, 2000 sqm footprint

Linkages

Helipad layout based on CAA(NZ) 
Civial Aviation Design Guide Heliports, 
and dimensions of Northland Rescue 
Helicopters: Sikorsky S-76.  To be 
further verified by experts.

Building G - Ex Theatre Building
1 Storey, housing Education & Skills
2370 sqm GFA, 2370 sqm footprint

Carparking

Parking spaces required in 2034:
Staff 1381 spaces
Public 127 spaces
Ambulatory 195 spaces
Total 1703 space

Parking spaces provided in 2034:
(by zones)
Mental Health 45 spaces (staff/public)
Main Public 300 spaces (public)
Staff West 171 spaces (staff)
Services 253 spaces (staff/pubic)
Tohora 293 spaces (staff)
Staff East 253 spaces (staff)
West End Ave 31 spaces (staff/public)
Rest of Site 42 spaces (staff/public)
ASB/Wards 191 spaces (staff)
Total 1579 spaces

Differential in 2034:
Total shortfall of 123 spaces

Strategy for addressing shortfall:
1. Areas around new wards, accessed from 
West End Avenue.
2. Location of Maunu House if it is to be 
demolished
NOTE: Due to the comparatively low number 
of additional carparks required in this option 
there is considered to be sufficient space on 
site to cater for the shortfall.

Lifts - Public

Lifts - Staff/Patients/(Logistics) restricted

Lifts - Logistics restricted

Lifts - Shared

Vertical Transport Key Building Key

Road layout based on Aurecon's 
proposed layout on drawing 232388 
DW-1B-C-210 dated 27.12.2012.  
Traffic engineer to reconfirm.

Note: Refer to Outline Schedule of Accommodation 
for departmental mix and areas

New connection to West End Avenue
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Back of House

Plant / Support
OR Plant / SSU / Support
Theatres / ICU / Cath Lab

ED / Radiology
Ground 30.38

Level 1 34.38

Level 2 39.38

Level 3 43.88

Lower Ground 25.88

Basement 21.38

Front of House / Staff / Birthing

Parking
AT&R

Link Bridge

Back of House

Theatres / ICU / Int. Radiology / Cath Lab

ED / Radiology
Front of House / Staff / Birthing

Parking
Medical Ward

Ground 30.38

Level 1 34.38

Level 2 39.38

Level 3 43.88

Lower Ground 25.88

Basement 1 21.38

Back of House

Theatres / ICU / Cath Lab

ED / Radiology
Front of House / StaffGround 30.38

Level 1 34.38

Level 2 39.38

Level 3 43.88

Lower Ground 25.88

Basement 21.38

Ground 35.80
Level 1 39.38
Level 2 42.43
Level 3 45.48
Level 4 48.53
Level 5 51.58

Child / Endo / ADU

Level 2 45.30

Level 3 49.80

Level 1 40.80

Basement 2 16.88

SECTION A (Option 8)

SECTION B (Option 8)

Basement 3 12.38

SECTION C (Option 8)

Tohora (Admin)

Laboratory

Dock

SECTION D (Option 8)

Parking

Medical
Parking

Parking

Medical Ground 30.38

Level 1 34.38

Level 2 39.38

Level 3 43.88

Lower Ground 25.88

Basement 1 21.38

AAU

Medical

Surgical
Maternity

Basement 2 16.88

Basement 3 12.38

Ortho Ward
AT&R

Surgical
SCBU / CCU

Paeds

Ortho Ward

Surgical / Medical / Diabetes / Gynae OPD
Oral / ENT / Ophthal / Phleb

Renal
Renal Exp. / Ortho / Conference

Allied Health / Audiology

Admin
Admin

Medical Ward
AAU

Medical Ward (2034)

Ortho
Surgical

Maternity

Acute Services

Wards

Acute Services

Ambulatory & AdminAmbulatory & Laboratory

Acute Services Wards

Wards
Wards

Wards
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Demolish Orthotic/
Spotless (B11)

New Lifts/Link
Fitout Maternity L2 
shell
New Maternity L3

New temp Central 
Store

Demolish 
Medicine prefab

Temp Child 
Health  & AAU
(Ground Floor)
Refer drawing 
SK-851-A

Tranche 1 - Stage 1

Tranche 1 - Stage 2

Tranche 1 - Stage 1

Tranche 1 - Stage 3

Decant:

Demolish:

Decant:

Demolish:

Construct

Impacts

Construct:

Impacts:

Construct:

� Orthotics/Spotless > Maunu House

� Orthotics/Spotless
� Maternity Ambulance Bay

� Medical Wing Lv 1 > Maternity Lv2
� Medicine Prefab > Maternity Lv 2
� Obstetrics and Gynae Prefab > 
   Maternity Lv2

� Medical Wing Level 1 Fitout
� Medicine Prefab

� Temporary AAU
� Temporary Child Health
� Refer SK-851-A for details

� Circa 20 Carparks Lost
� Radiology
� Radiology Prefab

� New Maternity Ambulance Bay (West)

� New Lift, Link and Core

� New Level 3 of Maternity Building 

   (Laboratory)

� Fitout of Level 2 of Maternity Building 

   (SCBU/Ambulatory)

� Circa 20 x Carparks Lost

� Maternity Ambulance Bay Lost

� Maternity Disruption

  New Temp Central Store to accommdate:

� Inwards/Outwards Goods

� Purchasing

� Logistics

� Trades Workshops

Tranche 1 Stage 3Tranche 1 Stage 2

Sep 2019 - May 2021 (20 months)

May 2021 - Feb 2022 (9 months) May 2021 - Feb 2022 (9 months)

Sep 2019 - May 2021 (20 months)Tranche 1 Stage 1
(Demolition)

Tranche 1 Stage 1
(Construction)
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New Staff Carpark
210 spaces

Construct new hospital 
(ASB, Wards, BoH) and
helipad

Tranche 1 - Stage 4

Tranche 2 - Stage 1 Tranche 2 - Stage 2

Tranche 2 - Stage 1

Tranche 1 Stage 4 Feb 2022 - Feb 2026 (48 months)

Feb 2022 - Feb 2026 (48 months)

Aug 2021 - Feb 2022 (6 months)

Construct:

Construct:

Impacts:

Decant:

Decant:

Demolish:

Refurbish:

Decant & Demolish:� New 210 x Space Staff Carpark

   Buildings A, B, C including

� Bridge to Building D

� 2 x Ward Shells

� New Helipad

� Circa 285 x Carparks Lost

� Cancer Centre

� Tohora House

� Temp Store > New BOH  (at 
completion of Stage 1)

� Maternity/SCBU > New ASB

� Diabetes Clinic > Ex Maternity

� Ambulatory > Ex Maternity

� Maternity/SCBU Fitout

� Diabetes Clinic

 Maternity Building to accommodate:

� Ambulatory

� Diabetes

� Clinical Photography

� House 4 > Maunu House

� House 6 > Maunu House

� House 8a/8b > Maunu House

� House 8c/8d > Maunu House

� House 8e/8f > Maunu House

� Child Mental Health > Community MH

� Child Health Centre > Ambulatory

� Whanau House > Maunu House

� Central Store > Temp Store

Refurb Maternity 
building

Demolish Diabetes

Feb 2026 - April 2027 (14 months)

Demolish Central Store, 
Whanau House, Child 
Health, Child MH, Clinical 
Photography, houses on 
West End Ave

Tranche 2 Stage 1
(Demolition)

Tranche 2 Stage 2
(Demolition)

Tranche 2 Stage 1
(Construction)
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New on-grade 
carpark, public area, 
Ambulatory entry 
and level connection 
to MH

Refurb
ex-Theatre
Building

Demolish Surgical & 
Service wings, Ground 
Floor extension, 
chapel, Theatre 
clip-on, prefabs

Tranche 2 Stage 4 Tranche 2 Stage 5

Tranche 2 Stage 3Feb 2026 - April 2027 (14 months)

April 2027 - April 2029 (24 months) April 2029 - April 2031 (24 months)

April 2027 - April 2029 (24 months)

New on-grade 
parking

Ambulatory Fitout on 
Maternity Level 1 & 2

Refurb Medical Wing

Demolish Obstetrics 
and Gynae prefab

STAGING DIAGRAM
OPTION 8 SHEET 3MP-127-B

Tranche 2 - Stage 2

Construct:

Impacts:

� Ambulatory Fitout on Maternity Lv1 & 2

� Public Parking in old Diabetes Location

� Circa 20 x Carparks Lost

� Ambulatory 

� Administration

Tranche 2 - Stage 3

Decant:

Demolish:

Construct:

Impacts:

� Temp AAU  > New ASB
� Radiology Prefab > New ASB
� ED > New ASB
� Intensive Care Unit > New ASB
� Imaging > New ASB
� Chapel / Theatres > New ASB
� Surgical Wing > New ASB/ temp AAU 
� Service Wing > New ASB/ temp AAU

� Staff Cafe
� Surgical Wing
� Service Wing
� Radiology Prefab
� Emergency Department
� Intensive Care Unit
� Imaging
� Chapel / Theatres Clip-On & Fitout

� New Ambulatory Entry
� Public Area / Parking
� Admin Centre

� Circa 130 x Carparks Lost

Tranche 2 - Stage 4

Tranche 2 - Stage 5

Decant:

Demolish:

Refurbish:

Impacts:

Decant:

Demolish:

Construct:

Impacts:

� Temporary AAU > New ASB

� Medical Wards > New ASB

� Temporary AAU

� Obstetrics and Gynae Prefab

� Medical Wards Fitout

� Medical Wing

� Medical C Block

� Circa 8 x Carparks Lost

� Maternity

� Endoscopy

� Cancer Centre Undercroft

� Existing Road

� Cancer Centre Extention including Linear 

   Accelerator Chambers

� New Road Layout

� Cancer Centre Undercroft Carparks Lost

� Cancer Centre Disruption

� Tohora House Access

� Ambulance Exit

� Facilities Management Access

Construct Cancer 
Centre extension 
incl LINACS

New road layout

Tranche 2 Stage 2
(Construction)
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Fitout 2x wards

STAGING DIAGRAM
OPTION 8 SHEET 4MP-128-A

Tranche 2 - Stage 4

Refurbish:

Impacts:

� 2 x Additional Wards fitout

� Ward Tower 2

Tranche 2 Stage 6 July 2032 - Dec 2033 (18 months)
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1. INTRODUCTION 

1.1 My full name is Stephen James Muir.  I am a Director of ELC – Essential Lighting 

Consultancy Ltd (ELC) an independent lighting consultancy business offering Lighting 

Advisory Services. 

1.2 My qualifications include NZ Certificate Electrical Engineering (NZCE), Illumination 

Engineering Certificate, current Member of The Illumination Engineering Society (MIES) 

and a Registered Lighting Practitioner (RLP). 

1.3 For the past two and half years I have worked as a director of ELC where I have been 

involved with many exterior lighting projects including an assessment of obtrusive 

lighting effects.  I also assisted NZ Cricket in preparing a resource consent application 

to regenerate Christchurch for floodlighting Hagley Oval to ICC and International 

Broadcasting requirements to host the 2021 Women’s Cricket World cup.   

1.4 Previously, I worked for Connetics Ltd for 15 years as their Lighting Design Manager 

and was responsible for many roading and exterior lighting projects including: the 

Christchurch Southern Motorway, various sports floodlighting, new subdivisions, inner 

city precinct areas and exterior feature lighting projects such as Christchurch Cathedral 

and Victoria Street bridge.  My past duties have included being the co-author and 

presenter of EECA’s “Rightlight” road lighting web site, the co-author of the New 

Zealand Transport Agency’s (Transport Agency) M30 specification and Christchurch 

City Council LED Billboard research project.   

1.5 I have attended many International lighting conferences and manufacturing facilities 

throughout the world and presented a paper at the 2012 Starlight Conference in 

Tekapo. 

1.6 I confirm that I have the above qualifications and experience and that I have been 

engaged by the Transport Agency to provide evidence in relation to lighting plan 

changes.  

1.7 My evidence should be read alongside that of Mr Richard Landon-Lane and 

Ms Catherine Hepplethwaite. 

2. CODE OF CONDUCT 

2.1 I have read the Environment Court’s Code of Conduct for Expert Witnesses, and I 

agree to comply with it.  My qualifications as an expert are set out above.  I confirm that 

the issues addressed in this brief of evidence are within my area of expertise.  I have 
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not omitted to consider material facts known to me that might alter or detract from the 

opinions expressed.  I understand that the Code of Conduct requires me to assist the 

Hearings Panel impartially on matters within my expertise, and not to advocate for the 

Transport Agency. 

3. SCOPE OF EVIDENCE 

3.1 My evidence addresses the following matters: 

(a) Context and key concerns; 

(b) Specific amendments sought by the Transport Agency;  

(c) Technical terms and definitions; 

(d) Reasons for amendments to signs and lighting provisions; 

(e) Best Practice Guidance; and 

(f) Section 42A Report.  

4. CONTEXT AND KEY CONCERNS  

Signs  

4.1 The Transport Agency has an overriding obligation to ensure the safety of its network 

and its users.  Those obligations are discussed in more detail by Mr Landon-Lane.  As 

changes in technology continue, digital signage is expected to become increasingly 

more attractive as an information channel.  This can cause natural tensions between 

the desire of the advertising industry for signs to be seen by a large viewing audience, 

and the potential adverse effects that can arise from visually dominant signage.   

4.2 Digital signs are becoming increasingly popular and the space on the electronic signs is 

marketed as being superior to that on static signs.  Concerns have been raised that a 

digital sign which is located within proximity to key decision points such as intersections 

and where luminance levels are set high, can potentially attract a driver's attention to 

the sign, leading to safety concerns.   

Lighting  

4.3 Outdoor lighting, while it is intended for a specific purpose, it may have some 

detrimental effects on the environment for which it is installed within.   
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4.4 Australian/New Zealand Standard 4282 (AS/NZS 4282:2019) Control of the obtrusive 

effects of outdoor lighting, updates the best practice technical guidance on managing 

the adverse obtrusive effects of outdoor lighting on the environment.  AS/NZS 

4282:2019 introduces and promotes varying environmental zones and is a key 

standard used throughout New Zealand daily in assessing the obtrusive effects of 

outdoor lighting.  Different Light Technical Parameters are recommended based on 

ambient conditions and surrounding Environmental Zones.  These environmental zones 

are described in Table 3.1 within AS/NZS4282:2019.  Various environmental zones are 

considered, ranging from intrinsically dark through to high brightness.  This enables an 

Environmental Zone to be chosen based on the location where the installation is to 

occur because the visual impact of any illuminated sign is dependent on the 

environment it is in.  Tables 3.2 to 3.5 references light technical parameters for the 

various zones as an indication of potential control of obtrusive lighting effects. 

4.5 Sky Glow is an area-wide issue that is less likely to be affected by individual sign 

installations.  This is detrimental to the viewing of the night sky and astronomy but it is 

accepted an individual sign is unlikely to have an impact on the overall sky glow but 

could contribute if it is not controlled by the technical parameters referenced in Table 

3.2 within AS/NZS4282:2019.  Urban sky glow is the result of stray light being scattered 

in the atmosphere, brightening the natural sky background level.  Sky glow is variable 

depending on weather conditions, quantity of dust and gas in the atmosphere, amount 

of light directed skyward, and the direction from which it is viewed.  It can be mitigated 

by limiting the amount of exterior lighting in the greater space and by including the 

spectral and optical distribution of luminaires.  Sky glow can be minimised by using 

luminaires that are able to provide good optical control at elevation angles at or 

immediately below the horizontal.  High correlated colour temperature light sources 

(such as blue light) should be avoided as light at the blue end of the spectrum 

increases the scatter of light.  Light sources that use warmer colour temperatures help 

reduce the scatter of light in the atmosphere.  To protect the night sky, only luminaires 

with an Upward Light Ratio (ULR) of zero percent (or close to zero) and a nominal 

correlated colour temperature of less than 4000K, are preferred. 

4.6 Proposed Plan Changes 82A Signs and 82B Lighting to the Whangārei District Plan 

contained minimal performance standards for digital or illuminated signs.  The section 

42A report now recommends that any proposal to erect a digital sign would require a 

resource consent application with a full assessment of environmental effects.  The 

intent of the Transport Agency’s submission is for the Whangārei District Plan to adopt 

good practice standards to manage the adverse effects of digital or illuminated signs, 
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including, to quantify the visual effects (particularly about luminance and image 

changing) for LED signs. 

5. SPECIFIC AMENDMENTS SOUGHT BY THE TRANSPORT AGENCY 

Signs  

5.1 In relation to proposed rule SI-R2 (Permitted Signs All Zones), the Transport Agency 

made the following submissions:  

(a) Include the words "all zones" at the end of the heading so that it is clear this 

provision relates to all signs.  With this amendment the heading would read as: 

"Any Sign Visible from Beyond the Site on which it is Located (All zones)".  

(b) The Transport Agency considered it appropriate for the district plan to manage 

the location of all signage visible from roads including State highways with a 

posted speed limit of < 70kph to ensure the motorists view of the road is 

maintained.  It requested amending (1)(b) to state: "Is visible from a road which 

has a speed limit of < 70kph or greater, and is located so as to provide an 

unrestricted view to the motorist for a minimum distance of 100m".  

(c) A new rule SI-R2-1(e) (or similar) should be included which states: "No sign 

shall resemble any Official Sign, Road Sign or traffic signal".  

(d) Insert a new rule SI-R2-1(f) (or similar) which states:  

Signs shall not: 

(i) contain any reflective material;  

(ii) contain any flashing and/or revolving lights; 

(iii) contain any moving parts, images, text, animation or a dynamic display.  

(e) Insert a new rule SI-R2-1(g) (or similar) which states: 

(i) Within legal road corridors with a posted speed limit of < 70 km/h, no 
signs shall be located 100m from an intersection and/or a Road Sign 
and/or an Official Sign and/or pedestrian crossing and/or a traffic signal"; 
and 

(ii) Within legal road corridors with a posted speed limit of > 70 km/h, no 
signs shall be located 200m from an intersection and/or a Road Sign 
and/or an Official Sign and/or pedestrian crossing and/or a traffic signal.  
This is consistent with Part 3 of the Transport Agency's Traffic Control 
Devices Manual.  

5.2 The Transport Agency suggested the following amendment should be made to rule 

SI-R10:  
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(a) As there appears to be no limitation on the area or number of permitted signs, 

similar controls to rule SI-R9 should be included to manage number and area of 

signs in rule SI-R10.  With the amendment this provision would state: 

(i) No more than one freestanding sign is permitted per road frontage where a 
single establishment occupies a site. If a site has two frontages the signs 
shall have a separation distance of 25m; 

(ii) On a site with a frontage of less than 25m, the total signage area does not 
exceed 3m2; and  

(iii) On a site with frontage greater than 25m:  

(1) The total signage area does not exceed 0.12m2 per metre of frontage 
up to a maximum area of 6m2; and  

(2) No sign has an area greater than 3m2.  

5.3 In relation to rule SI-R15, the Transport Agency submitted that a further permitted 

activity standard be included where the speed limit is less than 70km/hour.  This will 

reflect the Transport Agency's policy for signage within the State highway corridor.  

5.4 The Transport Agency made the following submissions with respect to rule SI-R17:  

(a) Rule SI-R17 should be broadened in its scope to enable the assessment of 

"digital signs" as a Restricted Discretionary Activity within the zones scheduled.  

(b) Amending rule SI-R17(2)(c) to state, "Is not located within 100m 20m of any 

road intersection with a posted speed limit of <70km/h or within 200m of any 

road intersection with a posted limit of >70km/h."  

(c) Adding new provisions to rule SI-R17(2)(e)-(h) which will state:  

(i) For any digital signs, the maximum transition time between images shall be 
0.5 seconds.  

(ii) For any digital sign facing a state highway, the minimum dwell time 
between images shall be 10 seconds.  

(iii) Any digital sign facing a state highway must display a maximum of 8 words 
symbols or graphics and no more than 40 characters at any one time.  

(iv) For any digital sign facing a state highway, is not located within 100m of 
any road intersection with a posted speed limit of <70km/h or within 200m 
of any road intersection with a posted speed limit of >70km/h.  

(d) Inserting a table as a standard for determining maximum luminance levels for 

signs, as adapted from Tables 3.1 and 3.5 of AS/NZS 4282:2019.  
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(e) Broadening rule SI-R17 to enable the Council to assess the effects of both 

illuminated and digital signs to ensure they do not adversely affect the 

environment including the region's transport network.  

5.5 In relation to rule SI-R18, the Transport Agency submitted that the title should be 

amended to read as, "Any illuminated or Digital Sign".  This change will broaden the 

scope of this rule to enable the assessment of digital signs as a discretionary activity 

within the zones scheduled.  

Lighting  

5.6 The Transport Agency made the following submissions with respect to rule NL R2:  

(a) To provide an alternative means of compliance, the Transport Agency 

requested that NL R2(1) should read as, "The artificial lighting is shielded, or a 

suitable luminaire optic developed, so that light emitted by the luminaire is 

projected below the horizontal"; and 

(b) Providing an additional reference to the AS/NZS4282:2019 standard at NL 

R2(3).  

5.7 The Transport Agency submitted that an additional reference to the AS/NZS4282:2019 

standard should be made in rule NL R6(2), to include obstructive measurement and 

control aspects.  

6. TECHNICAL TERMS AND DEFINITIONS 

6.1 When discussing lighting provisions, it is helpful to provide greater clarity about some of 

the technical terms. 

6.2 Illuminance is what allows us to see items which do not emit light.  Illuminance or “I” for 

incident – is the amount of light falling onto a surface or an incident ray of light striking a 

surface measured with an “incident meter”.  It is a measure of how much incident light 

illuminates a surface area.  It is known as the amount of luminous flux (in lumens) that 

is received by a given area lumens/square meter (lm/m2) or lux.   

6.3 Illuminance (illumination) is usually measured in units of foot-candles or lux; luminance 

(surface brightness) is most often measured in nits or candela per square meter 

(cd/m2).  The two definitions are indicated in Figure 1 below. 
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6.4 Typical examples of illuminance values are 400-500 lux on a desk within an office, 

outdoor multi-use recreational sports facility 100 -300 lux and 3-14 lux for a public 

outdoor carpark. 

6.5 Luminance or “L” for leaving – is the amount of light “leaving” or reflected by an object 

and is measured as candela per square meter (cd/m2) or nits.  One nit is equivalent to 

one cd/m2.  Luminance is a key measurement when analysing surfaces which emit 

light, like a computer or television screen, or a digital sign.  The value of luminance at a 

point on a surface can therefore vary depending on the observer’s viewpoint.  In the 

display industry, luminance is used to quantify the brightness of displays.  It can be 

considered as the human perception of brightness or how bright we perceive the light to 

be. 

6.6 Typical examples of luminance values are 30 – 100 cd/m2 for a desktop computer 

monitor, 450 – 1000 cd/m2 for a High Definition TV and 1000 – 3000 cd/m2 direct from 

an unshielded streetlight.   

Figure 1: Definition of Illuminance and Luminance1

 

6.7 Glare is a reduction in the ability to see and is the result of excessive amounts of 

luminance in the human field of view or excessive and uncontrolled brightness 

(luminance).   

                                                      
1 Source of diagram://www.extron.com.html and Christchurch City Billboard Research document. 

http://www.google.co.nz/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&ved=0ahUKEwjphJH9h9vNAhVBkZQKHUQQCWYQjRwIBw&url=http://www.extron.com/company/article.aspx?id%3Denvironconhumanfact%26tab%3Dtechnology&bvm=bv.126130881,d.dGo&psig=AFQjCNFTCN8-KgfgW3-1S-hKsPczHoybZw&ust=1467764755713606
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6.8 There are two types of glare:  

(a) Disability glare impairs the visibility of objects without necessarily causing 

discomfort (reduction in visibility).  Threshold Increment is a measure of 

disability glare expressed as a percentage increase in contrast required 

between an object and its background for it to be seen equally well with a 

source of glare present.  The higher the percentage of Threshold Increment the 

greater the value of disability glare.  Table 3.2 AS/NZS4282:2019 limits 

Threshold Increment for the various Environmental Zones. 

(b) Discomfort glare causes discomfort without necessarily impairing the visibility 

of objects.   

6.9 Spill light is the illuminance falling onto an adjoining property or area that is not 

intended to be illuminated by a resultant light source.  The permitted levels of spill light 

within any city can range between 1 – 25 lux depending on what environmental zone 

and what time the lighting installation is being used.  It is also important to differentiate 

between specific light trespass (spill light) from signs into surrounding areas and the 

addition to general light pollution within cities (sky glow).   

6.10 Visibility is a measure of the distance at which an object or light can be seen.  During 

low light conditions only our eyes rod cells are in operation and in this state, it is 

commonly known as Scotopic vision (0.01 – 0.000,001 cd/m2).  In this state, the eye is 

the most sensitive to green-blue light around the 450 - 500 nm wavelength while it is 

insensitive to wavelengths longer than 650nm (the red colours).  Therefore, blue light 

stands out more than any other coloured light at night and therefore AS/NZS4282:2019 

discourages the use of blue light in a dark environment. 

6.11 Photopic vision (5 – 100,000 cd/m2) occurs when the eyes cone cells are dominant, 

and humans can easily identify colour and have a high visual acuity where they can 

identify detail.  This occurs during the day or in high light conditions and red colours 

appears dominant.  Adaptation is also much faster in this state. 

6.12 When rods and cones combine (or photopic and scotopic vision combine) it is known as 

Mesopic vision.  Mesopic light levels range from luminance levels between 0.001 and 

10 cd/m2.  Most outdoor night-time activities and road lighting scenarios are in the 

Mesopic range. 
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Figure 2: Spectrum wavelength distribution2

 

6.13 At night (or low light levels) the eye compensates for lower light levels by becoming 

more sensitive to light; it is more easily distracted, dazzled, and even disabled by an 

overly luminous object than the daytime eye is.  It is, therefore, important to set limits 

for the brightness of signs for dusk and night-time to avoid adverse effects.  Table 3.5 

AS/NZS 4282:2019 does this plus it references an Environmental Zone describing and 

or limiting the intensity (brightness) in relation to the surrounding area.   

6.14 Field of View is the extent of the visual field when looking straight ahead.  What we see 

at any moment of time.  Standard line of sight or relaxed line of sight can be within plus 

or minus 15° from 0° in front of eyes.  Therefore, at a viewing distance of 100 meters, a 

vertical sign will be within our relaxed line of sight up to an approximate height of 27m.   

6.15 Visual Effect is also related to the physical size of the sign and how long the image is 

within our field of view.  That is dependent on viewing distance and the speed you 

could be travelling towards the sign.  For digital signage this will give us a display time 

which will enable a cycle time to be established for a limited number of images. 

7. REASONS FOR AMENDMENTS TO SIGNS AND LIGHTING PROVISIONS 

7.1 All attempts should be made to reduce the likelihood of a driver seeing more than one 

message at a time on a digital sign.  This provides guidance to avoid the visual effects 

arising from image changeovers.   

Example; if the viewing distance from site is determined to be 100m.  If the speed 

limit for the area is 50km/hr a viewer could be moving at approximately 14m/sec, 

then the driver will be able to see the sign for at least 7.2 seconds. 

                                                      
2 CIE and Christchurch City Council LED Billboard Research document – Technical Review of Visual Effects. 

http://www.google.co.nz/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&ved=0ahUKEwi-kbiXx93NAhUBLZQKHZFpD1YQjRwIBw&url=http://www.carbonlighthouse.com/behind-the-scenes-how-the-ab32-cap-and-trade-system-works/&bvm=bv.126130881,d.dGo&psig=AFQjCNHfv1HbNeoOwDPQ2NVwu3pUw_TbaQ&ust=1467850447010028
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It is therefore recommended that the message display time should be calculated 

using the formula:  

Maximum viewing distance (m) / speed limit (m/sec) x common factor of 1.5 = 

Minimum viewing time for one image.
3

 

7.2 The constant factor of 1.5 in the formula above is to allow for a site that has a slower 

speed or the vehicle is likely to be travelling slower or could even be stopped at traffic 

signals hence a common factor to limit display time (reduce risk of visual effect) could 

be 1.5 x the minimum display time.   

7.3 Transition time should be zero or as close as possible to that so there is no time delay 

when changing from one image to another i.e.  it should be instantaneous or a 

maximum time interval of half a second.  This is so that an approaching driver cannot 

perceive any blinking of the display or have any distracting visual effect between 

successive displays.   

7.4 There are several extra controls that should be applied: 

(a) There should be no message sequencing where a message is spread across 

more than one advertisement because this has the effect of creating a moving 

image hence is distracting. 

(b) Ensure the backdrop of the sign is considered, including whether the sign 

breaks the skyline (i.e. is it seen against the dark sky, open sea or breaking the 

skyline of buildings or trees). 

7.5 Visual Acuity is commonly referred to as the clarity of vision or the ability to see detail.  

It increases and then begins to decrease as the background luminance increases.  For 

this reason, all signs should have a fixed luminance level over the full display time so 

there is no increase in intensity over the images display time. 

7.6 Another example of visual acuity is when the text sometimes moves horizontally across 

the sign.  This is distracting one’s attention and is within an observer relaxed field of 

view, hence moving images, “drop-in” objects or moving text should be discouraged. 

7.7 Colours and intensity of one dominant colour on any single image should be limited. 

7.8 Luminance Ratio is the ratio of the brightest to the darkest.  For example, the average 

luminance of a sign (or inner field of vision) to the background (or outer vision) could 

                                                      
3 Outdoor Media Association (OMA Discussion paper 2010) discussion paper digital billboards and road safety; an analysis of 
current policy and research findings September 2010. 
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have a high luminance ratio which is good from a display perspective but could have a 

detrimental effect to the visual environment because it has a distracting effect by 

standing out more in a dark surround and is related to adaptation levels.  Control of 

Adaptation levels is controlled via Table 3.2 within AS/NZS4282:2019.  This scenario is 

like the working environment of a computer screen in an office situation with a 

background window with bright sunlight. 

7.9 Dwell Time is where the graphical content or colours within a sign image can change.  

It is recommended in Clause 3.3.5.4 AS/NZS4282:2019 that the “dwell time” of any 

image is at least 10 seconds or more, and the average luminance shall change by less 

than 30% on any change of image.   

7.10 The longer the dwell time the better, because this means one static image is visible for 

longer and there is less likelihood that a digital changing image sign will have an impact 

on a passing road user.  The minimum dwell time could also be calculated using the 

outline in paragraph 7.1 above. 

7.11 Placement of Signs is related to the distances or points at which a sign can first be 

seen or noticed and varies significantly, depending on foreground screening and 

surrounding features.  Signs with long sight lines are attractive to advertisers, but 

generally lead to higher visual effects as (depending on the speed of the viewer and 

image dwell time) several image change overs can be experienced.   

7.12 When viewed against a white building façade the appearance and prominence of white 

images differs significantly to when viewing it against a dark background (such as 

trees), the black night sky or open blue sea or sky.  In areas with high ambient light, 

billboards stand out less than when viewed against a building and they appear visually 

less obtrusive than when viewed against the dark night sky.  Digital signs mounted on 

tall masts, above the driver/viewer, appear to "hang in the sky" at night, which leads to 

higher visual effects and more distraction. 

7.13 Recommendations regarding the placement of signs based on “best practice" 

guidelines: 

(a) Consider the minimum spacing between digital signs according to the 

environmental zone, speed limit of the road and location where they are to be 

located; 

(b) Consider viewing distances; 
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(c) Drivers should not be able to view two or more digital sign displays in their field 

of vision at the same time.  Brisbane City Council have a minimum distance of 

200m between signs;  

(d) Digital signs should be prohibited near locations where drivers must make 

critical decisions;   

(e) Identify specific areas where digital signs are prohibited according to the 

environmental zone.  For example, the Proposed New Plymouth District Plan 

recommends restricting the location of digital billboards to defined areas within 

the ‘City Centre Zone’, within a 50km/h speed restriction area and not on or 

adjacent to a state highway. Council still require a resource consent to be 

obtained to recognise the need to assess the location and design of digital 

signs, and to ensure their obtrusive effects are managed.  

7.14 Sign - R17 Table 2e has no maximum size.  Brisbane City Council have a maximum 

sign area of 20m2 and a maximum height of 12m from the ground to the highest point.  

Christchurch City Council have a maximum area of 35m2 and prefer the sign is back 

dropped by a building and is not viewed against the sky.   

7.15 In relation to Lighting and Brightness, visually prominent colours, text and images are 

chosen by advertising agencies to attract the viewing audience’s attention.  It has been 

observed that red and pink colours and bold text boxes stand out visually during the 

day, leading to higher prominence.   

7.16 The dimming or change of intensity within one image attracts the viewers’ eye.  

Therefore, a constant level of brightness and transition of images without the 

appearance of a black image is considered appropriate to avoid sudden appearance of 

images that cause high visual effects.   

7.17 It is essential to avoid glare for the safety of drivers, cyclists and pedestrians.  

Therefore, a reduction of brightness or intensity of LED billboards during night-time 

hours is essential due to our eyes operating in the Mesopic or Scotopic range.  For this 

reason, there is a strong need to restrict the luminance to a maximum luminance level 

to that referenced in Table 3.5 in AS/NZS4282:2019.   

7.18 Table 3.1 within AS/NZS4282:2019 references five Environmental Zones ranging from 

Intrinsically Dark to High District Brightness.  The adaption of this enables control of 

light technical parameters relating to the environment a sign is located within. 
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7.19 I understand the Transport Agency's submission recommending the luminance values 

for the A2 and A4 zones be applied. This corresponds as A2 being Rural and Semi-

Rural Areas and A4 being town, city and commercial centres.  

8. BEST PRACTICE GUIDANCE 

8.1 Based on the above, I consider that best practice in relation to digital signs include: 

(a) All illuminated signs to comply with AS/NZS4282:2019 Control of the obtrusive 

effects of outdoor lighting. 

(b) Avoid mounting of signs on slopes, riverbanks and bridges or at a grade to 

increase the viewing distance.  For areas frequented by pedestrians, it is 

necessary to consider a human scale for signs.   

(c) It is preferable if a sign is back dropped by a building and not viewed against a 

dark background, sea or sky.   

(d) Avoid intersections and complex areas requiring attention from drivers.  It is 

recommended that only one billboard should be in a driver’s field of vision at any 

one time.  Drivers should only be exposed to one advertisement in the 

sequence as they pass by.  Longer “dwell time” (≥ 10 seconds) may be 

appropriate in slow speed areas, for long viewing distances or at intersections 

where drivers are exposed to the view of a billboard for a longer time.   

(e) Provide minimum distances where signs are permitted in relation to 

intersections and the posted speed limit of the road; 

(i) Speed limit ≤ 70 km/hr no signs shall be located within 100m of an 

intersection, traffic signals, pedestrian crossing or regulatory / warning 

sign. 

(f) Speed limit ≥ 70 km/hr no signs shall be located within 200m of an intersection, 

traffic signals, pedestrian crossing or regulatory / warning signAll digital signage 

should only be permitted to display non-animated images, incorporate; no 

flashing or revolving lights, no moving images, no moving shapes or text within 

an image.   

(g) Variable brightness/sensors to be fitted to automatically control the brightness of 

a sign in relation to the existing lighting conditions on site.  Maximum average 

luminance of any sign shall comply with Table 3.5 AS/NZS4282:2019.  (CCC 

adopted maximum luminance levels for LED display signs of 5500cd/m2 during 
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day and 175cd/m2 at night before the publication of AS/NZS4282:2019.  These 

levels were derived from several case studies and feedback from the Digital 

Sign industry in 2016).   

(h) Placement or location of automatic controls and light sensing devices should be 

carefully considered to ensure correct ambient lighting levels are always being 

recorded/adjusted.  If there is a fault with the automated control system 

described, the complete screen shall default to black or switch off.  The light 

sensor should be located on top of the sign unless a good reason exists to 

suggest otherwise. 

(i) Static displays only with fade or dissolve transitions, or transitions that do not 

have the effect of moving text or images.  No image to include any scrolling, 

travelling, spinning or zooming in, or similar special effects that have the 

appearance of movement, animation, or changing in size, or get revealed 

sequentially rather than all at once (e.g.  letters dropping into place, etc.).   

(j) The dwell or display time should not be less than 10 seconds to avoid drivers 

seeing multiple images and the transition time between images should be as 

short as possible (preferably less than 0.5 of a second).   

9. SECTION 42A REPORT 

9.1 I have reviewed the technical note on Lighting and Signs by Mr Gibson and have 

responded to specific matters below. I have also reviewed the section 42A Report 

prepared by Ms Hosted, Mr Badham (Lighting) and Ms Belgrave (Signs) and respond 

below.  

Signs  

9.2 In relation to SI-02 Illuminated Signs, I support the Planning Officer’s recommendation 

in part to amend the definition for ‘illuminated signs.  Seek amendment (blue 

highlighted text) to definition text as recommended by Steve Muir. 

(a) New definition:  Illuminated sign means any sign with a specifically designed 

means of illumination of the whole or any portion of its visible area. face. 

Includes internally illuminated and externally illuminated (floodlit) signs, and 

reflective signs, digital signs, and excludes signs that incorporate flashing, 

animation and variable message displays. 
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9.3 With reference to SI-P7 Illuminated Signage (Amenity and Character), I support the 

Planning Officer’s recommended amendment to this Policy. The proposed amendment 

in my opinion addresses the Transport Agency’s submission. 

9.4 In relation to SI-R2 Any Sign Visible from Beyond the Site on which it is Located, 

the Planning Officer has not accepted the requested amendment to include a minimum 

viewing distance of 100m and has not accepted a standard about avoiding confusion 

with road signs. I continue to support the amendment for the following reasons:  

(a) Any road with a slower speed less than 70km/h means that a driver has more 

time to view a changing sign based on dwell time and transition time.  As an 

example, while travelling at 50km/h this is equivalent to moving at 14m/sec 

hence with a viewing distance of 100m dwell time = 100/14 = 7.2 seconds.  For 

this reason, I support the minimal dwell time of 10 sec or more as recommended 

in AS/NZS4282:2019 is adopted. 

(b) While travelling at 100km/h this is equivalent to moving at 27.8m/sec hence with 

a viewing distance of 200m dwell time = 200/27.8 = 7.2 seconds.  For this 

reason, I support the minimal dwell time of 10 sec or more as recommended in 

AS/NZS4282:2019 is adopted as best practise.   

(c) No sign should create confusion and cause distraction for drivers hence no sign 

should be permitted to incorporate similar wording, colour or text as any 

Officially recognised sign. This issue is also addressed in Mr Landon-Lane's 

evidence on "Signs resembling official Traffic Control Devices".  

9.5 The Transport Agency requested new rules about illuminated signs; S1-R17 Any 

Illuminated Sign.  The Planning Officer did not support those new rules based on a 

lack of technical information.  I consider there is sufficient technical basis as follows:  

(a) SI-R17 New Rule (e), (f) and (g).  The intention of AS/NZS4282:2019 (Control of 

obtrusive effects of outdoor lighting) is to address the obtrusive impacts of 

outdoor lighting including illuminated/digital signs.  It is not a standard that 

specifies actual signage specifications but references the effects on sign 

surroundings, residents, transport system users, traffic signals and astronomical 

sites. 

(b) AS/NZS4282:2019 Table 3.1 is a table that references an Environmental Zone 

in which a sign is to be located.  From this it references Maximum values of 

Light Technical Parameters (Table 3.2 – upward light, glare and adaptation 
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levels), Maximum Luminous Intensities per luminaire (Table 3.3 based on time 

of use) and Maximum average Luminance of Surfaces (Table 3.5) for each 

Environmental Zone. 

(c) AS/NZS4282:2019 Clause 3.3.5.4– Signs, facades and artwork with dynamic 

content states: “where the graphical content or colours change, the dwell time of 

the image shall be 10 seconds or more, and the average luminance shall 

change by less than 30% on the change of the image.”  This is consistent with 

the examples I have given above. 

(d) Within AS/NZS4282:2019 clause 3.3.5.1 covers surfaces that may produce 

obtrusive light by emitting light or reflection hence this can be controlled via 

Tables 3.2 & 3.5 for the appropriate zone. 

(e) In relation to transition time, I am not aware of any direct reference in any 

standard, but it is accepted by best practise that the intent of any change of 

image should occur as quick as possible, so it does not cause distraction.  

Auckland, Wellington & Christchurch all use 0.5 sec.  NSW use 3 sec.  Outdoor 

Media Association (OMA) recommend 1-2sec. 

(f) For these reasons I recommend WDC adopt the new rule clauses and the 

adoption of AS/NZS4282:2019 as a reference standard to control the obtrusive 

effects of outdoor lighting including illuminated signs. 

9.6 In relation to SI-R17 Illuminated Sign Brightness Limits for different environmental 

zones I make the following observations:  

(a) The values or 150 and 300 cd/m2 have come from AS/NZS4282:2019 Table 3.5 

which is a very recent standard and is considered best current practise. I note 

that the Transport Agency’s submission contained an error. The submission 

should have referenced 350cd/m2 (not 300cd/m2) as the recommended 

Maximum Average Luminance of Surfaces for illuminated or digital signs within 

the A4 zone or city, town or commercial centres. To manage the obtrusive 

effects of illuminated and/or digital signs within the district’s town and 

commercial centres, in my opinion 350cd/m2 is consistent with best current 

practise Maximum Average Luminance Levels of Surfaces.  I also consider 

these to be acceptable levels comparable to those found from case studies and 

used by Christchurch City Council (175cd/m2) prior to the publication of 

AS/NZS4282:2019. 
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(b) The intent of AS/NZS4282:2019 is not only to control the obtrusive effects of 

spill light into neighbouring properties, it is an attempt to control all obtrusive 

effects of outdoor lighting.  

(c) AS/NZS4282:2019 is a design guide to limit the obtrusive effects of outdoor 

lighting it is not meant as a tool to measure or site check if an installation is 

compliant or not.  This is supported in Attachment 4 by Mr Keith Gibson.  The 

fact that there are issues with measuring luminance on site does not differ from 

the Table recommended by NZTA or the Table shown by WDC. 

(d) I also agree with Mr Gibson (Attachment 4) on the offensiveness of sign 

dependant on its surrounding environmental zone but WDC table does not 

reference this environmental impact.  Hence, I consider the reference to Table 

3.1 in AS/NZS4282:2019 helps address the environmental impact. 

(e) Mr Gibson's report on page 5, second paragraph under “comment” references 

AS/NZS4282:2019 but states that this standard does not relate to the size of a 

sign or the necessary criteria for evaluating nuisance.  However, clause 3.3.5.5. 

(a) to (d) indicates how luminance for a sign can be calculated.  These 

subclauses reference colour, area, intensity and distance for calculating 

luminance and subsequent reference to Table 3.2 and Table 3.5 for evaluation 

of Obtrusive Effects. 

(f) I do agree with Mr Gibson that the Limitation of Brightness in WDC table are 

very relaxed but there is no reference that these limits are for night-time or 

daytime viewing.  As a result, they could be obtrusive in a dark environment at 

night as found via the case studies undertaken in Christchurch and hence an 

upper limit of 175cd/m adopted by CCC prior to the introduction of 

AS/NZS4282:2019.   

(g) Industry Research, best practise guidelines and consultation feedback went into 

the writing of AS/NZS4282:2019 hence it is my opinion that it will be adopted by 

the majority of Territorial Authorities in NZ in the future. 

Lighting  

9.7 In relation to NL-R2 Any Artificial Lighting (1) to (4), I agree with Mr Gibson’s 

explanation and the revised wording of bullet point (1). 

(a) Bullet point (3). Without reference to Tables 3.1, 3.2, 3.3 within 

AS/NZS4282:2019 there is no guidance on the limitation of glare (threshold 
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increment), adaptation level, upward light or maximum intensities of signs within 

differing zones. 

(b) Light – R2 (3) references AS/NZS4282:2019 but this could be contradictory to 

spill light levels indicated (4)a and (4)b.  These lux levels are higher than those 

indicated in AS/NZS4282:2019 Table 3.2 for Low and Medium brightness areas.  

I ask the question is there a reasonable amount of lighting in Whangārei in the 

Low or Medium district brightness areas hence is there a need for lower spill 

light levels relative to these environments. 

(c) There is no reference to any curfew time in these rules so this higher spill light 

could occur all night. 

9.8 In relation to NL-R2 Any Artificial Lighting (3), I agree with Mr Gibson 

AS/NZS4282:2019 is one standard and AS/NZS1158 is a series of standards. 

10. CONCLUSION  

10.1 I will be attending the hearing on this matter and I would be happy to answer any 

questions on my evidence. 

 

Stephen (Steve) James Muir  

7 November 2019 
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1. EXECUTIVE SUMMARY 

1.1 In this statement of evidence, I provide planning evidence on a range 

of matters including additional information to support relief sought, 

consideration of the consistency of proposed relief relative to higher 

order planning documents and, where appropriate, alternative 

provisions for consideration.    

1.2 I also record a large number of the New Zealand Transport Agency’s 

("Transport Agency") submissions have been adopted or otherwise 

addressed.    

1.3 I provide a planning assessment of the Transport Agency's 

submissions in relation to Plan Change 148 – Strategic Direction, Plan 

Change 109 – Transport, Plan Change 82A – Signs, Plan Change 88A 

– City Centre Zone, Plan Change 88J – Precincts, Plan Change 145 – 

Hospital Zone and Re-zoning.  I also respond to the recommendations 

in the Section 42A Report (s42A Report) and, where appropriate, 

respond to other submitters.  

1.4 My key points from this statement of evidence are:  

(a) With some amendments, the Strategic Direction (Growth Urban 

Form) chapter will provide a reasonable framework for the 

provision of Regionally Significant Infrastructure ("RSI").  

(b) The provision of Integrated Transport Assessments (ITA) are 

supported, however, amendments to the ‘triggers’ for when an 

ITA is required are necessary (including for the Northland 

Hospital).   

(c) Provisions to provide amenity for new and alternated residential 

(and other Nosie sensitive activities) where located close to 

Regionally Significant Transport Infrastructure are required.  

These provisions will assist to reduce effects on human health 

and better manage reverse sensitivity effects.  

(d) The Council section 42A report recommends changes to the 

Signs provisions would have resolved a number of the 

Transport Agency’s concerns, however, additional changes 
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would potentially further reduce the effects of signage on the 

transport network.  

(e) Amendments are required to the provisions associated with two 

precincts (Port Nikau and Marsden Technology Park) to ensure 

that effects on the transport network are appropriately 

managed.  

2. INTRODUCTION 

2.1 My full name is Catherine Lynda Heppelthwaite.  I am a principal 

planner for Eclipse Group Limited. I am presenting this planning 

evidence on behalf of the New Zealand Transport Agency (Transport 

Agency). 

2.2 I have read the relevant s42A hearing reports, s42A Report, Proposed 

Plan Changes 82A&B, 88A-J, 109, 115, 136, 143, 144, 145, 147 & 148 

– Urban and Services (Proposed Plan Changes) including the 

supporting technical reports.   I have also reviewed the Errata to the 

Proposed Plan Changes and the Commissioners Minutes.   

2.3 Where I refer to a provision in the notified version of the Proposed Plan 

Changes, I make this explicit.     

2.4 Where the Transport Agency’s submissions have been considered and 

accepted / supported or the provision retained as notified, I generally 

concur with the reasons provided within the s42A reports and for the 

additional reasons noted within my evidence.  These submission points 

are summarised in Attachment 1.   The Transport Agency also made 

a number of further submissions; I have included these in my evidence 

as relevant and unless otherwise noted, the Transport Agency has 

accepted the s42A report recommendations in relation to further 

submissions not addressed in evidence. 

2.5 Matters which I consider require further amendment are addressed 

within this evidence.  These amendments generally seek to clarify or 

modify provisions to provide for the operation, maintenance and repair 

of RSI.  In some circumstances, the changes provide for the 

development of new infrastructure and support for land use and 

transport planning integration land.  
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3. QUALIFICATIONS AND EXPERIENCE 

3.1 I hold a Bachelor Degree in Resource Studies obtained from Lincoln 

University in 1993.  I am a full member of the New Zealand Planning 

Institute, a member of the Resource Management Law Association and 

the Acoustical Society of New Zealand.  I have 21 years’ experience 

within the planning and resource management field which has included 

work for local authorities, central government agencies, private 

companies and private individuals.  Currently, I am practicing as an 

independent consultant planner and have done so for the past 15 

years. 

3.2 I have been engaged by the Transport Agency to: 

(a) review and advise on the Proposed Plan Changes; and  

(b) prepare submissions and further submissions on the Whangarei 

District Plan – Urban Plan Changes.  

3.3 Over the last ten years (approximately) I have been engaged as an 

independent planner by the Transport Agency for specific projects 

including Whangarei District Plan – Rural Plan Changes and the 

Proposed Northland Regional Plan.  I provided similar assistance 

(review, preparation of submissions and planning evidence) for both 

these planning documents.  Other relevant experience includes 

submissions / hearings in relation to the Waikato District Plan 

(extensions to implement greenfield growth areas). 

4. CODE OF CONDUCT 

4.1 I have read the Environment Court’s Code of Conduct for Expert 

Witnesses (2014) and I agree to comply with it.  My qualifications as an 

expert are set out above.  I confirm that the issues addressed in this 

brief of evidence are within my areas of expertise. I have not omitted to 

consider material facts known to me that might alter or detract from the 

opinions expressed. 

5. SCOPE OF EVIDENCE 

5.1 My evidence will address the following: 

(a) The statutory and higher order planning framework; 
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(b) Background; 

(c) The Transport Agency's submissions and further submissions; 

(d) Plan Change 148 – Strategic Direction and Subdivision;  

(e) Plan Change 109 – Transport;  

(f) Plan Change 82A – Signs;  

(g) Plan Change 88A – City Centre Zone;  

(h) Plan Change 88J – Precincts; and  

(i) Plan Change 145 – Hospital Zone.  

5.2 My evidence should be read alongside that of the other witnesses for 

the Transport Agency:  

(a) Ms Nita Chhagan;  

(b) Mr Tim Elliott;  

(c) Mr Matt Collins;  

(d) Mr Richard Landon-Lane; 

(e) Mr Stephen Muir and  

(f) Dr Stephen Chiles.  

 

6. THE STATUTORY AND HIGHER ORDER PLANNING FRAMEWORK 

6.1 In preparing this evidence I have specifically considered the following 

statutory matters and higher order documents:  

(a) The purpose and principles of the RMA (sections 5-8);  

(b) The functions of regional councils (section 30) and territorial 

authorities (section 31); 

(c) Provisions of the RMA relevant to plan-making and consenting;  

(d) New Zealand Coastal Policy Statement (NZCPS); 

(e) National Policy Statement for Freshwater Management 2017; 
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(f) National Policy Statement on Urban Development Capacity 

2017 (NPSUDC); 

(g) Northland Regional Policy Statement (NRPS); and 

(h) Section 42A Hearings Reports.  

6.2 Of particular relevance are the NPSUCD and the RPS.   The NPSUDC 

classifies Whangarei as a ”high growth urban area” and must be 

implemented by WDC.  One of the outcomes of the NPSUDC is that 

territorial authorities provide sufficient housing and business 

development capacity for the short (3 years), medium (3-10 years) and 

long term (10+ years).1   When assessing development capacity, 

consideration must be given to the effect of planning and zoning and 

the provision of infrastructure to support development.  An additional 

outcome is the urban environments where land use, development and 

infrastructure are integrated.2   

6.3 In my opinion, this requires consideration of the adequacy of 

infrastructure before implementing land use changes. 

6.4 Of key importance to assessing the Transport Agency's submissions 

are provisions within the Northland Regional Policy Statement which 

Whangarei District Council shall have regard to3:   

a. Objective 3.7 – Regionally Significant Infrastructure. 

b. Objective 3.8 – Efficient and effective infrastructure. 

c. Policy 5.1.1(e) and (h) – Regional Form (includes provision of 

infrastructure and reverse sensitivity). 

d. Policy 5.1.3(d) – Avoiding the adverse effects of new use(s) and 

development.  

e. Policy 5.1.5, 5.2.4 and 5.3.4 – Methods – Statutory plans and 

strategies (specifies policies which must be given effect to as part 

of lower order and strategic planning processes).  

f. Policy 5.2.1 – Managing the use of resources. 

                                                
1 See Policy PA1 for example. 
2 See Objective OD2.  
3 RMA, Section 74(2)(a). 
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g. Policy 5.2.2 – Future proofing infrastructure. 

h. Policy 5.2.3 – Infrastructure, growth and economic development.  

i. Policy 5.3.1 – Identifying regionally significant infrastructure.    

j. Policy 5.3.2 – Benefits of regionally significant infrastructure.  

k. Policy 5.3.3 – Managing adverse effects arising from regionally 

significant infrastructure. 

6.5 I have considered this framework when undertaking my analysis of the 

s42A recommendations.   

7. BACKGROUND  

7.1 The Transport Agency has three state highways which traverse the 

Whangarei District:  State Highway 1 (SH1), State Highway 15 (SH15) 

(including the link to Port Marsden) and State Highway 14 (SH14).   

The State highway network is identified on the Whangarei District Plan 

Maps as being national (SH1 and SH15 including Port Marsden 

Highway) and regional (SH14) arterials.  In her evidence, Ms Chhagan4 

describers in more detail the Transport Agency’s network and context.   

8. THE AGENCY’S SUBMISSIONS AND FURTHER SUBMISSIONS 

8.1 The Transport Agency made primary submissions and further 

submissions on the Plan Changes. A copy of the submissions are 

located on Council's website5.   

8.2 Within Attachment 1, I have listed the Transport Agency’s primary and 

further submission points that have been adopted, provisions retained 

as notified or provisions where amendments have been proposed and I 

support those.  I have reviewed the s42A reports in which these 

matters are addressed and generally concur with the respective 

reporting planners’ reasons and conclusions.   

8.3 In addition, I agree with those conclusions for some or all of following 

reasons: 

                                                
4 EIC Nita Chhagan, 7 November 2019, Section 6. 
5 http://www.wdc.govt.nz/PlansPoliciesandBylaws/Plans/DistrictPlan/DistrictPlanChanges/Documents/PC-
Urban-and-Services/6-Submission-Information/Urban-and-Services-Summary-of-Submissions.pdf 

http://www.wdc.govt.nz/PlansPoliciesandBylaws/Plans/DistrictPlan/DistrictPlanChanges/Documents/PC-Urban-and-Services/6-Submission-Information/Urban-and-Services-Summary-of-Submissions.pdf
http://www.wdc.govt.nz/PlansPoliciesandBylaws/Plans/DistrictPlan/DistrictPlanChanges/Documents/PC-Urban-and-Services/6-Submission-Information/Urban-and-Services-Summary-of-Submissions.pdf
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(a) Where the notified provision has been retained without 

alteration, I agree for the reasons set out in the Transport 

Agency's primary or further submission; 

(b) The proposed amendments will provide greater clarity to the 

provision or improve its structure; 

(c) The provision has been modified to reflect higher order planning 

documents; and  

(d) Alternative relief is proposed which provides the same or similar 

outcome.  

8.4 However, the effectiveness and efficiency of these amendments may 

be reduced if other amendments sought by the Transport Agency are 

not made or other additional changes are made to the Plan Changes.  

8.5 Throughout my evidence, text which I propose is noted as underlined 

(new text) or strike through (deleted text).  Notified plan change text as 

shown in italics with Section 42A proposed modifications shown in 

bold italics.     

9. PLAN CHANGE 148 – STRATEGIC DIRECTION AND SUBDIVISION  

9.1 The Strategic Direction and Subdivision chapter has been renamed 

Growth and Development Chapter and objectives and policies 

reordered.   This chapter is important as it provides strategic level 

direction in regards to decisions in relation to urban and rural growth, 

development and Regionally Significant Infrastructure (RSI).  It applies 

to all aspects of plan implementation including plan changes.  The 

chapter sets the overall framework for the remainder of the document.  

Objective SD-05 Incompatible Activities 

9.2 The Transport Agency supported this provision and sought that it was 

retained as notified.   The s42A report recommended6 renaming the 

policy to SD-05 Reverse Sensitivity a modification as follows: 

Avoid, remedy or mitigate conflict between incompatible land use 
activities from new subdivision and development 

 

                                                
6 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 122. 
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9.3 I support Objective SD-05 as amended as it appropriately recognises 

the mitigation hierarchy contained within the RMA.  

Objective SD-013 Unanticipated Activities (now UFD-03) 

9.4 The Transport Agency supported this provision and sought that it was 

retained as notified and the s42A report recommends7 this.  It is 

unclear to me however what an unanticipated activity would 

encompass (a noncomplying activity? A new road?) and it is my 

opinion that the policy should be amended to remove that uncertainty 

as follows:     

Manage, and where appropriate avoid the establishment of activities 
that are incompatible with existing or anticipated use uses. or 
unanticipated in the zone. 

 

Objective SD-022 Recognised Benefits (now SD13 and SD-14) 

9.5 The Transport Agency submitted in support of Policy SD-022 and 

requested it to be retained as notified. The s42A report proposed8 an 

amendment splitting the policy into two new policies. I support the 

revision as it more clearly provides for separate objectives for the 

protection of infrastructure and recognises the benefits of infrastructure 

in a manner which is consistent with NRPS Objective 3.7 and Policy 

5.3.  Importantly, the revised policy expressly provides for the benefits 

of RSI. 

Objective SD-023 Adverse Effects (now SD-015) 

9.6 The Transport Agency supported the policy as notified. The s42A 

reporting planner proposed9 minor amendments.  

Avoid remedy, or mitigate or offset adverse effects of the 
development, operation, and maintenance and upgrading of 
Rregionally Ssignificant Iinfrastructure 
 

I support the proposed amendments including the reference to the 

upgrading of RSI.  However, I consider that offsetting should be 

tempered with the words where practicable as it is not mandatory (i.e. it 

is offered by the applicant rather than something which can be required 

by Council) and may not be appropriate in all circumstances.  My 

                                                
7 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 153. 
8 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 180. 
9 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 194. 
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preferred version of Policy SD-023 (with the section 42A amendments 

accepted) is:  

Avoid remedy, mitigate or offset (where practicable) adverse effects of 
the development, operation, maintenance and upgrading of 
Regionally Significant Infrastructure. 

 

Policy SD-P2 Incompatible Land Uses (now Reverse Sensitivity) 

9.7 The Transport Agency sought that the policy be retained as notified. 

The Council's s42A report10 proposed an amendment noting the 

following in response to the submissions:   

To manage the establishment and location of new activities and 
expansion of existing activities to avoid conflicts between 
incompatible land uses. 

9.8 Whilst I support the proposed change as it provides a more holistic 

approach to managing reverse sensitivity effects, the use of avoid 

within the policy sets a very high threshold when considering 

management of potentially incompatible land uses. For example, there 

may be situations where activities can co-locate with effects being less 

than minor, which would be precluded by the current policy wording 

which requires avoidance of all conflicts. I would prefer the word avoid 

is replaced by the word minimise.  

To manage the establishment and location of new activities and 
expansion of existing activities to avoid minimise conflicts between 
incompatible land uses. 

Policy SD-P5 Sustainable Infrastructure 

9.9 The Transport Agency submitted in support of the policy as notified. 

The s42A report recommends retaining the notified wording11.  I agree 

this is appropriate as the policy supports protection of infrastructure 

from incompatible land use and is consistent with NRPS Objective 3.6 

and Policy 5.1, and with revised SD-022. 

Policy SD-P6 Urban Expansion 

9.10 The Transport Agency proposed an additional subclause (c) to ensure 

that urban development occurs in areas which are serviced by 

                                                
10 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 224. 
11 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 247. 
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multimodal transport. The s42A report did not accept the submission12 

on the basis that it may preclude development of areas which are not 

currently supported by multimodal transport options or that provision of 

more multimodal options was not necessarily appropriate in all 

instances. 

9.11 I consider reference to multi modal connections is important to achieve 

more shift and greater land use integration.  In light of the s42A report, 

the Transport Agency’s submission wording could be refined to 

address the concerns expressed within the s42A report as follows: 

To avoid inappropriate urban expansion by: 
1. Ensuring that urban development occurs:  
a. In a planned and coordinated manner.  
b. Where appropriate infrastructure and services can be provided. 
c. In areas which are served by multi modal transport options or, if not 
currently serviced, and where future connection is likely, by providing 
active transport mode infrastructure in new urban developments 

 

9.12 It is my opinion that this amendment will provide for situations where 

for example rural villages are proposed to expand but there are limited 

opportunities for future connections.  

Policy SD-P7 Transport System 

9.13 The Transport Agency supported the policy with amendments as 

follows: 

To enable a safe, effective, efficient and accessible manage an 
effective and efficient transport system by:  
1. Integrating and coordinating transport and land use planning.  
2. Improving access to alternative transport options. 
3. Enhancing the walkability and cycle connections within of 
neighbourhoods. 
4. Concentrating more intensive urban development in close proximity 
to public transport infrastructure. 

 

9.14 The s42A report13 did not accept any amendments to the policy.   It is 

my opinion that enabling a safe, efficient and effective transport system 

(proposed amendment to chapeau clause) is consistent with the 

purpose of the Land Transport Management Act 2013 and that it is 

appropriate to recognise cycling (in addition to walking) within this 

policy (proposed amendment to clause 3).   I consider the Transport 

                                                
12 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 255. 
13 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 261. 
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Agency's proposed new (4) reflects good land use and transport 

planning integration.    

Policy SD-P15 Benefits of Regionally Significant Infrastructure 

(now SD-P32) 

9.15 The Transport Agency and KiwiRail proposed amendments to this 

policy as it is consistent with NRPS Objective 3.8(c) and Policy 5.3.  

The s42A report has largely adopted14 the requested changes and also 

recognised offsetting within the policy framework. 

To have regard to the social, economic and cultural benefits of 
Regionally Significant Infrastructure by enabling the it’s ongoing 
operation, maintenance, development and upgrading of Rregionally 
Ssignificant Iinfrastructure where adverse effects can be avoided, 
remedied, or mitigated or off-set. 

 

9.16 I support the inclusion of 'development' within the policy to clearly 

enable new RSI.  This is consistent with revised SD-022.   

9.17 For consistency with my recommended addition to Objective SD-023, I 

suggest an amendment to include the words where practicable to 

follow offset for the same reasons as set out in paragraph 9.6 above 

(wording proposed with the section 42A amendments accepted):  

To have regard to the social, economic and cultural benefits of 
Regionally Significant Infrastructure by enabling it’s ongoing 
operation, maintenance, development and upgrading where adverse 
effects can be avoided, remedied, or mitigated or off-set (where 
practicable). 

 

Policy SD-P16 Adverse Effects of New Regionally Significant 

Infrastructure (now SD-P33) 

9.18 The Transport Agency sought that the policy was amended as follows:  

1. Allowing adverse effects that have been avoided remedied and 
mitigated to the extent that they are no more than minor; and 

 

9.19 The s42A report proposed some amendments15 to the policy.  

SD-P33 Adverse Effects of New or Upgraded Regionally Significant 
Infrastructure 

 

                                                
14 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 303. 
15 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 331. 
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To manage adverse effects created by new or upgraded network 
utilities and Regionally Significant Infrastructure by:  
Avoiding adverse effects, or allowing adverse effects that have been 
avoided remedied, and mitigated or off-set (where practicable) to the 
extent that they are no more than minor; and  
2. Ensuring damage to or loss of the relationship of iwi […] 

 

9.20 I support the s42AA recommendation for including or Upgraded in the 

title, however I have some concerns regarding the proposed 

amendment.    

9.21 I am concerned that the proposed s42A amendment proposes to retain 

the ‘avoid’ terminology and appears to elevate it above ‘remedy or 

mitigate’.   In particular, the proposed s42A amendment appears to 

offer a two tier ‘test’ of avoid adverse effects or allowing effects which 

have been remedied or mitigated.  This does not reflect Policy 5.3.3(3) 

of the RPS which provides a range of items to be given weight to when 

managing adverse effects of RSI which are no more than minor.    

9.22 I consider an amendment to SD-023 to reflect the intent of RPS Policy 

5.3.3 and also a modification which places ‘avoid’ in a more 

appropriate context.   

9.23 Finally, for consistency with my recommended addition to Objective 

SD-023, I suggest an amendment to include the words where 

practicable to follow offset for the same reasons as set out in 

paragraph 9.6 above.  My amended provision is based on the provision 

as notified with the s42A recommendations I accept in bold.    

To manage adverse effects created by new or Upgraded network 
utilities and Regionally Significant Infrastructure by:  
1. Allowing adverse effects that have been avoided, remedied and 
mitigated to the extent that they are no more than minor and for other 
effects take into account matters listed in the Northland Regional Policy 
Statement 5.3.3(3); and  
2. Ensuring damage to or loss of the relationship of iwi […] 

 

Policy SD-P31  Medium-density, High-density and Residential 

Zones (now SD-P21) 

9.24 The Transport Agency proposed amendments to better reflect the safe  

and accessible nature of transport networks along with ensuring that 

high density zones are serviced by active transport modes.   The s42A 
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report16 has adopted the changes proposed by the Transport Agency.   

I concur with the s42A report and support the changes proposed by the 

Transport Agency which seek safe, accessible and active transport 

networks.  

 

10. PLAN CHANGE 109 – TRANSPORT  

Objective TRA-01 Transport Network  

10.1 The s42A report17 proposes to retain the objective as notified.   The 

Transport Agency sought a change from transport network to transport 

system.   Ms Chhagan18 has correctly identified that both transport 

network and transport system are used interchangeably within the Plan 

Changes.  Neither term has a specific meaning and Ms Chhagan19 has 

proposed that there needs to be additional explanatory text included 

within the Plan Changes to aid interpretation.  I agree with Ms 

Chhagan’s proposal and consider the new text should be located in the 

prefacing text (under the heading Issues) within the Growth and 

Development Chapter and also the Transport Chapter.    

10.2 I have not provided any proposed text at this stage but expect to 

update the Commissioners at the hearing on appropriate wording.  

Policy TRA-P4 Integrated Transport Assessments 

10.3 I support the Transport Agency submission which seeks to retain the 

policy as notified and the s42A report20 which recommends the same 

outcome.   ITA's are a commonly used and well understood method for 

ascertaining and mitigating potential transport effects during the 

consent process.  The policy directly supports the rules regarding ITAs.  

TRA-P11 

10.4 Fonterra and others sought an amendment to the policy as follows: 

                                                
16 Part 2 – Strategic Direction and Subdivision Proposed Plan Change 148, paragraph 390. 
17 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 83. 
18 EIC Nita Chhagan, 7 November 2019, paragraph 8.30.  
19 EIC Nita Chhagan, 7 November 2019, paragraph 8.30. 
20 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 143. 
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To require bicycle parking spaces and end‐of trip facilities for activities 

with high numbers of employees, students or residents in locations 

with suitable passive transport infrastructure 

10.5 The Transport Agency opposed the Fonterra submission on the basis 

that it would not support the safe and efficient operation of the 

transport system. The s42A report21 notes the following in response to 

the submission: 

I recommend including “except where not appropriate” at the end of 
the policy to address the submission points by Fonterra, Summerset 
and Housing NZ. These submissions have identified that there are 
several instances where bicycle parking may not be appropriate or 
desirable and this amendment provides for this assessment on a case 
by case basis. While ‘except where not appropriate’.  does introduce 
some ambiguity to the provision, in my opinion it is the most efficient 
way of addressing the issues raised by the submitters 

10.6 The s42A proposed the following amendment.    

To require safe and secure bicycle parking spaces and end-of-trip 
facilities for activities with high numbers of employees, students or 
residents, except where not appropriate. 

10.7 I support the inclusion of safe and secure and I acknowledge that 

agreeing to the submission points will address the concerns of the 

submitter.  However: 

a. it is not helpful to plan implementation to have ambiguous policies 

that require a case by case assessment of whether it is appropriate 

or not to provide bicycle parking; and  

b. the proposed wording except where not appropriate is likely to lead 

to an erosion of opportunities to provide end of trip facilities and 

undermine other policies (eg. UFD-P2) which seek to support 

alternative transport modes.   

10.8 Further, Fonterra have no requirement to provide any bicycle parking22 

on their Kauri Milk processing site so changes to this policy would be of 

no relevance.    (TRA- Appendix 1, Activities within the Fonterra Kauri 

Milk Processing Site).     

                                                
21 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 123. 
22 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147,Attachment 2: Recommended 
TRA Chapter Pfd page 23 TRA- Appendix 1, Activities within the Fonterra Kauri Milk Processing Site 
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10.9 For these reasons, I do not support adopting wording except where not 

appropriate.  

TRA-15 Restricted Discretionary Integrated Transport 

Assessments 

Technical Assessment 

10.10 Mr Elliott has provided a detailed technical response to the Transport 

Agency’s request to amend specific triggers for when an ITA is 

required.   Mr Elliott concludes23 that additional triggers for ITAs are 

required as the reliance on car parking numbers (as compared with 

gross floor area or occupancy) is not suitable in all instances.  Mr 

Collins reaches a similar conclusion in his evidence.  

10.11 Mr Elliott24 recommends changes to both TRA15 and companion rule 

TRA-16.  I accept and adopt Mr Elliott’s evidence in this regard.  

Northport Limited  

10.12 The Transport Agency lodged a further submission opposing Northport 

Limited25 request to exempt the Port Zone from all other plan changes. 

This would include Plan Change 109 (Transport).   Whilst State 

Highway 15 provides primary access to Marsden Port, this does not 

negate the need for Northport (or other activities located adjacent to 

the State Highway) to be subject to suitable site-based transport 

provisions to manage potential effects on the transport system.  I 

concur with the s42A report that there is insufficient information 

provided to understand the potential implications of excluding Northport 

from transport provisions and whether transportation effects, including 

cumulative effects, can be suitably addressed without the requirement 

to prepare and implement ITAs.  

Amenity Provisions (New) 

10.13 The Transport Agency and KiwiRail have sought a range of provisions 

to provide amenity protection and protect human health for new 

sensitive activities locating in close proximity to the State highway or 

rail corridor.  The provisions will also assist to reduce potential reverse 

sensitivity effects on the state highway network arising from the 

                                                
23 EIC Tim Elliott, 7 November 2019, paragraph 5.11 to 5.15. 
24 EIC Tim Elliott, 7 November 2019, paragraph 5.16. 
25 Northport Ltd, submission number 132.1. 
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establishment of these new sensitive activities (which is consistent with 

RPS Policy 5.1.1 and proposed plan policy SD-P2). 

10.14 The details of the proposed rules are outlined in the primary 

submission of the Transport Agency and explained in the section 42A 

report.  In summary there are three parts to the rules: 

(a) Achievement of minimum levels of outdoor noise or 

installation of a suitable noise barrier;  

(b) Achievement of indoor noise levels, with the noise level 

varying depending on the type of building; and 

(c) Achievement of maximum road vibration levels. 

10.15 If the standards are met then construction of any new building or 

alteration of any existing building is a permitted activity.  If the 

standards are not met then those activities are restricted discretionary.   

10.16 I understand the Transport Agency is has sought and continues to 

seek similar rules in district plans throughout the country and such 

rules have already been included in district plans in Hamilton, 

Otorohanga and Hauraki. The approach of protecting amenity and 

human health from noise is a common mechanism in relation to other 

infrastructure (for example, ports and airports).  

10.17 I accept the view of Dr Chiles that Nosie and vibration can result in the 

loss of amenity and health issues.   I support Dr Chiles view that 

provision of suitable amenity provisions can assist in reducing these 

types of effects.   

10.18 In considering this issue I consider RPS Objective 3.6 to provide 

helpful guidance:  

3.6 Economic activities – reverse sensitivity and sterilisation 
The viability of land and activities important for Northland’s economy 
is protected from the negative impacts of new subdivision, use and 
development, with particular emphasis on either:  
(a) Reverse sensitivity for existing:  
[…] (iv) Existing and planned regionally significant infrastructure;  
or (b) Sterilisation of: […] (ii) Land which is likely to be used for 
regionally significant infrastructure. *Includes aggregates and other 
minerals. 
 
Explanation 
[…] 
The focus is on protecting the viability of land and activities important 
for Northland’s economy. Rather than absolute protection, it allows for 
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some minor impediment or restriction (for example, noise or discharge 
restrictions) but not to the extent that it would make the use of the 
land or activity unviable, or would substantively interfere with the 
continued operation of existing lawfully established activities at 
current levels. 

 

10.19 The approach put forward by the Transport Agency and Kiwirail seeks 

to enable suitable land use (ie not absolute protection) with a potential 

minor impediment (eg noise or vibration) / restriction (requirement for 

construction standards).  Concurrently, it also looks to provide for the 

social wellbeing of future residents in new areas in close proximity to 

regionally significant road and rail infrastructure.   

10.20 I therefore agree with Dr Chiles that the costs of addressing noise 

effect is a necessary component of use and development of land in 

close proximity to existing roads.  In the absence of these controls this 

land should not be considered appropriate for development, in the 

same way as other environmental constraints like land instability or 

flooding.  

10.21 I understand the section 42A report writer has opposed the rule on the 

basis that the economic implications have not been substantiated and 

there should be an obligation placed, at least in part, on the Transport 

Agency to address. 26  

10.22 Under section 32AA of the RMA an assessment needs to be 

undertaken of the potential costs and benefits of the rule, its 

effectiveness and efficiency and the risk of acting or not acting.   

(a) I rely on the evidence of Dr Chiles in relation to the potential 

costs associated with complying with the rules.   

(b) The benefits iinclude making further land available for 

residential and business development while protecting the 

health and amenity of future residents and occupants.  Without 

the rule, development of this kind may occur but there will be 

potential effects on the future land occupants.    

(c) I acknowledge that the rule has the potential to impact a large 

number of properties; 7500 according to the section 42A report.  

However, only those properties with new buildings or alterations 

                                                
26 Part 9 – Services Plan Changes Proposed Plan Changes 109, 136 & 147, paragraph 350-351. 
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to buildings will be directly affected.  Existing buildings will not 

experience any additional costs.  The rule is therefore well 

targeted to only those new or extended activities that seek to 

locate in the vicinity of RSI.    

10.23 I note that Rule NAV.6.6 of the Operative District Plan (in relation to 

activities establishing near the Airport Environment) manages additions 

to residential buildings in the following manner: 

1. Within the Air Noise Margin:  

a. A minor addition or alteration to an existing building, which is not to 

be used as a habitable room, is a permitted activity.  

b. The following are controlled activities within the Outer Control 

Boundary:  

i. The addition of a habitable room; […] 

 

10.24 This is a similar approach proposed by the Transport Agency and 

KiwiRail.    

10.25 I support the provisions put forward by the Transport Agency and 

KiwiRail for these reasons and consider the provisions should be 

adopted with one minor amendment.  The amendment is to make it 

clear that non-habitable spaces and other spaces not used for noise 

sensitive activities do not have to meet the proposed provision 

(Transport Agency submission in italics, my proposed amendment in 

bold:  

TRA-RXX  

Insert New Text 

At any point within 100m of a state highway carriageway or 100m from 

the legal boundary of the rail corridor 

Permitted Activity  

Where: 

1A. A minor addition or alteration to an existing building 

containing noise sensitive activities, which is not a habitable 

room, or to be occupied by noise sensitive activities, is a 

permitted activity.   

 
10.26 Finally, on this specific provision I have had discussions with Ms Pam 

Butler, Senior RMA Advisor for KiwiRail, and we are closely aligned in 

our opinions on this matter. 



 

BF\59533195\1 | Page 19 

11. PLAN CHANGE 82A – SIGNS  

11.1 The Transport Agency made a wide variety of submissions in regard to 

Plan Change 82A.   A large number of the submissions have been 

resolved by the amendment to the definition of illuminated sign. 

11.2 A range of submissions have not been accepted by Council and these 

are addressed specifically by Mr Landon-Lane and Mr Muir.  Messrs 

Landon-Lane and Muir have provided a detailed assessment of the 

submission points of the Transport Agency which were not agreed with 

in the s42A report.     

11.3 Mr Landon-Lane has summarised that his position27 which is, for the 

reasons outlined in his evidence, he supports the amendments sought 

by the Transport Agency in its submission.  In particular, he supports:  

(a) Adding a new (or similar) rule SI-R2-1(e);  

(b) Inserting a new (or similar) rule SI-R2-1(f);   

(c) Inserting similar controls to rule SI-R9 into rule SI-R10 to 

manage the number and area of signs;  

(d) Amending SI-R17-2(c); 

(e) Adding a new provision to rule SI-R17-2(h); and 

(f) Inserting a new (or similar) rule SI-R17-2(e) and (f).    

11.4 Mr Landon-Lane28 also supports (in relation to proposed rule SI-R2-

9(e)) amending the wording to provide greater clarity:  

(a) "No sign wording, colour or text style shall be the same or 

similar to any Official Sign, Road Sign or traffic signal".  

11.5 Mr Muir29 has provided a detailed assessment of the submission points 

of the Transport Agency which were not agreed with in the s42A report.     

11.6 I rely on the technical advice provided by Mr Muir30 and adopt his 

recommended amendments to the following provisions: 

                                                
27 EIC Richard Landon-Lane, 7 November 2019, section 9 
28 EIC Richard Landon-Lane, 7 November 2019, section 9.2 
29 EIC Stephen Muir, 7 November 2019. 
30 EIC Stephen Muir, 7 November 2019. 
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a. SI-02 – minor amendments to objective;  

b. SI-R2 – implement relief sought by the Transport Agency; and  

c. SI-R17 – implement relief sought by the Transport Agency. 

 

12. PLAN CHANGE 88A – CITY CENTRE ZONE  

12.1 The Transport Agency requested a new policy for the City Centre to: 

4.  Enable activities that encourage best practice urban design to 
support a transition from private vehicle to public transport, active and 
shared modes. 

 

12.2 The s42A report31 did not support the policy as the planner considered 

the notified Policies CC-P1, CC-P2, CC-P3 and CC-P9 already provide 

for this. 

12.3 I do not agree with the s42A recommendation as I consider while 

Policies CCP1, P2, P3 and P9 do support good urban outcomes, none 

of the Policies are specifically aimed at transitioning from private to 

public and active transport modes.     

 

13. PLAN CHANGE 88J – PRECINCTS  

13.1 The Transport Agency generally opposed the Port Nikau Precinct 

provisions and made a further submission32 in opposition onto the ADL 

request to rezone to Light Industry with a precinct (Marsden 

Technology Park Precinct).  

13.2 Mr Collins has provided a detailed assessment of the submission 

points of the Transport Agency which were not agreed with the s42A 

report relative to the Port Nikau Precinct and the proposed Marsden 

Technology Park Precinct. 

Port Nikau Precinct     

                                                
31 Part 3  – Plan Changes, paragraph 88. 
32 X331 NZTA. 
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13.3 Mr Collins33 has made a detailed assessment of the operative and 

notified provisions along with considering submissions and the 

recommendations of the s42A report.   Mr Collins notes34: 

(a) The Council’s s42A report contains two recommendations both 

of which relate to the same Port Nikau land holding and 

submission.  The primary (and preferred) recommendation is 

proposed as Port Nikau Precinct provisions, the secondary 

(less preferred) is proposed as Port Nikau Development Area  

provisions.  

(b) With minor amendments the Port Nikau Precinct provisions are 

consistent with the operative Port Nikau Environment 

provisions, and will ensure that transport effects on the state 

highway network can be appropriately managed. 

(c) The Port Nikau Development Area provisions (Councils 

secondary recommendation) are not consistent with the 

operative Port Nikau Environment provisions, and may not 

provide assurance that effects on the state highway network 

can be appropriately managed. 

13.4 I accept the opinion of Mr Collins and for the reasons set out in his 

evidence support the following amendments he proposes in his 

paragraphs 5.17 and 5.20.  

Marsden Technology Park Precinct  (MTPP)   

13.5 Mr Collins35 has considered the MTPP submission which requests a 

new Light Industrial zone with a Precinct to enable a technology based 

precinct.    Mr Collins records that he agrees with the transport 

assessment of Mr MacKenzie within the section 42A report36.  Based 

on Mr Collins and Mr McKenzie’s assessment, there appears to be a 

lack of adequate assessment and potentially significant transport 

effects on SH15 that need to be managed.  Mr Collins recommends the 

following amendments to the MTPP provisions:  

                                                
33 33 EIC Mathew Collins, 7 November 2019. 
3434 EIC Mathew Collins, 7 November 2019, paragraph 1.2 
35 EIC Mathew Collins, 7 November 2019. 
36 EIC Mathew Collins, 7 November 2019, paragraph 6.11. 
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(a) identify an appropriate trigger to upgrade the McCathie 

Road/One Tree Point Road/State Highway 15A intersection to a 

roundabout to manage safety and efficiency effects; and  

(b) identify an appropriate mechanism to provide a complying 

sightline from the McCathie Road/State Highway 15A 

intersection towards the northeast, across private land within 

the MTPP. 

13.6 I have discussed with Mr Collins whether specific transport provisions 

could be formulated to ensure that appropriate mitigation is provided.   

The applicant’s traffic assessment does not provide sufficient details to 

allow this; for example there is no method to ensure sight lines are 

provided for intersection visibility (eg building setbacks) and a left taper 

lane may be required. 

13.7 Mr Collins and I consider that a further (more detailed) transport 

assessment should be provided prior to any building works 

commencing on the site and in this regard I propose a restricted 

discretionary activity rule with matters of discretion and assessment 

limited to transport and reflect of the existing provisions in the 

Transport Chapter:     

New Provision 
Industrial LIZ-PREC2-R6 Restricted Discretionary Activity: 
All new buildings  Restricted Discretionary Activity  
 
Matters of discretion 
Refer to TRA-15  
 
Assessment Criteria  
Refer to TRA-15  

 

14. PLAN CHANGE 145 – HOSPITAL ZONE  

Northland District Health Board  

14.1 The Transport Agency opposed the Special Purpose zoning of 

Northland Hospital and the Northland District Health Board’s (NDHB) 

submission37 in its entirety.  Its opposition was on the basis that while it 

acknowledged the strategic role of the Hospital, it considered transport 

matters required further modifications to ensure the safe and efficient 

                                                
37 Northland District Health Board Submission Number 206, whole of submission. 
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operation of the transport system.  As described further by Mr Elliott38, 

the Hospital gains access from State Highway 14 in close proximity to 

its intersection with Stage Highway 1.   

14.2 The NDHB provided the Transport Agency with an ITA39  Mr Elliott has 

reviewed the ITA and, while generally supportive of the data40, he has 

concerns that the impacts of the Hospital on State Highway 14 may not 

be fully reflected.41  In particular he considers: 

a. The projected growth of the hospital, both in in-patient beds and 

outpatient services, is likely to have a larger impact on the 

transport system than the assessment concludes; and   

b. The ITA also lacks detailed information on the planning and 

programming of the development as it is funding dependant.  

14.3 Mr Elliott has concluded42 that given the potential effects of the 

projected growth on the NDHB’s site, a further ITA will be required and 

this can be managed through proposed amendment43 to TRA-R15 and 

TRA-16.  

14.4 Both the Transport Agency and NDHB have shown a positive intention 

to continue to work together and it is anticipated an update will be 

provided at the hearing if necessary.  

 

15. REZONING 

Northport Ltd 

15.1 The Transport Agency made a further submission opposing a 

submission by Northport Ltd44.  Northport requested additional 

residential land in the Marsden Point/One Tree Point area and the 

creation of a 'precinct' that would enable development. 

                                                
38 EIC Tim Elliot, 7 November 2019, paragraph 5.18. 
39 Northland District Health Board, Whangarei Hospital Redevelopment Integrated Transport Assessment, 
October 2019, prepared by GHD.  
40 EIC Tim Elliott, 7 November 2019, paragraph 5.20. 
41 EIC Tim Elliott, 7 November 2019, paragraph 5.20 and 5.21. 
42 EIC Tim Elliott, 7 November 2019, paragraph 5.24 
43 EIC Tim Elliott, 7 November 2019, paragraph 5.16. 
44 Northport Ltd, Submission number 132.13. 
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15.2 The s42A report45 rejected the request as no specific mapping or 

descriptions were provided with the submissions. I agree with the 

opinions expressed in the s42A report and would further add that no 

technical assessment regarding potential transport (or other 

infrastructure) effects was provided with the submission.  

General 

15.3 The Transport Agency opposed46 a number of smaller scale requests 

to zone land generally from a rural zoning to residential. The s42A 

report did not recommend accepting the majority of the site specific 

rezoning requests . 

15.4 The Transport Agency also opposed the submission of Housing New 

Zealand (now Kainga Ora)47 where it sought large-scale rezoning 

across the majority of residential zones within Whangarei.  

15.5 Ms Chhagan48 has outlined that the Transport Agency is supportive of 

comprehensive integrated land use and transport planning where 

consistent with strategic planning and good practice urban form 

outcomes.  Where integrated planning has occurred (including 

integrated transport assessments), she has indicated the Transport 

Agency is often supportive of land use changes, particularly where 

those support mode neutral transport solutions and a more compact 

urban form. 

15.6 I also support the need for integrated land use and transport planning 

and to this extent agree with Ms Chhagan’s opinion and that of the 

s42A report49 (particularly in regard to the Kainga Ora submission) 

indicating there is insufficient information to support the re-zonings 

requested.  

 

Cath Heppelthwaite 

7 November 2019 

                                                
45 Part 8 – Zoning Submissions Proposed Plan Changes 88A, 88B, 88C, 88D, 88E, 88F, 88G, 88H, 88I and 
115, paragraph 229. 
46 For example, Submission numbers 280.1, 314.1-.3,  
47 Housing New Zealand, Submission number 268, whole of submission. 
48 EIC Nita Chhagan, 7 November 2019, paragraph 3.2(b)(i). 
49 Part 8 – Zoning Submissions Proposed Plan Changes 88A, 88B, 88C, 88D, 88E, 88F, 88G, 88H, 88I and 
115, paragraph 196. 
 



 

BF\59533195\1 | Page 1 

Attachment 1:   

Submissions Accepted/Supported 

Provision Number  Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report  

SD-03 Growth Accommodate future growth 
through urban consolidation of 
Whangarei City, existing suburban 
nodes and rural villages, to avoid 
urban development sprawling into 
productive rural areas. 

Submission:  Retain with amendment. 
Reason: Objective aligns well with addressing one of 
the significant issues for the District that is “the 
efficient development and maintenance of 
infrastructure”.   A restructure of the objective is 
however recommended to better reflect its purpose:  
 
Accommodate future growth through: 

(a) urban consolidation of Whangarei City, 
existing suburban nodes and rural villages, 
and  

(b) to avoiding urban development sprawling 
into productive rural areas. 

Part 2, para 101 
I also disagree with the submissions proposing other 
amendments (NZTA, Public Health Northland and 
Southpark). In my opinion the notified version of the 
objective is wide enough to consider all aspects of the 
amendments sought by these submitters, or the relief is 
covered by other provisions. I recommend that the wording 
of the objective is retained. 

SD-O9 Land Use 
and Transport 
Planning  

Promote safe, compact, sustainable 
and good quality urban design that 
responds positively to the local 
context.  

Submission:  Retain with amendment.   
Reason:  The Agency seeks to better align this 
objective with Government strategic priorities 
including planning for all modes.  
 

Maintain and eEnhance accessibility, safety and 
liveability for communities and integrate land use 
and mode-neutral transport planning.  
 

Part 2, para 131 
Regarding NZTA’s submission on SD-O9, in my opinion it is 
appropriate to ‘maintain and enhance’ accessibility. This 
will at the least ensure that existing accessibility is 
maintained as development proceeds. Requiring all 
applications to enhance accessibility is onerous and in my 
opinion may lead to unintended consequences by 
discouraging applications for minor developments. I agree 
with adding a safety aspect to the objective however I do 
not support including the terms ‘liveability’ or ‘mode-
neutral’ to the objective 
 

SD-O12 Urban 
Design 

Promote safe, compact, sustainable 
and good quality urban design that 
responds positively to the local 
context.  

Submission:  Retain as notified. 
Reason: The Agency supports sustainable, good 
quality urban design including the design of urban 

Part 2, para 147 
Retain SD-O12 as notified. 
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S42A Report  

infrastructure such as footpaths, bike lanes and 
carriageways.  

SD-P9  Alternative 
Modes of 
Transport 

To support alternative modes of 
transport by promoting higher 
residential densities around nodes of 
suburban development and public 
transport infrastructure. 

Submission:  Retain with amendment. 
Reason: Policy 9 aligns with the Transport Agency’s 
strategic and statutory objectives and, with an 
amendment, reflects the Council’s approach to 
parking in the City Centre.   

 
To support alternative modes of transport by 
promoting higher residential densities around 
nodes of suburban development and public 
transport infrastructure and by managing the 
provision of car parking.  

Part 2 para 272 
I do not consider it necessary to include the management 
of car parking. If, as the submission states it is a matter for 
the CCZ than it is more efficient and effective to manage 
car parking through the provisions for that zone. 
Amend SD-P9 as detailed in Attachment 1 

SD-P10  Urban 
Design 

To protect character and amenity by 
managing built form and 
encouraging best practice urban 
design 

Submission:  Retain as notified. 
Reason: The Agency supports sustainable, good 
quality urban design including the design of urban 
infrastructure such as footpaths, bike lanes and 
carriageways. 

Part 2, para 279 
Retain SD-P10 as notified 

SDP13  Open 
Space Linkages 

To increase the functionality and 
effectiveness of the open space 
network by ensuring that linkages 
are created between new and 
existing areas of open space through 
subdivision design. 
 

Submission:  Retain with amendment. 
Reason: The Agency considers open space networks 
provide excellent opportunities for walking and 
cycling linkages and that this should be reflected 
within the policy and is consistent with SD-P14 “to 
provide for active sport and recreation….” 
 

To increase the functionality and effectiveness of 
the open space network by ensuring that 
linkages (including walking and cycling linkages) 
are created between new and existing areas of 
open space through subdivision design. 

Part 2, para 288 
I also support the relief sought by NZTA as it highlights the 
importance of walking and cycling linkages to connect the 
open space network. 
Amend SD-P13 as detailed in Attachment 1 

SD-P17 Adverse 
Effects of Existing 
Regionally 

To manage adverse effects from the 
operation, maintenance and 
upgrading of existing network 

Submission:  Retain as notified. 
Reason: SD-P16 supports the protection of 
infrastructure from incompatible land use which is 
consistent with NRPS Policy 5.3.3.  

Part 2 para 346 
Retain SD-17 as notified: 
[now SD-34] 
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S42A Report  

Significant 
Infrastructure 

utilities and Regionally Significant 
Infrastructure by:  
1. Allowing adverse effects that are 
not significant while the 
maintenance or upgrading is being 
undertaken.  
2. Requiring that any permanent 
adverse effects are the same or 
similar to the adverse effects that 
existed before the maintenance or 
upgrading was undertaken. 

 

SD-P20 City Centre 
Zone 

To ensure that the viability, vibrancy 
and activity of the City Centre is 
maintained and enhanced by 
applying the City Centre Zone to a 
limited area:  
1.  In the core of Whangarei City 
where a consolidated centre is 
maintained.  
2.  With high amenity values and 
active frontages at ground floor. 3.  
Where existing uses and 
development support a vibrant and 
pedestrianised environment. 

Submission:  Retain with amendment.  
Reason:  The Agency considers all active transport 
modes will assist in supporting vibrant city centre 
environment. 
 

To ensure that the viability, vibrancy accessibility 
and activity of the City Centre is maintained […] 
3. Where existing uses and development support 
a vibrant and pedestrianised accessible 
environment for active transport modes. 

Part 2 para 357 
I do not support the amendments requested by NZTA or by 
Housing NZ. In my opinion the requested changes are not 
appropriate within a zoning policy. While I agree that better 
accessibility and that signalling that residential use as being 
encouraged might support achieving a vibrant CC, these 
matters are outcomes and I consider that they are best 
addressed within the objectives and policies for the CC and 
other supporting zones. In my opinion, the proposed 
changes neither strengthen or aid interpretation of SD-P20 
and I consider that the notified wording properly supports 
appropriate application of the CC. 
Retain as notified. 

SD-P22  
Commercial Zone 

To provide for a mix of commercial, 
business and small scale industrial 
activities without materially 
reducing the economic potential of 
other Business Zones by applying the 
Commercial Zone in locations where: 
[…] 

Submission:  Retain with amendment.  
Reason:  A minor amendment is proposed to 
strengthen multimodal access.  
 

3. Good transport access across different 
transport modes is available.  

Part 2 para 362 
I do not support the amendments requested by NZTA. 
While I agree that there are advantages to multimodal 
access, I do not agree that the changes are minor, or 
appropriate within this zoning policy. In my opinion, the 
changes would focus zoning of the COM around locations 
where there are multimodal connection points and support 
zoning of locations that are not appropriate for the COM. 
The changes also in my opinion have the potential to 
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S42A Report  

undermine other criteria within SD-P22 (such a proximity 
to the CC) as well the objectives and policies in the COM. 
Retain as notified. 

SD-P24 Light 
Industrial Zone  
 

To provide for small scale industrial 
activities and larger scale trade retail 
activities by providing for the Light 
Industrial Zone in locations that:  
[…] 
2. Are in proximity to major 
transport routes. 

Submission:  Retain with amendment. 
Reason:  The provision should reflect a safer systems 
approach and facilitate safe access rather than just 
proximity to major transport routes.    
 

2. Are in provided with safe access to proximity 
to major transport routes. 

Part 2 para 370 
In my opinion NZTA have requested an amendment to SD-
P24 that requires access to be established, but this level of 
detail is not necessary when considering the most 
appropriate zoning of a location. Safety of access can be 
ensured and managed through compliance with the TRA 
chapter in my opinion. 
Retain as notified. 

SD-P25 Heavy 
Industrial Zone  
 

To enable noxious and large scale 
industrial activities to operate, 
expand and establish by providing 
for the Heavy Industrial Zone in 
locations that: […] 
2. Are in proximity to major 
transport routes. 

Submission:  Retain with amendment. 
Reason:  The provision should reflect a safer systems 
approach and facilitate safe access rather than simply 
proximity.    
 

2. Are in provided with safe access to proximity 
to major transport routes. 

Part 2 para 375 
My response to NZTA’s is the same as for SD-P24 above 
Retain as notified.  

SD-P39 Rural 
Urban Expansion 
Zone 

To identify areas as Rural Urban 
Expansion Zone that: […] 

Submission:  Retain with amendment. 
Reason:  Rural Expansion areas should be supported 
by good access to public transport and other transport 
modes.   
 

To identify areas as Rural Urban Expansion Zone 
that: […] 
10. Are well connected to all transport modes 

Part 2 para 405 
My response with respect to SD-P39 is the same as for SD-
P35 above [para 396] 
para 396 
The zoning policy for the RPZ was introduced into the WDP 
as part of the rural plan changes (PC85). These provisions 
recently became operative in March 2019 following 
Environment Court mediation on appeals to the plan 
changes. Due to the short time frame that has elapsed since 
these provisions became operative, I do not recommend 
any changes to these provisions, other than minor 
consequential amendments to correct grammatical errors. 
Retain as notified 
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S42A Report 

TRA-O2 Integrate 
Transport and 
Landuse Planning 
 

Integrate landuse and transport 
planning to ensure that landuse 
activities, development and 
subdivision maintain the safety and 
efficiency of the transport network. 
 

Submission:  Retain with amendments. 
Reason: Minor amendments are proposed to reflect 
the wider transport system which caters for all modes 
(including public transport, active and shared modes). 
 

Integrate landuse and transport planning to 
ensure that landuse activities, development 
and subdivision maintain and enhance the 
safety and efficiency of the transport network 
system including active transport modes. 

Part 9 Para 85 
With regard to TRA-O2, I do not support the amendments 
requested by NZTA […] for the following reasons: 
•Requiring safety and efficiency to be ‘enhanced’ is not 
always achievable, particularly for development that 
creates additional more road users. 
•Including “active transport modes” is inefficient in my 
opinion as I consider this to be inherently included in 
“transport network”.  
 

TRA-O3 Active and 
Public Transport 
 

Encourage and facilitate active 
transport and public transportation. 

Submission:  Retain with amendment. 
Reason: A broadening of the objective wording is 
sought to reflect mode shift identified in the Strategic 
Direction provisions.  
  

Encourage and facilitate active transport and 
public transportation including a transition 
from private vehicle to public transport, active 
and shared modes.  

 

Part 9 Para 86 
In my opinion the amendment to TRA-O3 sought by NZTA 
is restating/rephrasing the objective as already notified and 
does not contribute to the efficiency and effectiveness of 
the objective. I do not support the inclusion of “shared 
modes” as it is not clear what is meant by this. My inference 
is that it is referring to modes of transport in which 
travellers share vehicles, but this is very broad and could 
include options such as park and rides, hitchhiking, taxis 
and high occupancy vehicle lanes. Some of these transport 
modes are outside the control of the district plan and are 
activities that, in my opinion, should not be actively 
encouraged. 

TRA-O4 – Safety 
and Efficiency  

Provide suitable and sufficient 
vehicle crossings, access, parking, 
loading and manoeuvring areas that 
contribute to the safe and efficient 
functioning of the transport 
network. 

Submission:  Retain with amendment. 
Reason: The safe and effective operation of the 
transport network (all modes) must be prioritised over 
access, parking and manoeuvring.  
 

Provide suitable and sufficient vehicle 
crossings, access, parking, loading and 
manoeuvring areas that do not adversely affect 

Part 9 Para 87 
There are numerous submissions requesting amendments 
to TRA-O4. I recommend that KiwiRail’s submission point 
be accepted in full for the reasons stated in their 
submission5. 
 
Note that KR’s submission is the same as NZTAs.  



 

BF\59533195\1 | Page 6 

Provision Number  Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

contribute to the safe, effective and efficient 
functioning of the transport system network. 

TRA-O5 Urban 
Design 
TRA-O6 Future 
Growth 

All provisions  Submission:  Retain as notified. 
Reason: These provisions provide support for the 
construction, operation and maintenance of a multi 
modal transport system and will ensure that future 
growth can be supported by appropriate transport 
infrastructure.   

Part 9: Para 90 
Retain TRA-O1 –O3 and O6 as notified. 
Amend TRA-O5 as set out in Attachment 2. -01 

TRA -P1 – Design, 
Construction and 
Maintenance 

 Submission:  Retain with amendment.   
Reason:  The Policy is supported with minor 
amendments to reflect safety as a broader focus on all 
transport modes.  
 

1. Provides a safer systems approach to the  and 
efficient transport network. 
 
6. Provides pedestrian and cyclist access to 
connect roads and public spaces where they 
would offer a significantly shorter walking 
route. 

Part 9: Para 114 
I generally support and agree with the submission points 
onTRA-P1 for the reasons outlined in the submissions7. I do 
not support the inclusion of “systems approach” in clause 
1 as the meaning is unclear. 
 
Submission on (6) accepted.  

TRA-P5 – Active 
Transport 

To promote active transport by 
facilitating cycle and pedestrian 
connectivity within new subdivisions 
and developments and, where 
appropriate, to existing 
developments, reserves and other 
public spaces. 

Submission:  Retain with amendment. 
Reason:  A broader approach to transport (beyond 
vehicles) is supported. Amendments to the policy are 
proposed to strengthen this approach. 
 
Transition from private vehicle to public transport, 
active and shared modes.  
 

To promote active and shared transport modes 
by facilitating cycle and pedestrian connectivity, 
including slow streets or shared space 
environments, within new subdivisions and 
developments and, where appropriate, to 

Part 9: Para 118 
I do not support NZTA’s submission points on TRA-P5 
because the terms that are requested for inclusion are not 
defined and lack clarity. Methods such as ‘slow streets’ and 
‘shared space environments’ are not excluded by the policy 
as notified, and if appropriate can be considered 
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existing developments, reserves and other 
public spaces. 

TRA-P7 – Access 
and Intersections 

To ensure that access and 
intersections are designed and 
located so that:  
1. Good visibility is provided.  
2. Vehicle manoeuvres are 
accommodated.  
3. They are sufficiently separated so 
as not to adversely affect the free 
flow of traffic. 

Submission:  Retain with amendment. 
Reason:  A broader approach to transport (beyond 
vehicles) is supported. Amendments to the policy are 
proposed to strengthen this approach. 
 

To ensure that access and intersections are 
designed and located so that:  
[…] 
2. Vehicle manoeuvres, public transport, active 
and shared modes are accommodated.  

Part 9 para 119 
I support the amendments sought by NZTA and Housing NZ 
for the reasons outlined in their submissions, except for the 
inclusion of “shared modes” for the reasons discussed in 
paragraph 86above. 

TRA-P9 – Car 
Parking 

To allow for reduced on-site parking 
spaces where appropriate based on: 
1. Surrounding transport 
infrastructure. 2. Proximity to the 
City Centre, Local Commercial or 
Neighbourhood Commercial Zones. 
3. The provision of additional 
amenities on-site. 4. The ability to 
mitigate car parking spillover effects. 

Submission:  Retain as notified. 
Reason:  The Agency generally supports reduced or 
no on site car parks in areas that are well serviced by 
other transport modes.  In particular, there needs to 
be sufficient investment and planning in viable 
alternative transport options to ensure that that spill 
over parking potential is managed at the consenting 
stage.  

Part 9, para 121 – changes made in response to another 
submitter. 
 

TRA-R8 Crossings, 
Access and 
Parking Areas 

Activity Status: P Where: 
[…] 

Submission:  Retain with amendment. 
Reason:   TRA-R8 does not mention sight distances but 
they are shown on Table TRA8 in Appendix 8.    Table 
TRA8 has taken into consideration the ONRC and the 
sight distances shown reflect this and this approach is 
supported.  
 
A note is recommended which advises plan uses that 
any crossings, access and parking areas with access to 
the State Highway network need to reference the NZ 
Transport Agency’s Planning Policy Manual. 
 

Part 9: para 166 
I do not support the inclusion of a note in TRA-R8 
referencing NZTA’s Planning Policy Manual. Consent is 
already required for crossings fronting a state highway 
under TRA-R5. Appropriate sight distances can be 
considered under this consent process. I do however 
support the inclusion of a new note to TRA Appendix 2A as 
sought by NZTA to provide guidance for plan users. In my 
opinion this is sufficient to advise plan users that NZTA 
approval is required and as part of this approval NZTA may 
refer applicants to their Planning Policy Manual. 
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Note: Any vehicle access areas with direct access 
to the State Highway network need to reference 
the NZ Transport Agency’s Planning Policy 
Manual to determine minimum site distances. 

TRA-R8 Crossings, 
Access and 
Parking Areas 

 Submission:  Retain with amendment. 
Reason:  Access and construction within the State 
highway requires the approval of the Transport 
Agency and can give rise to safety issues and 
detrimental traffic effects if not properly managed.  
Additional rules are requested to reflect limited access 
road restrictions. 
 

A.  Restricted Discretionary Activity:  

 
1. Any land use activity that would require direct 
access to a state highway which is not a 
motorway, expressway or Limited Access Road at 
a location where there is currently no such direct 
access, or would require any alteration to, or 
increase in use of, an existing direct access to 
such a state highway.  
 
2. Any subdivision that would require direct 
access to a state highway that is not a motorway, 
expressway or Limited Access Road, except 
where it is a non-complying activity according to 
[Rule C]. 
 
B.   Discretionary activity:  
1. Any land use activity that would require direct 
access to a state highway which is a Limited 
Access Road at a location where there is currently 
no such direct access, or would require any 

Part 9: para 171 
It is unclear what would be the benefit of the additional 
rules sought by NZTA regarding landuse activities and 
subdivisions that require direct access to state highways. 
TRA-R5 already requires consent for vehicle crossings onto 
a state highway. In addition, NZTA has Limited Access Road 
powers as discussed above. In my opinion it is 
inappropriate to include provisions which appear to be 
duplicative. 



 

BF\59533195\1 | Page 9 

Provision Number  Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

alteration to, or increase in use of, an existing 
direct access to such a state highway.  
 
2. Any subdivision that would require direct 
access to a state highway that is a Limited Access 
Road, except where it is a non-complying activity 
according to [Rule C].  
 
C.    Non-complying: 
Any subdivision that requires direct access onto a 
state highway that is not a motorway or 
expressway that is below the minimum allotment 
size for that zone. 

TRA-R13 
Electric Vehicle 
Charging Stations 

Activity Status: P  
Where: 1. Any parking area where 
50 or more car parking spaces are 
required by Appendix 1 provides at 
least 1 electric vehicle charging 
station per every 50 required car 
parking spaces. 

Submission:  Retain with amendment. 
Reason:  The Agency supports the provision of electric 
vehicle charging stations. It is however recommended 
that amendments are made to the rule to ensure the 
vehicle charging parks are used specifically for vehicle 
charging activities. This is to prevent the vehicle 
charging station spaces being occupied for vehicles 
which are not actively using the charging facilities. 
 
Activity Status: P Where:  

1. Any parking area where 50 or more car 
parking spaces are required by Appendix 1 
provides at least 1 electric vehicle charging 
station per every 50 required car parking 
spaces. 

2. Occupation of the electric vehicle charging 
station is limited to vehicles actively utilising 
the charging facilities. 

Part 9 Para 225 
As such, I consider it appropriate to amend this definition 
to require charging stations to be available for use by 
electric vehicles instead of being available for public use. In 
my opinion this addresses the concern raised by NZTA. 

TRA-RX 
New Provision  

 Submission:  Include as amendment. Part 9 para 309 
It is unclear what the intended outcome of referencing 
technical guidance on bicycle parking is. In my opinion this 
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Reason:  Bicycle parking is supported, however the 
inclusion of technical guidance or reference to this is 
recommended.  Examples include: 
http://content.tfl.gov.uk/Workplace-Cycle-Parking-
Guide.pdf 

guidance is more appropriately provided through Council’s 
Urban Design Guidelines and I do not recommend that it be 
included within PC109. 

TRA-R14 
Subdivision 

Matters of Control: Submission:  Retain with amendment. 
Reason:  The matters of discretion do not mention 
provision of cycle facilities.        
 

Matters of Control: 
[…] 
13. Pedestrian and cycle connections to public 
roads from existing reserves and/or pedestrian 
accessways, especially where the connection 
will provide a significantly shorter walking 
distance.  
14. Design of pedestrian and cycle connections 
to ensure ease of use, accessibility and safety 

Part 9 para 235 
I support the amendments sought to the matters of control 
for the reasons outlined in the submissions by NZTA and 
Housing NZ25.I do however recommend retaining 
“upgrading” within matter of control 12 as this may be a 
relevant consideration as part of a subdivision application. 

TRA-R15 
Restricted 
Discretionary 
Integrated 
Transport 
Assessments 

Matters of discretion:  
1. Effects on the sustainability, 
safety, efficiency, effectiveness and 
convenience of the adjacent 
transport network.  
2. Required improvements, 
alterations or extensions to the 
adjacent transport network to 
mitigate adverse effects.  
3. The need for pedestrian and 
cyclist connections to adjacent 
destinations.  
4. Adverse effects on streetscape 
and amenity.  

Submission:  Retain with amendment. 
Reason:  A minor amendment is proposed to reflect 
accessibility of the transport network.  
 
1. Effects on the sustainability, safety, efficiency, 
effectiveness and accessibility convenience of the 
adjacent transport network.  

Part 9 Para 257-58 
In response to NZTA and KiwiRail, I recommend that TRA-
R15 be amended as set out in Attachment 2 to improve 
clarity. 
 

http://content.tfl.gov.uk/Workplace-Cycle-Parking-Guide.pdf
http://content.tfl.gov.uk/Workplace-Cycle-Parking-Guide.pdf
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5. Recommendations and proposed 
mitigation measures of the 
Integrated Transport Assessment. 

TRA-R15 
Restricted 
Discretionary 
Integrated 
Transport 
Assessments 

Compliance Standard:  
1. TRA-R15 does not apply for any 
allotment where consent has 
previously been granted for the 
allotment under Rule TRA-R15.  
 

Submission:  Retain with amendment. 
Reason: Clarification is sought to ensure this provision 
applies where there has been an ITA produced 
previously and activity / land use remains the same.  
 

1. TRA-R15 does not apply for any allotment 
where consent has previously been granted for 
the allotment under Rule TRA-R15 and there is 
no proposed change to allotment size or land 
use activity.  

Part 9 Para 257-58 
In response to NZTA and KiwiRail, I recommend that TRA-
R15 be amended as set out in Attachment 2 to improve 
clarity. 
 
I acknowledge the reasoning of NZTA’s requested 
amendment to the compliance standard of TRA-R15. In my 
opinion, the rule as notified is appropriate as it applies to 
residential subdivision. The intention of the rule is to 
require an ITA at the time of subdivision for larger 
greenfield allotments and ensure a comprehensive 
assessment is undertaken. However, with regard to 
activities requiring more than 50 car parking spaces I agree 
that an amendment is required to ensure that an ITA is 
undertaken whenever such an activity occurs. Without this 
amendment there would be a loophole where an applicant 
could undertake an ITA for a relatively small-scale activity 
and then have no further ITA requirements within the site 
for future development. 

TRA-R15 
Restricted 
Discretionary 
Integrated 
Transport 
Assessments 

Compliance Standard:  
1. […]  
 
Note: Any application shall comply 
with information requirement TRA-
REQ1. 

Submission:  Retain with amendment. 
Reason:   The note should be reworded as a 
compliance standard to ensure that TRA-REQ1 is met.  
 

Compliance Standard:  
1. […] 
2. Note: Any a Applications shall comply with 
information requirement TRA-REQ1. 

 

TRA-R16 
Discretionary 
Integrated 
Transport 

 Submission:  Retain with amendment. 
Reason:  An amendment to the prefacing text is 
proposed to ensure it is clear that the rule requires an 
ITA. 
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TRA-R16 Discretionary Integrated Transport 
Assessments 
An integrated transport assessment is required 
Wwhere:  
1. Any activity (or activities) that requires an 
increase […] 

TRA-R16 
Discretionary 
Integrated 
Transport 
Assessments 

Compliance Standard:  
1. TRA-R15 does not apply for any 
allotment where consent has 
previously been granted for the 
allotment under Rule TRA-R16.  
 
 

Submission:  Retain with amendment. 
Reason: Clarification is sought to ensure this provision 
applies where there has been an ITA produced 
previously and activity / land use remains the same.  
 

1. TRA-R16 does not apply for any allotment 
where consent has previously been granted for 
the allotment under Rule TRA-R16 and there is no 
proposed change to allotment size or land use 
activity.  

Not accepted.  
 

TRA-R16 
Discretionary 
Integrated 
Transport 
Assessments 

Compliance Standard:  
1. […] 
Note: Any application shall comply 
with information requirement TRA-
REQ2. 

Submission:  Retain with amendment. 
Reason:   The note should be reworded as a 
compliance standard to ensure that TRA-REQ2 is met.  
 

Compliance Standard:  
1. […] 
2. Note: Any a Applications shall comply with 
information requirement TRA-REQ2. 

Accepted.  

TRA-REQ1 
Information 
Requirement  

 Submission: Retain with amendment. Reason: Item (d) 
(iv): refers only to efficient and effective functioning 
of the transport network. An amendment as 
requested to also provide for safety. 
 
 (d) (iv) The accessibility of the development by private 
motor vehicles and the suitability of the proposed 
access and use of the site with respect to the safe 

Part 9: para 260 
support the amendment sought by NZTA to TRA-
REQ1.1(d)(iv) for the reasons outlined in their submission.  
However, I recommend that this be included in TRA-REQ2 
as a result of the recommended changes to the information 
requirements. 
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efficient and effective functioning of the transport 
network. 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(1)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

1. Located within a 200m walk of a public 
transport stop with a frequency of at least 
30 minutes on weekdays between 7am 
and 6pm.  Reduction available when the 
activity operates on weekdays between 
the hours of 7am and 6pm. 
 

It is not clear why it is a weekday service only.  The 
hours of operation of the activity which receives a 
reduction should be commensurate with the weekday 
service on which the reduction relies.    
 
Further, it is unclear what the term reduction per 
service relates to. Does this mean each bus which 
stops at the relevant stop?  The Agency requests that 
this term is clarified.   

Part 9 para 323 
I recommend amendments to criterion 1 to clarify that the 
reduction applies in proximity to transport stops rather 
than services. I do not recommend linking the parking 
reduction to the hours of operation of the transport 
service. In my opinion itis impractical for an activity to 
provide higher parking levels at certain times of the day and 
reduced parking at other times. The hours and frequency 
stated in the criteria are intended to approximate a 
relatively high frequency service indicating an area where 
public transport options exist. 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(2)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

2. Located within a 400m walk from a car 
parking lot containing at least 50 car 
parking spaces that are available for use 
free of charge to by the public. 
 

The choice between free or paid parking will influence 
car park selection. Reliance on paid parking is likely to 

Part 9 para 324 
I do not recommend including “free of charge” in criteria 2. 
Car park charging is outside the control of the district plan 
and is not a relevant consideration in my opinion. NZTA 
refers to unintended consequences as a result of reliance 
on paid parking. My inference is that their concern is 
related to spill over parking into residential streets. 
However, this can be managed through various non-RMA 
methods such as resident parking permits 
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encourage parking in other free parking locations in 
the vicinity and have unintended consequences.  

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(3)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  

 
3. Located within a 400m walk of a City Centre 
parking exemption zone (Appendix 1E) or a Local 
Commercial or Neighbourhood Commercial Zone. 
 

It is unclear why proximity to one of the three listed 
zones would be a reason to support a parking shortfall.  
It is suggested that this criteria be removed and based 
on the (assumed) success of the existing parking 
exemption area, with the parking exemption area 
being extended at a later date. 

Part 9: para 322 
I support the deletion of criteria 3 and 7, and the merging 
of criteria 4 and 6, for the reasons outlined in NZTA’s 
submission38. 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(1)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

3. Located within 1.2km of a designated 
cycle route 

 
This criteria should be combined with criteria 6 as it 
will result in the provision of extra bicycle parks in 
close proximity to cycling facilities. 

Part 9: para 322 
I support the deletion of criteria 3 and 7, and the merging 
of criteria 4 and 6, for the reasons outlined in NZTA’s 
submission38. 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

Part 9, para 325  
I do not recommend deleting criterion 5 as this type of 
activity represents a scenario where reduced car parking 
may be appropriate as the different activities have different 
demand times for parking and can share parking spaces. 



 

BF\59533195\1 | Page 15 

Provision Number  Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

on-site car parking reduction factors 
(1)  
 

4. Developments that contain a mix of both 
residential activities and activities where 
people are employed on-site 

 
This criteria will only remain relevant where the 
building residents work on site. This may be difficult to 
ensure compliance with on an ongoing basis.  The 
Agency requests that it is deleted. 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(1)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

5. Bicycle parking spaces are provided on-
site beyond the requirements under Rule 
TRA-R2 and the site is located within 
1.2km of either an existing cycle route or 
a cycle route with confirmed funding and 
a construction program. 

 
This provision is supported when combined with 
Criteria 4.   

Part 9: para 322 
I support the deletion of criteria 3 and 7, and the merging 
of criteria 4 and 6, for the reasons outlined in NZTA’s 
submission. I recommend minor wording amendments to 
criterion 6 to improve its efficiency and effectiveness.  do 
not consider it appropriate to provide for a parking 
reduction where there is confirmed funding for a future 
cycle path because the benefits of active transport usage 
would not be present at the time a parking reduction factor 
would be provided for and the timing of the construction of 
the cycle path would be uncertain 

Appendix 1E. 
Minimum On-site 
Car Parking 
Reduction Factors  

Any activity which meets any of the 
reduction factors detailed in Table 
TRA 5 is permitted to reduce the 
required on-site car parking spaces 
accordingly. Table TRA 5. Minimum 
on-site car parking reduction factors 
(1)  
 

Submission: Retain with amendment. 
Reason:  The Agency supports careful consideration of 
parking reduction applications.   The criteria provided 
should be refined to assist with this.  
 

1. Internal landscaping is provided within 
the parking area or immediately adjacent 
to the parking area beyond the 
requirements under Rule TRA-R11   

 
This provision should be deleted; whilst it may provide 
a more pleasant environment, there is no obvious 

Part 9: para 322 
I support the deletion of criteria 3 and 7, and the merging 
of criteria 4 and 6, for the reasons outlined in NZTA’s 
submission38. 
[Note:  NZTA submission should reference be criteria 7, not 
1]. 
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relationship between providing increased landscaping 
and reducing demand for car parks. 

Appendix 2A. 
Vehicle Crossings 
Per Site 

The number of vehicle crossings per 
site shall not exceed those stated in 
Table TRA 6. 

Submission: Retain with amendment. 
Reason: Vehicle access to the State Highway is 
managed in accordance with the NZ Transport 
Agency’s Planning Policy Manual which includes 
specifications for vehicle crossings. An advisory note is 
proposed indicating that State highway access is 
subject to a separate approval process.  
 

Note: 1. Vehicle access to all State highways is 
managed by the NZ Transport Agency and access 
requires the approval the NZ Transport Agency. 

Accepted.  
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Signs (SI) Overview Submission:  Retain with amendment.  
Reason:  The Overview recognises that signage can have 
effects on the transport network in terms of safety and 
luminance.  In addition, the provision recognises the role 
of road controlling authorities.  
However, the Plan also needs to recognise that digital 
signage needs be stringently managed to ensure the 
transition of images does not result in adversely 
impacting on the safety of the region’s transport network 
by causing driver distraction. The Agency therefore 
requests the following changes to the Overview wording: 
 

The importance of the role of signs needs to be 
balanced against the impact that excessive, poorly 
designed or inappropriately located signs can have, 
particularly on the safety of the transport network 
traffic and the amenity values of an area. 
 
However, controls on the design, number, size and 
location of signage are also required in order to 
ensure that the amenity values of the various zones 
within the District are maintained and so that signs 
do not compromise the safe and efficient operation 
of the transport network traffic safety and/or the 
legibility of certain areas. 
Illumination Illuminated and digital signage of 
signage is becoming increasingly used within the 
Whangarei District and may be associated with 
businesses or advertising.  Illuminated signage is 
generally considered an effective method of 
advertising and attracting business due to its 

Part 10 para 40 
I agree with the addition of “transport network” to replace 
traffic in the second paragraph as requested by NZTA.  
• I agree with all the changes to the third paragraph 
requested by NZTA.  
• I agree with some, but not all changes in the fourth 
paragraph requested by NZTA, for the reasons given in 
Topic t with respect to “digital signage”.  
• I agree with the additions requested by NZTA to the last 
paragraph. 
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predominance against a dark background.  However 
careful consideration needs to be applied to the 
design and location of illuminated and digital signage. 
This is because poorly designed and located 
illuminated and/or digital signage can have a 
detrimental impact on the surrounding environment 
including amenity and the safe and efficient 
operation of the region’s transport network. 
 
Signs may also be subject to landowner approval and 
requirements imposed by the road controlling 
authority under the Land Transport Act 1998. All 
signs located on or over a State highway are subject 
to the NZ Transport Agency Signs on State Highways 
Bylaw 2010. 

SI-O1 Provision 
for Signs 

Signage is provided for across a 
range of zones where:  
[…] 
2. It does not adversely impact 
heritage values, traffic and 
pedestrian safety, or impede the 
efficient use of infrastructure.  

Submission:  Retain with amendment. 
Reason: Objective 1 provides for the efficient use of 
infrastructure and traffic and pedestrian safety which 
align with the Agency’s statutory objectives. The 
amendment sought is to broaden the application of this 
objective to recognise that cyclists also use the transport 
network and there is a need to protect their safety. 
 

2. It does not adversely impact heritage values, 
traffic, and pedestrian, and cyclist safety, or impede 
the efficient use of infrastructure. 

Part 10,para 50 
 
I support the amendments sought by NZTA relating to the 
inclusion of cyclist safety within SI-O1 and the safe and 
efficient operation of the transport network within SI-O2. 
I agree that the amendments will ensure the policy 
framework of the SI chapter aligns with NZTA’s statutory 
objectives requiring a holistic consideration of users of the 
transport network.  
 
I note that a consequential amendment should be made 
to SI-O1 to replace ‘traffic safety’ with ‘transport network’ 
to ensure consistency across the objectives and policies. 
However, for the reasons stated in Topic t, I do not 
consider it appropriate to make reference to “digital 
signage”. 

SI-P1 Scale and 
Intensity  

To provide for signage across a 
range of zones at a scale and 
intensity which ensures that the 

Submission:  Retain as notified. 
Reason:  Policy 1 provides for site specific signage, traffic 
safety which align with the Agency’s statutory objectives. 

Part 10 par a68 
Retain SI-P1 – P6 as notified 
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signage maintains the character 
and amenity of these zones and 
traffic safety within these zones by: 
1. Requiring signage to relate to the 
goods or services available on site. 
2. Limiting the size, location, and 
design of signage. 3. Requiring the 
consideration of cumulative effects 
of signage, taking into account 
whether the signage in conjunction 
with existing signs will create visual 
clutter or other adverse cumulative 
effects on amenity values or traffic 
safety. 

SI-P3 Health and 
Safety Signs  

To provide for signage required to 
protect the health and safety of the 
community and enable navigation. 

Submission:  Retain as notified. 
Reason:  Policy 3 recognises the importance of some 
signage (eg road naming or directional signage).  

Part 10 par a68 
Retain SI-P1 – P6 as notified 

SI-P4 Traffic 
Safety Signs  

To manage signs visible from roads, 
including the State Highway, to 
maintain traffic safety by: 1. 
Providing for road signs associated 
with road safety where they are 
designed and erected by the 
relevant authorities for the purpose 
of traffic control or public safety. 2. 
Controlling the location, size and 
design of signage visible from 
roads. 

Submission:  Retain as notified. 
Reason:  Policy 4 manages the effects of signs visible from 
the transport network and this is consistent the Agency’s 
statutory objectives.  
 

Part 10 par a68 
Retain SI-P1 – P6 as notified 

SI-P5 -Shared 
Location and 
Consolidated 
Signs 

 

Submission: Retain as notified. 
Reason: Policy 5 discourages proliferation of remote 
signage including where signs face state highways.  
Reducing signage facing a state highway reduces the 
likelihood of driver distraction. 

Part 10 par a68 
Retain SI-P1 – P6 as notified 
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SI-P7- Illuminated 
Signage (Amenity 
and Character) 

SI-P7- Illuminated Signage (Amenity 
and Character) 

Submission: Support with the following (or similar) 
amendment. 
Reason: Policy 7 recognises that the brightness of all 
signage needs to be carefully managed to mitigate 
distracting, dazzling and/or blinding drivers. However 
digital signage is becoming an increasingly popular form 
of advertising. Poorly designed and located, digital 
signage increases the likelihood of a driver being 
distracted from the core driving task, especially where 
digital signs divert the drivers’ attention from the ‘eyes 
forward’ position.50  
 

SI-P7 – Illuminated and Digital Signage (Amenity and 
Character) 

Part 10 para 66 
I support the part of NZTA’s submission seeking to amend 
SI-P7 to include the word “design” into the objective, as in 
my opinion this is a useful clarification and addition to the 
policy. However, I do not support the relief requested by 
NZTA to delete “brightness” from the policy given that this 
term is consistently used throughout the SI chapter. I do 
not support the insertion of “digital” for the reasons 
stated in Topic t. 
 

SI-P7- Illuminated 
Signage (Amenity 
and Character) 

To require illuminated signage to 
maintain the amenity and character 
of the zone and Resource Areas in 
which it is located by:  
 
1. Limiting the use of Illuminated 
signage in zones where amenity 
values are higher and the 
background lighting levels are 
generally lower.  
2. Controlling the location and 
brightness of illuminated signage in 
the City Centre, Mixed Use, 
Commercial, Shopping Centre, Light 
Industry, Heavy Industry, Local 
Commercial and Sport and Active 
Recreation Zones.  
 

Submission: Retain with amendment. 
Reason:  To ensure that the Plan recognises the need to 
manage the design and location of both illuminated and 
digital signs to promote transport safety. This is because 
poorly designed and located signs can result in the 
distraction of driver’s. 
 

To require illuminated and digital signage to maintain 
the amenity and character of the zone and Resource 
Areas in which it is located by:  
 
1. Limiting the use of Illuminated and digital signage 
in zones where amenity values are higher and the 
background lighting levels are generally lower.  
 
2. Controlling the design and location and operation 
and brightness of illuminated and digital signage in 
the City Centre, Mixed Use, Commercial, Shopping 

Part 10 para 66 
I support the part of NZTA’s submission seeking to amend 
SI-P7 to include the word “design” into the objective, as in 
my opinion this is a useful clarification and addition to the 
policy. However, I do not support the relief requested by 
NZTA to delete “brightness” from the policy given that this 
term is consistently used throughout the SI chapter. I do 
not support the insertion of “digital” for the reasons 
stated in Topic t. 
Check attachment 2 

                                                
50 Roberts P, Boddington K, Rodwell L, 2013, Impact of Roadside Advertising on Road Safety,  Austroads Ltd Sydney 

https://infohub.nzta.govt.nz/otcs/cs.dll/open/15111902
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Centre, Light Industry, Heavy Industry, Local 
Commercial and Sport and Active Recreation Zones. 

SI-P8 – 
Illuminated 
Signage (Traffic 
Safety) 

SI-P8 – Illuminated Signage (Traffic 
Safety) 

Submission: Retain with amendment. 
Reason: Policy 8 seeks to manages effects of illuminated 
signs on traffic safety.  However, Policy 8 as drafted 
overlooks the need to similarly manage the design and 
location of digital signs. Poorly designed digital signs can 
affect transport safety as their purpose is to attract 
attention which can divert a driver’s attention away from 
the core driving task and therefor increase the risk of a 
crash.  
 

SI-P8 – Illuminated and Digital Signage (Transport 
Traffic Safety) 

Part 10 para 67 
I support NZTA’s submission to amend SI-P8 to require 
illuminated signage to be located and designed to 
“minimise” (as opposed to “manage”) potential adverse 
effects on traffic safety. I consider that a stronger 
management approach is warranted in this instance given 
that the SI objectives require the adverse effects of 
illuminated signage on traffic safety to be avoided or 
mitigated. However, for the reasons stated in Topic t, I do 
not consider it appropriate to reference “digital signage”. 
Check attachment 2 

SI-P8 Illuminated 
Signage (Traffic 
Safety)  

To require illuminated signage to 
be located and designed to manage 
the potential for adverse effects on 
traffic safety. 

Submission:  Retain with amendment. 
Reason: The Agency broadly supports Policy 8 in that it 
seeks to manage the effects of illuminated signs on traffic 
safety. However, it is appropriate for the Plan to also 
recognise that digital signage needs to be carefully 
designed and located to avoid similarly impacting on the 
safe and efficient operation of the region’s transport 
system. Consistent with the Agency’s broader 
submissions on this Plan, the Agency is concerns that 
poorly designed and located illuminated and/or digital 
signs increase the likelihood of driver distraction.  
 

To require illuminated and digital signage to be 
located and designed to minimise manage the 
potential for adverse effects on traffic safety. 

Part 10 para 67 
I support NZTA’s submission to amend SI-P8 to require 
illuminated signage to be located and designed to 
“minimise” (as opposed to “manage”) potential adverse 
effects on traffic safety. I consider that a stronger 
management approach is warranted in this instance given 
that the SI objectives require the adverse effects of 
illuminated signage on traffic safety to be avoided or 
mitigated. However, for the reasons stated in Topic t, I do 
not consider it appropriate to reference “digital signage”. 
Check attachment 2 

SI-R1 An Activity 
Not Otherwise 
Listed in this 
Chapter 

Note - All temporary signs located 
on vehicles, within the legal road 
boundary, on road verges, road 
reserves, or on private land where 
they are visible from an adjoining 

Submission:  Retain with amendment. 
Reason: The Notes do not recognise the role of the 
Transport Agency as road controlling authority for the 
State highway network.   Amendments to both  Notes are 
requested:    

Part 10 para 93 
I support the changes requested by NZTA to the notes for 
SI-R1. I agree that numbering the notes and clarifying 
NZTA’s role as a road controlling authority for the state 
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or adjacent property and roads, are 
regulated by Council Bylaws.  
Note - Signage content (such as 
offensive messages), whether 
temporary or permanent, located 
on vehicles within the legal road 
boundary, on road verges, road 
reserves, or on private land where 
they are visible from an adjoining 
or adjacent property(s) and roads 
are regulated by Council Bylaws 
and may also be subject to the 
provisions of SI. 

 
[…] are regulated by Council Bylaws and the New 
Zealand Transport Agency (in relation to State 
highways). 
 
[…] and roads are regulated by Council Bylaws, the 
New Zealand Transport Agency (in relation to State 
highways) and may also be subject to the provisions 
of SI. 

 
The Notes should be numbered (1) and (2) for ease of 
referencing.  

highway network is a useful clarification that will help with 
the interpretation and administration of the rule. 
 

SI-R2 to SI-R12, 
SI-R15 

Restricted Discretionary Activity 
Assessment criteria:  
Lighting and traffic safety effects 

Submission:  Retain as notified. 
Reason:  Inclusion of lighting and traffic safety effects as 
an assessment criteria will enable an appropriate 
assessment of potential effects.   

Part 10 para 84 
I agree that the matters of discretion for rules SI-R2 – R15 
should be retained as notified. 

SI-R2 Any Sign 
Visible from 
Beyond the Site 
on which it is 
Located 

Heading  
SI-R2 Any Sign Visible from Beyond 
the Site on which it is Located 

Submission:  Retain with amendment. 
Reason:   Include words ‘all zones’ in heading so that it is 
clear this provision relates to all signs.  
 

SI-R2 Any Sign Visible from Beyond the Site on which 
it is Located (All zones) 

Part 10, para 103  
I agree with the suggested addition of “all zones” within 
the title of SI-R2 and consider that this will improve clarity 
on the application of the rule. 

SI-R10 Any sign 
within the Heavy 
Industry, 
Marsden Primary 
Centre Industry 
Zones, Port and 
Strategic Rural 
Industry Zones  

Activity status:  P (permitted) 
Where: 1. The height of any sign 
affixed to a building or structure 
does not exceed the height of the 
building or structure to which the 
sign is affixed. 2. The height of any 
freestanding sign does not exceed 
9m.  

Submission:  Retain with amendment. 
Reason:  The SRIE and Heavy Industry zones adjoin the 
State highway network.  There appears to be no limitation 
on the area or number of permitted signs.  Similar 
controls to SI-R9 are requested to manage number and 
area of signs in SI-R10:  
 

3. No more than one freestanding sign is permitted 
per road frontage where a single establishment 
occupies a site. If a site has two frontages the signs 
shall have a separation distance of 25m 

Part 10, para 136 
While there may be merit in adopting additional signage 
controls within these zones, I do not consider that there is 
sufficient information or justification to adopt these 
changes at this time. In my opinion the relief requested is 
too onerous and restrictive in the applicable zones where 
greater signage requirements are likely to be needed and 
there is a much lower level of amenity needing to be 
managed.  
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4. On a site with a frontage of less than 25m, the total 
signage area does not exceed 3m2.   
 
6. On a site with a frontage greater than 25m: a. The 
total signage area does not exceed 0.12m2 per metre 
of frontage up to a maximum area of 6m2. b. No sign 
has an area greater than 3m2.  

SI-R13 Any 
Official Sign  

Activity Status: P (Permitted) Submission:  Retain as notified. 
Reason:  The Agency supports official signage as a 
necessary part of transport network operation.  

Part 10 para 142 
I agree that SI-R13 should be retained as notified. 

SI-R15 Any 
Community Sign 

Activity Status: P (Permitted) 
Where […]  

Submission:  Retain with amendment. 
Reason:  The Agency requests a further permitted activity 
standard be included to reflect its policy for signage 
(https://www.nzta.govt.nz/assets/resources/advertising-
sign-alongside-sh/ad-signs-brochure.pdf) within the 
State highway corridor.  

Activity Status: P (Permitted) Where: 
4. The sign is located within the road or any public 
place, the following controls are met: 
a. No more than one community sign is permitted 
per site frontage to the road.  
b. The total display area shall comply with the 
permitted activity sign rules for the adjoining zone.  
c. The sign is not within a vehicular carriageway, 
shared path, cycleway or footpath.  
d. The speed limit is less than 70km/hour.   
Note: Signs located on or over roads, footpaths and 
public places are also subject to standard 
construction requirements for public safety 
purposes as specified in the Council Bylaw. Signs 
may also be subject to landowner approval and 
subject to requirements imposed by the road 

Part 10 para 148 
I support NZTA’s submission point in so far as it relates to 
imposing additional controls on community signs located 
within the reserve area of State Highways. Technical 
evidence2 has been provided to support the inclusion of 
these standards as they relate to State Highways. 
However given the differences in legal and physical 
formation between State Highways and the wide range of 
district roads captured by the definition of “road” under 
the WDP, in my opinion further information is required to 
confirm the appropriateness of imposing these standards 
on all roads. 
 
Amend SI-R15 as set out in Attachment 2. b. Amend 
definition of “Illuminated Sign” as set out in Attachment 1 
of Part 1 of the s42A Report 

https://www.nzta.govt.nz/assets/resources/advertising-sign-alongside-sh/ad-signs-brochure.pdf
https://www.nzta.govt.nz/assets/resources/advertising-sign-alongside-sh/ad-signs-brochure.pdf
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controlling authority under the Land Transport Act 
1998. 

 
Definition of a community sign.  
Community Sign means a sign displaying information 
relating to the location of public facilities, place-names, 
destinations of historical, cultural, spiritual, sporting, or 
scenic significance, and the advertising of public, sporting, 
recreation, community, social or cultural events 

SI-R17 Any 
Illuminated Sign  

Activity Status: RD (Restricted 
Discretionary) 

Submission:  Retain with amendment. 
Reason: The effects of both illuminated and digital 
signage can similarly blind, dazzle and/or distract drivers. 
Consequently, it is appropriate for the Council through 
the Plan to recognise the need to manage the design and 
location of both illuminated and digital signage to ensure 
they do not create adverse transport safety effects. The 
following change to the rule is sought to broaden the 
scope of Rule S-17 to enable the assessment of digital 
signs as a Restricted Discretionary Activity within the 
zones scheduled. 
 

SI-R17 Any Illuminated or Digital Sign 
1. The illuminated or digital sign is located within 

the following zones:  
2. The illuminated or digital sign: 

Part 10 para 166 
NZTA has requested the policy framework of the SI 
chapter differentiate between “illuminated signs” and 
“digital signs”. No definition or supporting information has 
been provided by NZTA to clearly differentiate between 
illuminated and digital signage and without further 
clarification, it is unclear as to the subsequent implications 
of adopting this requested change. As notified, the 
definition of “illuminated sign” captures any sign that uses 
illumination to display content, whether static, flashing, 
animated or otherwise. I acknowledge that a number of 
submissions have either raised concerns or questioned 
the types of signs captured by the illuminated signage 
rules. As such, I recommend a consequential amendment 
to the definition of “illuminated signs” to improve clarity 
and understanding of the definition and provisions for 
illuminated signs. This includes adding the following 
wording at the end of the notified definition “digital signs, 
and signs that incorporate flashing, animation and 
variable message displays.” In my opinion, this wording 
addresses the concerns raised in submissions about the 
types of signs that should be captured, to ensure that all 
“illuminated signs” are addressed within the provisions, 
without the need to add new rule content specific to 
"digital signs”. 
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SI-R18 Any 
Illuminated Sign 

S-18 - Any Illuminated Sign 
Activity Status: D (Discretionary)  
Where:  
1. The sign is located within the 
following zones:  
a. Living  
b. Neighbourhood Commercial  
c. Open Space  
d. Conservation  
e. Waterfront  
f. Marsden Primary Centre-Town 
Centre South  
g. Airport  
h. Ruakaka Equine  
i. Rural Production  
j. Rural Living  
k. Rural Village Residential  
l. Rural Urban Expansion  
m. Rural Village Industry  
n. Rural Village Centre  

Submission: Retain with amendment. 
Reason: The effects of both illuminated and digital 
signage can blind, dazzle and/or distract drivers. 
Consequently, it is appropriate for the Plan to recognise 
the need to manage the design and location of both 
illuminated and digital signage to ensure they do not 
create adverse transport safety effects. The following 
change to the rule title is sought to broaden the scope of 
Rule S-18 to enable the assessment of digital signs as a 
discretionary activity within the zones scheduled. 
 

S-18 - Any Illuminated or Digital Sign 

Part 10 para 166 
As such, I recommend a consequential amendment to the 
definition of “illuminated signs” to improve clarity and 
understanding of the definition and provisions for 
illuminated signs. This includes adding the following 
wording at the end of the notified definition “digital signs, 
and signs that incorporate flashing, animation and 
variable message displays.” In my opinion, this wording 
addresses the concerns raised in submissions about the 
types of signs that should be captured, to ensure that all 
“illuminated signs” are addressed within the provisions, 
without the need to add new rule content specific to 
"digital signs”. 
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Chapter Title   Submission:  Retain with amendment. 
Reason: The chapter should be renamed Outdoor 
Lighting to better reflect its content.   
 

Outdoor Lighting  
 

Part 10 para 176 
In our opinion, NZTA’s request to include ‘Outdoor’ in the 
Lighting chapter title is unnecessary and we consider that 
given the nature of the provisions in the NL chapter it is evident 
that the chapter relates only to outdoor lighting. Further, the 
Standards provides mandatory direction that all chapters and 
sections must use specific standardised titles as indicated in 
Table 16 of the Standards, unless otherwise specified. Table 16 
‘Unique identifier table for chapters, sections and zone 
framework’ references ‘LIGHT-Light’ as the unique identifier 
for this chapter. The inclusion of ‘Outdoor’ is therefore not 
consistent with the Standards, and accordingly we do not 
support it. 

Overview  Whole provision Submission: Retain with amendment. 
Reason: For consistency with the Transport 
Agency’s submission on the chapter title and for 
completeness the below (or similar) amendments 
are sought for consistency.  Other minor 
amendments are also proposed to recognise that 
lighting assists with the wayfinding and safety of 
cyclists, pedestrians as part of promoting good 
design outcomes. 
 

Artificial outdoor lighting enables a variety of 
activities to occur beyond daylight hours.  
 
[…] 
 
Lighting infrastructure, such as street 
lighting, is necessary for transport network 

Accepted except for “outdoor”.  
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traffic safety and accessibility efficiency and 
the well-being of people and communities. 
 
Unless appropriately designed, managed 
and located, the obtrusive effects of lighting 
can adversely impact on other properties 
(including the transport network) due to 
light spill and glare. If lighting is not 
screened or appropriately angled, it can also 
result in ‘light pollution’ which can 
adversely affect the ability to view the night 
sky.  

NL P2 – Health and 
Safety 

To enable the use of artificial lighting 
where it is required for health and 
safety reasons, traffic and pedestrian 
safety or navigational purposes. 

Submission:  Retain with amendment. 
Reason: Provision of lighting is required for the 
safe and efficient functioning of the transport 
network, however a modification is proposed to 
encompass all of the transport network.  
 

To enable the use of artificial lighting where it 
is required for health and safety reasons 
including, to facilitate safe multi modal 
movement on transport networks, traffic and 
pedestrian safety or navigational purposes. 

Part 10 para 208 
We disagree with the amendments to NL-P2 requested by 
NZTA. The term “multimodal” is not a commonly used term 
within the WDP, nor has a definition for the term been 
provided by NZTA. In light of this, we consider that the 
inclusion of this term is not appropriate. However, we 
acknowledge that the policy could be amended for clarity and 
consistency to specifically identify cyclists as a mode of 
transport utilising transport networks. 
Amend NL-P2 as set out in Attachment 3. 

NL P4 – Safety 

To enable safe and efficient use of 
areas which will be accessed by the 
general public after daylight hours 
by requiring artificial lighting to be 
provided when developing or 
redeveloping these areas.  
 

Submission:  Retain with amendment. 
Reason: The Transport Agency broadly supports 
Policy NL-P4 as drafted but seeks the following (or 
similar) amendment to ensure lighting is fit for 
purpose while simultaneously promoting safety. 
 

To enable safe and efficient use of areas 
which will be accessed by the general public 
after daylight hours by requiring 
appropriately designed, installed and 
maintained artificial lighting to be provided 
when developing or redeveloping these 
areas.  

Part 10 para 210 
We consider that the amendments sought to NL-P4 by NZTA 
improves the policy. It is our opinion that the inclusion of 
“appropriately designed, installed and maintained” to NL-P4 
will ensure that fit for purpose artificial lighting is provided at 
the point of development and maintained so that the safety 
value provided is preserved. 
Amend NL-P4 as set out in Attachment 3. 
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NL P5 – Road 
Network 

To support the safe and efficient use 
of the roading and pedestrian 
network while maintaining the 
character and amenity of the 
surrounding environment by 
requiring street lighting to be 
provided at the time of subdivision. 

Submission:  Retain with amendment. 
Reason: Provision of lighting is required for the 
safe and efficient functioning of the transport 
network, however a modification is proposed to 
this provision to encompass all of the transport 
network.  
 

To support the safe and efficient use of the 
multi-modal transport networks roading and 
pedestrian network while maintaining the 
character […] 

Part 10 pqra211 
We disagree with the amendments sought by NZTA to NL-P5 
for the reasons discussed in Topic e of this report in regard to 
a submission made by NZTA on NL-P2. However, in light of the 
amended wording suggested for NL-P2, we recommend new 
wording also for NL-P5 to provide consistency in terms of 
specifically referencing cyclists 
Amend NL-P4 as set out in Attachment 3. 

NL R2 Any Artificial 
Lighting (2) 

Any Artificial Lighting 
(2)  The light is static and is not 
moving or flashing.  
 

Submission: Retain as notified.  
Reason: The rule is supported because moving 
and/or flashing lights divert the driver’s attention 
away from the ‘eyes forward’ position and 
therefore away from the core driving task.51  
Inattention or distraction of drivers can 
consequently have serious safety consequence 
such as crashes. 

Part 10 para 229 
Amend NL-R2 as set out in Attachment 3. 

NL R2 Any Artificial 
Lighting (3)  

Any Artificial Lighting 
3. The artificial lighting is located in 
the Active Sport and Recreation 
Zone or the Open Space Zone and it 
complies with the AS/NZS 1158 
series of standards. 

Submission:  Retain with amendment. 
Reason:  A small amendment is proposed to 
provide an additional reference to the AS/NZS 
standards to include obtrusive measurement and 
control aspects.  
 
3. The artificial lighting is located in the Active 
Sport and Recreation Zone or the Open Space Zone 
and it complies with the AS/NZS 1158 and 
AS/NZS4282 series of standards. 

Part 10 para 227 
Mr Gibson recommends that the new standards be included as 
they would allow a cost effective way of evaluating a lighting 
scheme by ‘eliminating the expense of employing a lighting 
engineer to physically measure the environmental effects 
from a lighting installation’. Based on the advice received from 
Mr Gibson, we support the relief sought by NZTA to reference 
the additional standard as requested. However, we 
recommend that a minor amendment be made to the wording 
to remove the reference to the standards being a “series”, as 
recommended by Mr Gibson. 

NL R6 Any Car 
Parking or Loading 
Spaces in […] 

2. The artificial lighting complies 
with the AS/NZS158 series of 
standards. 

Submission:  Retain with amendment. 
Reason:  A small amendment is proposed to 
provide an additional reference to the AS/NZS 
standards to include obtrusive measurement and 
control aspects.  

Part 10 para 248 
Based on advice received from Mr Gibson (attached as 
Attachment 4) we recommend that the relief sought by NZTA 
be accepted in part to include the reference to the additional 
standard as requested. However, we also recommend a minor 

                                                
51 Roberts P, Boddington K, Rodwell L, 2013, Impact of Roadside Advertising on Road Safety,  Austroads Ltd Sydney 

https://infohub.nzta.govt.nz/otcs/cs.dll/open/15111902


 

BF\59533195\1 | Page 29 

 
2. The artificial lighting complies with the 
AS/NZS158 and AS/NZS4282 series of standards.  

change to the wording to remove the reference to the 
standards being part of a ‘series’ as recommended by Mr 
Gibson. 
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CC-P2  Activities To enhance the vibrancy, 
economic performance, 
walkability and amenity of the 
CC for residents and visitors by:  
[…] 
3. Managing the nature, scale, 
design and nature of activities to 
ensure that:  
[…]  
c. Buildings are designed to be 
flexible and adaptable to a range 
of uses and do not unduly 
restrict potential future uses of 
the site.  
[…] 

Submission:  Retain with amendment. 
Reason: Clarification is sought for Policy 
3(c).  Within Policy 3(c) it is unclear what the 
term retain narrow activity means.  It is 
recommended that either the policy is 
amended to include terms more readily 
understood or deleted.  
 

…and retain narrow activity and site 
frontages…  

 

Part 3 para 87 
NZTA have asked for CC-P2.3c to be clarified. My interpretation of the 
provision is that the reference is to an activity frontage and to a site frontage 
and that retaining a narrow frontage for both is required. I do not consider 
that amendment of the policy is necessary.   
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LC-P7  
Pedestrian- 
Centric 
Environment  

To create a pedestrian-centric 
environment by:  
a. Managing new vehicle 
crossings and car parking areas 
to retain a safe and accessible 
pedestrian network.  
b.  
c. Requiring verandahs along 
building frontages to create a 
defined building edge and 
provide shade and rain shelter.  
d. Requiring sufficient site 
frontages to avoid rear sites and 
activate corner sites while 
maintaining smaller site and 
block sizes to retain the fine 
grain character of the LC. 

Submission:  Retain with amendment. 
Reason:  More emphasis on encouraging 
active and shared modes is proposed.  Local 
centres services local communities and all 
transport modes should be encouraged.  
 

To create a pedestrian-centric 
environment by:  
[…] 
e. providing facilities to support active 
and shared transport modes. 

Part 4 para 87 
I support the intent of NZTA’s suggested change to the policy. In my opinion 
however it is unclear who would be responsible for providing these facilities 
under NZTA’s proposed wording. The provision of these type of facilities are 
usually a District or Regional Council function. In my opinion the policy 
should seek to encourage the provision of facilities rather than directing 
applicants to provide the facilities. I consider that this amendment will assist 
in achieving a pedestrian-centric environment in Local Commercial centres. 
Amend LC-P7 as shown in Attachment 1. 

 
Plan Change 88I – Living Zones – Medium Density Residential    
 

Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report  

MDR P12  
Density 

To provide a range of site sizes 
and densities while protecting 
residential character and 
amenity by considering 
increased residential density 
where:  

Submission:  Retain as notified. 
Reason:  The Medium Density Residential 
zone is the predominant residential zone in 
the urban area.  It provides for minor 
dwelling units (in addition to subdivision 
opportunities).   Given the potential 
increase in residential density, it is 
important to consider increased residential 

Part 6 para 225 
Amend MDR-P12 as set out in Attachment 4. 
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Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report  

1. A mixture of housing 
typologies, including low-cost 
options, is provided.  
2. The location is supportive of 
pedestrians, cyclists and public 
transport.  
3. The area is in proximity to 
the City Centre, Mixed-use, 
Local Commercial or 
Neighbourhood Commercial 
Zone. 
 

density in light of appropriate provision for 
alternative modes of transport.  The 
infrastructure/services required to support 
these modes should be in place. 

MDR R20  Multi 
Unit 
Development 

Multi-unit development 
Discretion matters: road access 
and effects on transport, 
including availability of public, 
and/or active transport options.  
 

Submission:  Retain as notified. 
Reason:   The Medium Density Residential 
zone is the predominant residential zone in 
the urban area.  Managing effects on 
transport infrastructure (all modes) will 
contribute to the safe and efficient 
operation of the transport network. 

Part 6 Para 340 
Retain MDR-R20 as notified. 

MDR REQ1 
Information 
Requirement 
 

Information requirements 
1 All applications for resource 
consent […]  
b.an assessment of how the 
proposal is consistent with best 
practice urban design, 
including: 
(i) effects on the character of 
the area and neighbourhood, 
residential amenity and 
pedestrian and vehicle 
movements. 

Submission:  Retain as notified. 
Reason:  The Medium Density Residential 
zone is the predominant residential zone in 
the urban area.  Managing effects on 
transport infrastructure (all modes) will 
contribute to the safe operation of the 
transport network. 

Part 6 para 386 
Amend MDR-REQ1 as set out in Attachment 4. 
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Plan Change 88I – Living Zones – High Density Residential  
 

Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

HDR P11 – 
Subdivision  

To promote design and layout of 
subdivision which achieves the 
following:  
1. Lots are shaped and sized to 
allow adequate sunlight to living 
and outdoor spaces, and to 
provide appropriate on-site 
amenity and privacy.  
2. Where possible, lots are 
located so that they over-look 
and front roads and open 
spaces.  
3. The creation of multiple rear 
sites is limited, and where 
practicable avoided.  
4. A permeable street network 
where the use of cul-de-sacs is 
limited.  
5. Connections within a 
development, and between 
developments and the public 
realm, are maximised. 

Submission:  Retain with amendment. 
Reason:  Subdivision is a key stage in 
development for the consideration and 
appropriate provision of alternative modes 
of transport.    
 

To promote design and layout of 
subdivision which achieves the 
following:  
[…]  
5. Connections within a development, 
and between developments and the 
public realm, are maximised., including 
provision for active transport modes.  

Part 6 para 453 
I support the intent of the amendment sought by NZTA to HDR-P11 but 
recommend amendments to improve the clarity of the provision. 
Amend HDR-P1 as set out in Attachment 5. 

HDR R21 Matters of discretion:  
[…] 
4. The suitability of the 
particular area for increased 
residential density, including: 
[…] 
c. Road access and effects on 
transport, including availability 
of public and/or active transport 
options. 

Submission:  Retain with amendment. 
Reason:  Clause 4(c) should not be an 
‘and/or’ statement. The consideration of 
both active transport and public transport 
should be required.  
 

c. Road access and effects on 
transport, including availability of 
public and/or active transport options. 

Part 6 para 523 
I support the amendment sought by NZTA for the reasons outlined in their 
submission 
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Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

HDR REQ1 

Information Requirement  
b. An assessment of how the 
proposal is consistent with best 
practice urban design, including:  
i. Effects on the character of the 
area and neighbourhood, 
residential amenity and 
pedestrian and vehicular 
movements.  
ii. The relationship of the 
proposed development to 
public places and how the 
proposal responds to any issues 
or characteristics identified in 
the site analysis.  
iii. Any proposed measures to 
avoid or mitigate adverse 
effects on adjacent public places 
and residential sites. 

Submission:  Retain with amendment. 
Reason:  Consideration and appropriate 
provision for alternative modes of transport 
should be included as a matter of discretion.     
 

Information Requirement  
b. An assessment of how the proposal is 
consistent with best practice urban 
design, including:  
[…] 
iv.  the provision of active and shared 
modes. 

Part 6 para 561 
I support the requested amendments to include consideration of active and 
public transport and Tangata Whenua values for the reasons outlined in the 
submissions 

 
Plan Change 88J – Precincts  
 

Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

PNP-P2 
Infrastructure 
and Services  
 

To ensure the efficient provision 
of three waters infrastructure 
for the Port Nikau Precinct by 
the assessment of potential 
infrastructure requirements 
based upon the demand 
generated by proposed land 
uses.  

Submission:  Retain as notified. 
Reason: The provision supports the safe and 
efficient operation of the transport network 
which is consistent with the Agency’s 
purpose. 
 
 
 

Accepted.   



 

BF\59533195\1 | Page 34 

 

PNP-P3 
Transport and 
Access 

To ensure the provision of an 
efficient roading network, 
including alternative modes of 
transport and public transport 
by requiring the assessment of 
the development on the Port 
Nikau Precinct on the transport 
network. 

Submission:  Retain with amendment.   
Reason: Safety is a  priority within the 
Government Policy Statement on Land 
Transport.   
 

To ensure the provision of an effective, 
efficient and safe transport network, 
including alternative modes of 
transport and public transport by 
requiring the assessment of the 
development on the Port Nikau 
Precinct on the transport network. 

Part 12 Para 79 
NZTA have requested minor amendments to PNP-P3 which will improve 
clarity of the policy. I support these amendments. 

 
Consequential Amendments  
 

Provision 
Number  

Provision  Agency Submission / Relief Sought  
New text underline 
Deleted text strikethrough 

S42A Report 

HPW-R6 
Assessment of 
Discretionary 
Activities  

1. When assessing resource 
consent applications 
a. The potential for reverse 
sensitivity effects on existing 
lawfully established activities 
and any measures proposed to 
avoid remedy or mitigate those 
effects. 
g. The cumulative effects of 
signs and the orientation, 
strength, intensity, colour and 
frequency of flashing of signs. 
i. The number, need, availability, 
location, design and suitability 
of parking spaces, on-site 
manoeuvring, queuing spaces, 
loading areas and access.  

Submission:  Retain with amendment. 
Reason: The assessment criteria provide 
substantive guidance to plan users to 
ensure consideration of the transport 
network.  Some minor amendments are 
recommended to reflect the focus of the 
Government Policy Statement on Land 
Transport.  
 
It is noted that items (a) and (v) appear to be 
duplicates.  
 
j. The safe and efficient movement of 
people and vehicles including traffic 
manoeuvring, pedestrians and cyclists, and 
the potential effects on the accessibility 
efficiency and safety of transport networks.  

Part 1, para 111 
I support the amendments to HPW-R6, R7 and R9 requested by NZTA and 
KiwiRail for the reasons outlined in their submissions8, with minor 
amendments to improve consistency with other notified provisions 
Both amendments accepted. Now numbered HPW-R8.  
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j. The safe and efficient 
movement of people and 
vehicles including traffic 
manoeuvring, pedestrians and 
cyclists, and the potential 
effects on the efficiency and 
safety of roads.  
k. The convenience and safety of 
disabled persons and 
consideration of alternative 
provision for disabled persons 
access to the site.  
l. The design, standard, lengths, 
distance between, number and 
construction of and alternative 
location of vehicle crossings, 
internal access and private 
access ways.  
m. Effects on the amenity of the 
locality, increase in exposure to 
noise, dust and stormwater 
runoff as a result of parking, 
access or road design.  
n. The need for forming or 
upgrading roads and traffic 
control measures in the vicinity 
due to increased traffic from the 
proposed landuse or 
subdivision.  
o. The need for 
footpaths/cycleways and kerb 
and channel on roads, arising 
from a subdivision or landuse.  
p. The necessity for street lights 
and the spacing and height of 
the lights 

 
New criteria w. is proposed to ensure that 
the two tier hierarchy (being the One 
Network Road Classification and the NRPS) 
is reflected when considering subdivision 
developments. 
 
w. The impact on the transport system, 
taking in into account the two-tier 
hierarchy. 
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HPW-R9 Limited 
Access Roads  

1. Approval will be required 
from either the Council or New 
Zealand Transport Agency, for a 
subdivision proposing access to 
any road, including a state 
highway declared as a limited 
access road pursuant to the 
provisions of the Local 
Government Act 1974 or the 
Transit New Zealand Act 1989. 
An indication in writing, of any 
restrictions or conditions, from 
either the Council or New 
Zealand Transport Agency, as 
relevant, should be obtained 
before an application for 
subdivision consent is lodged 
with the Council. 

Submission:  Retain with amendment. 
Reason: The provision recognises 
additional statutory approval processes 
that apply to Limited Access Road.  The 
Transport Agency requests an addition to 
this wording reflecting the requirement 
that new land uses also require approval 
and includes the correct statutory 
reference.  
 
HPW-R9 Road Controlling Authority 
Approval (including Limited Access Roads) 
1. Approval will be required from either the 
Council or the New Zealand Transport 
Agency, for a subdivision or new land uses 
proposing access to any road, including a 
state highway declared as a limited access 
road pursuant to the provisions of the Local 
Government Act 1974 or the Government 
Roading Powers Transit New Zealand Act 
1989. An indication in writing, of any 
restrictions or conditions, from either the 
Council or the New Zealand Transport 
Agency, as relevant, should be obtained 
before an application for subdivision or 
land use consent is lodged with the Council 
 
 

Part 1, para 111 
I support the amendments to HPW-R6, R7 and R9 requested by NZTA and 
KiwiRail for the reasons outlined in their submissions8, with minor 
amendments to improve consistency with other notified provisions 
 
Both amendments accepted. Now numbered HPW-R10. 

Definition Regionally Significant 
Infrastructure means the 
infrastructure listed in Appendix 

Submission:  Retain as notified. Part 1:  para 175 
I support the retention of these definitions as notified: 

v. The potential for reverse 
sensitivity effects on existing 
lawfully established activities 
and any measures proposed to 
avoid remedy or mitigate those 
effects.  
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Regionally 
Significant 
Infrastructure  

3 of the Regionally Policy 
Statement for Northland 2016. 

Reason: The Transport Agency supports 
consistency between regulatory 
documents.  

Definition 
Road  

Road has the same meaning as 
in section 2 of the RMA 

Submission:  Retain as notified. 
Reason: The Transport Agency supports 
consistency between regulatory 
documents. 

Part 1:  para 175 
I support the retention of these definitions as notified:  

Definition 
Transport 
Infrastructure  

Transport Infrastructure means 
assets and structures that are 
necessary for the functioning of 
the transport network and that 
cater for the need of transport 
users. 

Submission:  Retain with amendment. 
Reason: An amendment is proposed to 
ensure all transport modes are captured.  
 
Transport Infrastructure means assets and 
structures that are necessary for the 
functioning of the transport network and 
that cater for the need of all transport users 
(including active transport modes and 
public transport). 

Part 9: para 40 
I support the amendments sought to the Transport Infrastructure definition 
for the reasons outlined in NZTA’s and KiwiRail’s submissions2. However, I 
do not support the inclusion of aspects relating to rail within this definition 
as the TRA Chapter does not directly manage railways. 

Definition 
Active 
transport mode 
 

 Submission:  Insert new definition.  
Reason: A new definition is proposed to 
support other amendments requested.  
 
Active transport mode includes non-
motorised forms of transport involving 
physical activity, such as walking and 
cycling. 

Part 9: para 41 
I support the inclusion of a new definition for ‘active transport modes’ to 
provide clarity to plan users regarding the meaning of this term. I 
recommend minor amendments to the wording requested by NZTA to 
improve clarity and consistency with other WDP definitions. 
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1. INTRODUCTION 

1.1 My full name is Dr Stephen Gordon Chiles. 

1.2 I have the qualifications of Doctor of Philosophy in Acoustics from the University of Bath 

and Bachelor of Engineering in Electroacoustics from the University of Salford, UK.  I 

am a Chartered Professional Engineer and Fellow of the UK Institute of Acoustics.   

1.3 I am self-employed as an acoustician through my company Chiles Ltd.  I have been 

employed in acoustics since 1996, as a research officer at the University of Bath, a 

principal environmental specialist for the New Zealand Transport Agency (Transport 

Agency), a consultant for the international firms Arup, WSP, and URS, and for the 

specialist firms Marshall Day Acoustics and Fleming & Barron.    

1.4 I have been involved in many situations relating to noise and vibration effects on new or 

altered sensitive activities around existing established infrastructure.  I was an 

Independent Commissioner for plan changes for Queenstown and Wanaka Airports 

and a plan variation for Port Nelson, which dealt particularly with reverse sensitivity 

effects in relation to noise.  I have previously been engaged to advise Auckland 

Transport (roads), Christchurch City Council (airport) and Environment Canterbury 

(port) on reverse sensitivity noise issues. 

1.5 I jointly led the review of the Transport Agency’s reverse sensitivity policy for state 

highways and development of its current guide.1  I have presented acoustics evidence 

for the Transport Agency and KiwiRail Holdings Ltd (KiwiRail) on numerous plan 

changes and plan reviews.  I have provided advice to the Transport Agency and 

KiwiRail with respect to draft provisions for a future National Planning Standard 

addressing adverse effects on new sensitive land-uses, or alterations to existing uses, 

near road and rail corridors.  I was responsible for producing draft provisions for Clause 

G6 of the New Zealand Building Code relating to reverse sensitivity for the Ministry of 

Business, Innovation and Employment. 

1.6 In addition to work with the existing networks, I have been engaged to advise on noise 

and vibration associated with numerous new road and rail infrastructure projects 

including: Ara Tūhono - Warkworth to Wellsford, Te Ahu a Turanga - Manawatū 

Tararua Highway, Peka Peka to North Ōtaki, Transmission Gully, Christchurch 

Southern Motorway 2, Waikato Expressway Cambridge and Tamahere Sections, 

                                                      
1 NZ Transport Agency, Guide to the management of effects on noise sensitive land use near to the state highway network, 
September 2015. 
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National War Memorial Park, Tauranga Eastern Link, Mt Victoria Tunnel Duplication, 

Bayfair to Baypark, and Central North Island Freight Hub. 

1.7 I am convenor of the New Zealand reference group for “ISO” acoustics standards, an 

observer of the “IEC” committee for acoustics instrumentation standards and a member 

of joint Australian and New Zealand committees for acoustics standards.  I was Chair of 

the 2012 New Zealand acoustics standards review, Chair for the development of the 

2010 wind farm noise standard, and a member for the 2008 general environmental 

noise standards.  I am contracted to provide the Environmental Noise Analysis and 

Advice Service to the Ministry of Health and public health services.   

2. CODE OF CONDUCT 

2.1 I confirm that I have read the Code of Conduct for Expert Witnesses contained in the 

Environment Court Practice Note 2014 and that I agree to comply with it.  I confirm that 

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

the opinions that I express, and that this evidence is within my area of expertise, except 

where I state that I am relying on the evidence of another person.    

3. SCOPE OF EVIDENCE 

3.1 My statement relates to the Urban and Services Plan Change Package to the 

Whangārei District Plan (WDP).  I have prepared this statement on behalf of KiwiRail 

and the Transport Agency in connection with their functions as transport network utility 

operators in the Whangārei District.  KiwiRail and the Transport Agency share an 

interest in and seek similar relief through their submissions on ‘reverse sensitivity’ 

provisions.  The submissions seek that rules be included in the WDP to manage 

adverse effects caused by new and altered buildings containing sensitive activities 

establishing near existing state highway and railway corridors, in terms of both 

protecting the health and amenity of occupants and avoiding or mitigating potential 

reverse sensitivity effects on those transport corridors.  The submissions are informed 

by advice I have previously provided to both KiwiRail and the Transport Agency. 

3.2 I have been separately engaged by the Public and Population Health Unit of the 

Northland District Health Board (“Public Health Northland”) and have prepared a 

separate statement of evidence relating to its submissions.  There is a common issue 

between the Public Health Northland submissions and the KiwiRail/Transport Agency 

submissions with respect to ventilation requirements, which I address in both of my 

statements of evidence.   



 

Page 3 

3.3 Part 9 of the section 42A report prepared by Robert Burgoyne recommends rejecting 

the parts of the submissions by KiwiRail and the Transport Agency relating to reverse 

sensitivity.  Mr Burgoyne makes this recommendation despite the Council’s acoustics 

advice from Jon Styles2 agreeing that the rules sought by the Transport Agency and 

KiwiRail are warranted, at least in part.  In my view, the approach recommended by 

Mr Burgoyne of not including any controls would result in adverse health and amenity 

effects on sensitive activities arising, as well as reverse sensitivity effects on the 

operations of road and rail infrastructure, which could readily be avoided or managed 

through suitable provisions in the WDP.  A significant factor in Mr Burgoyne’s 

recommendation is the cost of achieving a healthy environment in new buildings near 

roads and railways.  In my opinion, this should not be viewed as an increase to the cost 

of buildings that could otherwise be constructed, as without appropriate mitigation the 

areas near roads and railways should not be used for sensitive land-uses.   

3.4 My evidence provides independent information relating to the management of railway 

and road noise and vibration effects with respect to public health and amenity. 

3.5 My evidence will address: 

(a) Noise and vibration effects arising from road and rail infrastructure, including 

reverse sensitivity effects; 

(b) Methods to manage effects on new and altered sensitive activities near existing 

infrastructure, as well as reverse sensitivity effects on existing infrastructure 

arising as a result of such activities; 

(c) The appropriateness of the relief sought by KiwiRail and the Transport Agency, 

from an acoustics / public health perspective; and 

(d) Matters raised in the s42A report, including the noise comments from Mr Styles.   

3.6 I have prepared my evidence based on my experience assessing and managing future 

and existing state highway and railway sound and vibration, at numerous locations 

throughout New Zealand.  This includes my experience developing the Transport 

Agency’s guide for managing noise sensitive land-use development near state 

highways and a draft code for KiwiRail to manage sound and vibration from the railway 

network.  I have also drawn from my broader experience assessing other 

environmental sound sources. 

                                                      
2 Appendix 6 to Part 1 of the s42A report 
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3.7 My evidence should be read alongside that of Catherine Heppelthwaite and Nita 

Chhagan (Transport Agency), and Pam Butler (KiwiRail). 

4. NOISE AND VIBRATION EFFECTS FROM ROAD AND RAIL INFRASTRUCTURE 

4.1 It is widely accepted nationally and internationally that sound and vibration from road 

and rail networks have the potential to cause adverse health and amenity effects on 

people living nearby.  This has been documented by authoritative bodies such as the 

World Health Organisation (WHO),3 including a recent publication by WHO Europe in 

October 2018.4  These WHO publications are underpinned by robust scientific 

research.  I am not aware of any fundamental disagreement in the acoustics profession 

with the information published by WHO regarding road and rail noise effects. 

4.2 The 2018 WHO guidelines are based on a critical review of academic literature and 

followed a rigorous protocol to determine the quality of evidence of adverse effects.  

With respect to sound from road and rail networks, the guidelines note the following 

adverse effects: ischaemic heart disease, hypertension, high annoyance and sleep 

disturbance.  Based on the strength of the evidence of adverse effects, WHO makes 

recommendations to policymakers to reduce road and rail sound exposure to below a 

range of guideline values.  The relief sought by KiwiRail and the Transport Agency on 

the WDP is consistent with this direction, as an integral part of their broader noise 

management activities.  I describe below some of the steps and actions that the 

Transport Agency and KiwiRail implement themselves as part of this management 

approach.   

4.3 With respect to vibration, Annex A to Norwegian Standard NS 8176.E:20055 provides a 

summary of annoyance and disturbance relationships associated with vibration from 

land-based transport.  These relationships show that adverse effects occur at vibration 

exposures typically found around existing road and rail networks.  This primary issue 

relates to people in buildings being disturbed due to feeling vibration, but there is also 

an interrelated issue that the same vibration can cause buildings to radiate noise inside. 

4.4 Where these adverse noise and vibration effects are not adequately managed, 

consequential reverse sensitivity effects on KiwiRail and the Transport Agency are 

likely to arise in addition to health effects on residents.  I have been involved in 

numerous cases throughout New Zealand where people in houses (as well as other 

                                                      
3 World Health Organisation, Guidelines for community noise, 1999; World Health Organisation, Burden of disease from 
environmental noise, 2011. 
4 World Health Organisation, Environmental noise guidelines for the European region, 2018. 
5 Norwegian Standard NS 8176.E:2005 Vibration and shock - Measurement of vibration in buildings from landbased transport and 
guidance to evaluation of its effects on human beings 
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sensitive activities) that were established near to pre-existing roads and railways have 

then affected the operation of that infrastructure.  Examples include a house 

constructed some distance from the pre-existing East Coast Main Trunk railway near 

Hamilton where the owner sought for trains to operate at a limited speed to reduce 

vibration at the house.  In terms of road noise, residential subdivisions were established 

adjacent to the existing State Highway 6 to the south of Nelson, and residents then 

campaigned for the road surface to be upgraded from a chip seal to porous asphalt to 

reduce noise. 

4.5 In my experience, road and rail networks are particularly susceptible to reverse 

sensitivity effects.  Roads and railways are generally an accepted part of our 

environment, although my experience from investigating complaints is that many 

people do not appreciate the actual effects of living with road and rail sound and 

vibration when they choose to build new houses, or alter existing dwellings, near 

existing road and railway designations.  Even when a site has been visited during the 

day, prospective residents might not have envisaged the continuing sound into the 

evening when they could be relaxing outside in the summer, or at night when trying to 

sleep with windows open.  In my experience, people also comment they had not 

anticipated the steadily increasing traffic that occurs on most state highways over time, 

and often the changing traffic composition such as an increase in the proportion of 

trucks at night.  Likewise, people often do not appreciate that railway networks can be 

subject to significant fluctuations in activity, particularly with respect to freight train 

movements. 

4.6 I understand that KiwiRail and the Transport Agency regularly receive complaints about 

road and rail sound and vibration from residents who have moved into houses and 

subdivisions built adjacent or in close proximity to pre-existing or designated transport 

corridors.  These include requests for asphalt road surfacing, noise barriers, speed 

restrictions, prohibition of heavy vehicles or engine braking, and building of 

alternative/realigned networks.  Regardless of whether complaints are made, KiwiRail 

and the Transport Agency have social and environmental responsibilities requiring 

consideration of all neighbours near the road and rail networks.   

5. METHODS TO MANAGE ADVERSE EFFECTS  

5.1 Adverse effects from road and railway sound and vibration can occur at many existing 

properties located near state highway and railway networks throughout New Zealand.  I 

have previously been, and am currently, involved in numerous different activities 

undertaken by KiwiRail and the Transport Agency to manage and reduce this sound 
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and vibration where practicable.  These include development of quieter road surfaces, 

installation of noise barriers, installation of ballast mat, rail grinding and tamping, ballast 

cleaning and replacement, investigation into engine braking noise, repair of road 

surfaces to address vibration issues, and automated monitoring of rolling stock wheel 

condition.  For new or altered roads the Transport Agency seeks to apply NZ 6806,6 

which provides guidance on the assessment of noise, recommended noise criteria and 

potential mitigation measures.  However, practicable improvements are often 

constrained, and the operation of the state highway and railway networks can result in 

effects which cannot be internalised, such as noise and vibration. 

5.2 For new buildings being constructed or buildings being altered near to the state 

highway and railway networks it is relatively straight-forward to control internal sound 

and vibration through the building location, design and systems (like mechanical 

ventilation).  In most cases, it is practical to achieve acceptable internal sound and 

vibration levels.  Likewise, screening can be used to achieve reasonable external 

sound levels.  Thus, with careful design of building location, orientation and materials, 

future occupants of the building can be protected from the most significant adverse 

effects associated with state highway and railway sound and vibration. 

5.3 Land use controls to avoid or manage adverse noise and vibration effects on new 

sensitive activities or alterations to such activities are critical in protecting sensitive 

activities from adverse noise and vibration effects, and in turn are fundamental to 

managing the potential for reverse sensitivity effects on road and rail networks.  The 

location of incompatible sensitive activities in proximity to road or rail infrastructure can 

lead to noise and vibration effects on, and complaints from, sensitive users.  As these 

effects cannot be internalised, there must be appropriate land use controls in place to 

manage sensitive development near these transport corridors.   

5.4 Such controls are common in most district plans I am familiar with throughout the 

country, including the operative WDP.  Rules in district plans commonly control the 

location and design of sensitive activities such as housing, where such activities seek 

to locate near existing sound sources such as roads, railways, airports, ports, quarries, 

industrial sites, industrial and business zones, gun clubs and motorsport facilities.  For 

new houses near existing roads and railways, examples of operative district plans 

containing controls include: Christchurch, Dunedin, Tauranga, Hamilton, Palmerston 

North and Hutt City. 

                                                      
6 New Zealand Standard NZS 6806:2010 Acoustics – Road-traffic noise – new and altered roads 
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5.5 In the case of the WDP, operative Rules NAV 6.5 and 6.6 impose extensive sound 

insulation requirements for new sensitive activities seeking to establish in a wide range 

of noisy environments, including in areas affected by port, airport, industrial and 

commercial noise.  Such controls are consistent with the general approach for road and 

rail noise proposed in the submissions of KiwiRail and the Transport Agency.  In my 

opinion, it is illogical and inconsistent from the perspective of protecting human health, 

for the WDP to contain land-use controls for sensitive activities near a range of other 

sound sources but to omit controls near road and rail networks. 

6. RELIEF SOUGHT 

6.1 The submissions by KiwiRail and the Transport Agency seek to introduce permitted 

activity performance standards for new or altered buildings containing sensitive 

activities near state highways and railways.  Within 100 metres of a railway or state 

highway, buildings would need to be designed to result in reasonable levels of outdoor 

road noise, and indoor road and railway noise and vibration.  The controls are designed 

to avoid adverse health effects that would otherwise be caused by sound and vibration 

exposure of future occupants.  If windows are required to be closed to achieve 

reasonable internal noise levels, then an alternative ventilation system would be 

required.  In cases where it is not practical to comply with the requirements or the 

landowner did not wish to comply with the standards, land-use consent could be sought 

as a restricted discretionary activity. 

6.2 Acoustically, a better method of avoiding adverse effects would be simply to prohibit 

sensitive activities from locating near the state highway and rail networks, but I 

understand from an integrated planning perspective that this may give rise to 

undesirable outcomes.  In my opinion, the proposed controls provide a pragmatic 

approach of allowing development near state highway and rail corridors, subject to 

reasonable site and building design.  The criteria are set at a moderate level that 

should provide reasonable protection from adverse health effects for the majority of the 

population, which I consider to be appropriate.  The distance for application of the rule 

over 100 metres will not capture all adverse road and rail noise effects but will address 

the most significant effects. 

6.3 There are a range of criterion in the rules proposed by KiwiRail and the Transport 

Agency, but the key values are the maximum road and rail noise levels to be met in 

bedrooms of 40 dB LAeq(24h) and 35 dB LAeq(1h) respectively.  These LAeq values are 

‘average’ sound levels evaluated over 24 hours for roads and over one hour for 

railways.  The different averaging times reflect different temporal patterns of the two 
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sources.  The WHO4 recommends criteria of 45/44 dB Lnight for road/rail respectively but 

applied outside buildings and averaged over the night period for a year.  These WHO 

values assume windows may be open, resulting in internal sound levels of around 

30 dB.  Based on typical temporal patterns of road and rail traffic, and accounting for 

different averaging times, the criteria proposed by KiwiRail and the Transport Agency 

are slightly higher (more lenient) than WHO recommendations by around 5 dB.  I 

consider this a pragmatic approach to address the most significant adverse health 

effects, without imposing undue constraints on development of noise sensitive 

activities.  Likewise, the criterion proposed by the Transport Agency for external road 

noise of 57 dB LAeq(24h) is more lenient than the WHO 53 dB Lden recommendation.  The 

Lden parameter includes a penalty for sound in the evening and at night so in effect the 

Transport Agency criterion for outdoor noise is around 9 dB more lenient than the WHO 

recommendation.  Again, I consider this a pragmatic approach.    

6.4 The indoor vibration limit proposed would only apply within 40 metres of a state 

highway or 60 metres of a railway.  As for the 100 metre distance used for noise 

effects, the application of the vibration criteria to only 40 or 60 metres will exclude some 

adverse vibration effects that are likely to occur at greater distances, but I consider this 

is a pragmatic approach to address the most significant vibration effects.  The vibration 

criterion is in accordance with a recognised standard5 and in my opinion is appropriate 

to manage adverse effects on people.  As for the noise limits I consider the vibration 

criterion proposed by KiwiRail and the Transport Agency to be pragmatic.  It does not 

provide absolute protection but is set at a level whereby 15% of the population would 

still be expected to be disturbed by vibration.   

6.5 There are minor nuances between the relief sought by KiwiRail and the Transport 

Agency in this respect.  This mainly relates to KiwiRail being responsible for managing 

the rail corridor, not the state highway network, and therefore its submission only 

addresses rail noise and vibration, whereas the Transport Agency's submission 

addresses both road and rail noise and vibration.  Where the submissions overlap in 

terms of rail noise and vibration, they contain identical provisions.  The KiwiRail 

submission also includes an additional pathway as an option for achieving compliance 

with each requirement.  That pathway is through use of minimum construction 

specifications, which is a method recommended by Mr Styles.  I agree with Mr Styles 

that an option to follow minimum construction specifications could provide an 

alternative to assist in ensuring that new or altered buildings are appropriately treated 

to manage road and rail noise and vibration. 



 

Page 9 

6.6 In my opinion, the relief sought by KiwiRail and the Transport Agency should result in 

new and altered buildings near state highway and rail corridors that provide people with 

acceptable indoor living conditions.  This should manage adverse health and amenity 

effects experienced by those people to a reasonable degree, which in turn should 

manage reverse sensitivity effects on KiwiRail and the Transport Agency. 

7. SECTION 42A REPORT 

7.1 Mr Styles and Mr Burgoyne raise various concerns with the noise and vibration 

management methods proposed by KiwiRail and the Transport Agency.  I will address 

the key concerns with respect to each of the requirements in the proposed rules. 

Outdoor road noise 

7.2 Mr Styles agrees with the intent of a limit for road noise outside new houses as 

proposed by the Transport Agency.  He states that he considers there to be 

“considerable benefits” of a control in some instances.  However, he raises concerns 

with the limit mainly based on cost and practicality.   He initially recommends limiting 

the application of this provision in his analysis, but subsequently in a summary he 

recommends omitting such a control altogether.  He does not propose any alternative 

controls that would address the adverse noise effects on people that he acknowledges 

will otherwise exist. 

7.3 The rule proposed by the Transport Agency to control outdoor road-traffic noise 

provides two compliance pathways.  People building houses can choose the most 

efficient pathway for their circumstances.  The first pathway is for an acoustics 

specialist to certify compliance with a noise limit, which allows for flexibility in the siting 

of the building, providing the performance standard is met.  The second pathway 

requires specified physical separation and screening that can be confirmed by a 

non-specialist.  Either pathway can be used.  As for all aspects of the rules proposed by 

KiwiRail and the Transport Agency, a land-use consent could also be sought to infringe 

the rule as a restricted discretionary activity. 

7.4 Mr Styles raises a concern with the cost of an acoustics specialist under the first 

compliance pathway.  However, he subsequently supports and recommends a 

requirement for a design report by an acoustics specialist in relation to indoor noise.  

Certification by an acoustics specialist is also required for indoor noise in other 

environments under Rule NAV 6.5.  The differential cost of an acoustics specialist 

assessing outdoor noise as well as indoor noise would be negligible.  As such, 
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Mr Styles’ comments about the costs of an acoustics specialist are contradicted by his 

own report and are inconsistent with the existing provisions of Rule NAV 6.5. 

7.5 Mr Styles raises concerns about non-acoustic aspects of noise barriers, including cost, 

which might arise under the second compliance pathway.  I agree with Mr Styles that 

there are various non-acoustic factors that can affect the practicality of a barrier.  

However, this is not the only method of achieving compliance with the proposed rule 

framework.  If a barrier is not practical on a particular site, then under the proposed rule 

the first pathway could be used, instead with an acoustics specialist certifying that an 

acceptable outdoor noise environment is achieved by other means, such as from 

screening by accessory buildings or due to the topography and characteristics of the 

specific road.   

7.6 Regardless of other options that might be available, in my experience noise barriers to 

protect new houses from existing state highway noise are generally practical and are 

commonplace.  In my experience, people generally want to be protected from noise 

and accept barriers when offered.  Barriers can also provide an additional benefit in 

reducing perceived noise if residents can no longer see vehicles from their houses.  I 

am familiar with numerous recent examples of noise barriers being constructed outside 

state highway corridors to protect new houses near those existing state highways 

including for multiple new subdivisions alongside the Tauranga Eastern Link (SH2) in 

Papamoa and the Christchurch Southern Motorway (SH76) around Aidanfield.  

Acoustically, erecting a barrier can allow for land that would not otherwise be suitable 

for residential development to be used for that purpose. 

Indoor road and rail noise (and mechanical ventilation) 

7.7 Mr Styles supports the proposed controls for indoor road and rail noise and supports 

the associated requirements for mechanical ventilation systems sought by KiwiRail and 

the Transport Agency.  I agree with the reasoning and explanation in his report and 

they are consistent with my evidence.  Mr Burgoyne rejects the advice from Mr Styles, 

but does not propose any alternative provisions that would address the known adverse 

health effects that will otherwise arise. 

7.8 Paragraph 350 of Mr Burgoyne’s report references a study by Beca to estimate the 

costs of treating buildings near state highways.  I commissioned that work.  

Mr Burgoyne quotes a value of 10% additional building cost, which I agree reflects the 

upper end of the range identified in that report.  He also quotes other estimates that are 

lower than 10%.  Based on that previous research, compliance with the internal noise 
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limits proposed might increase the cost of a new house by up to 10% compared to a 

house built in an area unaffected by road noise.  The proposed controls apply over an 

area extending 100 metres from a road or railway and generally, I only expect costs at 

the 10% upper estimate for buildings adjacent to the road/rail.  The cost of treatment 

would range from 0 to 10% within the balance of the 100 metre area, with costs 

decreasing moving away from the road/rail or in locations screened by other buildings 

or the terrain.  The estimated cost also assumes that a cooling or ventilation system 

would not otherwise be installed, despite some degree of cooling system being normal 

in most new buildings.  The mechanical ventilation proposed is likely to provide wider 

benefits for residents that have not been discounted from the estimated costs.    

7.9 In my view, these costs should not be considered as an increase to the cost of a house 

that could otherwise be built, as without treatment the areas near roads and railways 

should not be used by sensitive land-uses.  In effect, the proposed rule enables greater 

residential development than would otherwise be possible.   Conversely the “cost” of 

not having the rule, and of making development cheaper, is the impact on the future 

health of residents.   So, the rule does not create new costs but rather alters the nature 

of the costs and where they fall.   

7.10 In paragraph 354 of his evidence Mr Burgoyne states: “In my opinion it is more 

appropriate and more efficient to rely on other legislation, such as the Building Code, to 

manage these aspects”.  I have worked extensively on the acoustics aspects of the 

New Zealand Building Code for the Ministry of Business, Innovation and Employment 

and I am familiar with the requirements and related provisions.  The Building Code 

does not include any provisions to manage environmental noise such as from roads 

and railways entering buildings.  The only noise regulations under the Building Code 

are for noise transmitted within a building between tenancies.  The Building Code does 

not include any provisions that provide thermal comfort to residents through ventilation 

systems.  On this basis I disagree with Mr Burgoyne.   Other legislation such as the 

Building Code cannot be relied upon to address the effects of road and rail noise and 

vibration, as it does not include any relevant controls. 

Internal road and rail vibration 

7.11 Mr Styles discusses vibration controls that he considers should be undertaken by 

KiwiRail and the Transport Agency, as opposed to imposing land-use controls on 

developers establishing new buildings nearby.  People in buildings will be disturbed by 

the combined and interrelated effects of road and rail noise and vibration.  In my 
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opinion these effects are best managed by integrated noise and vibration controls on 

new sensitive activities as proposed by KiwiRail and the Transport Agency. 

7.12 Mr Styles states that in his experience regular and effective maintenance of railway 

tracks and rolling stock is not typical across the New Zealand, particularly for freight.  I 

have extensively investigated the relevant monitoring and maintenance systems used 

by KiwiRail and I disagree with Mr Styles.  I have found there is systematic, regular and 

effective monitoring and maintenance of tracks and rolling stock.  Even with appropriate 

maintenance, however, inherent railway vibration occurs at and above levels that can 

cause disturbance to neighbours.   

7.13 For roads, Mr Styles correctly identifies that vibration issues can arise from features in 

the pavement or subgrade.  Vibration effects can also be influenced by factors such as 

geological conditions, underground services and building foundations.  For the existing 

state highway network, features that generate more road vibration than desirable are 

an inherent part of the network and are not avoided by routine maintenance such as 

periodic resurfacing.  I agree with Mr Styles that these matters are generally localised 

and cannot be accurately predicted.  Therefore, if buildings are within 40 metres of a 

state highway, a vibration measurement should be undertaken to confirm if the site is 

suitable.  Such a measurement can be conducted by a specialist within one or two 

hours using standard equipment.  This would be sufficient to demonstrate compliance 

with the proposed rule.  If vibration levels exceeded the criterion then options to 

achieve compliance might include increasing the separation of the building from the 

road, altering the building foundation design or using building vibration isolation 

bearings. 

7.14 Mr Styles proposes that there should be no rail vibration controls in urban areas partly 

on the basis that there is already likely to be vibration exposure above the criteria in 

existing buildings.  In my opinion whether or not there is a legacy issue in existing 

houses is not a legitimate reason to allow avoidable adverse vibration effects to occur 

in new houses, which would compound the issue.   

8. CONCLUSION 

8.1 Sound and vibration from road and rail corridors can give rise to adverse health and 

amenity effects on sensitive land uses located nearby.  The evidence of these effects is 

uncontested. 

8.2 KiwiRail and the Transport Agency continuously work to reduce existing sound and 

vibration exposure and to manage the effects of their operations on existing sensitive 
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activities.  However, due to the nature of their operations, KiwiRail and the Transport 

Agency are unable to internalise noise and vibration effects associated with their 

activities. 

8.3 Adverse effects on new and altered buildings for sensitive activities can be avoided and 

managed through well understood controls in district plans.  In my opinion, it is 

therefore critical that the WDP includes appropriate land use controls to manage the 

location of sensitive activities near road and rail corridors, to protect these users from 

adverse effects and in turn to manage potential reverse sensitivity effects on KiwiRail 

and the Transport Agency.  I am not aware of any acoustic or health justification to 

compound existing issues and allow more people to be subject to adverse health and 

amenity effects, when the new exposure can be avoided or otherwise appropriately 

mitigated. 

8.4 The s42A report raises various concerns with the proposed rules sought by KiwiRail 

and the Transport Agency, which in my opinion are largely unfounded or are based on 

a false premise that adverse effects on sensitive uses are acceptable without 

treatment.  The s42A report does not recommend any alternative controls that would 

manage the adverse health effects I have identified. 

8.5 In my opinion the submissions by KiwiRail and the Transport Agency propose 

pragmatic rules that would manage the most significant adverse effects on new and 

altered sensitive activities near existing road and rail corridors.  Having reviewed the 

relevant parts of the s42A report, I remain of the opinion that the rules proposed by 

KiwiRail and the Transport Agency are appropriate.   

 

Dr Stephen Chiles  

7 November 2019 


