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1. Introduction 

1.1 Overview 

 This report is in relation to proposed Plan Change 109 (PC109) to the Operative Whangarei District Plan 

(WDP) as part of the WDP rolling review. The report has been prepared in accordance with the 

requirements of Schedule 1 of the Resource Management Act 1991 (RMA) and incorporates an 

evaluation under section 32 of the RMA (s32). S32 evaluations are iterative, and therefore the evaluation 

in this report constitutes the initial evaluation, with this being further revised throughout the plan change 

process.  

 The report provides background material to PC1090.  It outlines the statutory considerations 

relating to the preparation and consideration of plan changes generally, and sets out the strategy 

and policy frameworks within which PC109 fits.  It also addresses key issues pertaining to PC109. 

The report then goes on to address the RMA’s s32 evaluation requirements.    

1.2 The Proposed Plan Change  

 PC109 seeks to introduce a new district wide chapter addressing transport related resource 

management issues. The proposed chapter will replace the chapters in the WDP that currently 

address transport matters, these being Chapter 22 – Road Transport and Chapter 47 – Road 

Transport Environment Rules. PC109 will include: 

• A new Transport Chapter (TRA) – with objectives, policies and rules at a district wide level. 

• Changes to the WDP maps – denoting the road hierarchy classifications, indicative roads and 

strategic road protection areas. 

• Consequential changes to the WDP, including the deletion of Chapters 22 and 47. 

 PC109 is part of a comprehensive package of plan changes encompassing area specific zoning matters 

and district wide matters for Whangarei District. As a collective package the plan changes will introduce 

new zone chapters, with objectives, policies and rules; new district wide chapters, with objectives, 

polices and rules; changes to the Planning Maps; new definitions and consequential changes to the 

WDP. PC109 has been drafted to be consistent with the overall approach and format of the plan change 

package. The proposed plan changes are listed below and a s32 report has been prepared for each 

plan change to evaluate the matters relevant to that topic.  

Proposed zoning plan changes 

• Plan Change 88 – Urban Plan Changes Technical Introduction 

• Plan Change 88A – City Centre Zone (PC88A)  

• Plan Change 88B – Mixed-use Zone (PC88B)  

• Plan Change 88C – Waterfront Zone (PC88C) 

• Plan Change 88D – Commercial Zone (PC88D)  
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• Plan Change 88E – Local Commercial Zone and Neighbourhood Commercial Zone (PC88E) 

• Plan Change 88F – Shopping Centre Zone (PC88F)  

• Plan Change 88G – Light Industrial Zone (PC88G)  

• Plan Change 88H – Heavy Industrial Zone (PC88H)  

• Plan Change 88I – Living Zones (PC88I) 

• Plan Change 88J – Precincts (PC88J)  

• Plan Change 115 – Green Space Zones (PC115) 

• Plan Change 143 – Airport Zone (PC143)  

• Plan Change 144 – Port Zone (PC144)  

• Plan Change 145 – Hospital Zone (PC145)  

Proposed district wide plan changes 

• Plan Change 148 – Strategic Direction and Subdivision (PC148)  

• Plan Change 109 – Transport (PC109)  

• Plan Change 136 – Three Waters Management (PC136)  

• Plan Change 147 – Earthworks (PC147)  

• Plan Change 82A – Signs (PC82A)  

• Plan Change 82B – Lighting (PC82B)  

2. Background 

2.1 Operative District Plan Provisions 

 District plans provide a regulatory mechanism to manage land use activities and their relationship with 

transport, rather than actively ensuring that certain transport projects are achieved. District plans do not 

control or decide where specific transport network infrastructure such as bus shelters or traffic calming 

devices are installed as this is a function undertaken through the implementation of the Council’s Long 

Term Plan. However, district plans provide a regulatory framework to manage activities that generate 

effects that may, for example, compromise traffic or pedestrian safety.  

 The WDP manages transportation on a district wide approach and provides a regulatory 

framework to manage activities that may generate adverse effects. Chapter 22 – Road Transport 

contains objectives and policies relevant to transportation. Chapter 47 – Road Transport 

Environment Rules contains the rules applicable to transport activities in all Environments. 

Broadly, the current focus of Chapters 22 and 47 are to provide a safe and efficient road network, 
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establish a hierarchy of roads, protect surrounding land uses from the adverse effects of the road 

network, and to protect the road network from adverse effects of surrounding land uses. There 

are also transport related rules contained in the subdivision chapters of Part H of the WDP.  

 Adverse transportation effects are managed in the WDP by the provision of a suite of permitted activity 

standards that allow many activities, particularly activities that have minimal adverse effects, to proceed 

without unnecessary regulations. Such permitted activity standards include the control of the design and 

location of vehicle accesses, on-site manoeuvring requirements, and minimum parking provision and 

design standards.  

 In 2011 Plan Change 76 (PC76) became operative. PC76 introduced the 2010 Whangarei District 

Council’s Environmental Engineering Standards (EES 2010) and removed some of the transport 

standards from Chapter 47 and cross-referenced to the EES 2010 instead. The standards 

removed included Gradient of Parking and Access, Queuing Space, Formation Standards, Vehicle 

Crossings, Shared Access Widths, and Road Formation. 

2.2 Resource Management Issues 

 Whangarei’s District’s population and economy have steadily grown over the last two decades as 

indicated by the tables below. Table Table 1 shows the population growth from 1996 – 2013 as well as 

the projected growth up to 2033. Table Table 2 shows the Gross Domestic Product (GDP) growth 

trends within Whangarei District and New Zealand from 2000 – 2015. There are periodic drops in 

GDP; however, overall the GDP for Whangarei has grown at a rate similar to the rest of New Zealand. 

The tables suggest that Whangarei has, and should continue, to grow. 

Table 1: Whangarei Estimated Resident Population from 1996-2013 and Projections to 2033 

Census Data 

Year 
Estimated Resident 

Population 

1996 68,400 

2001 70,000 

2006 76,500 

2013 83,700 

Projections 

Year 
Estimated Resident 

Population 

2018 87,600 

2023 90,900 

2028 93,800 

2033 96,200 

Source: Statistics New Zealand 

Table 2: GDP ($m) in Whangarei District and New Zealand from 2000 to 2015 

Year 
Whangarei District New Zealand 

GDP ($m) Change (%) GDP ($m) Change (%) 

2000 2,438  150,893  

2001 2,488 2.1 154,897 2.7 

2002 2,550 2.5 160,259 3.5 

2003 2,674 4.9 167,896 4.8 
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2004 2,781 4.0 175,690 4.6 

2005 2,890 3.9 181,905 3.5 

2006 2,990 3.5 188,137 3.4 

2007 3,109 4.0 193,465 2.8 

2008 3,162 1.7 198,391 2.5 

2009 3,110 -1.6 195,294 -1.6 

2010 3,110 0.0 194,255 -0.5 

2011 3,121 0.3 196,917 1.4 

2012 3,104 -0.5 201,500 2.3 

2013 3,208 3.3 206,125 2.3 

2014 3,325 3.6 211,854 2.8 

2015 3,507 5.5 219,529 3.6 

Source: Infometrics 

 Growth within the District presents many potential benefits but also some risks. The capacity of 

Whangarei’s transport system is relatively limited due to factors such as existing patterns of 

development and land uses, available funding and topography and natural features. Consequently, 

accommodating future growth within the transport network presents challenges.  

 Gabites Porter prepared a report titled ‘Whangarei District Transport Network Deficiencies 2006 – 

2031’ in March 2009. Within the report general observations were made regarding the future of 

Whangarei’s transport system, including: 

• By 2031 total trip numbers are expected to increase by 30% – 35%. 

• The average trip distance will increase by 8% and the average trip time will increase by 16%. 

• Total intersection delays are expected to increase by approximately 42% by 2031.  

• Total vehicle kilometres travelled are expected to increase by 40% - 45%. 

 The findings in the Gabites Porter report indicate that Whangarei’s transport network will be put under 

increasing pressure over the next 15 years and that the network will only become more congested as 

the District grows. These findings highlight the need to consider alternative modes of transport as 

private motor vehicles become less viable.  

 A key overarching aim of PC109 is to provide a sustainable transport network that provides for the 

current generation’s needs while protecting the network’s adaptability and suitability for future 

generations. Therefore, Whangarei’s growth trends, and projected future growth have been 

considered as part of PC109. Alongside sustainability, PC109 aims to provide a safe and efficient 

transport network. Essential to this is an awareness of the interrelationship which exists between land 

use activities and transport. 

 Generally speaking, transportation related resource management issues fall into two broad categories:  

• The effects of transportation and transport network infrastructure on the environment. 

• The effects of development and land use on the transport network. 
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 Under the first category, the transport network may have potential adverse effects on the environment, 

such as: 

• Effects on pedestrian and cyclist safety. 

• Degradation of landscape and ecological values. 

• Effects on amenity including visual intrusion, noise, vibration and dust. 

• Pollution from discharges and emissions. 

• Usage of land that may be productive or highly valuable. 

 Under the second category, land use activities may have potential adverse effects on the transport 

network, such as: 

• Effects on the safety, efficiency and effectiveness of the transport network through increased 

traffic generation, signage and other distractions, and the design of aspects such as accesses, 

vehicle crossings and parking.  

• Reverse sensitivity effects from locating sensitive activities in close proximity to busy transport 

routes. 

 The WDP has generally operated well in managing transportation issues; however, Council’s 5 Year 

Review of the District Plan Efficiency and Effectiveness (August 2012) identified the following issues: 

The Road Transport provisions in the District Plan require updating to align with a number of new 

philosophies and strategies that have occurred since the Plan became operative. A more integrated 

approach to land use planning and transport needs to be undertaken, and this will require an overall 

review of the provisions which are located throughout the Plan. Specific recommendations to update 

the Road Transport chapter of the District Plan include:  

• align with national transport strategies including cost effectiveness, safety and productivity  

• align with the objectives of the Growth Strategy 30/50 

• align with best practice of integrated land transport planning 

• align with Regional Policies  

• include additional important road connections in the plan for example high productivity 

routes 

• link Road Transport provisions with other provisions in the District Plan for example Noise 

• review the parking provisions in the District Plan and remove minimum parking requirements 

• provide additional staff training on technical matters covered in the District Plan relating to 

Road Transport and refer more applications to engineers to check against the Road 

Transport provisions 

• review the monitoring indicators for Road Transport or focus Road Transport planning in 

Whangarei to address the specific indicators in the District Plan 
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 Based on the findings of Council’s 5 Year Review of the District Plan Efficiency and Effectiveness, the 

key resource management themes relating to transport are: the integration of transport and land use 

planning; parking management, and alignment with higher order documents, which are discussed in 

the following sections.  

2.2.1 Integration of Transport and Land Use Planning 

 The integration of transport and land use planning is fundamental to achieving an efficient and 

effective transport network. Integrated transport and land use planning looks at the management of 

adverse environmental effects on land use activities resulting from land transport systems and 

safeguarding transportation systems from adverse effects that may arise from land uses. PC109 

proposes to require Integrated Transport Assessments (ITAs) for larger scale developments as a 

means to ensure that proposed developments are compatible with Whangarei’s wider transport 

network. 

 Planning for integrated land use and transport planning provides certainty for infrastructure provision, 

for example by identifying and protecting future transport network routes. PC109 proposes to achieve 

this by classifying transport network assets based on a proposed two-tier hierarchy and identifying 

strategic road protection areas and indicative roads.  

 Reverse sensitivity impacts can affect the transport network and sensitive uses that are located in 

proximity to it. For example, dust from gravel roads can affect houses located nearby, and numerous 

vehicle entrances can impact negatively on the safe and efficient functioning of busy routes. PC109 

proposes to classify the road network to define the purpose and expectations of assets in the network 

and to minimise reverse sensitivity. Reverse sensitivity matters are also addressed within individual 

Environment chapters, such as the proposed Rural Living and Rural Production Environments which 

require sensitive activities to be set back from unsealed roads.  

2.2.2 Parking Management 

 Many industry standard best practice documents which are used by transport and planning 

professionals in New Zealand recommend the use of minimum parking requirements and outline 

recommended rates for different land uses. Three main documents in use in New Zealand are:  

• Transfund New Zealand Research Report No 209, Trips and Parking Related to Land Use (2001) 

and the associated Trips Database Bureau.  

• The Roads and Traffic Authority, Guide to Traffic Generating Developments, Version 2.2 (2002).  

• The Institute of Transportation Manual (2004), Parking Generation.  

 These documents are generally aligned with the traditional approach to parking supply which 

encourages the management of potential parking spill-over on the road network by requiring car 

parking to be provided on-site. The levels at which recommended minimum parking requirements are 

set in the Transfund New Zealand Research Report and in the Roads and Traffic Authority Guide are 

based on surveys undertaken throughout New Zealand, Australia and the United States and are 

generally aimed at providing for peak use times. The Institute of Transportation Manual differs slightly 
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from the other two in that it provides peak parking generation data for different land uses but does not 

go as far as to use the data to recommended minimum parking rates. Appendix 2 provides a list of 

the parking rates provided in these industry standard guidelines compared to the WDP requirements. 

In many instances the WDP does not directly compare well to the industry standards due to the 

differences in the terminology used for activities and their scale. However, in general the WDP is well 

aligned with the standards and it is considered that on balance the WDP requires less on-site parking 

than the standards.  

 District plans within New Zealand generally adhere to the above approach and require specified rates 

of on-site parking to be provided based on activity type. District plans are increasingly providing for 

exemptions from the required minimum parking rates either based on location or activity type or 

through incentives such as the provision of on-site bicycle parking spaces. Appendix 3 compares the 

minimum parking rates required under the WDP and three other district/unitary plans.  In many 

instances the WDP does not directly compare well to the other Plans differences in the terminology 

used for activities and their scale. However, on balance it is considered that the WDP requires slightly 

more on-site car parking than the other Plans and provides less nuance and flexibility due to the 

limited range of activities listed, and limited options for reducing parking space numbers.  

 Benefits of minimum on-site parking requirements generally include:  

• More abundant and convenient parking for customers, employees and residents. 

• Increased numbers of car parking spaces designed for disabled persons as this is related to the 

number of total parking spaces provided.  

• Reduced spill-over parking into the local on-street parking spaces.  

 In contrast to the above data sources and district plan convention, there is guidance which states that 

caution should be exercised when applying standard parking rates to developments. For example, 

Austroads states that minimum parking requirements should be applied with caution for the following 

reasons: 

• Standards are often arbitrary and based on highly scattered data. For example, ranges for some 

activities can be large and applying an average for all can result in excessive parking for some 

activities and insufficient parking supply for other activities.  

• Conditions may vary widely for developments and land uses of the same type, and for different 

locations within an urban region. Specific parking needs may be quite different from those 

indicated in a rigid table of parking provision requirements. Also, changes in parking demands 

over time may render documented parking provision standards inapplicable. 

• Parking provision requirements are based on parking generation studies that are typically 

performed at new, suburban sites with free parking. The parking provision standards resulting 

from this approach tend to be unnecessarily high for urban areas with good multi modal 

accessibility options, and where parking is typically priced.  
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 In addition to Austroads, there is a growing body of research to support the deletion of minimum 

parking requirements from district plans. Some of the biggest negative impacts of minimum parking 

requirements include: 

• Economic development: parking takes up valuable floor space and increases development 

compliance costs. Minimum parking requirements effectively act as an indirect tax on floor space 

as the number of parking spaces required is typically dictated by the area of a building/activity. 

• Travel and lifestyle patterns: an abundance of low-cost parking stimulates excessive demand 

for private vehicle based travel and lifestyle patterns, thereby creating more congestion and 

pollution and perpetuating the demand for on-site parking. 

• Environmental sustainability: excessive vehicle use reduces the sustainability of higher density 

urban areas, especially town centres. 

• Social equality: the compliance costs created by minimum parking requirements fall 

disproportionately on low-income households. Additionally, requiring each developer to provide 

on-site parking ignores opportunities for shared parking areas and acts as a barrier for smaller 

developers while empowering landowners with large landholdings. 

• Urban form: requiring the provision of parking within each individual site fragments the urban 

form with numerous vehicle accesses and parking areas and contributes to urban sprawl as more 

land is needed to provide for activities. This disincentivises alternative modes of transport (i.e. 

public or active transport) and can adversely affect amenity values.  

 Despite the growing arguments against minimum parking requirements, there is a perception in 

Whangarei that there are not enough car parks to service visitors and commuters. Often shop owners 

have the view that there are insufficient car parks available for their customers. People visiting the City 

Centre want to be able to find a park outside their destination and therefore often circle the City Centre 

looking for a park. This is what happens when parking becomes saturated and there is insufficient 

turnover. There may be other available car parks but they are not as desirable due to pricing, layout, 

accessibility or location. 

 A contributing factor to the low occupancy rates of Council owned car parks is the abundance of free 

parking. The Parking Management Strategy 2011 (PMS) identified that the average occupancy rates 

of Council’s paid parking areas are around 50%, while Council’s free car parking areas are 94% to 

100% occupied. The provision of free parking means that the users are not paying for it directly. 

Provision of parking is never free; the PMS determined that the cost of creating a car park for 

developers and Council is around $20,000 per car park. Therefore, this cost is often shifted on to 

goods and/or other modes of transport. This is particularly unfair for people who use alternative modes 

of transport. If a significant amount of free parking is provided, there are less incentives not to drive.  

 Given that the average parking space takes up around 25m2, in some cases the WDP requires nearly 

as much site area for parking as it enables for actual useable floor area. This creates a significant 

barrier to development as developers find it difficult to meet parking requirements where space is 

limited while also ensuring the development is economically viable. It also greatly undermines 
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opportunities for shared parking and the viability of centralised parking facilities. It is considered that 

most businesses will decide to provide parking as an incentive for their customers and employees and 

that on-site parking will also often be provided by developers for residential units. In many cases, the 

number of parking spaces provided may be better determined by the developer rather than based on 

arbitrary district plan requirements.  

 One of the key reasons minimum parking requirements are used is to manage spill-over parking where 

the parking associated with a certain activity ‘spills’ into on-road parking or other private parking areas. 

Spill-over parking often results from a change in commuters parking patterns or one-off situations such 

as peak shopping season and events. There are a number of ways in which spill-over parking can be 

managed including:  

• Overflow parking and special event parking management plans: this could include temporary park 

and ride, free or validated public transport for events and signage.  

• Residents parking permits: a useful interim solution to address residents’ concerns. 

• Shared parking: this can be used for special events or on an on-going basis where activities may 

have different peak demand times.  

• Parking brokerage services: can help to connect businesses with spare parking to those who 

need extra parking. 

• Parking pricing schemes: pricing public parking spaces to disincentivises private vehicle usage. 

• Construct public parking facilities: where the demand is high enough providing additional parking 

in a designated parking facility may be beneficial.  

 Given the above, it is considered that there are negative effects associated with on-site minimum 

parking requirements; however, there are also risks associated with removing these minimum 

requirements. A full assessment of the benefits and costs of various options relating to minimum on-

site parking requirements is provided in section 5 below. Broadly, PC109 proposes to extend the 

areas exempt from the minimum parking requirements in the City Centre area and to review the 

remaining minimum parking requirements. Additionally, reduction factors are proposed to enable 

reduced on-site car parking where certain criteria are met.  

2.2.3 Alignment with Higher Order Documents and Strategies 

 As stated in Council’s 5 Year Review of the District Plan Efficiency and Effectiveness, the WDP 

transport provisions must be amended to align with national, regional and local policies and strategies.  

 Section 4 below provides a detailed discussion of PC109’s consistency with key higher order 

documents. It is considered that PC109 achieves alignment through the implementation of the 

One Network Road Classification (ONRC) hierarchy, the promotion of pedestrian friendly 

environments with increased usage of alternative modes of transport , and stronger integration 

between land use and transport planning.  
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2.3 Consultation 

 A draft version of PC109 was advertised to all plan holders, practitioners and iwi contacts, as well as 

being publicly available for pre-notification feedback, from June 2018 through August 2018. Pre-

notification consultation for PC109 was undertaken alongside the consultation for the Urban Plan 

Changes. Feedback was received in the form of written comments, individual meetings, public meetings 

and hui with hapu representatives. There were 673 comments/forms received in total between survey 

responses, formal feedback and Facebook comments. However, with regards to PC109 there were very 

few comments received. The comments on PC109 were mainly in support with a few requests for minor 

corrections and clarifications.  

 A draft version of PC109 was presented and work-shopped with Te Karearea and Te Huinga, Council’s 

iwi and hapu leaders committees.   

 Feedback was summarised and presented back to the Council’s Planning Committee to inform the plan 

change drafting. Following this, two additional Council briefing meeting were held to discuss the draft 

plan changes. The key change made to PC109 in response to these meetings was to amend Policy 

TRA-P1 to require private access to multiple allotments to be vested as a public road where appropriate.  

3. Proposed Plan Change 

 PC109 proposes to replace WDP Chapter 22 – Road Transport and Chapter 47 – Road Transport 

Environment Rules with a new district wide Transport Chapter (TRA). PC109 proposes to retain 

several status quo provisions while also proposing several new provisions and amendments to 

existing provisions. The main components of PC109 are:  

• The introduction of the new transport network hierarchy 

• A review of the reference to the Environmental Engineering Standards 2010 (EES 2010) 

standards 

• Parking management 

• Landscape/urban design standards 

• Promotion of walking and cycling 

• A review of building line restrictions and indicative roads 

 A brief overview of PC109’s approach to each of these topics is discussed in sections 3.1 – 3.6. 

3.1 New Transport Network Hierarchy 

 The WDP contains a road hierarchy with the following categories: indicative roads, state highways, 

arterial roads, collector roads and local roads. PC109 proposes to classify Whangarei’s roads into a 

new two-tiered hierarchy.  

 The first tier is the ONRC. The ONRC is a national classification system, which divides New Zealand’s 

roads into six categories based on criteria such as how busy they are and whether they connect to 
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important destinations. The categories are: National, Regional, Arterial, Primary Collector, Secondary 

Collector, Access and Low Volume. The second tier comprises regionally significant transport 

infrastructure as identified by the Regional Policy Statement for Northland 2016 (NRPS). The three 

categories under this tier are: Tourism, Freight, and Walking and Cycling. The two tiers overlap as 

some roads are classified under multiple tiers. A description of each category of the hierarchy is set 

out in Appendix 3 of the proposed TRA chapter and the first-tier of the hierarchy is proposed to be 

shown on the Planning Maps. 

3.2 Review of Environmental Engineering Standards 2010 

 As discussed above, PC76 introduced the EES 2010 and removed some of the transportation 

standards from the WDP and cross-referenced to the EES 2010 instead. The current approach of 

incorporating the EES 2010 by reference and requiring compliance with the standards in the EES 2010 

creates several issues including: 

• Assessing, monitoring and enforcing compliance with the EES 2010 is difficult for applicants as 

well as Council. The EES 2010 is a large and complex technical document and ensuring that the 

correct consents have been applied for and that the standards are being met is challenging. As a 

result, the EES 2010 has not been properly enforced in some cases.  

• Engineering designs are often difficult to standardise as certain sites or situations require specific 

design with a degree of flexibility. The EES 2010 has been written to allow this flexibility and 

enable engineers to have discretion in decision making. From an engineering perspective, this is 

appropriate; however, by referencing the EES 2010 in the WDP, third party decision making has 

been incorporated in an RMA process as it can be up to the discretion of an engineer or manager 

as to whether or not an activity complies with the rules.  

• The EES 2010 contains highly specific and detailed engineering standards, such as what grade 

of chip seal should be used on private accessways. While these aspects are valid engineering 

concerns they do not necessarily have RMA related effects that justify management under the 

WDP.  

• By referencing the EES 2010 in the WDP any updates or changes to the EES 2010 would require 

a full plan change to be reflected in the WDP. Consequently, the EES 2010 has not been updated 

since 2010 due to the costs and uncertainty associated with a plan change, which in turn results 

in the EES 2010 not being up-to-date to reflect best practice.  

 A full review of the EES 2010 has been undertaken as a separate process from PC109. 

Accordingly, a new version has been prepared: Whangarei District Council’s Engineering 

Standards 2018 (ES 2018). PC109 proposes to change the interaction between the engineering 

standards and the District Plan so that all relevant transport rules and standards are contained 

in the District Plan and the ES 2018 standards are one means of compliance when consent is 

required rather than being incorporated as a reference document.  
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3.3 Parking Management 

 PC109 proposes to extend the areas exempt from the minimum parking requirements in the City 

Centre area and to review the minimum parking requirements. Additionally, reduction factors are 

proposed to enable reduced on-site car parking where certain criteria are met. A full assessment of 

the benefits and costs of various options relating to minimum on-site parking requirements is provided 

in section 5 below.  

3.4 Landscape/Urban Design Standards 

 The design and construction of parking areas can have significant effects on amenity, character, 

stormwater management and vehicle and pedestrian movement and safety. Chapter 47 of the WDP 

does not contain any landscaping or urban design requirements for parking or road design.  

 It is considered that methods for requiring and encouraging positive design and construction are 

required in the District Plan. PC109 proposes to introduce landscaping requirements for car parking 

areas, and incorporate consideration of urban design and amenity through objective, policies and 

information requirements.  

3.5 Promotion of Walking and Cycling 

 PC109 aims to encourage walking and cycling through the following proposed methods: 

• Promoting pedestrian friendly streets through vehicle crossing design and road design. 

• Promoting and requiring less on-site car parking. 

• Requiring bicycle parking for certain activities. 

• Improving amenity by requiring landscaping within car parks. 

 It is considered that the proposed methods will assist in promoting walking and cycling while in turn 

discouraging private motor vehicle usage.   

3.6 Review of Building Line Restrictions and indicative Roads 

 The WDP contains 22 building line restrictions and 15 indicative roads. These have been reviewed to 

confirm their appropriateness. PC109 proposes to remove any unnecessary ones and make 

amendments where appropriate.  

4. Statutory Considerations 

 The WDP sits within a layered policy framework, which incorporates the National Policy Statements, 

National Environmental Standards, Iwi Management Plans, the Northland Regional Policy Statement 

(NRPS), Regional Plans, Structure Plans and Long Term Plans.  Each of these policy documents and 

plans has been considered in accordance with the RMA.  The relevant policy documents that were taken 

into consideration when preparing PC109 are discussed below.  
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4.1 Resource Management Act 1991 (RMA)  

 The RMA provides the statutory framework for the sustainable management of natural and physical 

resources.  The RMA defines sustainable management as: 

‘managing the use, development, and protection of natural and physical resources in a way, or at a rate, 

which enables people and communities to provide for their social, economic and cultural well being and for 

their health and safety’  

 Under the RMA it is mandatory for a territorial authority to prepare a district plan, which manages land 

use and development within its territorial boundaries.  The RMA requires district plans, and thereby 

changes to district plans whether private or Council initiated to meet the purpose and principles of the 

RMA.  Consideration has been given to the extent to which PC109 achieves the purpose and principles 

of Part 2 of the RMA.   

 The statutory context for the preparation and evaluation of plan changes under the RMA is summarised 

as follows: 

Section 31 - One of the functions of the Council is to review the WDP to achieve integrated management of 

the effects of the use, development, or protection of land and associated natural and physical resources of 

the district. 

Section 74 - Matters that the plan change must “accord with” and “have regard to” are set out in this section. 

Section 75 - Higher order plans that the plan changes must “give effect to” are set out in this section. 

Section 32 - The manner in which an evaluation of a plan change must be carried out is set out in this 

section.    

 S79 of the RMA sets Councils the requirement to review district plans.  Councils must complete a review 

of all district plan provisions within any 10 year time period.  The WDP became operative on 3 May 

2007, after eight years of formulation.  The data that the WDP was based upon are therefore over ten 

years old.  Monitoring of the WDP has identified areas of inconsistency and ineffectiveness. 

 S79 of the RMA provides the opportunity for Councils to undertake rolling reviews of district plan 

provisions.  Using this opportunity to improve the integrity of the WDP, a rolling review process has been 

implemented. To remedy some of the missing links between WDP sections, a new structure has been 

adopted.  The WDP structure will evolve and the chapter format will be adjusted through the rolling 

review to be more consistent with the manner in which the provisions are applied in practice. 

4.2 National Policy 

National Environmental Standards 

 Section 44 of the RMA requires local authorities to recognise National Environmental Standards (NES). 

There are currently five National Environmental Standards:  

• National Environmental Standards for Air Quality 

• National Environmental Standard for Sources of Drinking Water 
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• National Environmental Standards for Telecommunication Facilities 

• National Environmental Standard for Electricity Transmission Activities 

• National Environmental Standards for Assessing and Managing Contaminants in Soil to Protect 

Human Health 

• National Environmental Standards for Plantation Forestry  

 In this instance, there are no national environmental standards considered relevant to the consideration 

of PC109. 

National Policy Statements 

 Section 55 of the RMA requires local authorities to recognise National Policy Statements (NPS) and 

Section 75 requires local authorities to give effect to them in their plans. There are currently five National 

Policy Statements:  

• National Policy Statement on Urban Development Capacity 

• National Policy Statement for Freshwater Management 

• National Policy Statement for Renewable Electricity Generation 

• National Policy Statement on Electricity Transmission 

• New Zealand Coastal Policy Statement  

 The NPS for Urban Development Capacity (NPS:UDC) identifies the role that urban areas play in 

accommodating New Zealand’s population. The NPS:UDC requires local authorities to plan for, monitor 

and facilitate urban development, responding to the growth and development needs of their urban areas. 

A component of this is the provision of transport infrastructure to service the anticipated growth. PC109 

must ensure that Whangarei’s transport infrastructure enables sufficient levels of capacity. 

 The NPS for Freshwater Management, Renewable Electricity Generation, Electricity Transmission and 

the New Zealand Coastal Policy Statement do not specifically relate to PC109.    

4.3 Iwi and Hapu Management Plans 

 According to s74(2A) of the RMA, Council must take into account any relevant planning document 

recognised by an iwi authority and lodged with the territorial authority, to the extent that its content has 

a bearing on the resource management issues of the district.  At present, there are five such documents 

accepted by Council, being Te Iwi O Ngatiwai Environmental Policy Document (2007), Patuharakeke 

Te Iwi Trust Board Environmental Plan (2014), Ngati Hine Iwi Environmental Management Plan (2008), 

Ngati Hau Hapu Environmental Management Plan 2016 and Te Uriroroi Hapu Environmental 

Management Plan and Whatatiri Environmental Plan.  Each management plan is comprehensive and 

covers a range of issues of importance to the respective iwi.  The management plans contain statements 

of identity and whakapapa and identify the rohe over which mana whenua (and mana moana) are held.  
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The cultural and spiritual values associated with the role of kaitiaki over resources within their rohe are 

articulated.  PC109 has taken into account those matters of relevance to transport management. 

 Of particular significance to PC109 are the following provisions: 

Ngati Hine Iwi Environmental Management Plan (2008) 

28. Urban Design 

5.  Te Runanga o Ngati Hine believes that urban centres should be designed around people and 

not cars.  

Patuharakeke Te Iwi Trust Board Environmental Plan (2014) 

4.2.3 Policies 

c) PBT support the reduction of emissions as a response to climate change, including but not 

limited to: 

  i. Urban planning to reduce transport emissions. 

 It is considered that the proposed TRA objectives seek to achieve these outcomes.  

4.4 Local Government Act 2002 (LGA) 

 The LGA sets out the responsibilities of territorial authorities in relation to land transport matters, 

including responsibilities for local roads, footpaths and street lighting as well as local planning, parking 

services and road safety works. Sections 146 and 147 provide for the creation of more specific bylaws.  

 The Whangarei District has several bylaws some of which have a greater relevance to transportation. 

The Public Places Bylaw controls any trading and event activities in public places in the District, including 

within roads.  The Parking and Traffic Bylaw states that Council may from time to time by resolution 

institute a Residents Parking Scheme, which may limit parking on a road only to the vehicles of residents.  

 PC109 proposes to provide for additional exemptions to the minimum parking requirements and to 

amend the minimum parking requirements elsewhere so that less on-site parking is required. The risk 

associated with this proposal is that there may be spill-over parking on the local roading network 

where insufficient on-site parking is provided. The Resident Parking Scheme can be an effective 

method of managing potential spill-over parking. 

4.5 Land Transport Management Act 2003 (LTMA) 

 The LTMA sets out the requirements and processes for local authorities to obtain funding for roading 

construction and maintenance. As amended in 2013 it sets out the requirements for Regional Councils 

to contract for the provision of public transport services. This impacts PC109 as Council does not directly 

manage bus infrastructure which limits the impact Council can have on bus services in Whangarei. 

4.6 Regional Policy 

Northland Regional Policy Statement 2016 (NRPS) 
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 The NRPS became operative on 9 May 2016 (with the exception of provisions relating to GMOs). The 

NRPS provides regional level policy direction on regional form and regionally significant infrastructure. 

The provisions of most relevance to PC109 are discussed below. 

 Objective 3.8 states: 

Manage resource use to: 

a) Optimise the use of existing infrastructure; 

b) Ensure new infrastructure is flexible, adaptable, and resilient, and meets the reasonably 
foreseeable needs of the community; and 

c) Strategically enable infrastructure to lead or support regional economic development and 
community wellbeing. 

 PC109 seeks to achieve this objective by improving transportation options and enhancing the 

efficiency of the transport network and associated infrastructure, which may in turn attract businesses 

and investment and improve economic and social wellbeing within Whangarei.  

 Objective 3.11 states: 

Northland has sustainable built environments that effectively integrate infrastructure with subdivision, 

use and development, and have a sense of place, identity and a range of lifestyle, employment and 

transport choices.  

 Following on from Objective 3.11, Policy 5.1.1 requires that subdivision, use and development should 

be located, designed and built in a planned and co-ordinated manner which is integrated with the 

operation of transport. This policy is supported by the Regional Form and Development Guidelines 

included within Appendix 2 of the NRPS. 

 Currently, it is considered that there are a low percentage of people in Whangarei using alternative 

modes of transport. Table 3 shows the main means of travel to work for employed people (who do not 

work at home) in Whangarei. The table demonstrates that private motor vehicles are the predominant 

form of transport in Whangarei and that active transport usage has seen minimal increase. While 

public transport has experienced growth, a relatively small number of people use public transport.  

Table 3: Means of Travel to Work for Employed People within Whangarei 

Means of travel to work 

2001 2006 2013 Total Change (%) 

Drove a private car, truck or van 13881 16506 16389 18.1% 

Drove a company car, truck or van 2946 4104 3948 34.0% 

Motor cycle or power cycle 243 315 375 54.3% 

Passenger in a car, truck, van or company bus 1284 1689 1389 8.2% 

Public bus 129 141 186 44.2% 

Train 18 6 12 -33.3% 

Bicycle 354 366 399 12.7% 

Walked or jogged 1236 1437 1305 5.6% 

Source: Statistics New Zealand 

http://nzdotstat.stats.govt.nz/OECDStat_Metadata/ShowMetadata.ashx?Dataset=TABLECODE8180&Coords=%5bMAINTRAVEL%5d&ShowOnWeb=true&Lang=en
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 PC109 seeks to encourage a diverse range of transport choices through provisions such as bicycle 

parking requirements, expanding the parking requirement exemption areas, car park design standards 

and road formation standards. Furthermore, PC109 seeks to integrate transport and land use planning 

to improve the efficiency of the Whangarei transport network and to avoid or mitigate adverse effects 

on the transport network arising from subdivision and development. 

 The NRPS defines regionally significant infrastructure as infrastructure that is essential for the social 

and economic functioning of Northland, and includes strategic transport networks. Appendix 3 of the 

NRPS specifically identifies particular roads, as well as walking and cycling facilities, which are of 

strategic significance as identified in the Regional Land Transport Strategy. These roads include state 

highways, tourist routes, freight routes and national cycleway proposal routes.   

 Objective 3.7 states: 

Recognise and promote the benefits of regionally significant infrastructure, which through its use of 

natural and physical resources can significantly enhance Northland’s economic, cultural, 

environmental and social wellbeing.  

 Policy 5.1.3(c) goes on to state: 

Avoid the adverse effects, including reverse sensitivity effects of new subdivision, use and 
development, particularly residential development on the following: 

c) The operation, maintenance or upgrading of existing or planned regionally significant 
infrastructure. 

 PC109 aims to identify the regionally significant transport infrastructure within Whangarei to recognise 

and encourage the protection of these assets. This is done through the proposed transportation 

network hierarchy and associated provisions. 

 Having reviewed the NRPS, it is considered that PC109 gives effect to the NRPS. 

Regional Plans 

 There are a number of Regional Plans for Northland that have been developed under the RMA.  These 

include the Regional Water and Soil Plan, Air Quality Plan and the Coastal Plan.  The Draft Regional 

Plan (DRP) combines the operative Regional Plans into one combined plan. Having reviewed each 

document and taking into account all of the provisions it is considered that PC109 is consistent with the 

Regional Plans. 

The 30 Year Transport Strategy for Northland 2010 (TSN) 

 The TSN sets the direction for the Region’s transport system. The TSN primarily focuses on the 

provision and maintenance of regional infrastructure rather than infrastructure provided by individual 

developers. The TSN does however provide general guidance with regard to transportation 

management through district plans. The TSN establishes the following vision: 

People and freight in Northland have access to an affordable, integrated, safe, responsive, and 

sustainable transport system. 
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 The TSN also establishes a series of strategic outcomes to achieve the above vision. The outcomes 

that are relevant to PC109 include: 

1. A sustainable transport system that supports the growth and existing economic development of 

Northland and New Zealand. 

2. All road users are safe on Northland’s roads. 

6. Our people have transport choices to access jobs, recreation and community facilities.  

7. The transport system enhances the environmental and cultural values of Northland.  

 PC109 has had regard to the outcomes identified in the TSN and is considered to assist in achieving 

the direction of the TSN. 

4.7 District Policy 

Whangarei District Growth Strategy, Sustainable Futures 30/50 2010 (30/50) 

 To manage projected growth sustainably, Council has formulated a long term sub-regional growth 

strategy. 30/50 identifies economic drivers of development, assesses future growth potential, 

determines existing and potential land use patterns, and assesses and plans for infrastructural 

requirements for the District over a 30-50 year time frame.  

 30/50 identifies a preferred future development pattern (Future Three) that was chosen and 

used to provide a broad development path around which further analysis can be undertaken.  

Future Three represents a managed, consolidated development path based upon a structured 

five tier settlement pattern.  This hierarchical arrangement is as follows:  

• Whangarei City as the primary district and regional urban centre with a strong, protected and 

enduring CBD;  

• A satellite town at Marsden Point/Ruakaka which complements (but does not compete with) 

Whangarei City;  

• Five urban villages within greater Whangarei;  

• One rural (Hikurangi) and two coastal growth nodes (Parua Bay and Waipu); and  

• Two rural villages along with eight coastal villages located along the coastline from Waipu Cove 

in the south to Oakura in the north. 

 Consolidated development is more commonly associated with lower levels of vehicle use, and higher 

levels of public transport patronage than dispersed land use. This can in turn potentially reduce the 

adverse environmental effects of high private vehicle usage. Providing transportation choices for 

communities is therefore a key aspect in achieving the preferred development path.  

 PC109 aims to encourage alternative modes of transport throughout the District, which can help to 

reduce sprawl and encourage and support consolidated development patterns. PC109 also aims to 

integrate transport planning with land use planning which can mitigate adverse effects on the transport 

network and can give increased certainty to infrastructure provision. It is considered that PC109 is 

consistent with the development path signalled in 30/50. 
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Long Term Plan 2018 – 2028 (LTP)  

 The Local Government Act 2002 (LGA) requires every council to produce a Long Term Plan every three 

years.  The LTP outlines Council’s activities and priorities for the next ten years, providing a long-term 

focus for decision-making. It also explains how work will be scheduled and funded. The LTP was 

adopted by Council in June 2018 and covers the period 1 July 2018 to 30 June 2028.  

 Some of the key community outcomes identified in the LTP include: 

It is easy and safe for everyone to travel around our District. 

There are opportunities to walk and cycle. 

Services are supplied in ways that benefit the environment. 

Our District is well prepared for growth and can adapt to change. 

 PC109 aims to increase the safety, efficiency and effectiveness of the District’s transport network while 

also encouraging alternative modes of transport. PC109 also encourages increased landscaping within 

parking areas and additional consideration to the provision of street trees within roads. PC109 proposes 

to classify the transport network assets under the proposed hierarchy and identify strategic road 

protection areas and indicative roads to protect the transport network for future growth.  

 It is considered that PC109 is consistent with and supports the outcomes identified in the LTP. 

Whangarei District Operative Plan 2007 (WDP) 

 The preparation of the first Whangarei District Plan under the RMA commenced in 1993. Council initially 

commenced preparation of the new Plan in territorial sections – with an Urban section for the Whangarei 

City area, Rural and Coastal sections for the County area, and a Hikurangi section – reflecting the 

Transitional County and City Plan structures. A District Plan Review Committee was established to be 

responsible for the preparation of the Plan. In 1995 the initial approach was revised and one Plan 

covering the whole district was commenced. The Review Committee held a series of workshops and 

formal meetings over the next six years to formulate the Proposed District Plan (PDP). Various sections 

and revisions of the plan were adopted as it advanced through the subsequent stages of Plan 

development. Various reports were commissioned to address significant issues identified for the PDP. 

 The draft PDP was released for public comment on 12 December 1997. The draft PDP was then revised 

by the District Plan Review Committee, based upon decisions made on public comments received and 

additional policy development work by staff, adding and deleting sections where necessary. The PDP 

was approved by Council for notification on 13 September 1998. The PDP became Operative as the 

WDP on 3 May 2007 following the submission, hearing, and appeal processes. 

 On 1 October 2009 the Resource Management Amendment Act introduced changes to s79 of the RMA, 

which prescribes the review requirements for district plans. Council must now ensure that each provision 

of a district plan has been reviewed within any 10 year time period. In response to this requirement the 

Council adopted a ‘rolling review’ approach. To implement this decision Council undertook Plan Change 
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106, which amended the introduction to the WDP to set out an explanation of the rolling review process, 

future district plan structure, and set expectations of future Council and private plan change applications. 

 Monitoring of the WDP has identified a need to clarify some processes, and update objectives, policies 

and methods. As part of the rolling review procedure, provisions will be moved towards a stronger 

effects-based plan with a policy driven approach. A new district plan structure and layout has been 

introduced to simplify the use of the WDP by mimicking the logic and flow of a typical planning 

application, moving from high-level policy to low-level detail, methods and requirements. 

 In August 2012 Council completed the 5 year efficiency and effectiveness review of the WDP which has 

been used to inform the consideration of alternatives in PC109. 

 A number of plan changes have been proposed as a part of the rolling review of the WDP. PC109 has 

relevance to numerous zones within the WDP because is proposed to be a general district wide chapter. 

As a result, consequential amendments are required to relocate provisions that are scattered in various 

chapters to one district wide chapter. It is important that PC109 maintains a consistent approach across 

the District and is well integrated with the Operative and Proposed chapters.  

 The National Planning Standards also have an impact on the integration of PC109 with the WDP. The 

draft Standards provide for any additional sections to address matters on a district wide basis to be 

included within the General District Wide matters chapter (S-GDW). PC109 has been drafted to be 

consistent with the draft Standards and to be incorporated as a section within the future S-GDW Chapter. 

Whangarei District Council Parking Management Strategy 2011 (PMS) 

 The purpose of the PMS is to provide a framework by which parking is managed in Whangarei, 

primarily within the City Centre and the city fringe areas. The PMS investigates the use of parking 

management techniques, such as: time, price, monitoring and enforcement. The PMS made eleven 

recommendations, which mostly related to these techniques. However, the first recommendation was 

for Council to embark on a plan change to remove minimum parking requirements due to the fact that 

minimum parking requirements can restrict development opportunities, contribute to sprawl and 

artificially hide the costs of parking. The PMS suggests most businesses will provide parking as an 

incentive for their customers. 

 The WDP currently requires a minimum number of car parking spaces based on activity type and 

scale; however, two areas (shown as unshaded in Figures 1 and 2 below) near the City Centre are 

exempt from the minimum parking requirements.  
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Figure 1: WDP Appendix 6A.1 Parking Exemption Areas 

 

Figure 2: WDP Appendix 6A.2 Parking Exemption Areas 

 PC109 proposes to expand the areas exempt from minimum parking requirements and to amend the 

parking requirements in other areas so that fewer car parking spaces are required and to enable 

reduced on-site car parking where certain criteria are met. 

 Having regard to the proposed objectives under PC109, it is considered that they are consistent with 

the intentions of the PMS. PC109 seeks to remove minimum parking requirements where appropriate 

while ensuring that parking requirements remain in areas where no on-site parking may compromise 

the accessibility, safety and efficiency of the road transport network.  

Whangarei District Council Walking and Cycling Strategy 2012 (WCS) 

 Adopted in 2012, the WCS provides a long-term plan for improving cycling and walking routes 

throughout the District. The WCS prioritises proposed on-road and off-road tracks including an 

estimate of costs for the improvements to strategically develop a programme of priority actions. The 

WCS promotes providing a safe transport system that is pedestrian and cyclist friendly.  A key 



24 
 

 

principle of the WCS is providing a clear transport hierarchy which enables and promotes walking and 

cycling infrastructure. 

 Many of the WCS proposed initiatives and projects are largely driven by mechanisms beyond the 

District Plan and RMA processes. However, it is considered that PC109 is consistent with the intent of 

the WCS and aims to promote walking and cycling throughout the District while enhancing the safety, 

efficiency and effectiveness of these modes of active transport.  

Whangarei 20/20 Plus: CBD Guideline Development Plan 2006 (20/20 Plus) 

 20/20 Plus is a central city development plan, founded on a precinct approach. 20/20 Plus provides a 

co-ordinated approach for the larger CBD area. It creates a conceptual framework based on a series 

of six pedestrian scale character precincts, each with at least one catalyst project site for 

development. 20/20 Plus seeks to connect the strong elements of Whangarei’s City Centre into a 

vibrant pedestrian oriented area with a broad mix of destinations and facilities.  

 20/20 Plus identifies existing and future connections including major vehicle routes, bus routes, 

waterways, cycling and walking tracks. 20/20 Plus also provides several recommendations regarding 

roading design as part of a roading hierarchy. 20/20 Plus suggests that a holistic approach is required 

to transportation planning in the District in a sustainable manner that will assist in enabling the 

identified objectives and vision for Whangarei’s transport.  

 PC109 proposes an integrated approach to land use and transportation planning and implements a 

new roading hierarchy. The design standards of the roading hierarchy are proposed to be contained 

within the ES 2018 which will be used as a means of compliance in PC109. Having reviewed 20/20 

Plus it is considered that PC109 is consistent with the proposed initiatives.  

Whangarei 20/20 Momentum 2016 (20/20 Momentum) 

 20/20 Momentum brings together a number of projects from the LTP, private projects and possible 

future projects. The document outlines ‘big picture’ projects and developments in central Whangarei 

which have either been completed, are planned or are conceived as being critical to the future 

success of Whangarei.  

 Many of the proposed initiatives and projects are largely driven by mechanisms beyond the District 

Plan and RMA processes, though several completed and planned projects are relevant to 

transportation issues, such as the Hatea Loop, the Hatea Drive parking facility and the transit centre 

gateway. Having reviewed 20/20 Momentum, it is considered that PC109 is consistent with the 

proposed initiatives.  

Whangarei Urban Design Strategy 2011 (UDS) 

 The UDS adopts an ongoing incremental approach to building higher quality urban environments that 

will help develop Whangarei into a vibrant meeting place and destination and secure its sustainable 

future. To achieve this vision, urban development is encouraged to be compact, connected, distinctive, 

diverse, attractive, appropriate, sustainable and safe. A number of design objectives, stakeholder 
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responsibilities and mechanisms have been identified and set according to their priorities for 

implementation.  

 A key aspect of the UDS is the emphasis on public transport. Public transport is largely driven by 

mechanisms beyond the District Plan and RMA processes. However, PC109 discourages the 

continued reliance on private vehicles and promotes a condensed urban form with an improved and 

accessible transportation network. It is considered that this will help promote public transport.  

 Another key aspect of the UDS is public safety. PC109 aims to enhance the safety of motor vehiclists, 

pedestrians and cyclists alike by reviewing the access and vehicle crossing standards.  

 Having regard to the proposed PC109 objectives, it is considered that they are consistent with the 

intentions of the UDS. 

Whangarei Urban Growth Strategy 2003 (UGS) 

 Adopted in 2003, the UGS was developed to provide a 20 year strategic direction to manage urban 

growth in the District. The aim of developing the UGS was to better understand the issues related to 

growth in and around the urban area of Whangarei. The document sets out the vision for the urban 

area of Whangarei, the philosophy for growth, and 16 key issues relating to urban growth that need to 

be addressed in order to achieve the vision for Whangarei City. The UGS vision for Whangarei is ‘to 

be an accessible green city, where people can live work and shop in safe and clean surrounds, where 

art and culture are celebrated and leisure opportunities abound’.  

 The key issues identified in the UGS that are relevant to PC109 are: 

• Key Issue 4 – Adequate suburban centres that are accessible and convenient for local residents 

and help reduce vehicle usage without detracting from the urban centre. 

• Key Issue 5 – The effects of roading design, roading development, traffic volume, and heavy 

vehicles on traffic flow and safety.  

• Key Issue 6 – The provision of public transport, pedestrian walkways, and cycleways within the 

city and linking to and between suburbs.  

 Having regard to the proposed PC109 objectives, it is considered that they are consistent with the 

intentions of the UGS. The objectives aim to enhance accessibility, efficiency and safety and to 

promote alternative modes of transport.  

Coastal Management Strategy 2003 (CMS) 

 Adopted in 2003, the CMS provides guidance for the use and protection of the District’s unique coastal 

environment over the next 20 to 50 years. The CMS contains nine specific study areas and a detailed 

Structure Plan has been developed for each area.  

 The CMS does not place much emphasis on transportation issues and many of the proposed 

initiatives and projects are largely driven by mechanisms beyond the District Plan and RMA 
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processes. However, a safe and convenient coastal transport network is promoted along with 

increased opportunities for active transport. 

 Having reviewed the CMS, it is considered that the proposed PC109 objectives are consistent with the 

relevant provisions of the CMS as PC109 aims to enhance the safety and efficiency of the transport 

network and encourage active transport. Furthermore, the new roading hierarchy includes ‘tourism 

routes’ as identified under the RPS. The tourist routes are key to several study areas within the CMS.  

Rural Development Strategy 2013 (RDS) 

 The RDS was adopted by Council in 2013 and examines the rural issues that are relevant to the 

District. The RDS creates a strategic vision for the role that rural environments play in the future in 

accordance with the direction of 30/50.  

 The RDS identifies redefining the roading hierarchy as a key future action. PC109 includes a new 

roading hierarchy which features sub-categories that consider a range of factors. Additionally, one of 

the sub-categories is ‘freight routes’ as identified under the RPS. Identifying freight routes will help 

support the on-going use and maintenance of heavily used freight routes in the rural areas while also 

considering impacts on surrounding and established rural settlements.  

 Having assessed the RDS, it is considered that the proposed PC109 objectives are consistent with the 

intent of the RDS.  

Rural Development Strategy: Transport Issues and Options Paper 2011 (RDST) 

 The RDST considers issues and options for transport in the rural area of the Whangarei District. The 

paper makes a number of recommendations relevant to PC109 which are summarised below: 

• Protect transport routes, such as those required for logging trucks, milk tankers and tourism, by 

limiting development along these routes. 

• Identify routes suitable for high productivity vehicles (over 44 tonnes). 

• Emphasise the transportation management approach; which looks at identification, protection and 

enhancement of transportation corridors as the best means to mitigate the effects of future growth 

in travel demand. This could also include, investigating and supporting transport connections 

between significant population centres and centres of employment. 

• Integrate land use and transportation planning, as detailed in legislation and higher level 

strategies including relevant Regional policies. 

• Encourage walking and/or cycling through consolidated growth, to allow for shorter travel 

distances that can be covered by bicycle or on foot. 

• Ensure that roads are upgraded to a satisfactory level to allow the efficient flow of traffic to and 

from locations and the state highway. 
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 PC109 has had regard to the RTDS and is considered to be consistent with the relevant 

recommendations.  

5. Section 32 Analysis 

5.1 Appropriateness in Terms of Purpose of RMA 

 Council must evaluate in accordance with s32 of the RMA the extent to which each objective proposed 

in PC109 is the most appropriate way to achieve the purpose of the RMA. To confirm the 

appropriateness of the proposed objectives, sections 5.1 – 5.4 of this report assess whether the 

proposed objectives are the most appropriate way to achieve the purpose of the RMA as well as other 

higher order documents and objectives in the Strategic Direction Chapter. The level of analysis 

undertaken in this report is considered appropriate to the scale of the proposal. 

 PC109 proposes the following objectives, the reasons for which are detailed in Table 4: 

TABLE 4: S32 ASSESSMENT OF PROPOSED TRA OBJECTIVES  

Proposed TRA Objectives Reason/Issue 

TRA-O1 – Transport Network  

Provide and maintain a safe, efficient, accessible and 

sustainable transport network while avoiding, remedying or 

mitigating adverse effects on the environment, adjoining 

landuses and the surrounding amenity and character. 

This objective aims to ensure that an efficient 

transport network is provided to enable people to 

provide for their social, cultural and economic 

well-being.  

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.  

Integrating land use and transport planning can 

help achieve positive outcomes for both landuse 

activities and the transport network. Managing 

effects at the planning stage is more efficient than 

relying on post development intervention. 

TRA-O3 – Active and Public Transport 

Encourage and facilitate active transport and public 

transportation. 

This objective aims to enhance the sustainability 

of the transport network and the social and 

physical well-being of people and communities by 

promoting active and public transport. 

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.  

This objective aims to ensure that transport 

infrastructure is appropriately designed in a 

manner that protects the safety and efficiency of 

the transport network. 

TRA-O5 – Urban Design  

Design and locate transport infrastructure in a manner which 

contributes to amenity and quality urban design outcomes.   

This objective recognises the importance of 

amenity values in accordance with s7(c) of the 

RMA. 

TRA-O6 – Future Growth  

Ensure that future growth can be supported by appropriate 

transport infrastructure.  

The efficiency and functionality of the transport 

network must be protected for future generations. 

 Part 2 of the RMA outlines the purpose and principles of the RMA. Table 5 demonstrates that the 

proposed TRA Objectives achieve the purpose of the RMA. Many sections within Part 2 of the RMA are 

not relevant to PC109. Additionally, with regard to s8, consultation with Tangata Whenua has been 

undertaken and no matters have been identified that would indicate that PC109 is inconsistent with s8. 
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  TABLE 5: LINKAGE OF PROPOSED TRA OBJECTIVES WITH PART 2 OF 

THE RMA 

  Proposed Transport Objectives 

  
TRA-O1 TRA-O2 TRA-O3 TRA-O4 TRA-O5 TRA-O6 

R
M
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 P

a
rt

 2
 S

e
c
ti

o
n

s
 

5(2)(a) - ✓ ✓ - - ✓ 

5(2)(b) ✓ - - - - - 

5(2)(c) ✓ - - - - - 

6(a) ✓ - - - - - 

6(h) - - - ✓ - - 

7(b) - ✓ ✓ - - ✓ 

7(c) ✓ - - - ✓ - 

7(f) ✓ - - - - - 

 

 Having assessed the proposed objectives against Part 2 of the RMA it is considered that they achieve 

the purpose of the RMA and promote sustainable management. 

5.2 Appropriateness in Relation to Higher Order Documents 

 The provisions of higher order documents were considered in the formulation of the objectives and 

policies in PC109. Section 4 provides a comprehensive evaluation of the consistency of PC109 in 

relation to relevant higher order documents. Table 6 provides an overview of the proposed TRA 

objectives’ consistency with the most relevant higher order documents. 

  TABLE 6: LINKAGE OF PROPOSED TRA OBJECTIVES 

WITH HIGHER ORDER DOCUMENTS 

  Proposed Transport Objectives 

  
TRA-O1 TRA-O2 TRA-O3 TRA-O4 TRA-O5 TRA-O6 

H
ig

h
e
r 

O
rd

e
r 

D
o

c
u

m
e
n

ts
 

     

Northland Regional Policy 

Statement 
✓ ✓ ✓ ✓ - ✓ 

Transport Strategy for 

Northland 
✓ ✓ ✓ ✓ - ✓ 

Long Term Plan 2015 – 2025 ✓ ✓ ✓ ✓ - ✓ 

Whangarei District Growth 

Strategy – 30/50 
- ✓ - ✓ - - 

Parking Management Strategy ✓ - ✓ ✓ - - 

Walking and Cycling Strategy - - ✓ - ✓ - 

20/20 Plus Whangarei CBD 

Development Guide 
- ✓ - - ✓ - 

Whangarei Urban Design 

Strategy 
- - - - ✓ - 
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Whangarei Urban Growth 

Strategy 
✓ - ✓ - ✓ - 

Whangarei Rural Development 

Strategy 
✓ - - - - ✓ 

 

5.3 Appropriateness in Relation to the Strategic Direction Chapter 

 The proposed TRA objectives are subservient to the higher order district wide objectives set out in the 

Strategic Direction Chapter proposed under Plan Change 148. The relevant overarching Strategic 

Direction Chapter objectives and policies and their links to the proposed TRA objectives are shown in 

Table 7 below. This table illustrates that the objectives of the TRA are effectively linked to the relevant 

overall objectives and policies of the Strategic Direction Chapter which have been assessed as being 

appropriate in terms of s32 (refer to Plan Change 148 s32 Report). 

TABLE 7: LINKING BETWEEN STRATEGIC DIRECTION CHAPTER AND TRA OBJECTIVES 

Proposed SD Objective Proposed 

SD Policies 

Proposed TRA 

Objectives 

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. 

SD-P6  TRA-O6 

SD-04 – Sense of Place 

Identify and protect buildings, sites, features and areas which are valued by the 

community and contribute to the District’s unique identity and sense of place.   

SD-P18  TRA-O5 

SD-07 – Reticulated Infrastructure 

Provide efficient and effective onsite and reticulated infrastructure in a 

sustainable manner and co-ordinate new land use and development with the 

establishment or extension of infrastructure and services. 

SD-P5, P6, 

P-12  

TRA-O1 

SD-09 – Land Use and Transport Planning 

Maintain and enhance accessibility for communities and integrate land use and 

transport planning. 

SD-P6, P7, 

P9, P13  

TRA-O1 – O6 

Regional Significant Infrastructure Objectives 

SD-022 – Recognised Benefits 

Identify and protect Regionally Significant Infrastructure and recognise the 

benefits it provides. 

SD-P15 TRA-O1 

SD-023 – Adverse Effects 

Avoid remedy or mitigate adverse effects of the development, operation and 

maintenance of Regionally Significant Infrastructure. 

SD-P16, P17 TRA-O1 

5.4 Effectiveness and Efficiency of Proposed Policies and Methods 

 S32 assessments must determine whether the proposed provisions are the most appropriate way to 

achieve the proposed objectives. In this instance, PC109 proposes six objectives and this s32 

assessment must assess whether the proposed provisions are the most appropriate to achieve these 

proposed objectives. This must include the identification of alternatives, and cost benefit analysis of the 

economic, social, environmental and cultural effects of the provisions including whether opportunities 

for economic growth and employment are reduced or increased. The risk of acting or not acting where 

uncertain information exists must also be considered. 
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 PC109 proposes a number of new provisions (see Proposed Plan Changes Text and Maps). The 

following sections of this report will assess the efficiency and effectiveness of the preferred provisions 

and compare them to other reasonably practicable options. 

5.4.1 One Chapter 

 It is proposed that all of the provisions relating to transport be located in one chapter. Reasonably 

practicable options for the chapter structure are as follows: 

• Option 1: Status Quo – retain the objectives and policies within Chapter 22 and rules within 

Chapter 47 and Part H Subdivision chapters.  

• Option 2: Proposed Provisions (plan change option) – combine objectives, policies and rules into 

one Transport Chapter. 

• Option 3: Include all transport provisions in the new Subdivision Chapter. 

 It is considered that option 2 represents the most appropriate option for the following reasons: 

• Option 2 is consistent with the structure of the WDP under the rolling review. Other plan changes 

that have been recently made operative, such as Noise and Vibration (NAV) and Historic Heritage 

(HH) have incorporated all provisions for their relevant topic area into one comprehensive chapter. 

This is desirable as all provisions relating to a particular topic are located in one chapter without 

the need to cross reference to different chapters as is the case with Option 1. This enables better 

understating of what is to be achieved by locating the explanation and objectives and policies 

alongside the rules. This makes it easier for plan users to navigate the plan and to determine 

requirements for a specific area or topic. 

• The draft Standards provide for any additional sections to address matters on a district wide basis 

to be included within the General District Wide matters chapter (S-GDW). PC109 has been drafted 

to be consistent with the draft Standards and to be incorporated as a section within the future S-

GDW Chapter. 

• Option 3 would work from a subdivision perspective; however, the provisions that relate to landuse 

would need a different chapter. Therefore, it is considered more appropriate to locate all of the 

transport provisions within one chapter. 

• There are no economic growth and employment opportunities arising from the options for this 

component of PC109. 

• There is no risk due to insufficient information.  

5.4.2 Mapping of Transport Network 

 Spatial mapping can be an appropriate method of achieving objectives and policies within a District 

Plan. The WDP does not provide for a ‘road zone’, but rather applies the zoning of the adjacent 

Environment to roads. A road in the context of the District Plan has the same meaning as defined in 
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s315 of the Local Government Act 19741 and means the entire road reserve between the boundaries 

of adjoining parcels of land, not just the formed carriageway. The appropriateness of the WDP 

approach has been evaluated and the following four options have been considered: 

Option 1: Status Quo: Apply adjacent zone to public roads. (Plan change option) 

Option 1 maintains the status quo whereby roads are in the same Environment as the land 

that surrounds them. Where a road runs along the boundary between two Environments, the 

boundary of the Environments is the centre line of the road.  Where the road runs beside the 

coast, the boundary of the Coastal Marine Area is mean high water springs, not the centre of 

the road, and therefore the entire road is in a land Environment.  

Option 2: Create a specific Road zone to apply to public roads.  

Option 2 would result in a new zone being introduced in the District Plan. The Road Zone 

would apply to all land that is a formed public road as defined in the LGA 1974 section 315. 

This zone could also include railway corridors, which are currently designated. The Road Zone 

would not include private roads. The rules applicable within this Zone could provide for a range 

of activities such as: road maintenance, public amenities, temporary activities and signs.  

Option 3: Apply no zoning to roads and instead rely on other legislation for road management.  

Option 3 would remove roads from management under the RMA via the District Plan. All 

transport related works by Road Controlling Authorities within transport corridors would be 

undertaken pursuant to other pieces of legislation such as the Local Government Act, The 

Land and Drainage Act, Regional Plans, By-laws, etc. However, district wide rules would still 

apply to un-zoned land. 

Option 4: Designate all public roads. 

Option 4 would see Council prepare new designations for all roads within the District. The 

designations would manage the activities and development that occur within roads. However, 

the adjacent land use zone would still apply as the underlying zone of roads; therefore, any 

activities outside the scope of the designation would need to be assessed under the District 

Plan.  

 Each of the above options has costs and benefits associated with it; however, Options 2 and 4 are not 

viable. Option 2 is not consistent with the draft Standards as there is not a ‘Road Zone’ provided for in 

                                                
1 “road means the whole of any land which is within a district, and which— 
(a) immediately before the commencement of this Part was a road or street or public highway; or 
(b) immediately before the inclusion of any area in the district was a public highway within that area; or 
(c) is laid out by the council as a road or street after the commencement of this Part; or 
(d) is vested in the council for the purpose of a road as shown on a deposited survey plan; or 
(e) is vested in the council as a road or street pursuant to any other enactment;— and includes— 
(f) except where elsewhere provided in this Part, any access way or service lane which before the commencement of this Part was under the control of any 
council or is laid out or constructed by or vested in any council as an access way or service lane or is declared by the Minister of Works and Development as 
an access way or service lane after the commencement of this Part or is declared by the Minister of Lands as an access way or service lane on or after 1 
April 1988: 
(g) every square or place intended for use of the public generally, and every bridge, culvert, drain, ford, gate, building, or other thing belonging thereto or lying 
upon the line or within the limits thereof;— 
but, except as provided in the Public Works Act 1981 or in any regulations under that Act, does not include a motorway within the meaning of that Act or the 
Government Roading Powers Act 1989.” 
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the draft Standards. Option 4 is reliant on the requiring authority designating the roads and is outside 

the scope of PC109. Option 3 is viable, but does not provide certainty regarding the development of 

transport infrastructure and does not appropriately manage RMA issues and effects. Additionally, 

Option 3 is not considered to be consistent with higher order policy direction as it would not effectively 

promote active and public transport or integrate land use and transport planning. Therefore, Option 1 

is considered the most appropriate method of achieving the proposed TRA objectives.  

5.4.3 Overview 

 An Overview section is proposed that discusses the issues and approach provided in the TRA chapter. 

Reasonably practicable options for the overview section are as follows: 

• Option 1: Status Quo – duplicate Overview information from Chapter 22 of the WDP. 

• Option 2: No overview provided. 

• Option 3: (Plan change option) Include an Overview section at the beginning of the proposed 

TRA chapter. 

 It is considered that Option 3 represents the most appropriate option for the following reasons: 

• Option 1 is not an efficient or effective option as the overview for the TRA chapter would not be 

updated to match the new approach to transport management and the new structure under the 

rolling review and the draft Standards. 

• Option 2 is not an efficient or effective option as it would represent a lack of consistency with the 

new WDP structure, and the draft National Planning Standards, and would make the expectations 

and reasons unclear for plan users.  

• Option 3 will ensure that the expectations and reasons for the TRA chapter are clear, thus making 

the subsequent provisions easier to understand for plan users. This is also consistent with the 

structure of the WDP under the rolling review where each chapter has its own overview section. 

• There are no economic growth and employment opportunities arising from the options for this 

component of PC109. 

• There is no risk due to insufficient information. 

5.4.4 TRA.1.3 Policies 

 The proposed TRA objectives are achieved through the application of policies and methods, in this case 

the use of land use and subdivision rules. 

 The policies proposed for inclusion (see Proposed Plan Changes Text and Maps) are considered to 

achieve the objectives by: 

• Establishing the expected outcomes and issues to consider for the design, construction and 

maintenance of transport infrastructure. 
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• Ensuring subdivision and development takes into account the capacity of the transport network 

and potential effects on capacity. 

• Promoting active transport. 

• Managing adverse effects from the formation quality of transport infrastructure and the design 

and location of vehicle crossings and access and intersections.  

• Managing the quality and quantity of car parking, bicycle parking and loading spaces. 

• Protecting the future growth requirements of the transport network. 

• Establishing a road hierarchy and protecting the functions of roads.  

 The proposed policies are considered the most appropriate for achieving the objectives and provide a 

coherent link to the methods and rules in the proceeding sections of the TRA chapter. The use of clear 

and direct policies also aligns with the policy driven approach applied to the rolling review. Table 8 below 

demonstrates that the policies proposed for the TRA implement the proposed TRA objectives, and that 

the methods implement the proposed TRA policies: 

TABLE 8: LINKING OF PROPOSED TRA PROVISIONS  

Proposed TRA Objective Proposed TRA Policies Proposed TRA Methods 

TRA-O1 – Transport Network  

Provide and maintain a safe, efficient, accessible and 

sustainable transport network while avoiding, remedying or 

mitigating adverse effects on the environment, adjoining 

landuses and the surrounding amenity and character. 

TRA-P1 – P15 TRA-R2 – R18 

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.  

TRA-P3, P4, P19 TRA-R2, R14 – R18 

TRA-O3 – Active and Public Transport 

Encourage and facilitate active transport and public 

transportation. 

TRA-P1 – P5, P11 TRA-R2, R6, R14 – R18 

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.  

TRA-P1, P6 – P10  TRA-R2 – R8, R14 

TRA-O5 – Urban Design  

Design and locate transport infrastructure in a manner 

which contributes to amenity and quality urban design 

outcomes.   

TRA-P1, P2, P13 TRA-R10 – R12, R15 – 

R18 

TRA-O6 – Future Growth  

Ensure that future growth can be supported by appropriate 

transport infrastructure.  

TRA-P1 – P4, P14, P15 TRA-R9, R14 – R18 

 An alternative option to the proposed policies was to rely on the existing higher order policies in Part D 

of the WDP. However, the existing policies are not considered to be effective in integrating landuse and 

transport planning, encouraging alternative modes of transport, or incorporating urban design 
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consideration into transport infrastructure. Therefore, the existing policies present additional costs and 

risk compared to the proposed policies.  

5.4.5 Minimum Parking Rates 

 Proposed Rule TRA-R2 seeks to provide for a range of transportation modes and manage the positive 

and negative effects of on-site parking by establishing minimum requirements for on-site car, loading 

and bicycle parking spaces.  

Car Parking 

 PC109 proposes to review the minimum car parking spaces required for various activities. It is not 

proposed to undertake a complete overhaul of the operative minimums, rather it is proposed to slightly 

decrease the minimum number of car parking spaces required for certain activities, as discussed below.  

 The economic costs of minimum car parking requirements can be prohibitive to development. As an 

example to demonstrate the costs, a potential retail development on a 600m2 greenfield allotment in the 

Business 3 Environment has been considered. The land value of the example allotment is assumed to 

be $700,000.  

 Appendix 6 of the WDP requires 1 parking space per 45m2 Gross Floor Area (GFA), including indoor 

and outdoor retail and display areas. Within the Business 3 Environment the maximum building 

coverage is 70%, enabling a building coverage of 420m2 on a 600m2 allotment. A 420m2 retail building 

would require 9 car parking spaces which would require an area of 225m2. Combined this would exceed 

the 600m2 allotment area. In order to provide the required number of car parking spaces the GFA of the 

retail activity would be limited to a maximum of 382m2, which would require 8 parking spaces with a total 

area of 200m2. This results in a third of the allotment being utilised for parking and limits the maximum 

building coverage to approximately 64%.  

 Using the land value of the allotment ($700,000), each m2 of the allotment has a value of approximately 

$1,167. Therefore, each parking space has a total cost of $49,175 (land value + cost of creation), and 

the total cost of 8 parking spaces is $393,4002. In order for the proposed activity to comply with the 

District Plan requirements, land valued at approximately $233,400 must be utilised to provide parking, 

which provides little economic return for the developer. Additionally, the maximum building coverage 

has been limited in order to provide car parking. Economic impacts such as this are necessary to 

consider when establishing minimum car parking rates.  

 Given the above it is considered that reducing the minimum number of car parking spaces required 

under the district plan would provide economic benefits for development. The status quo provides 

methods with immediate, highly visible benefits and deferred, hidden costs. It was considered to remove 

parking minimums altogether; however, through consultation and research it became apparent that 

Whangarei is still heavily dependent on private motor vehicles and does not have the public transport 

infrastructure to support complete removal of parking minimums. 

                                                
2 This estimate relies on the assumption taken from the Parking Management Strategy 2011 that the average car parking 
space requires approximately 25m2 and the cost of creating a car parking space is approximately $20,000. 
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 PC109 also proposes to extend the minimum parking exemption area to include a larger portion of the 

City Centre area – see greyed out area in Figure 3 below. In addition, PC109 proposes to implement 

maximum on-site car parking figures in this parking exemption area. The maximums only relate to 

residential units, visitor accommodation and commercial services. The intention of the maximums is to 

limit the amount of on-site car parking provided in Whangarei City to place more priority on pedestrians 

and cyclists.   

 

Figure 3: Proposed car parking and loading space exemption area shown as grey shading 

 PC109 proposes to introduce parking reduction factors which enable activities outside of the exemption 

area to provide less on-site car parking than the stated minimums where certain criteria are met (e.g. in 

proximity to public transport stops, bicycle routes or public parking lots, or where additional landscaping 

or bicycle parking is provided on-site). These reduction factors aim to encourage integrated 

developments and promote alternative modes of transport.  

Loading Space Parking 

 PC109 proposes to amend the methodology of determining loading space parking requirements. The 

WDP states minimum loading space parking requirements for each specific activity. PC109 proposes a 

streamlined approach which sets loading space requirements for goods handling activities and non-

goods handling activities. It is considered that the loading requirements of each specific activity are not 

unique enough to warrant individualised minimum standards. 
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Cycle Parking 

 PC109 proposes to introduce minimum bicycle parking requirements for certain activities depending on 

their scale. Where certain numbers of bicycle parking are required it is also proposed to require end-of-

trip facilities (i.e. showers, lockers, etc.) on-site. These provisions aim to encourage more cycling within 

Whangarei, particularly for commuters.  

 The option of retaining the status quo was considered; however, increased usage of alternative modes 

of transport is strongly supported in higher order documents and has significant environment, economic 

and social benefits. Without provisions in the District Plan to encourage/enforce bicycle parking, Council 

would not be taking a proactive step towards achieving this goal. Additionally, having no provisions 

relating to alternative modes of transport is not considered to be consistent with the RPS. 

 The option of only providing policy (rather than rules) for the encouragement of alternative modes of 

transport was also considered. However, with no methods for achieving this policy it is considered that 

this would not be an efficient means of meeting the proposed TRA objectives as any permitted activity 

would not require consideration for alternative modes of transport.  

Conclusion 

 Given the above, the proposed provisions relating to minimum parking rates are considered to be the 

most appropriate way of achieving the TRA objectives. Table 9 further assesses the appropriateness of 

the proposed provisions.  

TABLE 9: S32 ASSESSMENT OF PROPOSED MINIMUM PARKING RATE PROVISIONS 

Costs Benefits 

Environmental 

Proposed provisions may result in an oversupply of on-

site parking as maximums are only proposed in the City 

Centre area. This may result in adverse effects on 

amenity if excessive on-site car parking is provided in 

commercial areas.   

Economic 

If parking over-spill becomes an issue, additional costs 

may be required to implement a Residents Parking 

Scheme and monitor on-street parking.  

Social 

Potential for undersupply of on-site parking in some 

areas which could have adverse effects, particularly in 

residential areas, if there is a significant increase in on-

street car parking.  

Cultural 

None identified.  

Environmental 

Would ensure that minimum car, loading and bicycle 

parking rates reflect the context and surrounding 

environment by way of parking reduction factors.  

Reduced car dependency contributes to reduced 

greenhouse gas emissions.  

Less land area required for parking which can be used 

for things like landscaping instead to improve amenity.  

Economic 

Reduced dependency on private motor vehicles reduces 

the need to invest in additional roading infrastructure.  

Can increase walkability of areas, benefiting businesses 

by increasing foot-traffic.  

Minimum parking exemptions provides flexibility for 

developers.  

Reducing parking requirements for residential units can 

reduce housing prices.  

Focusing on parking pricing is a more flexible approach 

than requiring set rates of minimum on-site parking.  

Social 

Can provide health benefits by encouraging more active 

transport usage.  
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Provisions aim to provide sufficient on-site parking in 

areas susceptible to over-spill to minimise potential 

adverse effects. 

Cultural 

None identified. 

Efficiency  Effectiveness 

The proposed provisions are considered to be an 

efficient method of achieving the proposed PC109 

objectives. 

The proposed provisions are considered to be effective 

at promoting alternative modes of transport while 

ensuring that sufficient car parking and loading spaces 

will be provided on-site.  

Economic Growth and Employment Opportunities 

The proposed provisions are considered to have positive effects on economic growth and employment opportunities 

when compared to the status quo as developers are provided greater flexibility with less on-site car parking 

required. 

Risk of acting and not acting if there is uncertain or insufficient information 

The proposed provisions have been prepared using technical advice, assistance from transport engineers and an 

analysis on the effectiveness and efficiency of the WDP provisions. Therefore, the level of information used in the 

preparation of the proposed provisions is considered to be well founded. Accordingly, the risk of acting based on the 

information available on this topic is considered to be low. There is however a degree of risk that there may be 

parking over-spill in some areas. It is envisaged that this will be managed through alternative methods outside the 

District Plan such as parking pricing or resident parking permits. 

The risk of not acting is that the District Plan would not support a range of transport choices in accordance with the 

RPS and other higher order documents. Additionally, not acting may result in more adverse effects on the safety, 

efficiency and sustainability of the transport network.  

5.4.6 Parking and Loading Design 

 Proposed Rules TRA-R2, R3, R4 and R7 relate to providing for a safe and efficient transport network 

by regulating the design and construction of parking, loading and manoeuvring areas.  

Manoeuvring Space 

 The WDP provides for off-street parking as a permitted activity provided that on-site manoeuvring is 

provided to ensure that no vehicle is required to reverse either onto or off a site where: 

• The site has vehicle access to a State Highway, arterial or collector road; or 

• The site requires 3 or more vehicle parking spaces; or 

• The site is a rear site, or access is provided by a shared access.  

 The WDP also requires parking and manoeuvring areas to be designed so that vehicles are not required 

to undertake more than one reverse manoeuvre when manoeuvring in or out of any parking or loading 

space.  

 It is considered appropriate to avoid reverse manoeuvring in specific situations and to ensure sufficient 

manoeuvring space to enable the safe and efficient use of the transport network. PC109 proposes to 

replace the operative rules with Rule TRA-R7 which contains the following: 
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• TRA-7.1(a) requires sites to provide sufficient manoeuvring space to avoid needing to reverse 

either onto or off the site, except where access is gained from an Access or Low Volume Road 

and less than 3 car parking spaces are required on-site. 

• TRA-7.1(b) avoids stacked parking except for specific activities. 

• TRA-7.1(c) requires sufficient queuing space to be provided for specified activities. 

• TRA-R7.1(d) – (e) requires sufficient tracking curves and manoeuvring areas to be provided for 

car and loading parking spaces.  

 It is considered that the combination of proposed rules will ensure that sufficient space is provided on-

site to achieve a safe and efficient transport network.  

 One alternative considered was to not state specific tracking curves and instead require sufficient space 

to ensure that manoeuvring in and out of a parking/loading space shall not require more than one reverse 

manoeuvre for the intended vehicle occupants. This option would help to simplify and streamline the 

proposed provisions. However, the wording of this option was not considered to provide enough 

certainty for plan users. The proposed provisions provide more clarity regarding what manoeuvring 

space needs to be provided on-site.  

 Another alternative considered was to have no rules managing on-site manoeuvring space and instead 

rely on developers to provide sufficient space. This option enables more flexibility and site-specific 

design, but is not considered appropriate as poorly designed on-site manoeuvring space can have 

significant external adverse effects which are appropriate to manage under the district plan.  

Parking Space Dimensions 

 The WDP requires parking space dimensions to comply with the Australia and New Zealand Standard 

AS/NZS 2890.1. This document is referenced in the EES 2010.  It is considered that the parking space 

dimensions should be contained within the District Plan as this would increase the ease of use and 

efficiency of the provisions. PC109 proposes to state the parking space dimensions in Appendix 1G. 

The dimensions stated in Appendix 1G have been developed with the asset engineers on the Roading 

team at Council to ensure appropriateness.  

 The WDP does not establish minimum dimensions for loading spaces. PC109 proposes minimum 

dimensions for loading spaces that will be used by articulated trucks and spaces that will not be used 

by articulated trucks. This is to ensure that sufficient space is provided to achieve the purpose of loading 

spaces. An alternative considered was to retain the status quo with no dimensions stated; however, this 

causes uncertainty in terms of what is required in order to comply with the WDP rules. 

Gradient 

 The WDP currently provides for off-street parking spaces, loading spaces and manoeuvring areas for 

non-residential activities as a permitted activity provided they are no steeper than: 

• 1 in 16 for surfaces at 900 to the angle of the parking, and/or 
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• 1 in 20 for surfaces parallel to the angle of the parking.  

 It is considered that this rule is appropriate to retain as it ensures that parking spaces are safely and 

easily accessible. More restrictive and less restrictive alternatives were considered; however, the status 

quo has operated effectively and efficiently and is therefore not considered appropriate to change. 

 However, the rule is currently contained in the EES 2010, but is cross-referenced in the WDP.  It is 

proposed to remove this rule from the EES 2010 and to incorporate it into the proposed TRA Chapter 

as Rule TRA-R4. 

Permanent Identification  

 Under the WDP, off-street parking spaces are not required to be marked or identified. It is considered 

beneficial for off-street parking spaces for non-residential activities to be permanently marked or 

delineated so that customers, employees, visitors, etc. know where to park and can park in an orderly 

manner. Accordingly, businesses often mark or delineate parking spaces without being required to do 

so. However, without a requirement under the WDP this is non-enforceable. 

 It is considered appropriate to require car parking spaces and loading spaces to be permanently marked, 

except in the case of a residential unit.  Allowing exemptions for other activities such as industrial or 

emergency services was considered. However, the benefits of requiring parking spaces to be marked 

in these instances are considered to outweigh any costs.  

Location 

 The WDP provides for parking spaces and loading spaces as permitted activities where they are not 

located on any access, manoeuvring area or outdoor living court. It is considered that this provision is 

appropriate and is proposed to be retained. The option of removing this requirement was considered; 

however, this may have more than minor adverse effects on the safety and efficiency of the transport 

network as internal accessways and manoeuvring areas may be blocked. Additionally, removing this 

requirement would affect on-site amenity as the space available for outdoor living courts would be 

reduced or completely eliminated.  

 It is also proposed to require parking spaces to be located outside of Strategic Road Protection Areas. 

A parking space within the Strategic Road Protection Area will not necessarily compromise future works 

or the future widening of the road. However, in the instance that the road were widened it may 

compromise the usability of the parking space which could in turn adversely affect the efficiency and 

safety of the transport network.  

Conclusion 

 Given the above, the proposed provisions relating to parking and loading design are considered to be 

the most appropriate way of achieving the TRA objectives. Table 10 further assesses the 

appropriateness of the proposed provisions.  

TABLE 10: S32 ASSESSMENT OF PROPOSED PARKING AND LOADING DESIGN PROVISIONS 

Costs Benefits 
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Environmental, Social and Cultural 

None identified when compared to status quo.  

Economic 

Additional costs to developers to mark or identify parking 

spaces.   

Environmental 

Increases the safety and efficiency of the transport 

network. 

Economic 

Applicants no longer require access to AS/NZS 2890.1 to 

determine permitted parking space dimensions.  

Social 

Provisions contained in the EES 2010 are moved to the 

District Plan to enable easier use for users of the District 

Plan.  

Easier to use parking areas with identified parking 

spaces.  

Cultural 

None identified. 

Efficiency  Effectiveness 

The status quo has generally been efficient in managing 

parking and loading design. However, the proposed 

provisions aim to increase the efficiency by stating the 

parking dimensions in the District Plan rather than by 

referring to the EES which refers to AS/NZS 2890.1. 

It is considered that the proposed provisions effectively 

contribute towards achieving a safe and efficient 

transport network in accordance with the proposed TRA 

objectives.  

Economic Growth and Employment Opportunities 

It is considered that the proposed provisions will have a low impact on economic growth and employment 

opportunities. The provisions are largely similar to the status quo (except for the requirement to permanently mark 

parking spaces and slight amendments to on-site manoeuvring space requirements) and are intended to increase 

the safety and efficiency of the transport network.  

Risk of acting and not acting if there is uncertain or insufficient information 

The status quo has generally operated efficiently and effectively. The changes proposed by these provisions are not 

considered to be significant; therefore, the risk of acting or not acting is considered to be low.   

5.4.7 Access and Vehicle Crossings 

 Proposed Rules TRA-R5 and R6 seek to provide for a safe and efficient transport network by regulating 

access and vehicle crossing design.  

Separation Distances 

 The WDP does not contain any provisions requiring separation distances between separate vehicle 

crossings; nor does the WDP establish a separation distance between vehicle crossings and other 

transport network infrastructure (e.g. railway level crossings and dedicated pedestrian crossing 

facilities). This enables vehicle crossings to be located in close proximity to each other and to other 

transport network infrastructure, which may in turn compromise the safety of the transport network.  

 The status quo is considered inappropriate as the WDP only controls the separation distance of vehicle 

crossings from intersections. Therefore, it is proposed to manage the location of vehicle crossings by 

providing for crossings as a permitted activity where they are: 

• At least 30m from any railway level crossing. 

• At least 8m from any dedicated pedestrian crossing facility (e.g. a pedestrian crossing, mid-block 

pedestrian signals, refuge islands, etc.). 
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• At least 2m from any separate vehicle crossing.  

• Able to comply with minimum distance from intersections based on the road hierarchy 

classification. 

• Able to comply with minimum vehicle crossing sight distances based on the road hierarchy 

classification. 

 It is considered that the proposed rules will enhance the safety and efficiency of the transport network 

by reducing the impacts of multiple vehicles simultaneously entering or exiting sites in proximity, and by 

reducing the risk of accidents associated with railways, pedestrian crossings and intersections. The 

proposed provisions are also considered to help support pedestrianised environments by locating 

vehicle crossings in a manner which does not compromise pedestrian safety.  

 More restrictive and less restrictive options were evaluated. The proposed separation distances have 

been developed with the asset engineers on the Roading team at Council and are considered to 

appropriately address the issues without being overly restrictive.  

 It is noted that any vehicle crossing that fronts a National or Regional road is proposed to be a 

discretionary activity. This rule was not initially proposed; however, after discussing with the Roading 

team at Council it became apparent that developing permitted activity standards for vehicle crossings 

on National or Regional roads was very challenging as they require careful design and location. 

Therefore, the proposed rule is considered appropriate to protect the safety and efficiency of National 

and Regional roads.  

Number of Vehicle Crossings 

 Under the EES 2010 there is a limit on the number of vehicles crossings permitted per site based on 

frontage length and the road hierarchy classification. This requirement manages the safe and efficient 

functioning of the transport network while also promoting pedestrianised environments by not enabling 

an excess of vehicle crossings which interrupt the footpath and restrict street parking. This is considered 

an appropriate provision for the district plan and there are no identified issues with the operative 

approach. However, it is proposed to move the rule from the EES 2010 to the proposed TRA Chapter.  

 Where new vehicle crossings result in former crossings becoming redundant it is proposed to require 

the unused crossing to be reinstated to match the existing footpath and kerbing. This aims to promote 

and facilitate walkability. 

Private Access Standards 

 The EES 2010 contains requirements for the design of private access (e.g. minimum widths, footpath 

requirements, maximum gradients, etc.). It is proposed to retain these provisions as there are no 

identified issues with them. However, is proposed to move the rule from the EES 2010 to the proposed 

TRA Chapter and to make slight amendments to improve the legibility of the rule.  

Conclusion 
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 Given the above, the proposed provisions relating to access and vehicle crossings are considered to be 

the most appropriate way of achieving the TRA objectives. Table 11 further assesses the 

appropriateness of the proposed provisions.  

TABLE 11: S32 ASSESSMENT OF PROPOSED ACCESS AND VEHICLE CROSSINGS PROVISIONS 

Costs Benefits 

Environmental and Cultural 

None identified when compared to status quo.  

Economic 

May restrict development in some areas where access 

may require resource consent. 

Consenting costs to comply with rules.  

Social 

New rules in District Plan for users to become 

accustomed to.  

  

Environmental 

Provides for a safe and efficient transport network. 

Promotes walkability and prioritises pedestrians.  

Reduced congestion and greenhouse gasses.  

Economic 

May reduce number of vehicle accidents.  

Promotes walkability and safe and accessible parking 

spaces which can benefit business by increasing foot 

traffic. 

Protects the safety and efficiency of National and 

Regional roads.  

Social 

Creates pedestrian friendly environments.  

Provides safer and easier to use transport network with 

less conflicting accesses.  

Cultural 

None identified. 

Efficiency  Effectiveness 

The proposed provisions efficiently manage access and 

design location without being overly prescriptive. Shifting 

the provisions from the EES 2010 to the District Plan will 

increase the efficiency of the rules. 

The proposed provisions contribute towards achieving 

the proposed TRA objectives, with particular regard to 

providing for a safe and efficient transport network and 

promoting walkability. 

Economic Growth and Employment Opportunities 

The proposed provisions have a low impact on economic growth and employment opportunities as sites are able to 

provide vehicle crossings which do not meet the permitted standards through the resource consent process where 

no alternatives are possible. It is considered that enhancing the safety and efficiency of the transport network and 

reducing congestion on the road will enable the District to grow over the long term.  

Risk of acting and not acting if there is uncertain or insufficient information 

The risk of not acting is moderate as under the status quo vehicle crossings are permitted in locations which may 

compromise driver and pedestrian safety. Additionally, the status quo presents the risk of failing to achieve a range 

of transport choices in accordance with the RPS and walkability in accordance with several high order documents. 

The risk of acting is low as the proposed provisions are designed to minimise risks arising from conflicting vehicle 

crossings.  

 

5.4.8 Formation Standards 

 Proposed Rule TRA-R8 relates to providing a safe and sustainable transport network by managing the 

formation of internal access areas, parking and loading areas and manoeuvring areas. This is currently 

managed through the EES 2010 which states specific pavement, subgrade, sub-base and basecourse 

material requirements. 
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 It is considered that the current level of detail stated in the EES is too specific to be managed as an 

RMA issue. PC109 proposes to replace the EES 2010 requirements with a streamlined version requiring 

permanent all-weather surfacing within specific zones or instances. Permanent all-weather surfacing is 

proposed to be defined as:  

means a pavement which is dust free and is trafficable under all weather conditions, with a sealed surface 

of, eg concrete, asphalt, bitumen. 

 The proposed approach is considered to be more streamlined and easier to interpret and enforce while 

also being more targeted at RMA issues. It is considered that the proposed provision is sufficient to 

achieve the intended outcomes and the proposed TRA objectives.  

 In addition, it is proposed to require any vehicle crossing accessing a sealed road to be sealed for a 

minimum distance of 10m from the road boundary to a standard not less than that of the adjoining road 

surface. This is consistent with the ES 2018.  

5.4.9 Future Transport Infrastructure 

 Proposed Rule TRA-R9 seeks to protect the long-term future of the transport network by protecting 

strategic locations from development which may compromise the growth of the transport network.   

Strategic Road Protection Areas 

 The WDP contains several building line restrictions (BLR) which are listed in Appendix 1 and shown on 

the Planning Maps. A BLR is defined in the WDP as: 

“A restriction imposed on a site, by reference to a boundary, to ensure that when new buildings are erected 

or existing buildings re-erected, altered or substantially rebuilt. No part of any such building shall stand within 

the area between the building line and the relevant site boundary (unless otherwise stated). All building line 

restrictions are shown on the Resource Area Planning Maps, Volume 2, and are further detailed in Appendix 

1.” 

 BLRs are considered to be appropriate tools, in certain circumstances, to ensure that sufficient area is 

retained for the potential future growth of the transport network. However, BLRs must be well justified 

to ensure that any restrictions placed on a site are warranted and reasonable. Therefore, the BLRs 

under the WDP have been reviewed through PC109.  

 Through the review of the operative BLRs it became apparent that the term “building line restrictions” 

has created controversy in the past as it conveys the message that it is a restriction on private property 

rights. In an attempt to better describe their purpose, “building line restrictions” is proposed to be 

changed to “strategic road protection areas” (SRPA) to shift the focus to protecting the future of the 

transport network rather than restricting development.  

 PC109 proposes to delete four of the SRPAs as either the road has already been widened in these 

areas, future road widening is unlikely, development has occurred to the extent that any future widening 

is already compromised, or the proposed road setbacks for the relevant zone are sufficient to protect 

the transport corridor. For similar reasons, it is proposed to amend one other SRPAs to reduce the width.  
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 An alternative considered was to remove all the SRPAs from the WDP; however, for the SRPAs that 

are proposed to be retained it is anticipated that the transport network will grow in the future. Removing 

the SRPAs in these areas may compromise the future capacity of the transport network and would 

significantly increase the cost of future expansion.  

 A further alternative considered was to retain all the operative SRPAs and to potentially include more. 

However, the justifications for these SRPAs were not considered robust enough to impose restrictions 

on landowners, and no additional SRPAs were identified by the Roading team within Council as being 

necessary.  

 Proposed Rule TRA-R9.1 requires buildings to be setback at least 0.5m from SRPAs, and sensitive 

activities at ground floor to be setback at least 2m from SRPAs. An increased setback for sensitive 

activities is proposed to manage reverse sensitivity and protect amenity for sensitive activities, 

particularly residential units.  

Indicative Roads 

 Indicative roads are identified in the WDP to illustrate where it is desirable to construct future roads, and 

can be used as a method to guide future development patterns. Indicative Roads are shown on the 

WDP Environments Maps.  

 Similar to SRPAs, indicative roads are a useful tool but must be well justified. Therefore, the indicative 

roads under the WDP have been reviewed through PC109. It is proposed to remove eight of them as 

either the road has already been built, or development has occurred to the extent that the indicative road 

is already compromised. It is also proposed to amend the alignment of two indicative roads to be more 

consistent with the roading network that has developed in the area.  

 PC109 proposes to require consent for any buildings that are within 10m of an indicative road. This 

distance has been developed with the asset engineers on the Roading team within Council to ensure 

sufficiency. It is considered that 10m is appropriate and the proposed policies aim to provide flexibility 

where resource consent is required.  

Conclusion 

 The proposed provisions relating to the provision of future transport infrastructure are considered to be 

the most appropriate way of achieving the TRA objectives. The SRPAs and indicative roads that are 

proposed to be deleted have been identified as not being necessary, so there is no cost associated with 

their deletion. The SRPAs and indicative roads that have been retained are considered to be important 

for the future growth and linkages of Whangarei’s transport network, and the benefits of retaining them 

in the district plan outweigh the costs of restricting development. The proposed building setbacks from 

SRPAs and indicative roads are considered to be sufficient to protect the transport network while also 

not being too onerous. 

5.4.10 Landscaping 

 Proposed Rules TRA-R10 – R12 aim to protect amenity values and promote quality urban design by 

establishing minimum landscaping requirements.  
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 There are currently no landscaping requirements for off-street car parking spaces in the WDP. It is 

considered that parking areas can have more than minor adverse effects on amenity, stormwater flows 

and walkability. Accordingly, it is considered appropriate to establish minimum landscaping 

requirements for car parking areas to achieve the following: 

• Landscaping along road boundaries where parking areas are adjacent to roads – this improves 

street amenity and walkability along road frontages. 

• Minimum areas of landscaping within parking areas based on the number of car parks – this 

improves amenity within sites, breaks up large areas of impervious surfaces and can contribute 

to pedestrian safety and legibility.  

• Tree planting within parking areas based on the number of car parks – this helps improve amenity 

within sites and provides shading for pedestrians.  

 The proposed rules are worded in a way to ensure that landscaping is provided in a relevant area within 

or adjacent to the parking spaces, rather than being located in another part of the site where the benefits 

would be diminished.  

 More restrictive and less restrictive alternatives were considered; however, the proposed landscaping 

requirements are considered sufficient to achieve positive outcomes while not being too onerous. While 

the provisions have the potential to incur additional costs for developers, well designed and landscaped 

parking areas can have economic, environmental and social benefits which can outweigh the costs. 

Within the notes for the proposed rules, reference is made to Whangarei’s Urban Design Guidelines to 

direct applicants to best practice guidance.  

 At the Council briefing prior to notification concerns were raised that the required minimum root area of 

9m2 was too large. This area was developed based on discussions with the Parks and Recreation team 

at Council. Following the briefing further discussions with the Parks and Recreation team were 

undertaken to confirm that a 9m2 minimum area is appropriate. Based on these discussions, it is 

considered that 9m2 is appropriate to protect the car parking area for damage form roots and to protect 

cars from possible damage from falling branches. It was also questioned at the Council briefing whether 

a maximum root area needs to be stated. It is not considered necessary to state a maximum as this is 

something that can be determined by the developer of the site. 

 The proposed landscaping provisions are considered to be the most appropriate way of achieving the 

TRA objectives. Table 12 further assesses the appropriateness of the proposed provisions.  

TABLE 12: S32 ASSESSMENT OF PROPOSED LANDSCAPING PROVISIONS 

Costs Benefits 

Environmental and Cultural 

None identified when compared to status quo. 

Economic 

Additional costs to developer. 

Potentially reduced area for car parking spaces. 

Social 

Environmental 

Enhanced ecological values, stormwater management, 

amenity values, walkability, and driver and pedestrian 

safety.  

Economic 
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New rules in District Plan for users to become 

accustomed to.  

Pleasant and safe parking areas can increase 

businesses’ attractiveness and encourage more 

customers.  

Social 

Enhanced walkability and amenity values within parking 

areas.  

Cultural 

None identified. 

Efficiency  Effectiveness 

The provisions require landscaping within parking areas 

without being overly prescriptive. The Urban Design 

Guidelines are referenced as a method of educating and 

encouraging developers to adhere to best practice.  

The minimum landscaping requirements will effectively 

require landscaping in parking areas and contribute 

towards achieving the proposed TRA objectives.  

Economic Growth and Employment Opportunities 

The proposed provisions are considered to have minimal impacts on economic growth and employment 

opportunities as the landscaping requirements are unlikely to deter development. 

Risk of acting and not acting if there is uncertain or insufficient information 

There is no identified risk due to uncertain or insufficient information.   

 

5.4.11 Electric Vehicle Charging Stations 

 Proposed Rule TRA-R13 requires at least 1 electric vehicle charging station to be provided per every 

50 car parking spaces that are required on a site. Electric vehicles are becoming increasingly popular 

in Northland; however, a common reason that people do not choose to drive electric vehicles is their 

limited range and the infrequent charging stations. The WDP does not have any requirements for 

charging stations and this rule is proposed to enhance sustainability by supporting the use of electric 

vehicles.  

 The cost of a typical destination based charging unit is approximately $1,500. This cost is not considered 

to be too onerous for the scale of development that would trigger the rule. There can be additional costs 

incurred to install the unit, especially if underground work is required and earthworks are needed within 

an existing car parking area. This rule aims to minimise the need for retrofitting of car parks by requiring 

consideration for charging stations at the beginning stages of development. It is considered that in the 

long run this can help reduce costs. Additionally, the charging station parking space counts towards the 

total number of parking space required so there is no additional space required to comply with the rule.  

 There was support for this proposed rule in the pre-notification consultation and there are no identified 

risks. It is considered that the rule is an appropriate method of achieving the proposed TRA objectives 

of providing a sustainable transport network.  

5.4.12 Subdivision 

 Proposed Rule TRA-R14 provides for subdivision as a controlled activity where: 

• The site does not contain an indicative road or a SRPA. 

• All proposed allotments can provide access and vehicle crossings that comply with the relevant 

standards. 
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• Any shared access serves no more than 8 allotments or 8 principal residential units in all zones 

except for the Rural (Urban Expansion) Zone where it is reduced to 3 allotments or 3 principal 

residential units and no more than 1 right of way is created. 

 Where any of the above requirements cannot be met, subdivision is proposed to be a discretionary 

activity.  

 The rule regarding indicative roads and SRPAs aims to protect the future growth of the transport network 

and achieve proposed Objective TRA-O6.  

 The rule regarding vehicle crossings and access ensures that all allotments are designed and located 

in a way that will protect the safe and efficient functioning of the transport network. This rule requires 

consideration to be given to access and crossing design at subdivision stage rather than delaying it until 

building consent or landuse consent is applied for.  

 The rules regarding shared access and rights of ways retains the status quo of the WDP, and require 

consideration to be given to the appropriateness of a shared access serving more than the stated 

threshold, or if a road should be constructed instead.  

 The proposed rules are accompanied by a list of matters of control to ensure appropriate design, location 

and construction of transport infrastructure, and to provide guidance to applicants.  

 A more restrictive alternative that was considered was to make all subdivision a restricted discretionary 

activity with the matters of discretion restricted to transport related issues. However, this approach is 

considered unnecessary as the risks and costs can be sufficiently managed by the controlled activity 

standards.  

 A less restrictive alternative that was considered was to enable all subdivision as a controlled activity 

with no transport rule requirements. It is considered that a controlled activity status would not be 

appropriate, as an application could not be declined and there would be limited ability to make significant 

changes to an application if the standards proposed by the applicant were unsuitable. 

 The proposed option largely retains the status quo of the WDP and is considered to be more appropriate 

than the less restrictive and more restrictive alternatives that were considered. It is noted that for larger 

scale subdivisions there are also requirements for Integrated Transport Assessments (ITAs). This is 

discussed in the section below. 

5.4.13 Integrated Transport Assessments (ITA) 

 Proposed Rules TRA-R15 – R16 aim to protect the safety, efficiency and sustainability of the transport 

network by requiring an ITA for specific activities.  

 The New Zealand Transport Agency encourages territorial authorities to require ITAs to be prepared to 

support resource consent applications where the development may result in additional major trip-

generating activities. ITAs consider the potential impact of a proposed development on the transport 

network and the effectiveness of any mitigation measures that are proposed.  
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 PC109 proposes to require an ITA based on the scale of the activity proposed, as activities of a certain 

scale have the potential to generate significant adverse effects on the transport network. Smaller scale 

developments and subdivisions will either not require any ITA or will require a less detailed ITA while 

larger scale developments and subdivisions will require a more detailed ITA. The level of detail that is 

required in the ITA is listed in proposed information requirements TRA-REQ1 – REQ2. These 

information requirements are proposed to provide clarity regarding what information should be included 

in each level of ITA.  

 Currently there are no requirements for ITAs in the WDP. The most similar mechanisms are rules 

RUEE.3.4.1 in the Rural (Urban Expansion) Environment and 47.2.12 in the Road Transport Rules 

Chapter. These were introduced through Plan Change 86A and B, respectively. The rules were 

introduced to protect the future operation or extension of the roading network from inappropriate 

subdivision and development. The rules particularly targeted greenfield development, as Plan Changes 

86A and B enabled a significant amount of greenfield capacity around the fringe of Whangarei city. The 

proposed ITA rules seek to refine this approach and apply it to all relevant zones and delete Rules 

RUEE.3.4.1 and 47.2.12 and the Living Overlay on the Planning Maps as a consequential amendment.  

 Table 13 assesses the appropriateness of the proposed provision.  

TABLE 13: S32 ASSESSMENT OF PROPOSED ITA PROVISIONS 

Costs Benefits 

Environmental 

None identified.  

Economic 

Cost of resource consent and preparing an ITA.  

Cost of required mitigation works for developer. 

Development opportunities or flexibility may be 

constrained.  

Ongoing costs of travel demand management solutions. 

Financial cost to Council of monitoring performance 

indicators in the transport network and identifying 

network needs and user demands to inform 

development proposal and works. 

Social 

New District Plan methods and consenting requirements 

for users to become accustomed to.  

Cultural 

None identified. 

 

Environmental 

Ensures appropriate assessment of activities generating 

effects on the transport network, including cumulative 

effects.  

Creates case specific consideration of mitigation options 

and ensures land use proposals are integrated with the 

transport network. 

Protects the safety and efficiency of transport network 

and its users.  

Supports alternative modes of transportation as 

mitigation measures.  

Integrates land use and transport planning.  

Ensures proposals consider amenity values of the 

streetscape which are a component in supporting 

alternative travel modes. 

Ensures ITAs are prepared by suitably qualified and 

experienced practitioners so the information and 

assessment provided is robust. 

Economic 

Minimised effects on the transport network, reducing 

infrastructure provision expenses.  

Cost of preparing an ITA will be relevant to the scale of 

the activity and consent would not be required for smaller 

scale activities. 

Protects the transport network from reverse sensitivity 

effects which might otherwise hinder the operation of the 

network. 
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Reduced rate of growth and pressure on transport 

infrastructure through travel demand management 

interventions. 

Social 

Certainty on when ITA will be required and clarity on 

what should be included.  

Promotes alternative modes of transportation.  

Cultural 

None identified. 

Efficiency  Effectiveness 

The proposed provisions provide clarity and certainty for 

ITA requirements. Intervening through a consent 

process is an efficient way of ensuring the adverse 

effects of activities on the transport network are 

addressed. Avoiding or minimising effects at the 

planning stage is more efficient than relying on post 

development intervention.  

The proposed provisions are effective because they 

provide a clear framework for managing the potential 

adverse effects of subdivision, use and development on 

the transport network. 

Economic Growth and Employment Opportunities 

The proposed provisions are considered to have a low impact in terms of economic growth and employment 

opportunities. The ITA thresholds are designed to be relative to the scale of the activity so that the ITA requirements 

are unlikely to deter development and will protect the potential future growth of the transport network. 

Risk of acting and not acting if there is uncertain or insufficient information 

The provisions relating to ITAs have been prepared using technical advice, assistance from transport engineers, 

and an analysis of the effectiveness and efficiency of the WDP provisions. Therefore, the level of information used 

in the preparation of the proposed provisions is considered to be well founded. Accordingly, the risk of acting is 

considered to be low.  

The risk of not acting is moderate as larger developments and subdivisions could adversely affect the safety, 

efficiency, accessibility and sustainability of the transport network.  

 

5.4.14 New Roads and Alterations 

 Proposed Rules TRA-R17 – R18 require consent for any new public road or service lane or for any 

major roading alteration to an existing public road, which is proposed to be defined as: 

Major roading alteration to an existing public road 
Includes: 

a) Road widening, realignment or extensions that take place outside the existing legal road reserve 
over an area greater than 500m2.  

Excludes: 
a) Routine maintenance for the safe operation of the transport network. 

b) Maintenance and minor upgrade works necessary to keep transport infrastructure in good 
condition or restore transport infrastructure to a good condition. 

c) Installation, maintenance and replacement of road signs, street lighting, landscaping, parking 
meters and other ancillary transport network structures or features. 

d) Activities required by by-law or for public health and safety.  

e) Construction works associated with installation/alterations to network utilities or vehicle 
crossings. 

f) Temporary traffic management. 
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 Currently the WDP requires compliance with the EES 2010 which has extensive engineering 

requirements for roads. As discussed in section 3.2 above, the EES 2010 (or the ES 2018) is no longer 

proposed to be incorporated by reference in the district plan. Therefore, the following options were 

considered regarding roading design and construction: 

• Option 1: Shift all of the EES 2010 rules regarding road design and construction into the new TRA 

chapter. 

• Option 2: Do not require resource consent for roads and instead rely on the vesting process.  

• Option 3: (plan change option) Require consent for all new roads and major alterations. 

• Option 4: Only require consent for new roads but not major alterations. 

 Option 1 is not considered to be a viable approach as the EES 2010 standards are too ambiguous and 

discretionary to be converted into district plan rules. Additionally, this approach would not assist in 

simplifying and streamlining the district plan. 

 Option 2 is considered to have too much risk and cost associated with it as the vesting process does 

not appropriately consider relevant aspects such as amenity, urban design and alternative transport 

modes. Additionally, there are instances where Council constructs new roads and undertakes major 

alterations and it is important to ensure that appropriate standards are also applied to work undertaken 

by Council. 

 This results in Options 3 and 4 being considered the only viable options. Option 4 presents similar risks 

to Option 2 whereby major roading alterations would not be managed by the district plan. It is considered 

important to assess major roading alterations as there can be significant effects on the transport network 

and the surrounding amenity and character. Option 4 would also require consequential amendments to 

the WDP to remove any reference to the EES 2010 in other chapters and to link to the proposed TRA 

chapter where appropriate. 

 The proposed provisions are considered to be the most appropriate way of achieving the TRA 

objectives. Information requirements are proposed to be stated in TRA-REQ3 to provide guidance to 

applicants. Table 14 further assesses the appropriateness of the proposed provisions.  

TABLE 14: S32 ASSESSMENT OF PROPOSED ROAD PROVISIONS 

Costs Benefits 

Environmental and Cultural 

None identified. 

Economic 

Cost of resource consent and addressing information 

requirements.  

Cost of required mitigation works for developer. 

Development opportunities or flexibility may be 

constrained.  

Social 

Environmental 

Ensures appropriate assessment of activities generating 

effects on the transport network, including cumulative 

effects.  

Protects safety and efficiency of transport network and 

users.  

Supports alternative modes of transportation as 

mitigation measures.  

Integrates land use and transport planning.  

Ensures proposals consider amenity values of the 

streetscape. 
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New District Plan methods and consenting requirements 

for users to become accustomed to.  

Requires early consideration of effects and methods to 

manage effects. 

Economic 

Minimised effects on the transport network, reducing 

infrastructure provision expenses.  

Costs will be relevant to the scale of the activity.  

Protects the transport network from reverse sensitivity 

effects which might otherwise hinder the operation of the 

network. 

Reduced rate of growth and pressure on transport 

infrastructure through travel demand management 

interventions. 

Social 

Certainty on consenting requirements and clarity on what 

information should be included.  

Promotes alternative modes of transportation.  

Cultural 

None identified. 

Efficiency  Effectiveness 

Intervening through a consent process is an efficient 

way of ensuring the adverse effects of activities on the 

transport network are addressed. Avoiding or minimising 

effects at the planning stage is more efficient than 

relying on the vesting process.  

The proposed provisions are effective because they 

provide a clear framework for managing the potential 

adverse effects of new roads and major roading 

alterations. 

Economic Growth and Employment Opportunities 

 The proposed provisions are considered to have a low impact in terms of economic growth and employment 

opportunities. 

Risk of acting and not acting if there is uncertain or insufficient information 

There is no identified risk due to uncertain or insufficient information.   

 

5.4.15 Roading Hierarchy 

 The WDP contains a road hierarchy, which categorises roads by their function to achieve a safe and 

efficient transport network. The hierarchy is composed of the following classifications: 

• State Highways 

• Arterial Roads 

• Collector Roads 

• Local Roads 

 The WDP road hierarchy is based on road function and planned levels of service and sets out the factors 

(length, width and volume) which define a road as being in a certain category. PC109 proposes to 

classifying roads in a two-tier hierarchy. 

 The proposed roading hierarchy aims to recognise and protect the purpose and expectations of assets 

in the transport network and to minimise reverse sensitivity. The first tier of the proposed roading 

hierarchy gives effect to the ONRC to be consistent with the national hierarchy system as established 
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by the New Zealand Transport Agency. The second tier gives effect to the NRPS by identifying regionally 

significant transport routes. Other categories and tiers were considered; such as cycle ways, shared 

paths, the blue green network, etc. However, the mapping for these categories would frequently be 

changing which would require on-going plan changes to update the district plan and could incur 

significant costs to Council.  

 The proposed two-tier roading hierarchy is considered to be the most appropriate way of achieving the 

TRA objectives. Table 15 further assesses the appropriateness of the proposed hierarchy.  

TABLE 15: S32 ASSESSMENT OF PROPOSED ROADING HIERARCHY PROVISIONS 

Costs Benefits 

Environmental 

Two tier hierarchy may not reflect all of the unique 

characteristics of any given transport corridor.  

Economic and Cultural 

None identified.  

Social 

New roading categories in the district plan for 

community to adjust to.  

Cultural 

None identified.  

Environmental 

Recognises and protects the form and function of 

transport corridors. 

Will result in street design typologies which will reflect 

the desired amenity of each transport corridor. 

Economic 

Enables more comprehensive planning of land uses 

based on the form and function of the surrounding 

transport corridors.  

Social 

Consistent approach to road design. 

Cultural 

None identified. 

Efficiency  Effectiveness 

A roading hierarchy is considered an efficient method of 

recognising transport network assets and establishing 

standards/rules around these assets.  

It is considered that the proposed hierarchy effectively 

establishes clear standards and expectations for 

different assets of the transport network.  

Economic Growth and Employment Opportunities 

The proposed hierarchy will operate similarly to the operative hierarchy; and is considered to have a low impact in 

terms of economic growth and employment opportunities.  

Risk of acting and not acting if there is uncertain or insufficient information 

The risk of acting is low as the proposed provisions implement the ONRC and give effect to the RPS.  

 

 It is proposed to show the first-tier of the roading hierarchy on the Planning Maps. The categorisation of 

each road has been undertaken by the Roading team at Council. However, there are some roads that 

have not yet been mapped by the Roading team, including State Highway 15. It is intended for the 

Roading team to finalise the categorisations for these roads through submissions to the notified plan 

change. However, if Roading does not make any submission then State Highway 15 is proposed to be 

identified as a “Regional” road and all other uncategorised roads are proposed to be identified as Low 

Volume Roads.  

 There are also some private roads that are shown as being “uncategorised” on the proposed Planning 

Maps. It is intended that Roading will review these private roads and address them through submissions 

to the notified plan change. However, if Roading does not make any submission then all private roads 

will be removed from the mapping and not shown as any hierarchy category.  
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 It is not proposed to map the second-tier of the roading hierarchy and to instead rely on the mapping 

provided in Appendix 3 of the Regional Policy Statement for Northland 2016.  

5.4.16 Default to Permitted Activity Status 

 TRA-R1 proposes to default to permitted activity status where any activity is not listed in the chapter and 

the activity does not require consent under any other rule in the district plan. The default to a permitted 

activity, means that those activities which are not captured by the specific provisions are permitted and 

enabled within the TRA chapter. Alternatives considered were: 

• Option 1: Proposed Plan Change: Include default to permitted activity in TRA-R1.  

• Option 2: More restrictive activity status requiring resource consent (controlled, restricted 

discretionary, discretionary, non-complying). 

 Option 1 is considered to be the most appropriate option for the following reasons: 

• Option 1 is the most efficient and effective option. The TRA objectives and policies seek to enable 

and provide for a safe, efficient and effective transport network to support the economic and social 

wellbeing of the District, while managing adverse effects. By defaulting to a permitted activity 

status, Option 1 avoids imposing unnecessary restrictions and constraints on developers, utility 

operators and residents who can demonstrate compliance with the relevant standards and 

controls.  

• Option 2 is not an efficient or effective option. Under the current structure of the TRA Chapter, 

having a more restrictive activity status requiring consent will present an unintended and 

unnecessary consenting barrier to the provision of transport infrastructure within the District. It is 

considered appropriate to permit such activities to establish, provided the appropriate standards 

are adhered to in order to support economic and social wellbeing of the community.     

• Option 1 provides for a higher level of economic growth and employment opportunities by 

enabling the efficient and effective installation and use of the transport network. 

• Given the reasons outlined above, Option 1 is considered to have the greatest benefits which 

outweigh the costs in comparison to Option 2.  

• There is no known risk due to insufficient information. 

6. Conclusion 

 Pursuant to s32 of the RMA, the proposed TRA objectives have been analysed against Part 2 of the 

RMA and the relevant provisions of higher order plans and policy documents. It is considered that the 

proposed objectives are the most appropriate way to achieve the purpose of the RMA. 

 The proposed provisions have been detailed and compared against viable alternatives in terms of their 

costs, benefits, efficiency and effectiveness and risk in accordance with the relevant clauses of s32 of 

the RMA. The proposed provisions are considered to represent the most appropriate means of achieving 
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the proposed objectives and of addressing the underlying resource management issues relating to the 

transport network in the Whangarei District.   
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Appendix 1: Proposed Definitions 

 The following definitions are proposed through PC109.  

Bicycle Parking Spaces 
means parking spaces available for bicycle parking which enable a cyclist to manoeuvre and attach or 
secure a bicycle to each stand/space. Short stay spaces shall be clearly visible or signposted and 
located within 30m of public entrances to the activity. Long stay spaces shall be undercover, protected 
from inclement weather and secure from theft.  
 
Electric Vehicle Charging Station 
means a structure with the primary purpose of recharging an electric vehicle. The station must be 
available for public use. 
 
End-of-trip Facilities 
Means facilities provided primarily for cyclists but also for walkers and runners at the end of their trip, 
and must include showers and changing areas.  
 
Major roading alteration to an existing public road 
Includes: 

a) Road widening, realignment or extensions that take place outside the existing legal road reserve 
over an area greater than 500m2.  

Excludes: 
a) Routine maintenance for the safe operation of the transport network. 

b) Maintenance and minor upgrade works necessary to keep transport infrastructure in good 
condition or restore transport infrastructure to a good condition. 

c) Installation, maintenance and replacement of road signs, street lighting, landscaping, parking 
meters and other ancillary transport network structures or features. 

d) Activities required by by-law or for public health and safety.  

e) Construction works associated with installation/alterations to network utilities or vehicle 
crossings. 

f) Temporary traffic management. 

Permanent All Weather Surface  
means a pavement which is dust free and is trafficable under all weather conditions, with a sealed 
surface of concrete, asphalt, bitumen or similar. 
 
Right of Way 
means an area of land over which there is registered a legal document giving rights to pass over that 
land to the owners and occupiers of other land and shall have the same meaning, as defined in 
Schedule 4 of the Land Transfer Regulations 2002. 
 
Service Lane 
shall have the same meaning as defined in Section 315 of the Local Government Act 1974 and 
includes any privateways in industrial/commercial developments. 
 
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.  

 It is also proposed that the following existing definitions in the Operative Whangarei District Plan are 

amended as shown below with underline and strikethrough. Definitions highlighted in yellow are listed 

in the draft National Planning Standards and may be subject to change depending on the gazetted 

version of the National Planning Standards.   

Access Strip 



56 
 

 

means a negotiated agreement of easement between a landowner and a territorial authority to provide 
public access across private land.  The access strip is surveyed and recorded on the title of land and 
ownership remains with the private landowner.  An access strip can be used to link to an esplanade 
reserve or esplanade strip and includes access strips, as defined in the Resource Management Act 
1991. has the same meaning as in section 2 of the RMA.  

 
Building line Restriction 
means a restriction imposed on a site, by reference to a boundary, to ensure that when new buildings 
are erected or existing buildings re-erected, altered or substantially rebuilt.  No part of any such building 
shall stand within the area between the building line and the relevant site boundary (unless otherwise 
stated).  All building line restrictions are shown on the Resource Area Planning Maps, Volume 2, and 
are further detailed in Appendix 1.   
 
Frontage 
means any boundary of a sitee abutting a legal road, or contiguous to a boundary of a road designation, 
or building line restriction defined in Appendix 1 of this Plan. 

Net Site Area 
means the total area of the site, but does not include excluding any part of the site: 

a) Subject to a building line restriction; 

b) Containing a right-of-way servicing other sites; 

c) Used for access less than 6m wide. 

a) any area of land that legally provides access to another site:  

b) any area of land used primarily for legal access to a rear site: 

c) any area of land subject to a designation that is intended to be taken or acquired under the 
Public Works Act 1981. 

Road 
has the same meaning as in section 2 of the RMA. shall have the same meaning, as defined in section 
315 of the Local Government Act 1974 and includes a motorway, as defined in section 2(1) of the 
Transit New Zealand Act 1989.  The width of the Building Line Restrictions identified for specific roads, 
(refer to Appendix 1 of this Plan and the Planning Maps) shall be included as forming part of the road, 
for the purpose of calculating building setbacks. 

 Note: Mapping of Roads : A road in the context of this Plan means the entire road reserve between 
the boundaries of adjoining parcels of land, not just the formed carriageway.  Roads are generally 
represented without Environment colouring on the Planning Maps.  Formed roads are marked with a 
line on a white background to provide orientation to map users and to provide a ready reference point 
to locate properties. 

Roads are in the same Environment as the land that surrounds them.  Where a road runs along the 
boundary between two Environments, the boundary of the Environments is the centre line of the road.  
Where the road runs beside the coast, the boundary of the Coastal Marine Area is mean high water 
springs, not the centre of the road, and therefore the entire road is in a land Environment. 

Temporary Activity  
means any commercial activity undertaken in a temporary or moveable structure within a road or an 
activity which is undertaken for a short term, not exceeding 3 days duration, either as an isolated event 
or as a series of events where the cumulative period of operation is less than 12 days in a calendar 
year, and includes any gala, sports event, festival, hui or other community activity.  
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Appendix 2: New Zealand Minimum Parking Industry Standard Rates Compared to WDP Requirements 

 Many industry standard best practice documents which are used by transport and planning professionals in New Zealand recommend the use of minimum 

parking requirements and outline recommended rates for different land uses. Three main documents found to be in use in New Zealand are:  

• Transfund New Zealand Research Report No 209, Trips and Parking Related to Land Use (2001) (TDB) and the associated Trips Database Bureau 

(NZPDB).  

• The Roads and Traffic Authority Guide to Traffic Generating Developments, Version 2.2 (2002). (RTA) 

• The Institute of Transportation Manual (2004), Parking Generation. (ITE) 

 A list of the parking rates provided in these guidelines compared to the Operative Whangarei District Plan (WDP) requirements is provided in Table 1: 

TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Residential 
Dwelling Houses, Single Family 
Dethatched Housing 

1-2 per household unit 
2.8 per household unit 
(based on 85% surveyed 
satisfaction) 

 2 per household unit 2 per unit 

Residential 
Condominium/Townhouse 

   0.98 per household unit  

Rental Townhouse    1.5 per household unit  

Guest houses     
2 per 3 guests, plus 
2 for Manager’s Residence 

Medium Density Residential 
Flat Buildings, Low/MidRise 
Apartment 

1 per household unit, plus an additional 
1 space per each 5 x 2 bedroom unit or 
part thereof. An additional space per 
each 2 x 3 or more bedroom unit or part 
thereof 

1.8 per household unit 
(based on 85% surveyed 
satisfaction) 

 1.4 per household unit  

High Density Residential Flat 
Buildings, High-Rise Apartment 

Metropolitan Regional Centres:  
0.4 spaces per 1 bedroom unit  
0.7 spaces per 2 bedroom unit  
1.2 spaces per 3 bedroom unit  
1.0 space per 7 units (visitor parking)  
Metropolitan Sub-Regional Centres:  
0.6 spaces per 1 bedroom unit  
0.9 spaces per 2 bedroom unit  
1.4 spaces per 3 bedroom unit  
1.0 space per 5 units (visitor parking) 

  1.95 per household unit  
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Housing for Aged and Disabled 
Persons, resident funded 

2 per 3 units plus  
1 space per 5 units (visitor parking) 

   1 per unit 

Housing for Aged and Disabled 
Persons, Hostels, Nursing and 
Convalescent Homes 

1 space per 10 beds (visitor parking) 
plus  
1 space per 2 employees plus 1 space 
per ambulance 

    

Housing for Aged and Disabled 
Persons, Subsidised 
Development 

Self-contained units:  
1 space per 10 units plus  
1 space per 10 units (visitor parking)  
Hostels, Nursing and Convalescent 
Homes:  
1 space per 10 beds (visitor parking) 
plus  
1 space per 2 employees plus 1 space 
per ambulance 

  

Senior Adult Housing – 
Attached:  
1.2 and 1.4 per household 
unit (based on two study 
sites)  
Congregate Care Facility: 
0.5 per household unit 
Assisted Living: 0.5 per 
household unit 

 

Hotel 
1 per 5 rooms for a 5 star international 
hotel and 1 per 4 bedrooms for 3 and 4 
star hotels 

11 per 100m² GFA (based on 
85% surveyed satisfaction) 

 1.3 per room 
1 per unit, plus 1 for every two 
employees, plus 1 coach park 
per 30 beds 

Motel (without Restaurant)  
1.3 per 100m² GFA or 1.0 per 
unit (based on 85% surveyed 
satisfaction) 

 1.1 per room 
1 per unit, plus 2 for manager’s 
Residence 

All Suites Hotel    1.1 per room  

Resort Hotel    1.2 per room  

Backpackers     
1 per 4 occupants, plus  
2 for Manager’s Residence, plus  
1 coach park per 15 beds 

Retail 

Shopping Centres 

0 – 10,000 GLFA: 6.1 per 100m² GLFA  
10,000-20,000 GLFA: 5.6 per 100m² 
GLFA  
20,000-30,000 GLFA: 4.3 per 100m² 
GLFA  
Over 30,000 GLFA: 4.1 per 100m² GLFA 

0 – 4,000 GFA: 8.0 per 100m² 
GFA  
4,001-10,000 GFA: 6.5 per 
100m² GFA  
Over 10,001 GFA: 5.4 per 
100m² GFA (based on 85% 
surveyed satisfaction) 

0.9 – 7.2 per 100m² 
GLFA with an average of 
3.7 per 100m² GLFA 

0 – 9,290 GLFA: 4.4-4.7 per 
100m² GLFA  
9,290 – 37,160 GLFA: 5.7 
per 100m² GLFA  
37,160 – 74,320 GLFA: 6.6 
per 100m² GLFA  
Over 74,320 GLFA: 5.5 per 
100m² GLFA 

 

Service Stations and 
Convenience Stores 

6 per work bay plus  
5 per 100m² GFA (retail, if provided) 
plus  
15 per 100m² GFA or 1 per 3 seats, 
whichever is greater (restaurant, if 
provided) 

5 per 100m² GFA (based on 
50% surveyed satisfaction) 

 5.7 per 100m² GFA 

1 per 45m2 GFA, excluding 
canopies, and petrol pumps, 
plus 4 per repair bay, plus 3 
queuing spaces per car wash 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Supermarket  
7.5 per 100m² GFA (based on 
85% surveyed satisfaction) 

4.5 – 6.2 per 100m² 
GLFA with an average of 
5.1 per 100m² GLFA 

7.2 per 100m² GFA at 
suburban sites  
2.3 per 100m² GFA at rural 
sites  
3.2 per 100m² GFA at 
urban sites 

1 per 20m2 GFA 

Drive-In Liquor Stores  
3.0 per 100m² GFA (based on 
85% surveyed satisfaction) 

 7.8 per 100m² GFA  

Roadside Stalls 
A minimum 4 off-street parking is 
recommended 

8.5 per 100m² GFA (based on 
85% surveyed satisfaction) 

   

Motor Showrooms 0.75 per 100m² site area     

Car Tyre Retail Outlets 
3 per 100m² GFA or 3 per work bay, 
whichever is greater 

    

Bulky Goods Retail Stores  
3.0 per 100m² GFA (based on 
85% surveyed satisfaction) 

   

Markets 2 – 2.5 per stall     

Video Stores 6.1 per 100m² GFA   8.1 per 100m² GFA  

Restaurants, High-Turnover 
(Sit-Down) Restaurant 

15 per 100m² GFA or 1 space per 3 seats 
13.5 per 100m² GFA or 1 per 
2 seats (based on 85% 
surveyed satisfaction) 

 

Family restaurant: 15.4 per 
100m² GFA and 0.53 per 
seat  
Restaurant with a bar or 
lounge: 18.6 per 100m² 
GFA or 0.53 per seat 

Restaurant: 
1 per 4 persons designed to be 
accommodated 
Bar/Tavern 
1 per 5 persons designed to be 
accommodated 

Licensed wholesale premises     1 per 35m2 GFA 

Quality Restaurant    
20.8 per 100m² GFA or 
0.52 per seat 

 

Drive In Fast Food Outlets 

12 per 100m² GFA with no on-site 
seating or no drive through facilities  
12 per 100m² GFA or the greater of 1 
per 5 seats (both internal and external 
seating), or 1 per 2 seats (internal 
seating) with onsite seating but no drive 
through facilities  
1 per 2 seats (internal), or 1 per 3 seats 
(internal and external seating) with 
onsite seating and drive through 
facilities 

11.6 per 100m² GFA or 1 per 
2 seats (based on 85% 
surveyed satisfaction) 

 

Fast food restaurant 
without drive-through: 
22.8 per 100m² GFA  
 
Fast food restaurant with 
drive-through: 16.5 per 
100m² GFA or 0.60 per 
seat 

 

General Retail   
0.8 – 4.1 per 100m² 
GLFA with an average of 
2.2 per 100m² GLFA 

 
1 per 45.0m2 GFA including 
indoor and outdoor retail and 
display areas 

Large Format Retail   
0.9 – 3.7 per 100m² 
GLFA with an average of 
2.0 per 100m² GLFA 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Free Standing Discount Store    5.4 per 100m² GFA  

Hardware/Paint Store    7.2 per 100m² GFA  

Tire Store    5.4 per 100m² GFA  

Convenience Market (Open 24 
Hours) 

   5.7 per 100m² GFA  

Discount Supermarket    7.4 per 100m² GFA  

Discount Club    5.4 per 100m² GFA  

Sporting Goods Superstore    
5.3 per 100m² GFA and 5 
per employee 

 

Home Improvement Superstore    5.3 per 100m² GFA  

Electronics Superstore    2.5 per 100m² GFA  

Toy/Children’s Superstore    2.1 per 100m² GFA  

Pet Supply Superstore    4.4 per 100m² GFA  

Book Superstore    1.2 per 100m² GFA  

Apparel Store    
6.8 and 21.0 per 100m² 
GFA (based on 2 study 
sites) 

 

Pharmacy/Drugstore without 
Drive Through Window 

   
5.9 per 100m² GFA and 
10.8 per employee 

 

Furniture Store    
2.3 per 100m² GFA and 3.5 
per employee 

 

Carpet Store    
4.2 per 100m² GFA and 6.3 
per employee 

 

Show homes (combined display 
and headquarters) 

    
2 spaces, plus 1 space per 
employee 

Office Supply Superstore    1.3 per 100m² GFA  

Entertainment 
and Recreation 

Sports and Recreational 
Facilities 

Squash Courts: 3 per court  
Tennis Courts: 3 per court  
Bowling Courts: 3 per alley  
Bowling greens: 30 for first green and 
15 for each additional green 

  

Tennis Courts: 6 per court  
Racquet/Tennis Club: 3.6 
per court  
Bowling Alley: 5.6 per lane  
Roller Skating Rink: 6.2 per 
100m² GFA  
Ice Skating Rink: 4.2 per 
100m² GFA 

4 spaces per court 

Gymnasiums 

Metropolitan Regional Centres: 3.0 per 
100m² GFA if close to rail/bus services  
Metropolitan sub-regional areas: 
Minimum provision: 4.5 per 100m² GFA  
Desirable provision: 7.5 per 100m² GFA 

7.0 per 100m² GFA (based on 
85% surveyed satisfaction) 

 
6.4 per 100m² GFA and 
0.15 spaces per member 

1 per 4 persons designed to be 
accommodated 

Marinas 
0.6 per wet berth  
0.2 per dry storage berth 0.2 per swing 
mooring 0.5 per marina employee 

  
0.27, 0.35 and 0.59 per 
berth on a week day, 

0.5 per berth or craft to be 
accommodated 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Saturday and Sunday 
respectively 

Caravan Parks 1 for each caravan site     

City Park    0.37 per 100m² area  

Water Slide Park    0.30 per 100m² area  

Golf Course    12 per hole  

Multipurpose Recreational 
Facility 

   
2.7 per hole, 17.2 per 
100m² GFA and 0.59 per 
100m² area 

 

Billiard Hall    
6.9 per 100m² GFA and 3.0 
per billiard table 

 

Adult Cabaret    
5.2 and 5.3 per 100m² GFA 
(based on 2 study sites) 

 

Live Theatre    0.33 per seat  

Movie theatre with matinee    
0.27 per theatre seat 
(based on 1 study site) 

 

Snow Ski Area    
0.05 per 100m² area and 
0.4 per daily lift ticket sold 

 

Casino/Video Lottery 
Establishment 

   
15.2 per 100m² GFA and 
0.8 per gaming position 

 

Athletic Club    4.2 per 100m² GFA  

Recreational Community 
Centre 

   3.2 per 100m² GFA 
1 per 5 persons designed to be 
accommodated 

 Sports grounds and playing 
fields 

    15 spaces per ha 

Industrial 
Factories, Manufacturing 1.3 per 100m² GFA 

2.5 per 100m² GFA (based on 
85% surveyed satisfaction) 

 
1.4 per 100m² GFA and 1.3 
per employee 

 

Warehouses/Storage 1 per 300m² GFA 
0.2 – 3.3 per 100m² GLFA 
with an average of 1.0 per 
100m² GLFA 

 
0.54 per 100m² GFA and 
1.3 per employee 

 

Plant Nurseries 
0.5 per 100m² site area, minimum of 15 
spaces 

1.5 per 100m² GFA retail 
display area (based on 85% 
surveyed satisfaction) 

   

General Light Industrial    
1.2 per 100m² GFA and 1.3 
per employee 

 

General Industrial   
0.1 – 3.8 per 100m² 
GLFA with an average of 
1.2 per 100m² GLFA 

 

1 per 50.0m2 GFA of 
warehouse and buildings, and 1 
per 100.0m2 of outdoor 
storage and display 

Industrial Park, Business Parks 
Minimum 1.5 per 100m² GLFA, plus 1.8 
per 100m² GLFA for Showrooms, plus 

  
1.7 per 100m² GFA and 1.2 
per employee 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

1.2 per 100m² GLFA for Warehouse 
area 

Forestry     1 per 2 workers on site 

Mineral Extraction     4 per 5 workers on site 

Health and 
Community 
Services 

Hospital  
2.5 per bed (based on 85% 
surveyed satisfaction) 

 
4.7 per bed and 0.82 per 
employee 

 

Private hospital 

Peak Parking Accumulation (PPA) = -
19.56 + 0.85 x Number of Beds + 0.27 x 
Average Staff per Weekday Day Shift 
(ASDS) When ASDS is unknown, PPA = -
26.52 + 1.18 x Number of Beds 

   
2 for every three patients, plus 
1 space for every 2 employees 

Nursing Home    
1.6 per 100m² GFA and 1.3 
per employee and 0.45 per 
bed 

1.7 per 75m2 GFA 

Professional Consulting Rooms, 
Clinic, Medical Centres 

3 per surgery 

6.0 per 100m² GFA and 3.0 
per health professional 
(based on 85% surveyed 
satisfaction) 

 
5.9 per 100m² GFA (based 
on 1 study site) 

2.5 per professional, plus 1 
space per support staff 

Child Care Centre 1 for every 4 children in attendance    
1 per employee, plus 1 
additional space 

Animal Hospital/Veterinary 
Clinic 

   
2.5 per 100m² GFA and 2.0 
per employee 

2.5 per professional, plus 1 
space per support staff 

 
Funeral homes     

1 per 5 persons designed to be 
accommodated, plus 1 space 
per employee 

 

Places of Assembly     

1 per 5 persons designed to be 
accommodated, provided that 
where a church and hall are 
located on the same site and 
are not used at the same time, 
the minimum requirement 
applicable shall be the 
maximum requirement in 
respect of such church or hall, 
whichever is the greater. 

Education 
Primary School     

1 per employee, plus 2 
additional spaces 

Secondary School     2 per classroom 

Educational Facilities for Adults 
(including tertiary) 

 0.3 per student   
1 per employee, plus 2 
additional spaces, plus 1 per 10 
pupils over the age of 16 years 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Offices and 
Services Office Building  

2.8 per 100m² GFA (based on 
85% surveyed satisfaction) 

1.9 – 6.2 per 100m² GFA 
with an average of 3.2 
per 100m² GFA 

4.3 per 100m² GFA and 1.1 
per employee 

1 per 35.0m2 GFA 

Medical-Dental Office Building    4.3 per 100m² GFA  

Government office Building    
3.6 per 100m² GFA and 
0.85 per employee 

 

Judicial Complex    
4.4 per 100m² GFA and 2.0 
per employee 

 

Dry Cleaners    3.9 per 100m² GFA  

Walk-in Bank    
3.7 per 100m² GFA and 1.3 
per employee 

 

Drive-in Bank    
Suburban: 7.5 per 100m² 
GFA Urban: 4.4 per 100m² 
GFA 

 

Road Transport 
Facilities  Road Transport Terminals 

1 per each vehicle present at the time 
of peak vehicle accumulation on the 
site 

    

Container Depots 

Off street parking and visitor parking 
must satisfy the peak demand, as 
determined by surveys of similar 
existing developments 

    

Truck Stops 

If overnight accommodation is 
provided:  
1 per each motel unit plus 1 per 2 
employees If public restaurant is 
present, plus 15 per 100m² GFA or 1 per 
3 seats, whichever is greater. 50% of 
the overnight accommodation and 
restaurant parking spaces should be 
truck parking spaces 

    

Commercial Airport    

A peak parking demand of 
0.27 vehicles per daily 
enplanement has been 
observed at 1 study site 

 

Light Rail Transit Station with 
Parking 

   

0 and 150 per 1,000 daily 
boardings at the suburban 
and urban stations 
respectively 

 

Miscellaneous 
(Unique to 
WDP) 

Business 1, 3 and Airport 
Environments (if activity not 
stated above) 

    1 per 35m2 GFA 
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TABLE 1: NEW ZEALAND MINIMUM PARKING INDUSTRY STANDARD RATES COMPARED TO THE OPERATIVE WHANGAREI DISTRICT PLAN REQUIREMENTS 

Category Activity Parking Standards 

Guide to Traffic Generating 
Developments (RTA) 

NZTA Trips and Parking 
Related to land Use Report 

(TBD) 

New Zealand Trips and 
Parking Data Base 

(NZPDB) 

Institute of Transport 
Engineers manual (ITE) 

Operative Whangarei District 
Plan 2007 (WDP) 

Business 2 Environment and 
Town Basin Environment (if 
activity not stated above) 

    1 per 50m2 GFA 

Business 4 Environment (if 
activity not stated above) 

    1 per 75m2 GFA 

Marsden Point Oil Refinery 
Overlay Area (if activity not 
stated above). 

    

1 Permanent parking space per 
employee on-site at any time, 
provided that during periods of 
shut downs and maintenance 
when extra parking is required, 
this does not have to be 
permanently marked but must 
be provided on-site 

The Kauri Dairy Factory and 
Marsden Point Port 
Environment (if not stated 
above) 

    

0.75 parking spaces per 
employee engaging in dairy 
factory / port related activities 
onsite at any time, provided 
that during periods of shut 
downs and maintenance when 
extra parking is required this 
does not have to be 
permanently marked but must 
be provided. 
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Appendix 3: Audit of Territorial Authorities’ Minimum Parking Rates 

 Table 1 below compares the minimum car parking rates required under the Auckland Unitary Plan (AUP), the Hamilton City District Plan (HCDP), the Far 

North District Plan (FNDP) and the Operative Whangarei District Plan (WDP). The AUP, HCDP and FNDP were chosen as case studies for the following 

reasons: 

• AUP: The AUP aims to reduce private vehicle usage by requiring less on-site parking and allowing for activities and areas that are exempt from on-site 

parking requirements. This is a similar approach to what is intended under Plan Change 109. While Auckland presents a different environment and 

demographic compared to Whangarei, it is considered that several specific localities and zones within Auckland are comparable to Whangarei. It is noted 

that the AUP does not require minimum parking rates in the City Centre, Metropolitan Centre, Town and Local Centre, Mixed Use, Terrace Housing and 

Apartment Buildings zones as well as the City Centre Fringe Overlay. Instead maximums are stated in these areas. Table 1 does not contain the maximum 

requirements in these areas or any other zones.  

• HCDP: Hamilton is considered comparable in size and demographics to Whangarei District. Similar to the AUP, the HCDP represents a recent approach 

to minimum parking rates and provides for exemptions from minimum parking requirements in the Central City Zone.  

• FNDP: FNDP was chosen as a case study due to Far North District’s proximity and relationship with Whangarei. The FNDP allows for exemptions in the 

number of on-site car parking spaces provided where either on-site bicycle parking is provided or green space is provided.  

TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

Residential 

Dwellings / household unit / townhouse 

Mixed Housing Suburban Zone: 
-studio or 1 bedroom = 0.5 per dwelling 
-2 or more bedrooms = 1 per dwelling 
Mixed Housing Urban Zone: 
-studio or 1 bedroom = no minimum 
-2 or more bedrooms = 1 per dwelling 
All other areas: 
-Dwellings = 1 per dwelling 

2 per household or dwelling 2 per unit 2 per unit 

Ancillary residential units and apartment 
buildings 

 1 per residential unit   

Home Occupations 

1 per dwelling except no additional space is 
required where both of the following apply: 
all employees live on the site of the home 
occupation 

2 per household plus 1 per vehicle 
used solely for the home occupation 

1 per nonresidential 
employee 

1 in addition to that of the 
residential unit, plus 1 per 
employee, plus 1 in circumstances 
where clients visit the site 
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TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

goods and services are not sold from the site 
(except electronically or by mail/courier) 

Pensioner Housing   1 per unit  

Residential Centres  
1 per FTE staff plus 1 per 3 
bedrooms 

  

Visitor Accommodation 
1 per unit or, where accommodation is not 
provided in the form of units, 0.3 per 
bedroom 

1 per FTE staff member plus the 
greater of either 1 per 3 visitors that 
the facility is designed to 
accommodate or 1 per unit 

  

Guest houses    
2 per 3 guests, plus 
2 for Manager’s Residence 

Boarding Houses 

0.5 per bedroom (except that parking is not 
required for boarding houses which 
accommodate school students within the 
School zone) 

 
1 per 2 persons 
accommodated 

 

House on Papakainga   
1 space for the first house 
plus one space per 2 
additional houses 

 

Kuia / Kaumatua housing on Papakainga   1 per house  

Retirement villages 

0.7 per unit / apartment plus 0.2 
visitor space per unit / apartment plus 0.3 
per bed for rest home beds within a 
retirement village 

1 per unit plus 1 per every 4 units  1 per unit 

Home Stay/Bed & Breakfast   
1 per 2 persons 
accommodated 

 

Hotel   
1 per 2 rooms plus 1 per 2 
employees 

1 per unit, plus 1 for every two 
employees, plus 1 coach park per 
30 beds 

Motel   
1 per unit plus 1 per 2 
employees 

1 per unit, plus 2 for manager’s 
Residence 

Camping Grounds/Motor Camps  1 per unit, camp site or caravan site 
1 per unit / camp site, plus 1 
per 2 employees 

 

Backpackers   0.5 per bed 
1 per 4 occupants, plus 
2 for Manager’s Residence, plus 
1 coach park per 15 beds 

Retail Shopping Centres   1 per 25m2 GBA  

Service Stations and Convenience Stores   

1 per 35m2 GFA shop plus 2 
for every 3 employees 
present on site at any one 
time 

1 per 45m2 GFA, excluding 
canopies, and petrol pumps, plus 
4 per repair bay, plus 3 queuing 
spaces per car wash 
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TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

Supermarket  
1 per 20m2 GFA devoted to 
retail sales activities and 1 per 40m2 

GFA for all other activities 
1 per 25m2 GFA 1 per 20m2 GFA 

Bulky Goods Retail Stores  1 per 50m2 GFA   

Restaurants, High-Turnover (Sit-Down) 
Restaurant 

 1 per 10m2 GFA 

1 per 10m2 GFA plus 1 per 
15m2 outdoor area or 1 space 
for every 4 persons the 
activity is designed to 
accommodate, whichever is 
greater 

Restaurant: 
1 per 4 persons designed to be 
accommodated 

Taverns 1 per 30m2 GFA   
1 per 5 persons designed to be 
accommodated 

Licensed wholesale premises  1 per 10m2 GFA  1 per 35m2 GFA 

Drive in Fast Food Outlets   1 per 10m2 GBA  

Drive-through services  
1 per 30m2 GFA (excluding canopy 
area over pumps) plus 5 queuing 
spaces per dispensing facility 

  

General Retail 
All other retail (including food and 
beverage): 
1 per 25m2 GFA 

GFA less than 5,000m2: 
1 per 20m2 GFA 
GFA between 5,000m2 – 10,000m2: 
1 per 30m2 GFA 
GFA greater than 10,000m2: 
1 per 40m2 GFA 
Outdoor only: 
1 per 100m2 of uncovered display 
area 

 
1 per 45.0m2 GFA including indoor 
and outdoor retail and display 
areas 

Indoor display areas for vehicles, boats and 
agricultural and industrial machinery only 

 1 per 150m2 GFA   

Garden or Hire Centres   
1 per 100m2 space open to 
public 

 

Building Supply Outlets   4 per 100m2 GBA  

Vehicle sales, repair, service 

Repair and maintenance services: 
4 per repair / lubrication bay plus 1 per 
additional 50m2 GFA 
Vehicle sales: 
1 per 10 vehicle display spaces, plus 1 per 
additional 50m2 

 

1 per 150m2 vehicle display 
area plus 4 for each repair / 
lube bay plus 1 per each 
remaining 50m2 GBA 

 

Commercial Premises / Services 1 per 25m2 GFA  1 per 40m2 GBA  

Building Improvement centre (excluding 
nurseries and garden centres) 

 1 per 50m2 GFA   

Show homes (combined display and 
headquarters) 

   
2 spaces, plus 1 space per 
employee 

Sports and Recreational Facilities  1 per 20m2 GFA  4 spaces per court 
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TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

Entertainment 
and Recreation 

Gymnasiums   3 per 100m2 GFA 
1 per 4 persons designed to be 
accommodated 

Marinas 
0.35 per berth provided 
Minor Ports at Gabador Place, Tamaki and 
Onehunga: 0.5 per employee 

 0.8 per every 1 berth 
0.5 per berth or craft to be 
accommodated 

Swing/Pile Moorings   0.5 per every 1 mooring  

Boat ramps 
No minimum rate for accessory parking 
associated with boat launching 

 
15 (for car & trailer) per each 
3m width of ramp 

 

Golf Course   2.5 per 1ha  

Golf Driving Range   1 per tee  

Bowls   
125 per 1ha devoted to the 
activity 

 

Recreational Community Centre 
0.2 per person the facility is designed to 
accommodate 

1 per 30m2 GFA 
1 per every 4 persons facility 
is designed for 

1 per 5 persons designed to be 
accommodated 

Places of Entertainment   
1 per every 4 persons 
designed to be 
accommodated 

 

Tennis, Squash, Basketball, Badminton   3 per court  

Sports grounds and playing fields 12.5 spaces per 1 ha 

1 per 3 participants based on the 
maximum number of participants 
that the area is designed to 
accommodate 

12.5 per 1 ha devoted to the 
activity 

15 spaces per ha 

Industrial 

Nurseries and Garden Centres  
1 space per 200m2 site area and a 
minimum of 4 spaces 

  

General Industrial 
1 per 50m2 GFA, or 0.7 per FTE, whichever is 
the lesser 
 

Including warehouses but excluding 
trade and industry facilities: 
1 per 150m2 GFA 
Trade and industry facilities only: 
1 per FTE staff, plus 1 per 3 students 
the facility is designed to 
accommodate 

1 per 100m2 GBA 
1 per 50.0m2 GFA of warehouse 
and buildings, and 1 per 100.0m2 
of outdoor storage and display 

Port / Sea Terminal   1 per 2 employees  

Transport Depot  
1 per 100m2 GFA of building or site 
area used for storage, whichever is 
the greater 

  

Forestry   
Exempt from parking 
requirements 

1 per 2 workers on site 

Mineral Extraction    4 per 5 workers on site 

Health and 
Community 
Services 

Hospital 1 per 40m2 GFA 1 per 4 FTE staff plus 1 per 4 beds 
1 per every 3 beds plus 5 per 
operating theatre plus 1 per 
remaining 25m2 GFA 

 

Private hospital    2 for every three patients, plus 
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TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

1 space for every 2 employees 

Nursing Home 0.3 per bed 
1 per 3 bedrooms plus 1 per every 
FTE staff member 

1 per every 5 people facility is 
designed for plus 1 per 2 
employees  

1.7 per 75m2 GFA 

Professional Consulting Rooms, Clinic, 
Medical Centres 

1 per 20m2 GFA 3 per consultant and 1 per FTE staff 1 per 20m2 GFA 
2.5 per professional, plus 1 space 
per support staff 

Child Care Centre 
0.10 per child or other person, other than 
employees plus 0.5 per FTE employee 

For less than 6 children: 
2 plus 1 per FTE staff member 
For 6+ children: 
1 per FTE staff member plus 1 drop-
off car space per 5 children that the 
facility is designed to accommodate 

1 per every 4 children 
1 per employee, plus 1 additional 
space 

Emergency service facilities 
1 per employee on site plus 1 per emergency 
service appliance based at the facility 

1 space per on-duty staff person 
plus sufficient space for all the 
emergency vehicles that use the site 

  

Animal Hospital/Veterinary Clinic 1 per 20m2 GFA  1 per 20m2 GFA 
2.5 per professional, plus 1 space 
per support staff 

 Dentist / Physiotherapist   1 per 20m2 GFA  

Funeral homes    
1 per 5 persons designed to be 
accommodated, plus 1 space per 
employee 

Marae  1 per 25m2 GFA   

Place of worship  1 per 30m2 GFA   

Places of Assembly  

Except Libraries and museums: 
1 per 15 m2 GFA or 1 for 
every 5 persons the 
facility is designed to 
accommodate, 
whichever is the 
greater 
Libraries and Museum only: 
1 per 30m2 GFA 

1 per every 5 persons facility 
is designed for, provided that 
where a church and hall are 
erected on the same 
site the maximum 
requirement shall be the 
maximum requirement for 
the church or hall, whichever 
is the greater 

1 per 5 persons designed to be 
accommodated, provided that 
where a church and hall are 
located on the same site and are 
not used at the same time, the 
min requirement applicable shall 
be the maximum requirement in 
respect of such church or hall, 
whichever is the greater. 

Education Research and Innovation activities  1 per 40m2 GFA   

Primary School 
0.5 per FTE employee plus 
1 visitor space per classroom 

1 per FTE staff plus 1 drop-off space 
per 50 primary and 
Intermediate students 
1 bus space per 200 students where 
school bus services 
are provided. 

2 per classroom 
1 per employee, plus 2 additional 
spaces 

Secondary School 
0.5 per FTE employee plus 
1 visitor space per classroom 

1 per FTE staff plus 1 drop-off space 
per 100 secondary students. 
1 bus space per 200 students where 
school bus services 
are provided. 

2 per classroom 2 per classroom 
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TABLE 1: AUDIT OF TERRITORIAL AUTHORITIES’ MINIMUM PARKING RATES 

Category 
 

Activity District/Unitary Plan 

Auckland Unitary Plan Hamilton City District Plan Far North District Plan Operative Whangarei District 
Plan (WDP) 

Tertiary Education Facilities 

Massey University at Albany Campus:  
0.32 per EFT student 
Other tertiary education facilities: 
0.5 per FTE employee plus 0.25 per EFT 
student the facility is designed to 
accommodate 

1 per FTE staff, plus 1 per 3 students 
the facility is designed to 
accommodate 

1 per 3 persons facility is 
designed for 

1 per employee, plus 2 additional 
spaces, plus 1 per 10 pupils over 
the age of 16 years 

Offices and 
Services 

Office Building 
A minimum of 1 per 45m2 GFA and a 
maximum of 1 per 30m2 GFA 

1 per 40m2 GFA  1 per 35.0m2 GFA 

Catteries/kennels   
1 per 10 animals which can be 
accommodated 

 

Miscellaneous  All other activities, except for activities 
within rural zones 

1 per 50m2 GFA    

All other activities where located in rural 
zones 

No minimum rate    

Farming   
Exempt from parking 
requirements 

 

Renewable Energy Use and Development 
Activities (refer to Section 12.9) 

  
Exempt form parking 
requirements 

 

Business 1, 3 and Airport Environments (if 
activity not stated above) 

   1 per 35m2 GFA 

Business 2 Environment and Town Basin 
Environment (if activity not stated above) 

   1 per 50m2 GFA 

Business 4 Environment (if activity not 
stated above) 

   1 per 75m2 GFA 

Marsden Point Oil Refinery Overlay Area (if 
activity not stated above). 

   

1 Permanent parking space per 
employee on-site at any time, 
provided that during periods of 
shut downs and maintenance 
when extra parking is required, 
this does not have to be 
permanently marked but must be 
provided on-site 

The Kauri Dairy Factory and Marsden Point 
Port Environment, (if not stated above) 

   

0.75 parking spaces per employee 
engaging in dairy factory / port 
related activities onsite at any 
time, provided that during 
periods of shut downs and 
maintenance when extra parking 
is required this does not have to 
be permanently marked but must 
be provided. 



 

 


