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1. Table from Hannah Thompson addressing the Rebuttal Evidence of Mr David Badham  

Rebuttal points 
raised 

Comments made by Mr 
Badham 

Response 

Consideration 

of other policy 

documents  

Mr Badham stipulates that 

various documents referred 

to in my EiC are internally 

facing Waka Kotahi 

documents and therefore do 
not affect PC150.  

Arataki, Keeping Cities Moving and Touitu te Taiao are Waka 

Kotahi strategies which give effect to and are guided by the 

Government Policy Statement on land transport (GPS). The GPS 

is a central government document required under the Land 

Transport Management Act. 
Arataki in particular provides a national and regional transport 

system view, and it is not limited to Waka Kotahi’s own 

infrastructure, funding and service provision.  

Under section 74(2)(b)(i) territorial authorities shall have regard 

to management plans and strategies prepared under other 

Acts. At the very least, the Government Policy Statement and its 

four priorities, as elaborated on in my EiC, should be a key 

consideration in the Plan Change process.  

As noted in the PC150 Hearing, there is strong alignment 

between the outcomes sought by the GPS and Arataki with the 

National Policy Statement on Urban Development (particularly 
Objective 3 and Policy 1). This alignment supports a well-

functioning urban environment: 
• accessibility by a choice of transport options 
• urban form supporting modal shift to public transport 

and active modes 

Therefore, acknowledging the statutory weight of the NPS-UD 

and the importance of the GPS and Arataki, I would expect the 

Plan Change to clearly address how it will achieve a well-
functioning urban environment as well as the strategic 

outcomes sought by the GPS, Arataki and NPS-UD. 

Accessibility  It is argued by Mr Badham 

that the PC150 area will have 

good accessibility for all 

people due to its location 
adjacent to a State Highway 

and provision for vehicular, 

public and active transport.  

The applicant cannot provide 

for walking and cycling 

connectivity beyond its site.  

It is maintained that the PC150 does not offer transport choice, 
particularly in respect of active and public transport modes. It is 
argued that if the residential development is to be realised to 
its full potential, as supported by Mr Norman’s evidence, there 
will be a reliance on private vehicle to access employment, 
education and amenities. Whilst the applicant argues people 
may be employed in the wider Marsden/Ruakaka 
industrial/commercial areas there are currently no active mode 
facilities to support this type of movement making it less 
attractive and unsafe for people to undertake. The applicant 
has not proposed any measures to facilitate active modes 
outside the immediate Plan Change area. Furthermore, there is  
no certainty that a well-established viable town centre that will 
support the residential growth and support employment 
opportunities within the Plan Change area will be achieved 
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despite it being zoned for. Residential development may occur 
without the Town Centre ever being realised.  
 
In relation to the second point, the applicant can provide 
walking and cycling facilities beyond the site, there is nothing 
preventing this from occurring and it is an appropriate form of 
mitigation that has occurred in many similar instances across 
the country.  
 

Alignment with 

spatial planning 

documents 

Mr Badham seeks 

clarification as to the 

relevance of the hierarchy of 

centres to Waka Kotahi and 

suggests the Marsden City 

land has been subject to 
strategic planning by Council 

for over a decade for the 

purpose of establishing a 

town centre.  

Developing land in alignment with strategic documents is of 
interest to Waka Kotahi from a strategy perspective so it can 
align its infrastructure and NLTF accordingly.  
Notwithstanding this, it is important to note the commercial 
and town centre aspects of the development are not disputed 
by Waka Kotahi. The primary issue with the proposal is that it 
tips the current zoning from predominantly employment based 
to residential which in turn will have significant impacts on the 
transport network if integrated land use does not occur.   

Relevance of 

Ruakaka 

Structure Plan 
and the 

Whangārei 

District 

Growth 

Strategy: 

Sustainable 

Futures Kia 

Toitū ā Mua 

(Growth 

Strategy) 

Mr Badham states that due 

to the Structure Plan being 

over 10 years old it holds 
little relevance. 

Since both statements of 

evidence were submitted 

the Whangārei District 

Growth Strategy: Sustainable 

Futures Kia Toitū ā Mua 

(Growth Strategy) has been 

adopted. 

Given the absence of an updated Structure Plan, I consider the 
existing Ruakaka Structure Plan to hold some relevance.  
Waka Kotahi supports spatial planning process to inform future 
investment on the State Highway network before a regulatory 
process such as a Plan Change is undertaken. In Northland, 
Waka Kotahi has worked successfully with Kaipara District 
Council and Whangarei District Council on their respective 
spatial planning programmes and this process has identified key 
issues at an early stage.  
I note that Whangārei Growth Strategy: Sustainable Futures Kia 
Toitū ā Mua (Growth Strategy) identifies the need to update the 
Ruakaka Structure Plan and this is planned through Whangarei 
District Councils Placemaking Programme in 2022 - 2023. Waka 
Kotahi consider that this process should be undertaken prior to 
any Plan Change occurring.  
It is also noted that the growth strategy is very vague as to how 
development of this area should occur i.e. whether it is 
employment, residential or otherwise. A review of the existing 
Structure Plan would help identify what the pattern and 
sequencing of development should be and therefore what the 
infrastructure and services needs are 
I also note that the Growth Strategy contains priorities which 
align with Waka Kotahi’s strategic outcomes and the NPS-UD, 
including: 
Ensure that any new development is supported by existing or planned 
future public transport networks. Large scale development that is not 
connected to our public transport system will add more congestion to 
our roads, which is not sustainable.(Page 57) 
Large scale development is served by appropriate infrastructure and 
has links to a variety of transport options to ensure connectivity with 
places of work, services and education. (Page 76) 
Future development areas [which includes the PC 150 site] identified 
in this Plan are intended for long term growth from 2028 onwards. 
Where future development is identified, this will only be developed if it 
is: 
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• appropriately zoned in our District Plan 
• well planned, integrating land use and infrastructure 

• supported by a choice of transport options. 

(Page 79) 
Noise Change of zoning abutting 

SH15 

I am supportive of the change in zoning to address the inherent 

issues the noise barrier was presenting in terms of the need for 

ongoing maintenance of its integrity.   

 

2. Table from Graham Norman addressing the Rebuttal Evidence of Mr Harry Ormiston  

Rebuttal points 
raised 

Comments made by Mr 
Ormiston 

Response 

Wider transport 
effects 

 

Mr Ormiston refers to an 
economically sustainable 
scenario rather than the full 
buildout for the 
development as allowed for 
by PC150. Table 1 of 
Ormiston’s Rebuttal 
evidence compares full build 
out against the reduced 
economically sustainable 
development.  

In my opinion Table 1 of Mr Ormiston’s Rebuttal does not 
compare like for like as it compares full buildout of the existing 
structure plan against a reduced development scenario under 
the proposed provisions.  

The applicant has relied on PC150 representing a ‘self-
contained’ centre. I am of the view that the proposed changes 
to MPC will reduce the ‘self-containment’ of the wider Marsden 
/ One Tree point area. In particular, provision of 1200-1600 
more households, and more traffic intensive land uses 
(commercial and retail) will have detrimental effects on the 
transport network. The Removal of industrial land removes jobs 
from the wider Marsden / One tree point area (noting some will 
be provided by the commercial and retail) making the area less 
self-contained and could lead to increasing levels of travel 
further afield (such as Whangarei) 

Assessment of 
the 500-
dwelling 
threshold 

 

 

Mr Ormiston has confirmed 
the use of a trip rate of 0.85 
for the majority of the 
dwellings assumed with only 
90 dwellings assuming a 
lower trip rate.  

Mr Ormiston has clarified 
the effect of changes to 
travel distribution is not 
considered to materially 
affect the assessment.  

 

 

Given these clarifications, I am comfortable with the 
assessment undertaken to inform the 500-dwelling threshold.  

Assessment of 
the full buildout 
/ economically 
sustainable 
scenario 

 

Assumptions in the ITA 
regarding Internal trips / 
cross visitation / travel 
distribution/trip rates - Mr 
Ormiston has clarified a 
number of assumptions in 
relation to the 500 dwellings 
modelling however the 

My concerns with regard to internal trips remain for 
assessments beyond the 500 dwellings as outline in the ITA. 

With regard to trip rates, I note that the trip rates stated in the 
rebuttal evidence conflict with the ITA table 5 and cannot be 
easily reconciled with modelled scenarios. This is because the 
rebuttal evidence focuses on the ‘economically sustainable 
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assessment on longer term 
scenarios still appear to use 
the assumptions set out in 
the ITA.  

Background traffic – Mr 
Ormiston’s response on this 
matter shows a more 
significant change in 
background traffic in the 
longer term compared to 
that used in the assessment.  

scenario as opposed to 50% development and 100% 
development scenarios.   

As far as I am aware, no modelling has been done for the 
economically sustainable scenario. My interpretation of the 
traffic assessment undertaken is that it seems to be based on 
assumptions set out in the ITA based on the 50% and 100% 
development scenarios.  

I remain to have concerns over some of the assumptions made 
as set out in my evidence.  

With regard to background traffic, I am concerned the most up 
to date information has not been used for the longer-term 
tests.  

Walking and 

cycling 

Mr Ormiston does not 
consider walking and cycling 
connections outside the 
PC150 area to be the 
responsibility of the 
applicant.  

In my opinion, PC150 will generate walking and cycling demand 
to neighbouring area. If no appropriate routes are provided this 
is likely to either create safety issues or result in less people 
walking and cycling.  

Provisions Mr Ormiston does not 
consider the SH1/SH15 
roundabout to be a 
necessary consideration for 
future ITAs. 

 

 

 

 

 

Mr Ormiston states that 
development traffic will 
constitute only 5% of daily 
traffic on SH1.  

If commissioners were of the mind to approve this plan change:  

I still consider the SH15 / SH1 roundabout as a relevant 
consideration for future ITAs. The roundabout will cater for a 
large portion of the development traffic and will be a practical 
constraint when considering the longer-term buildout of the 
site. I consider this issue particularly relevant given recent 
changes to upgrades on the SH1 corridor under the NZUP 
programme.  

I note that 5% seems to correspond to the ‘economically 
sustainable’ scenario and not full buildout as enabled by PC150. 
Based on the activity proposed I suspect peak hour peak 
direction travel will have a far greater proportion of traffic flows 
on SH1 and given the current conditions and lack of certainty 
around future upgrades, this has potential for effects to safety 
and congestion.  

While I note that the provisions require future ITAs to be 
undertaken once the initial development trigger is reached (500 
dwellings). I am concerned that the longer-term effects have 
not been adequately assessed. In particular, the effects on 
SH15/SH1 intersection. 

In my opinion a plan change will set expectations for the 
proposed land use and have concerns that future ITAs will not 
have enough power to stop development if wider transport 
projects are not provided. 
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3. Additional Response to Questions asked by the Commissioners 
 
3.1  Public Transport Service 

Ruakaka is currently served by the Bream Bay Link service. This service operates on a Thursday only 
with only two jounerys (from Kaiwaka to Whangarei in the morning and returning in the afternoon). 
There is only one stop in Ruakaka at Peter Snell Road (opposite Takutai Place) 

As noted in the Hearing, Waka Kotahi does not operate or manage this service. However, I have 
contacted Northland Regional Council. They have confirmed that the current service is a trial which 
following Waka Kotahi funding secured through the National Land Transport Plan will be made 
permanent. However, the regional council has no current plans to extend or increase the frequency 
of this service.  

Investigations on a more regular commuter service between Ruakaka and Whangarei is planned for 
the medium term (6-10 years). 

 

3.2  Transport Projects in the National Land Transport Plan 
 

Commissioners ask whether Waka Kotahi had funded any projects through the 2021 – 24 NLTP that 
would be relevance for this Plan Change and in particular supporting accessibility and mode shift . 
 
Beyond the safety improvements funded through NZUP for Whangarei to Port Marsden Highway, 
there is no Waka Kotahi funding for projects that are of particular relevance to PC 150. For projects 
to receive funding through the NLTP there needs to be clear problem definition – this is generally 
best achieved through a spatial or strategic planning process. As noted earlier, this is why Waka 
Kotahi strongly supports spatial planning to be undertaken prior to any regulatory processes. Follow 
the problem definition, a business case process is undertaken to identify the possible solution. If a 
project is determined as being necessary then it is put forward for consideration through the 
National Land Transport Fund process (which is undertaken every 3 years).  

 

3.3 What policy / regulatory interventions can be sought to improve accessibility  

To clarify our response to the questions around what policies or provisions could be introduced to 
support accessibility, Waka Kotahi have provided further guidance below: 

Require cycling connections to be made from the Plan Change site to the industrial employment 
areas to the north and the existing service centre of Ruakaka to east. Consideration of any walking 
and cycling infrastructure should include: 

(a) Design, construction and materials;  
(b) Safety for cyclists and pedestrians;  
(c) Connectivity with other off-road pedestrian and cycle facilities and the road network; and 
(d) Visual and amenity effects 
(e) Require the provision of bicycle storage facilities 
(f) Ensure the street and road layout is designed in such a way that can accommodate buses 

and includes road allocation for bus stops in key locations. 
 

Staging or sequencing of the residential development within the plan change area to better 
align with the provision of a frequent public transport service to and from the PC site. 

 

 




