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1. INTRODUCTION 

1.1 My full name is Hannah Thompson. I am a Principal Planner currently employed by 

Waka Kotahi (the New Zealand Transport Agency), a position I have held for the past 

two months, prior to this I held the positions of Journey Manager and Senior Planner. 

I have been employed by Waka Kotahi since 2017. 

1.2 I hold the qualifications of Bachelor of Resource and Environmental Planning with 

Honours and Master of Legal Studies in Environmental Law with Honours.   

1.3  I have over 10 years’ experience in resource management and planning and my 

experience includes working with and for central and local government organisations 

and in private consultancy.  

1.4  My key responsibilities at Waka Kotahi include working with councils on district plan 

reviews and plan changes and assessing land use development applications. I am also 

involved in the delivery of the Waka Kotahi capital works programme through the 

statutory consenting process. This involves stakeholder engagement and reviewing 

notices of requirement and resource consents prepared on behalf of Waka Kotahi. 

1.5 In relation to Plan Change 150 to the Whangarei District Plan (PC 150), I am project 

managing the Waka Kotahi overall response and working with Graham Norman, 

Transport Engineer who has been engaged to provide evidence in support of the 

submissions made by Waka Kotahi.  

1.6 I have authority to give evidence on behalf of Waka Kotahi. 

2. CODE OF CONDUCT 

2.1  While I acknowledge that I am an employee of Waka Kotahi, I have read and am familiar 

 with the Code of Conduct for Expert Witnesses in the current Environment Court 

 Practice Note (2014). I have complied with it in the preparation of this statement of 

 evidence. I also confirm that the matters addressed in this statement are within my area 

 of expertise, except where I rely on the opinion or evidence of other witnesses. I have 

 not omitted to consider material facts known to me that might alter or detract from 

 the opinions I express. 



   

3. SCOPE OF EVIDENCE 

3.1  My evidence addresses the following: 

A) The submissions and position of Waka Kotahi in relation to the zoning requests 

and alignment with higher level policy documents including the Government Policy 

Statement on land transport 2021 (GPS), Arataki (the Waka Kotahi 10-year plan),  

the National Policy Statement on Urban Development 2020 (NPS-UD) and the 

Marsden Point and Ruakaka Structure Plan. 

B) The position of Waka Kotahi in relation to noise sensitive activities located adjacent 

to the State Highway. 

C) Other submission points which do not fall within the above categories. 

3.2  Waka Kotahi, in its submissions (Submitter 25), raised a number of matters in relation 

 to the transport effects of PC150 on the State Highway network.  As these matters are 

 outside my  expertise, they will be addressed in the Statement of Evidence 

 provided by  Graham Norman.  I have read Graham’s statement and, from a 

 planning perspective,  support his views on these transport-related submissions.  

4. SUBMISSIONS ON ZONING 

4.1   Waka Kotahi raised a number of points in relation to the proposed zoning of PC 150. 

  These included: 

a) That PC 150 proposes a significant land use change from employment-based 

uses to residential based development which in turn will result in change of 

travel patterns on SH1 and SH15 between the site and Whangarei.  This is 

discussed further in the evidence of Mr Norman. 

b) That the zoning is not appropriate given the proposed land uses are noise 

sensitive receivers and may be adversely affected by both SH15 and the KiwiRail 

designation. 



   

c)  The Marsden Point – Ruakaka Structure Plan identified the wider land use 

pattern for the area. Importantly, the Structure Plan sought integrated and 

logical land use planning and intended that a balance of employment and 

residential activities be provided, with employment leading residential zoning. 

In seeking to rezone existing industrial land to residential, the Plan Change is 

considered inconsistent with the Structure Plan. 

d) The Plan Change will result in a stand‐alone residential area surrounded by 

undeveloped rural land. There is no walking and cycling connectivity with other 

areas in Marsden Point and as there is little in the way of established public 

transport at this stage, the Plan Change will likely become reliant on private 

vehicle use. 

e) The Draft Whangarei Growth Strategy has identified the Marsden 

Point/Ruakaka area as accommodating between 1,200 and 4000 additional 

dwellings – the Plan Change as notified could provide over half of this capacity. 

Any residential capacity needs to be supported by appropriate land use and 

transport infrastructure – of which the Marsden Primary Centre currently 

provides for growth of a suitably sized Town Centre with local employment and 

service opportunities for future residents in the surrounding areas. Rezoning 

Marsden Primary Centre to predominantly residential development conflicts 

with good future planning and reduces the ability to provide these amenities 

in a location which is considered appropriate, and further increases the need 

for local residents to travel out of the local area. 

Strategic Context 

4.2  Waka Kotahi must give effect to the strategic outcomes set by the Government through 

 the Government Policy Statement on Land Transport (GPS).  This sets out four strategic 

 priorities, which are relevant to PC 150: 

a) Safety: Developing a transport system where no one is killed or seriously injured 

b) Better Travel Options: Providing people with better transport options to access 

social and economic opportunities 



   

c) Climate Change: Developing a low carbon transport system that supports 

emissions reductions, while improving safety and inclusive access 

d) Improving freight connections: Improving freight connections for economic 

development 

4.3  To deliver on the outcomes set by the GPS, Waka Kotahi has developed several 

 strategies. A summary is provide below of those strategies relevant to PC 150. 

4.4  Arataki is the Waka Kotahi ten-year view on strategic changes and actions needed to 

 deliver the long-term outcomes for the land transport system. It includes a national 

 view as well as a pan-regional view for the Upper North Island and for Northland. For 

 Northland the identified ‘step changes’ include: 

a) Improving urban form to encourage more people to live in urban centres and 

offer greater use of public transport, walking and cycling modes 

b) Transform urban mobility by providing new public transport and walking and 

cycling opportunities in Whangarei and Marsden / Ruakaka 

c) Greater urbanisation in eastern Northland is an opportunity to reduce carbon 

emissions through promotion of walking, cycling, and public transport 

infrastructure 

d) Access to employment, education and essential services as well as safe and 

reliable movement of people and freight. 

 

4.5  Toitu te Taiao is the Waka Kotahi sustainability action plan. This seeks to address the 

 strategic challenge of reducing greenhouse gas emissions and improve public health. 

 This plan seeks to transform sustainable urban transport and liveability by: 

a) Reducing or avoiding the need to travel; 

b) Shifting to modes of transport that are more environmentally friendly; and 

c) Improving the energy efficiency of transport modes and vehicle technology 

 

4.6  Keeping Cities Moving focuses on increasing the wellbeing of New Zealand’s cities 

 through modal shift, which will be delivered through three areas of the land-use and 

 transport system: 



   

a) Achieving good quality, compact, mixed use development that will result in 

densities that can support rapid/frequent public transport as well as shorter 

trips between home and work/education/services 

b) Making shared and active modes more attractive including the quality and 

performance of public transport and infrastructure for walking and cycling 

c) Influencing travel demand and transport choices by providing incentives to 

discourage private vehicle use or making people aware of other options 

 

4.7 Although not a Waka Kotahi policy, the National Policy Statement Urban Development 

(NPS-UD) provides a framework which supports the strategic transport outcomes 

through the integration of land-use planning and infrastructure provision. Policy 1 (iii) 

is of particular relevance (highlighted bold for emphasis): 

Policy 1: Planning decisions contribute to well-functioning urban environments, 

which are urban environments that, as a minimum: 

(i) have or enable a variety of homes that:  

a. meet the needs, in terms of type, price, and location, of different 

households; and 

b. enable Māori to express their cultural traditions and norms; and  

(ii) have or enable a variety of sites that are suitable for different business 

sectors in terms of location and site size; and  

(iii) have good accessibility for all people between housing, jobs, 

community services, natural spaces, and open spaces, including by 

way of public or active transport; and  

(iv) support, and limit as much as possible adverse impacts on, the competitive 

operation of land and development markets; and  

(v) support reductions in greenhouse gas emissions; and  

(vi) are resilient to the likely current and future effects of climate change. 

 

Strategic Transport Issues 

4.8  The plan change seeks to increase the amount of residential development compared 

 to the operative provisions in the District Plan and the strategic outcomes of the 

 Ruakaka Structure Plan (2008), Whangarei District Growth Strategy: Sustainable 

 Futures 30 – 50 (2010) and the Draft Whangarei District Growth Strategy (2020). 



   

4.9  The outcome of the development has the potential to establish a community of over 

 2,000 dwellings and over 8,000 residents. Based on the information provided the 

 centre  will have limited services, education facilities and employment opportunities 

 within walking distance or accessible by public transport.   

4.10  There is no dedicated public transport provision to existing neighbouring centres of 

 either Ruakaka, Marsden Point, Waipu or Whangarei where major educational 

 facilities, services and employment exist. Therefore, the future community of Marsden 

 Primary Centre is likely to rely heavily on private motor vehicle use as the only means 

of travel outside the centre.  

4.11  The information provided outlines walking connectivity within Marsden Primary 

 Centre. However, there is no information on connectivity to external communities and 

other areas. Due to the flat topography and relatively close proximity of Ruakaka, 

Waipu and Marsden Point, there is opportunity to provide cycle connections between 

these communities.  Walking and cycling connections to neighbouring communities 

and centres will provide more transport choice, mitigate impacts on the network, 

reduce greenhouse gas emissions from transport activities and have positive health 

and wellbeing effects. 

4.12  The broader environment includes Northport and large areas of industrial zoned 

 land. As Northport continues to grow its import and export functions it is likely to 

 generate increased number of freight movements on road and rail. The surrounding

 industrial land, as it is developed, will also generate freight movements. This will 

 impact on the road network surrounding and within Marsden Primary Centre, in turn  

 impacting on the amenity of the area, but also potentially creating conflict between 

 the residential activities, external walking and cycle movements and the safe and 

efficient movement of freight. 

4.13  Departure from the District Plan also draws into question the role and function that 

 Marsden Primary Centre will have within the hierarchy of centres in Whangarei District, 

 but particularly Ruakaka, Marsden Point and Waipu. The hierarchical relationship will 

 impact the form, scale and type of activities that can occur in a centre as well the 



   

 provision services, amenities facilities. These will influence development outcomes and 

 therefore place new demands on the transport network. 

4.14  For development of this scale it is the preference of Waka Kotahi that a form of spatial 

or precinct planning is undertaken before decisions on regulatory zoning are 

 considered. Spatial or precinct planning at an early stage can include an Integrated 

 Transport Assessment (ITA) to inform and understand the impacts of a development 

 on the transport network along with the effectiveness of any mitigation measures. 

5. NOISE SENSITIVE ACTIVITIES 

5.1  Waka Kotahi in its primary submission raised a number of matters in relation to noise 

 sensitive activities. For new and altered noise sensitive land use activities establishing 

 near existing or consented state highways, the general position of Waka Kotahi is that 

responsibility lies with councils to include appropriate land-use controls in district 

plans, and on landowners/developers to implement them.  

5.2  In brief, the submission points raised by Waka Kotahi in relation to noise included: 

a) That MCP-P9 be amended to read “Manage adverse reverse sensitivity effects 

of sensitive activities in close proximity to State Highway 15, the designated rail 

corridor and surrounding industrial land use by discouraging the establishment 

of noise sensitive activities in these locations”. 

b) That MCP-P12 be amended to ensure residential and noise sensitive activities 

are to be avoided within this precinct. 

c) That the Low Density Residential Zone within Noise Zone 2A be deleted or that 

the provisions to require a noise bund and/or fence to be constructed wholly 

outside the State Highway corridor and that maintenance of the bund or fence 

is the responsibility of the landowner(s). 

d) That MCP-R6 is amended so that any noise sensitive activity that is established 

within 100m of the State Highway 15 designation (NZTA-5) has a Non-

Complying activity status. 

e) That the fence proposed in Figure - MCP -AppC-2 does not meet NZTA P40 

specifications for durability and seeks that the bund/ barrier must be 



   

constructed outside of the State Highway corridor and maintained by the 

landowner. 

f) That reference is made to noise sensitive activities (not just residential) in 

Appendix B. 

g) That Appendix B be included as a rule. 

 

5.3  Waka Kotahi is generally supportive of the recommendations outlined in the noise 

 advice  provided to WDC by Jon Styles and considers the advice adequately addresses 

 the issues raised in its submission1. I note that the s42A report supports most of the 

 recommendations proposed by Mr Styles also2. 

5.4  The s42A report makes a number of recommendations in relation to the submission 

 points  raised by Waka Kotahi. The report recommends, in relation to MCP-P9 that 

 “residential units are to be designed and constructed to meet the day to day needs  of 

residents by providing…. Reasonable levels of external and internal noise ”. These 

 levels are set out in NAV 6.5 Tables 1, 2. 

5.5  I accept the above addresses the Waka Kotahi submission point in relation to MCP-P9 

to discourage the establishment of noise sensitive activities in close proximity to SH15. 

 Whilst it is the preference of Waka Kotahi that noise sensitive activities not be located 

 within  100m of the highway, it is accepted that in this situation the effects of noise on 

sensitive receivers can be mitigated through the policy and rule referenced in the above 

paragraph provided the noise bund is constructed and adequately maintained, which 

will be discussed further in the below paragraphs of this evidence. 

5.6  Waka Kotahi sought that MCP – P12 be amended to make it explicit that noise sensitive 

 activities are not located within the Commercial Zone. I concur with Mr Styles’ 

 recommendation that the Policy be amended to reference “noise sensitive activities” 

 as noise sensitive receivers are not limited to residential activities and visitor 

 
1 Ryan, K (2021). “Proposed Private Plan Change 150 Section 42A Hearing Report , 

https://www.wdc.govt.nz/files/assets/public/documents/services/property/planning/plan-changes/pc150-

marsden-city/7-hearing/s42a-noise-advice.pdf 
2 Styles, J (2021). “Plan Change 150 – Marsden City Private Plan Change” , 

https://www.wdc.govt.nz/files/assets/public/documents/services/property/planning/plan-changes/pc150-

marsden-city/7-hearing/s42a-noise-advice.pdf 



   

 accommodation and can include all activities listed in the “noise sensitive activities” 

 definition in the District Plan. 

5.7  I note that the s42A report suggests that the applicant should provide further 

 consideration to this Policy and suggested wording. In line with Mr Styles 

 recommendation I consider that all references to “residential activities” and “visitor 

 accommodation” are replaced with “noise sensitive activities” so not to exclude other 

 land uses that are sensitive to noise from MCP- P12.  

5.8  Waka Kotahi requested that NZTA P40 be referenced in MCP – R3 and that this must 

 be wholly outside the State Highway corridor and that maintenance of the bund or 

 fence is the responsibility of the landowner(s). While there is agreement in the s42A 

 and Mr Styles’ advice that an acoustically effective noise barrier should be constructed 

 on the land subject to the plan change and outside the NZTA- 5 designation prior to 

 noise sensitive activities establishing, it is still unclear as to how this will be maintained 

 to ensure it remains effective should it be compromised. I agree with the comment 

 made in the s42A report (p. 64) that this matter needs to be addressed by the applicant. 

Until this is adequately addressed through an appropriate provision, health and 

amenity effects have the potential to not be adequately managed within the PPC site 

and it is my opinion that the Low Density Residential zoning would be inappropriate if 

this is not resolved. 

5.9  Both Mr Style’s3 and the s42A report4 acknowledge the wider appeal process for the 

 Urban Services Plan Changes/NAV chapter to which both Waka Kotahi and KiwiRail are 

 parties.  This appeal seeks a district wide approach to managing health and amenity 

 effects from transport networks (both noise and vibration).  I agree that resolution of 

 this appeal could provide the relief Waka Kotahi has sought in its submission but there 

 is no certainty of that outcome.   In this regard, I continue to support provision of plan 

 change specific provisions in relation to ventilation (NAV6.5).  

 
3 pages 18 and 19 
4 Paragraphs 268 to 273. 



   

5.10 Overall, notwithstanding the Urban Services Plan Changes appeal I accept that the 

 issues of noise and reverse sensitivity can be addressed should the 

 recommendations outlined in the s42A report be adopted. This is with the 

 exception of the issue related to maintenance of the noise bund which still requires a 

 robust and effective measure to ensure its ability to reduce noise is not 

 compromised over time.    

6. OTHER SUBMISSION POINTS 

6.1  There are a number of additional submission points that were raised in the original 

 submission of Waka Kotahi that have not been addressed in the sections above. These 

 are outlined below, with the recommendations that have been outlined in the s42A 

 and whether Waka Kotahi adopts this recommendation:  

1) That SH15A is referenced as SH15 - this is adopted in the s42A5report and I concur 

with this recommendation.  

2)  That the Commercial Zone (south) does not allow noise sensitive activities – the 

section 42A recommends that MCP-P12 be amended so that all references to 

“residential activities”, “dwellings”, and “visitor accommodation” are replaced with 

“noise sensitive activities” 6. I agree with this recommendation.  

3) Any noise sensitive activity in a new building or alteration to existing buildings 

containing a noise sensitive activity, closer than 40 metres to the carriageway of a 

state highway must be designed constructed and maintained to achieve road 

vibration levels not exceeding 0.3mm/s vw,95 – the s42A rejects this control stating 

that vibration controls are currently subject to an appeal which seeks to incorporate 

vibration controls into the Transport Chapter of the WDP – AV. Given there is no 

decision on those appeals, it is my opinion that this provision remains necessary to 

address the effects of vibration.  

 

 
5 Page 79 
6 Page 70 



   

7. CONCLUSION 

7.1  Waka Kotahi made a number of submission points in relation to PC 150. These 

 submission points have largely been accepted in the s42A report, except where I have 

 mentioned above particularly in relation to the proposed zoning and the alignment 

with the strategic documents and land use integration outcomes sought by Waka 

Kotahi. 

7.2  My evidence has focussed on the strategic transport context and the management of 

 road noise from state highways on sensitive land uses. Those submission points 

 relating to transport have been addressed in the evidence of Graham Norman. 

7.3 It is my opinion that there are number of issues, identified through this Statement of 

Evidence, that need to be addressed before PC150 can be adopted as notified, primarily 

those related to integrated land use as elaborated on in section 4 of this statement. 

7.4  Should the panel accept the submission by Marsden City Limited  Partnerships to 

 rezone 127 hectares of land bounded by SH15 and One Tree Point Road, it is my 

 opinion that the recommendations made should accept the recommendations 

 made in the s42A report and the evidence of  Mr Norman and myself. 

 

Hannah Thompson  

Date: 10 August 2021 
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1. Qualifications and experience 

1.1 My full name is Graham Michael Norman. I am a Principal Transport Consultant at 

Commute Transportation Consultants Limited in Auckland.    

1.2 I am a Chartered Professional Engineer and hold the degree of a Bachelor of Civil 

Engineering from the University of Auckland (2008).  I am a Chartered Member of 

Engineering New Zealand (CMEngNZ) and a Chartered Professional Engineer (CPEng).  

1.3 I have 13 years' experience as a specialist traffic engineer and transport planner and I 

frequently provide advice to private and public-sector clients on a wide range of traffic 

engineering and transportation planning matters. 

1.4 My relevant experience includes: 

a) Undertaking a review role on behalf of Waka Kotahi on the Smales Farm PPC. 

b) Working on the Auckland to Whangarei Programme Business Case looking at 

the SH1 and SH15 corridors over the next 30 years.  

c) Acting as a traffic engineer for proposed private plan changes in Rotorua, Drury 

and Pukekohe.  

1.5 My evidence is given on behalf of Waka Kotahi New Zealand Transport Agency (‘Waka 

Kotahi’) in relation to the application for Plan Change 150 (‘PC150’) to the Whangarei 

District Plan by Marsden City Limited Partnership (‘Applicant’). 

1.6 I have reviewed the application documents provided by the Applicant, including the 

Assessment of Environmental Effects and Section 32 Report as well as the Integrated 

Transport Assessment prepared by Flow Transportation Specialists dated March 2020 

(ITA). I have reviewed additional information provided by Flow including the response 

to the Council’s request for information dated 10 July 2020 and the suggested 

approach to land use thresholds and infrastructure upgrades dated 22 June 2021.  

1.7 I am familiar with the site and have visited it on numerous occasions with the most 

recent occasion on 7 June 2021.  



 

   

1.8 I have read the evidence prepared by the other witnesses presenting evidence on 

behalf of the Applicant and have relied on such evidence in preparing this brief of 

evidence. I have also read the submissions lodged in relation to the application to the 

extent that they are relevant to my evidence. 

1.9 I rely on the planning evidence of Ms. Thompson. 

2 Code of Conduct 

2.1  While this is a Council hearing, I have read and I am familiar with the Code of Conduct 

for Expert Witnesses in the current Environment Court Practice Note (2014). I have 

complied with it in the preparation of this statement of evidence. I also confirm that 

the matters addressed in this statement are within my area of expertise, except where 

I rely on the opinion or evidence of other witnesses. I have not omitted to consider 

material facts known to me that might alter or detract from the opinions I express. 

3 Scope of Evidence 

3.1 My evidence addresses the following: 

a) The Waka Kotahi position on PC150; 

b) Wider transport effects of the proposal; 

c) Adequacy of the Integrated Transport Assessment; 

d) The potential operational effects of the proposal; 

e) The Council’s 42A Report; 

f) Commentary on Provisions; and 

g) Conclusion.  

4 The Position of Waka Kotahi on PC150  



 

   

4.1 I support the Waka Kotahi position on PC150 as identified its submissions and in the 

planning evidence provided by Ms. Thompson1 on behalf of Waka Kotahi.  

4.2 PC150 seeks to alter the existing approved land use to a revised mix of activity. Table 

1 shows difference between that already approved (Marsden Primary Centre 

Environment (MPC) Chapter in the Operative District Plan) and the proposal. 

Table 1: Comparison between Status Quo, PPC as lodged and amended PPC  

Activity Existing Marsden 

Primary Centre / 

Status Quo 

PC150 as lodged Revised PC150 

(RFI Sep 2020) 

Core retail/town 

centre m² 

20,750 129,690 129,690 

Commercial m² 23,500 0 83,900 

Residential (units) 400 2,520 2,000 

Heavy industry 

(ha) 

105 0 0 

Mixed use 

excluding 

residential units) 

0 177,075 78,100 

Total 44,250m²+105ha + 

400 HH 

306,765m² + 2,520 

HH 

291,700m² + 2,000 

HH 

Vehicle trips AM 

peak hour  

2,920 3,450 2,390 

Vehicle trips PM 

peak hour 

3,230 6,500 5,450 

 

4.3 In general, PC150 reduces the Heavy industrial activity and increases retail activity and 

households provided.  In my view this is a fundamental shift from an area that was 

predominantly employment based to mixed use function with a higher transport 

demand. Significantly, the increase in transport demand is coupled with comparatively 

 
1 Evidence of Ms Hannah Thompson for the New Zealand Transport Agency date 10 August 2021 



 

   

higher flows in the peak direction as a result of increased residential development in 

this area.  

4.4 Table 2 demonstrates the travel patterns of PC150 as lodged. This table shows an 

additional 1706 trips out of the area in the AM and 3,100 trips into the subdivision in 

the PM peak. Using the ITA assumption of roughly half the trips to and from Whangarei, 

this represents 850 additional trips in the AM peak in the peak direction and 1700 

vehicle in the PM peak in the peak direction. For context 1,700 peak hour trips is 

roughly a full traffic lane on a rural highway.  

Table 2: External Vehicle Trips for Proposed Marsden City Structure Plan (All vehicles including heavy vehicles) – full 

development 

  

4.5 Given the fundamental change in land use on the site, and lack of assessment of wider 

transport implications of the proposal, I agree with the submission from Waka Kotahi 

to oppose PC150.  

5 Wider Transport Considerations 

5.1 The Ruakaka and Marsden area is identified as a high growth area within the Whangarei 

Growth strategy2 with the potential to be a “satellite town” to Whangārei. The Growth 

Strategy continues to plan for growth in residents and industrial activity, the port 

expansion remaining a key driver.  

5.2 PC150 intends to change the land use mix to increase residential dwellings and reduce 

jobs. From a traffic perspective, this is likely to lead to an increase in travel to and from 

Whangarei as a result of the housing and reduce local jobs in the Marsden / One Tree 

Point area, meaning less people are traveling in the counter peak direction or less 

 
2 Whangarei District council, 2020. Draft Whangarei Growth strategy 



 

   

people living elsewhere in the Ruakaka / One Tree Point area have access to local 

employment opportunities.  

Background Growth 

5.3 The applicant relies on background growth assumed in the Whangarei TRACKS model. 

The growth assumptions within the TRACKS model are discussed in the RFI response 

and further in Mr Ormiston’s evidence. Mr Ormiston discusses the difference between 

the most recent population forecast and that used in the model. This forecast increases 

assumed household growth in this area compared with the assumptions used in this 

assessment with 590 additional people in 2034 and 3000 additional people in 2044. 

5.4 This additional growth should be considered background growth to this plan change. 

I consider that neglecting to consider this growth in the assessment of intersection 

performance has the potential to underestimate the effects of the proposal on the 

transport network.  

SH1 Corridor Future Upgrades 

5.5 The SH1 corridor between Marsden and Whangarei represents the only connection to 

Whangarei from the Marsden City area. As such it is expected that a large portion of 

traffic associated with the PC150 will make use of this corridor.  

5.6 Waka Kotahi had planned to upgrade this corridor to 4 traffic lanes. This project was 

announced for funding in the New Zealand Upgrade Programme in January 2020. In 

the recent government announcement in June 2021, the Government decided to make 

changes to the Upgrade Programme to meet climate change and housing objectives, 

as well as manage debt responsibly following COVID-19. The announced changes for 

the SH1 corridor include the removal of widening to 4 lanes, and a focus on safety 

upgrades and completion of the rail spur. Waka Kotahi no longer intends to complete 

a business case for a four lane widening as part of the NZ Upgrade Programme. 

5.7 In light of this significant change to the transport network in the Whangarei region, I 

consider it important to have regard to the wider transport implication of PC150. In 

particular, additional peak hour and peak direction trips between Marsden and 



 

   

Whangarei have potential for adverse effects on emissions, trip reliability and access 

to jobs. I consider the proposed change in land use sought by this proposal likely to 

result in more peak hour, peak direction commuting trips.   

Operational effects of the proposal 

5.8 In my opinion, PC150 has potential to lead to operational effects on two key areas:  

• The intersection of SH1 / SH15 – Additional turning movements at this 

intersection has potential to lead to safety and efficiency issues. The additional 

peak hour volumes outlined in paragraph 4.4 would almost certainly require a 

significant upgrade of the SH1/SH15 roundabout.  

• The SH1 corridor between Marsden and Whangarei – The SH1 corridor is near 

practical capacity for a two lane highway and additional movements is likely to 

reduce travel reliability and could adversely affect safety. The additional peak 

hour volumes outlined in paragraph 4.4 add almost an entire traffic lane of peak 

hour demand.  

5.9 No assessment has been provided in the ITA despite these elements representing a 

major operational constraint to PC150 related travel and despite this being on the 

primary route to and from the major origin / destination for trips associated with this 

site.  

5.10 For clarity, I do not consider the upgrade of the intersection between SH1/SH15 and 

the SH1 corridor between Whangarei and Marsden to be the responsibility of the 

applicant. At the same time, with no current plans or funding for an upgrade, I do 

consider this to represent a significant operational barrier to the kind of residential 

development intended in PC150.  

6 Adequacy of the Integrated Transport Assessment 

6.1 I have reviewed the Integrated Transport Assessment (ITA) prepared by Flow and 

subsequent response to further information and Suggested approach to land use 

thresholds and infrastructure upgrades.  



 

   

6.2 My comments relate to two key areas of the assessment undertaken:   

a) Traffic generation and distribution assumptions; and 

b) Assessment of wider walking and cycling connectivity. 

Traffic generation assumptions 

6.3 Following my review of the ITA and subsequent information, I am generally satisfied 

with the majority of assumptions used with the exception of the following:  

a. Residential trip rates for medium and high density – a trip rate of 0.5 has been 

applied to both medium and high-density residential dwellings. The majority of 

dwellings within the PC150 area have been assumed as medium or high density 

type dwellings. Internal trips have been subtracted from the resultant trips 

calculated. The reduced trip rate for medium and higher density housing (as 

per the RTA) is typically as a result of access to alternative travel (PT and active 

modes), proximity to jobs and services and lower people per household rates 

than a typical house. As internal trips are considered separately and given the 

lack of public transport and active mode connections (outside of the PC area), 

I consider this trip rate to be optimistically low.   

b. Travel distribution – The assessment assumes around 48% of employment trips 

are to and from Whangarei based on existing census distribution of travel. I am 

concerned that as the area develops with comparatively more additional 

households vs additional jobs, opportunities for local employment will reduce 

and thus the proportion of travel to and from Whangarei will increase.  

Residential trip distribution assumes 20% of trips will be to and from the nearby 

residential One Tree Point area. I consider this optimistic as residents rarely 

travel to an adjacent residential area within a peak hour period.  

6.4 I note that 25% of residential trips have been assumed as internal trips (i.e. not leaving 

the subdivision). In my opinion, this assumption combined with the trip generation and 

travel distribution assumptions would be underestimating the transport demand on 

critical movements in peak hours.  



 

   

Wider Walking and Cycling Connectivity 

6.5 The ITA provides discussion on the walking and cycling provision within the PC150 area. 

No consideration is given to wider walking and cycling effects on the network. With 

the PC150 land use, I expect some pedestrian and cycle demand to adjacent residential 

areas to be generated. The existing One Tree Point residential area is 3km from the 

PC150 area, reducing to 2.2km as it develops further in line with the District Plan. The 

residential area in Ruakaka is as close as 2km from the PC150 area as outlined in Figure 

1. Both of which could attract some walking trips and are within a cyclable distance.  

6.6 The surrounding network (outside the PC150 area) has little to no pedestrian and cycle 

facilities. I am concerned pedestrian and cycle demand could result in safety issues 

without adequate provision. I note that the TRA-R14 includes an item of direction 

around “The need for pedestrian and cyclist connections to the nearby destinations.”. In 

My opinion, the ITA assessment for PC150 should address this need as to not unduly 

place responsibility on a resource consent at a later date.   



 

   

Figure 1: PC150 distance to neighbouring urban areas 

 

Effects of Assumptions 

6.7 The RFI information includes some sensitivity testing on intersection operation. The 

sensitivity testing focuses on reducing internal trips associated with retail and 

commercial land uses.  

6.8 Based on the assumptions used and my concerns outlined above, I consider it more 

pertinent to provided sensitivity testing around changes to the residential trip rates. 

Residential trips generally join the network in the peak direction and the quantum of 

residential development forms the basis for the proposed thresholds within the 

provisions.  

 

+-3km 

+-2km 



 

   

7 The Council’s 42A Report 

7.1 I have reviewed the Council’s 42A report, the transport matters raised in that report 

and in Council’s specialist transport report3, together with Council’s revised plan 

change provisions4 (following the Applicant’s revisions) (‘Section 42A Provisions’).  

7.2 The Stantec review highlights three key issues relating primarily to the PC150 

provisions being:  

a. Proposed Trigger Upgrade and Practicability of the Application; 

b. Carrying Capacity and Acceptability of the Number Proposed; and 

c. Non-Cumulative Rule for Integrated Transportation Assessments to Address 

Intersection Concerns. 

7.3 As outlined in the S42 report, these matters are largely addressed through proposed 

changes to the thresholds proposed by Council and the applicant.  

7.4 The Stantec review highlights the potential for the development mix to influence the 

travel patterns from the site and reliance on cross visitation inherent in the assumptions 

used in the assessment. I concur with this comment and note that the changes 

proposed by council in the provisions limit the exposure of this risk.  

7.5 I concur with the proposal for a modified version of TRA-R14 be inserted into the MCP 

Chapter as it provides consistency with the wider region.  

8 Applicants Evidence in chief 

8.1 I have reviewed the evidence of Mr Ormiston. I consider Mr Ormiston’s EIC broadly in 

line with the assessment provided in the ITA and subsequent RFI. The principal change 

proposed relate to the PC150 provisions including:  

 
3 Hearing Report for Proposed Private Plan Change 23: (Smales Farm) to the Auckland Unitary Plan (operative in 

part), Appendix 4, prepared by Mr Pravin Dayaram, pages 811 – 856. 

 
4 Hearing Report for Proposed Private Plan Change 23: (Smales Farm) to the Auckland Unitary Plan (operative in 

part), Appendix 6, prepared by Mr Ewen Patience, pages 919 – 945. 



 

   

a. Provision for a development threshold of 500 dwelling beyond which requires 

further assessment; and 

b. Adoption of a modified version of the Whangārei District Plan TRA-R14 and 

TRA-R15. 

8.2 I support adoption of the modified version of the TRA-R14 and TRA-R15 rules, however, 

consider the intersection of SH15 / SH1 should be included in the assessment.  

8.3 I have concerns that the assessment undertaken to inform the 500 dwelling threshold 

underestimates residential trips in the peak direction and could compromise operation 

of the One Tree Point / SH15 intersection. The threshold chosen shows a priority 

intersection close to capacity on key movements (i.e., right turn from One Tree Point 

in the AM peak) and any increase is likely to lead to safety and efficiency issues.  

9 Conclusion 

9.1 I support the position of Waka Kotahi as outlined in the evidence of Ms. Thompson.  

9.2 I consider the transport assessment undertaken to likely underrepresent travel demand 

for residential land uses and background traffic. I do not consider the sensitivity testing 

undertaken suitable to test the sensitivities of the assumptions made. I am concerned 

that PC150 as currently proposed by the applicant will lead adverse safety and 

operational effects at key intersections.  

9.3 I consider PC150 likely to lead to increased travel demand between the Marsden City 

area and Whangarei. Due to the distance involved and the absence of suitable public 

transport or active mode options, this is likely to result in increased car travel on the 

SH1 corridor. The SH1 corridor currently operates close to capacity during peak times 

and additional traffic has potential to have adverse impacts on safety, emissions, trip 

reliability and efficiency of the corridor. The intersection of SH15 / SH1 is of particular 

concern. The SH1 corridor performs a vital role for the northland region acting the 

primary connection to the rest of the country.  

GRAHAM MICHAEL NORMAN 
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