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1. Executive Summary
The purpose of this report is to document an integrated land use and transportation strategy
for the SmartGrowth Northern Corridor1. The broad objectives of this strategy are to:


Put in one place the current land use and transport knowledge of the Northern Corridor



Broadly scope the land use picture for the Northern Corridor out to 2050



Describe the transport network and connectivity required to serve this growth and
changing transport modal use



Provide a template for SmartGrowth and transport organisations to plan and manage the
integrated land use and transport infrastructure requirements.



Set a platform for the relevant parties in terms of transport funding



Enable confident decision making

The project is a SmartTransport initiative. The Strategy has been developed on behalf of the
SmartGrowth partners (Environment Bay of Plenty, Tauranga City and Western Bay of Plenty
District Councils). The SmartGrowth Implementation Committee adopted the Northern
Corridor Strategy in December 2008.
For transport purposes the Northern Corridor stretches along State Highway 2 from
Tauranga (Bethlehem) to Katikati and includes the settlements of Omokoroa and Te Puna.
The land use pattern includes Waihi Beach as this is part of the corridor as defined in the
SmartGrowth Strategy.
This strategy for the Northern Corridor covers the period out to 2051. It is a work in progress
because of the long term nature of land use and transport along the Northern Corridor. There
will be revisions and updates to this work over time.
The Northern Corridor Strategy is a sub-set of the SmartGrowth Strategy and is part of the
SmartGrowth implementation plan. A corridor approach allows a wider spatial view to be
taken which considers key growth areas and their transport needs in more detail. It
incorporates all of the growth areas within the Northern Corridor and considers what the
appropriate transport package should be. This transport package is intended to integrate with
the land use pattern set by SmartGrowth.
The Northern Corridor crosses the boundaries of Tauranga City and the Western Bay of
Plenty District and incorporates growth areas and townships from both local authorities. It is
different from the SmartGrowth Eastern Corridor in that it is made up of several satellite
towns rather than one cohesive growth area. These towns are all part of the SmartGrowth
Strategy.

1

See map in Figure 1 of this Strategy
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Northern Corridor Land Use
The Northern Corridor is the second most significant growth corridor for the western Bay of
Plenty sub-region. It is largely a rural corridor, not an urban one. The corridor contains a mix
of urban development, coastal living, rural-residential and lifestyle settlements, as well as
rural and horticultural operations. The main settlements along the corridor are:


Bethlehem



Omokoroa



Katikati



Waihi Beach

The growth areas as defined by SmartGrowth are Bethlehem, Omokoroa, Katikati and to
some extent Waihi Beach. A mix of residential and business land is provided in order to
promote “live, work and play” principles.
A snapshot of the Northern Corridor as defined in the SmartGrowth Strategy is provided in
the image below.

The Northern Corridor is largely rural in nature. A relatively dispersed settlement pattern
exists already. SmartGrowth aims to focus development around the key growth areas
identified above in order to promote a more compact urban form.
Under the SmartGrowth Strategy growth has been allocated to the Katikati and Waihi Beach
townships in order to consolidate and build on what is already there. Omokoroa and
Bethlehem are urban growth areas. Bethlehem is part of the Tauranga City footprint.
Omokoroa is in the Western Bay of Plenty District but has connections with Tauranga City.
Omokoroa has also been designed in such a way as to provide for live, work and play
opportunities.
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All of these growth areas in the Northern Corridor help to accommodate the future
population of the western Bay of Plenty sub-region. There is significant pressure from people
to live in the Northern Corridor. SmartGrowth aims to manage this by concentrating growth
within existing areas. If SmartGrowth did not provide for this then it is likely that the growth
would end up as dispersed rural residential, scattered coastal development and possibly
further small urban villages in the countryside.
It is vital that an integrated approach is taken to the relationship between land use and
transportation along the Northern Corridor. The strategy needs to be assessed, documented,
agreed and implemented in order to achieve integration and successful long term solutions
for this corridor. The Northern Corridor will:


Grow from 25,432 people in 2006 to approximately 53,785 people by 2051;



Have approximately 110 hectares of business land;



Need to manage ongoing pressure for rural and lifestyle subdivision and to resist
the pressure of coastal development outside existing settlements;



Have the potential to encourage modal shift from private cars to passenger
transport, walking and cycling;



Will need to recognise the ongoing importance of the current SH2;



Be influenced by the proposed Tauranga Northern Arterial as a piece of significant
infrastructure;



Need to ensure that new development and new infrastructure or services integrates
with what already exists.

Transport
The strategic direction for transport is set by the Bay of Plenty Regional Land Transport
Strategy (“RLTS”). This has influenced the focus of this strategy. The strategic option which
underpins the RLTS is to manage traffic demand.
The Northern Corridor is recognised as an important growth area in the RLTS.
Other documents which shape the strategic direction for transport include the Demand
Management Strategy, the Rail Strategy and the draft Walking and Cycling Strategy.
The existing network is made up of SH2, local roading and the rail corridor. Network
improvements are required to sustainably manage transport movements through the
corridor. There is potential for modal shift in the corridor given the large numbers of people
who commute into Tauranga.
Traffic modelling for the Northern Corridor was undertaken using the Tauranga Traffic
Model (TTM5.4) based on two land use scenarios:


The SmartGrowth agreed population and land use forecasts.
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Additional land use options – the SmartGrowth forecasts plus three proposed
developments (Nathan Treloar residential development in Bethlehem; expansion of
Bethlehem Institute; Te Tawa Quays Marina - Te Puna Lifestyle Zone).

The results of the modelling under the SmartGrowth land use pattern indicated that sections
of the existing SH2 will be operating over their maximum capacity in peak periods by 2021
without improvements to SH2 and the construction of the Tauranga Northern Arterial
(“TNA”)
A two lane TNA would operate below capacity until 2021. By 2031 it would be very close to
maximum peak hour capacity.
Upgrades to SH2 and the construction of the TNA are required to sustainably manage land
use and transport growth along the Northern Corridor. With travel demand management
measures and an increase in public transport, these projects can be staged (for example only a
two lane TNA is likely to be required in the short to medium term).
In terms of the additional land use options, the modelling found that:


The Bethlehem Institute expansion does not have a significant impact on the
surrounding network.



The proposed residential developments at Bethlehem and the Te Tawa Quays Marina
do have an impact on the network which means that the developments could only go
ahead once the improvements to SH2 had been made and the TNA was in place.

These findings are for the purpose of identifying the overall traffic impact on the corridor and
should not be considered as being suitable for a traffic impact assessment on any of the three
individual developments.
It should be noted that if these developments identified above were to go ahead, they would
be offset by a reduction in development elsewhere. That is, the total SmartGrowth population
and household figures will not change.
A sensitivity test for public transport was also undertaken in order to determine the effect of
achieving a 7%2 modal shift from private cars to buses. As a consequence of this analysis, it
has been found that a 7% modal shift does not change the requirement for the proposed
capacity improvements. To some degree it is likely to extend the life of the capacity
improvements that have been proposed.
Currently there is no specific public transport strategy for the Northern Corridor. Actions 6
and 7, contained in section 10 of this Strategy, outline the further work that is required in the
public transport area. This Strategy has modelled and tested the impact of achieving a 7%
modal shift to public transport in the Northern Corridor. This analysis was completed in
order to understand the effects that a successful public transport strategy would have on the
Northern Corridor.

2

The 7% target comes from the New Zealand Transport Strategy 2008
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Northern Corridor Transport Package
As a result of the work undertaken, including the modelling set out above, the following
transport package is proposed for the Northern Corridor. A modal shift package has also
been developed for the Northern Corridor. The public transport, walking and cycling
elements of this package have been included in the table below.
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Components / Projects

Indicative
Timing3

Preliminary
Cost Estimate
($million)4

Northern Corridor local cycling and pedestrian
activities (cycle lanes and facilities, walkways,
overbridges and other projects)

2008/09

$1.7m

Clip on pedestrian / cycle facility for Wairoa Bridge

2009/10

$1.0m
+

Northern Corridor public transport infrastructure (bus
shelters, real time information, other infrastructure)

2007-2016

Public transport operating expenditure (increasing
level of service for Bethlehem and Omokoroa)

Timing to be
determined as
part of strategy
implementation

Rail: Apata Crossing Loop6

2009 - 2017

$30.0m5
$1.1m
per annum

$2.0m

Omokoroa roundabout

2011

Park and ride - Omokoroa7

Work still being
completed on
costs and
timing8

$14.1m

Minden Road / Te Puna Road intersection
improvements

2011

$7.0m

New roundabout in west Bethlehem and closure of
Carmichael Road

2011

$1.8m

Four lane urban arterial between new roundabout and
Moffat Road / Bethlehem Road roundabout (includes
provision for public transport facilities, parking and
pedestrian crossings)

2011

$4.4m

Realignment and median barrier from Moffat Road /
Bethlehem Road roundabout to Route J

2013

$4.5m

Four lanes from Moffat Road / Bethlehem Road
roundabout to Route J

2011

$4.5m

Upgrading of urban arterial section through Te Puna
(includes provision for parking, pedestrian crossing
and public transport facilities)

2011

$5.0m

Katikati Bypass

2013

$42.0m

3 Indicative timing refers to proposed completion dates for the items listed based on predicted land use
and traffic growth. These dates are estimates only and are not intended to reflect timings in the current
or future National Land Transport Programme.
4 The cost estimates are based on current knowledge and will be subject to variability.
5 This is a nominal estimate only for providing improved public transport infrastructure along the
Northern Corridor. The scope of any work still needs to be determined.
6 The indication of Crown Funding for the Apata Crossing Loop project would be from the Waikato
Crown Grant package as it contains funding for rail. This is subject to further work and agreement from
the Waikato region.
7 Further information will be available once the Omokoroa Park and Ride Feasibility Study has been
finalised.
8 Further information will be available once the Omokoroa Park and Ride Feasibility Study has been
finalised.
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SH2 / Marshall Intersection

2013

$2.8m

Wharawhara Roundabout

2013

$5.3m

Tauranga Northern Arterial (2 lanes) – with passing
lanes

2021

$130.0m

Roundabout to connect to the Tauranga Northern
Arterial at Loop Road (Te Puna)9

2021

Included in
estimate above

Roundabout to connect to Route K

2021

Included in
estimate above

Four lane expressway from Omokoroa to the
Tauranga Northern Arterial

2026

$140.0m

Upgrading of Omokoroa Road to four lanes

2026

$5.4m

Upgrading of Tauranga Northern Arterial to four
lanes (from Te Puna to Route K), including ramps at
Route K to replace roundabout

2031

$41.0m

Interchange at Minden Road or Clark Road to replace
Loop Road roundabout if necessary. Interchange at
Route K to replace roundabout if necessary.

2031

$35.0m

Total

(Minden only)
To be completed

The full transport package as outlined above is needed in order to provide a sustainable
solution for transport along the Northern Corridor. While modal shift to public transport will
help to manage demand it will not remove the need for new infrastructure such as the
Tauranga Northern Arterial. Likewise, the Northern Arterial may not be sustainable without
travel demand management measures, including public transport.
The existing corridor is already congested. This makes it difficult for an effective public
transport service to operate in peak times without capacity improvements. It would require
significant funding to provide a full public transport service to the Northern Corridor. The
approach of this strategy is to put a two lane Tauranga Northern Arterial in place and allow
public transport to operate efficiently on the existing network.
Seriousness and Urgency
Seriousness and urgency as outlined in this strategy involves a consideration of trends in
modal split, passenger transport patronage, congestion levels and safety. The timing of
expected problems and the timing of development and infrastructure is also discussed. All of
these factors show the overall need for the land use and transport strategy set out in this
document. This analysis has only been undertaken at a high-level in terms of the overall
strategy and is not an assessment for individual projects.
The purpose of SmartGrowth and the Northern Corridor Strategy is to manage long term
growth in a sustainable manner. The proposed transport infrastructure is necessary to
manage the growth that is occurring. This does not just involve dealing with existing

9

Connectivity in the vicinity of Te Puna needs to be reviewed.
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congestion as there is future planned growth to cater for as well. It is about achieving a
sustainable land use and transport pattern for the long term.
Further investigation funds are currently being sought for the Tauranga Northern Arterial in
order to update the designations, reassess the location of connections and undertake more
work on the cost estimates and the staging and timing of the implementation of various
corridor elements.
This investigation funding is urgently needed for the State Highway components of the
Northern Corridor for the following reasons:
 The two original designations (Tauranga Northern Arterial and Omokoroa to Te Puna)
did not take adequate account of the locations of connections to the proposed alignments
and there is obvious need for these to be reviewed. As these connections have been
designated and have impacts on land owners there is a need to resolve these in the near
future.
 At the time of designation only very limited geotechnical investigations were undertaken
and as the route traverses some very marginal ground conditions there is a very high risk
to the very preliminary cost estimate. Investigation funds will enable sufficient
investigations to be completed to enable a better cost estimate to be prepared. This will
also assist the Regional Transport Committee with its RLTP considerations in the future.
 Staging and timing of construction. Again at the time of designation no consideration was
given to the staging of any construction. There are opportunities to stage any construction
to optimise funding and to manage single occupancy car use but providing a reduced
level of infrastructure whilst addressing the current levels of congestion by a combination
of improved PT as well as managed additional corridor capacity.
Assessment
A high level strategic assessment of the Northern Corridor Strategy has been undertaken in
terms of how the land use and transport components contribute to the:


Purpose and outcomes of the LTMA 2003



Objectives of the NZTS



GPS targets



GPS evaluation factors

This assessment has found that the approach taken to land use and transport in the Northern
Corridor contributes to all of the five objectives of the NZTS. In particular, it will assist
economic development in the following ways:


Facilitates economic development by providing links from the north into Tauranga.



Will improve travel times.
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Provides better access for the intensively farmed areas in this part of the Bay of
Plenty.



Provides a major transport link between the Bay of Plenty, Auckland and the
Coromandel Peninsula.



The Northern Corridor is an important tourist route and is promoted as part of the
Pacific Coast Highway.



The corridor provides important intra-regional access serving Waihi Beach, Katikati,
Omokoroa, Te Puna, Bethlehem and the intensively farmed areas in this part of the
western Bay of Plenty sub-region.



Supports improvements to the rail corridor to encourage more freight to be carried by
rail and improve the links between the Waikato and the Port of Tauranga.

Funding
Funding for transport along the Northern Corridor will be derived from multiple funding
sources. Potential sources include:


National Land Transport Programme allocations (this includes national ‘N’ and regional10
‘R’ funds)



Regional Fuel Tax (as per the 2008 amendments to the LTMA 2003)



Territorial local authority funding from rates, vested assets and other sources



Regional council funding from rates for public transport operating expenditure



Regional cash injections (eg from regional infrastructure funding)



Development contributions (under the LGA 2002) or Financial Contributions (under the
RMA 1991)



Landowner / developer cost sharing contributions



ONTRACK for any rail improvement works along the corridor



The possibility of using a portion of the local authority contribution to the Bay of Plenty
Crown Grant funding package11

Work is still being completed on the potential funding sources for all of the transport
elements for the Northern Corridor.

10

Regionally distributed funding from increases in fuel excise duty. R funding will only be available

until the end of the 2014/15 financial year.
11

As part of this package $150 million required from the region’s local authorities to ‘match’ the $150

million Crown Grant

Northern Corridor Strategy, March 2009

9

In early 2008 the Bay of Plenty region developed a tentative funding plan which covers the
period 2007-2017. The plan proposes that significant transport activities for the Northern
Corridor will be funded in the second 10 year period (beyond 2017). However, the Omokoroa
roundabout has been included within the first 10 year period. Other transport activities that
make up part of the Northern Corridor package such as local roading, TDM, public transport,
walking and cycling will be funded within the next 10 years. It is for this reason that a
strategy for the Northern Corridor needs to be put in place as soon as possible.
Monitoring and Risk
This strategy covers how implementation and performance risk will be managed. It also
addresses adaptability and sets up a monitoring process. The monitoring undertaken as part
of this strategy will include both land use and transport. In particular, this work will include
monitoring population and households in Katikati and Omokoroa as these areas are
vulnerable to development accelerating beyond the forecasts.
Future Actions
This strategy identifies several actions that need to be undertaken. These actions relate to:


Actively participate in, and monitoring of, regulatory processes and land use changes



Undertake a cultural and social impact assessment



Developing a staging plan for development and transport infrastructure



Developing a multi-agency funding plan



Rationalising the Tauranga Northern Arterial interchanges



Investigating alternative modes in more detail



Implementing the travel demand management package



Implementing access control measures



Undertaking monitoring for the Northern Corridor
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Conclusions
The Northern Corridor is a significant challenge for the western Bay of Plenty sub-region in
terms of land use and transport planning. The aim must be to achieve integration between
land use, infrastructure (particularly transport) and funding.
Considerable challenges lie ahead for the successful implementation of the Northern
Corridor, particularly from a transport funding point of view. The Corridor is also a challenge
from a land use perspective given its rural nature and relatively dispersed pattern of
settlement. SmartGrowth aims to address this over time by concentrating development in key
growth areas and limiting rural residential development.
A framework for moving forward with this strategy has been established through the actions
contained in section 10. These actions will be implemented and monitored through the
SmartGrowth Strategy.
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2.

Introduction

2.1. Objectives
The purpose of this work is to complete an integrated land use / transportation strategy of
the SmartGrowth Northern Corridor (shown in Figure 1 below). The broad objectives of this
strategy are to:


Put in one place the current land use and transport knowledge of the Northern Corridor



Broadly scope the land use picture for the Northern Corridor out to 2050



Describe the transport network and connectivity required to serve this growth and
changing transport modal use



Provide a template for SmartGrowth and transport organisations to plan and manage the
integrated land use and transport infrastructure requirements.



Set a platform for the relevant parties in terms of transport funding



Enable confident decision making

2.2. The Northern Corridor
For the purposes of this
strategy
the
corridor12
stretches
along
State
Highway 2 from Tauranga

Figure 1: The Northern Corridor

(Bethlehem) to Katikati and
includes the growth area of
Omokoroa. The land use
pattern
includes
Waihi
Beach as this is part of the
corridor as defined in the
SmartGrowth Strategy. The
impacts of land use growth
beyond
Omokoroa
are
related
only
to
the
management of the existing
State Highway 2 corridor.
The components of the
Northern Corridor are as
12

Corridor is used in this strategy to mean a geographical area associated with a growth node, as

defined in the SmartGrowth Strategy, it includes all land use and transport elements required to service
the needs to the corridor
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follows:


Urban development in Bethlehem and Omokoroa.



Settlement development at Katikati and Waihi Beach.



Business land at Katikati, Omokoroa and Te Puna.



State Highway links to the Coromandel and Auckland.



Rural structure planning for Te Puna.



Educational facilities, in particular Bethlehem College.



Special consideration of harbour impacts from development.

The existing transport components of the Northern Corridor are:


The existing roading network (including SH2)



The existing public transport network (buses)



Rail corridor

Proposed new transport projects include:


Travel Demand Management measures (increase in public transport services,
coordinating land use and transport, increasing parking prices, travel plans, network
optimisation through road hierarchies, investigating tolling options).



Public transport infrastructure, including the potential for park and ride



Katikati Bypass: A 2km bypass that takes SH2 to the west of the Katikati town centre.



The Northern Arterial: A 6km two-lane arterial which leaves the current SH2 route
near Te Puna and bypasses Bethlehem, merging with Route K (the Takitimu Drive
Extension) and includes a new crossing of the Wairoa River.



Te Puna – Omokoroa four laning.



Omokoroa roundabout.



Various intersection improvements and local road upgrades.



Cycling and pedestrian activities, particularly within new developments.

2.3. Background
The Northern Corridor Strategy is a SmartTransport initiative. SmartTransport is the
transport subset of SmartGrowth – the growth management strategy for the western Bay of
Plenty sub-region. The SmartTransport group is made up of representatives from Tauranga
City, Western Bay of Plenty District, Environment Bay of Plenty and the New Zealand
Transport Agency (“NZTA”). This group reports to the SmartGrowth Implementation
Management Group and the SmartGrowth Implementation Committee. The Northern
Corridor Strategy has been developed on behalf of the SmartGrowth partners (Environment
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Bay of Plenty, Tauranga City and Western Bay of Plenty District Councils) and is in
accordance with the SmartGrowth Strategy. The SmartGrowth Implementation Committee
adopted the Northern Corridor Strategy in December 2008. The Strategy has also been to the
SmartGrowth Implementation Management Group for review.
This strategy, which aims to integrate the land use and transport components of the Northern
Corridor, replicates a similar strategy completed for the Eastern Corridor in 2006. The Eastern
Corridor is the largest growth node in the SmartGrowth Strategy. The Northern Corridor is
the second largest and significant growth is projected in this area over time. This Strategy also
incorporates the Sub-regional Highway Strategy - State Highway 2: Athenree to Tauranga
completed by Transit NZ in September 2007.
The Northern Corridor Strategy is a sub-set of the SmartGrowth Strategy and is part of the
SmartGrowth implementation plan. A corridor approach allows a wider spatial view to be
taken which considers key growth areas and their transport needs in more detail. It
incorporates all of the growth areas within the Northern Corridor and considers what the
appropriate transport package should be. This transport package is intended to integrate with
the land use pattern set by SmartGrowth.
The Northern Corridor Strategy will involve the development of an integrated funding
package for all transport elements. This portion of the work is currently in the early stages
and will be finalised as part of the implementation actions that arise from this strategy.
The purpose of this strategy is to:


Have a good understanding of the short, medium and long term land use planning, and
the transport networks necessary to ensure an integrated transport system, assist
economic development, improve access and mobility and ensure environmental
sustainability.



Provide the framework for a sustainable and balanced transport network and the
management tools that are required to achieve this.



Obtain an understanding of transport costs in order to meet these on an equitable basis
across all users of the network.

Work undertaken to date on the Northern Corridor includes:


Bethlehem: Plan Change 34 – Bethlehem College rezoning (operative December 2004);
Plan Change 15 - West Bethlehem Rezoning – (operative January 2007).



Te Puna: Te Puna Plan (2007).



Omokoroa: Omokoroa Future Focus which includes stage 1 and 2 Structure Plans for the
area, both of which are being implemented through Proposed Plan Changes 68 and 69 to
the Western Bay of Plenty District Plan. A draft Omokoroa Built Environment Strategy is
currently being consulted on.



Katikati: Katikati ‘The New Picture’ – a 20 year community plan (2000); the Katikati
Structure Plan which is being implemented through Proposed Plan Change 56.



Waihi Beach: Waihi Beach Urban Growth Strategy (2003); Waihi Beach – Defining our
Future – a 20 year community plan (2007); the Waihi Beach Structure Plan which is being
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implemented through Proposed Plan Change 55; Waihi Beach Town Centre Development
Plan – currently being consulted on.


Sub-regional Highway Strategy - State Highway 2: Athenree to Tauranga (2007).



Tauranga Northern Arterial: Options Report (1997), Assessment of Environmental
Effects (1998), Designation Conditions (2000).



Omokoroa – Te Puna Sub-Regional Network Improvements: Scoping Report (1998),
Economic Evaluation (2000), Assessment of Environmental Effects (2001), Project
Feasibility Report (2002), Designation Conditions (2003), Scoping Report (2004),
Omokoroa Road Intersection – Project Feasibility Report (2007).



Athenree – Katikati – Tauranga: Crash Reduction Study (2001), Passing Lane Study
(2001), Strategy Study (2001), Scoping Report (2002), plus various other safety reports.



Katikati Bypass: Various reports relating to the designation (eg feasibility, scheme
assessment, environmental impact assessment, geotechnical report).



Omokoroa Park and Ride Feasibility Study: This work is still being completed.

Tauranga City Council and Western Bay of Plenty District Council are currently undertaking
District Plan reviews. These reviews will include a comprehensive analysis of the various
zones as well as ensuring alignment with Proposed Change 2 to the Bay of Plenty RPS.
Western Bay of Plenty District Council is in the process of completing a Built Environment
Strategy. The Built Environment Strategy will incorporate detail for the growth areas in the
district which includes Katikati, Omokoroa and Waihi Beach.
Additional work has been undertaken as part of this strategy’s development. This work
includes:


Traffic modelling based on different land use scenarios



Report for the Northern Corridor which includes a travel demand management plan;
a road hierarchy; seriousness and urgency data and costings for key projects.

The second report is attached as Appendix 1.

2.4. Scope
The main focus of this strategy is to complete an integrated picture of land use and
transportation for the Northern Corridor. This strategy has proceeded on an assumption that
the land use developments identified in the SmartGrowth Strategy will take place.
This strategy sets the “big picture” for land use and transport along the corridor. Further
details still need to be worked through in order to ensure that there is an integrated and
sustainable land use and transportation pattern for the area. For this reason section 10 of this
report sets out several specific actions that will need to be implemented.
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3. Context: Planning, Policy and Legal Framework
3.1. The National Framework
The New Zealand Transport Strategy
The New Zealand Transport Strategy (“NZTS”) was updated in 2008. The Strategy sets out
the Government’s overall vision for transport, five key objectives (those objectives have been
carried through into the Land Transport Management Act 2003) and a number of targets in
order to support the delivery of the objectives. The government’s overall vision for transport
in 2040 is that:
“People and freight in New Zealand will have access to an affordable, integrated, safe, responsive, and
sustainable transport system.”
The vision is supported by five transport objectives:


Ensuring environmental sustainability



Assisting economic development



Assisting safety and personal security



Improving access and mobility



Protecting and promoting public health

The NZTS now sets out targets that support the objectives, provide a focus for future actions
and a basis for measuring progress. The targets are as follows:
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The NZTS also contains the following components which it signals will be the focus of
increased priority for the government:


Integrated planning



Making the best use of existing networks and infrastructure



Investing in critical infrastructure and the transport sector workforce



Increasing the availability and use of public transport, cycling, walking, and
other share and active modes



Considering options for charging that will generate revenue for investment
in transport infrastructure and services



Using new technologies and fuels



Maintaining and improving international links

The Land Transport Management Act
The Land Transport Management Act 2003 (“LTMA”), governs the way the New Zealand
land transport system is developed, managed and funded. The purpose of the Act is to
contribute to the aim of achieving an affordable, integrated, safe, responsive, and sustainable
land transport system. The Land Transport Management Amendment Act became law in
2008. These amendments have involved some significant changes including reserving fuel
excise duty for land transport purposes, enabling regions to put in place a regional fuel tax
scheme, providing for a 6 year Government policy statement on transport priorities, changing
to a 3 year funding cycle, introducing 3-yearly regional land transport programmes,
increasing the term of an RLTS to 30 years, and merging Land Transport NZ and Transit NZ
into a single Crown entity (the New Zealand Transport Agency).
Central aspects of the LTMA are the five criteria that permeate through the Act. These criteria
are the Government’s five transport objectives as set out in the NZTS, referred to above.
The Government Policy Statement
The Government Policy Statement on transport funding (“GPS”) is a requirement of the
LTMA. The GPS covers the period 2009/10 to 2014/15 and indicatively out to 2018/19. The
policy statement takes effect from 1 July 2009. It details the government’s desired outcomes
and funding priorities for the land transport sector. The GPS is intended to guide the National
Land Transport Programme.
The seven components described under the NZTS are also a feature of the GPS. The GPS
translates the long-term targets of the NZTS into short to medium term targets. These targets
represent what the land transport sector is to achieve by 2015. The targets are as follows:
Target Area

Specific Target

Reducing green house gas emissions

Reduce kilometres travelled by single
occupancy vehicles, in major urban areas on
weekdays by 10 percent per capita by 2015.

Freight

Increase the mode share of transporting
freight by coastal shipping and rail by 2015
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Travel Times

No overall deterioration in travel times and
reliability on critical routes by 2015

Road Safety

Reduce fatalities and hospitalisations form
road crashes by 2015

Public Transport

Increase patronage on public transport by
three percent per year through to 2015

Walking and Cycling

Increase the number of walking and cycling
trips by one percent per year through to 2015

Other Strategies and Documents
The following policy documents have also been completed which are relevant to this work:


Road Safety Strategy 2010 (2003)



Surface Transport Costs and Charges 2005



Getting There – on Foot, by Cycle 2005



The National Rail Strategy 2005



Transport Sector Strategic Directions Document 2006 - 2009



Land Transport New Zealand: Participation in Land Use and Transport
Planning Process 2006



Transit Planning Policy Manual 2007



National State Highway Strategy 2007



New Zealand Energy Strategy 2007



National Energy Efficiency and Conservation Strategy 2007



Sea Change: Coastal Shipping Strategy 2008



NZTA Planning, Programming and Funding Manual 2008



Regional Land Transport Programme Guidelines for 2009-12 (2008)
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3.2. The Regional Framework
Bay of Plenty Regional Land Transport Strategy
The Bay of Plenty Regional Land Transport Strategy (“RLTS”) was adopted in June 2007 and
was developed as an update to the 2004 RLTS.
The vision for the RLTS is “an integrated, safe, sustainable land transport system that meets the
current and developing needs of the people of a vibrant and growing region.” The strategic outcomes
in the RLTS are based around:


Integration and Land Use



Safety and Personal Security



Responsiveness



Sustainability



Economic Development



Energy Efficiency



Access and Mobility



Public Health

The strategic option underpinning the Strategy is to manage traffic demand. For the western
Bay of Plenty sub-region this means giving consideration to Travel Demand Management
(TDM) charging tools, enhancing public transport, cycling and pedestrian facilities, and
providing roading for the remaining traffic growth.
At the time of developing the RLTS strategic options it was unclear as to whether these
measures would reduce the need for some components of the western Bay of Plenty Smart
Transport Corridors network, and work was carried out to identify whether the existing
roading programme would remain. This work was done through detailed modelling. In
short, the modelling work completed for the western Bay of Plenty sub-region showed that
enhanced public transport and TDM measures do not remove the requirement for any of the
major components of the Smart Transport Corridors network. This is because the changes in
traffic levels as a result of enhanced public transport or TDM measures were not significant
enough to warrant removing any of the elements of the Smart Transport Corridors network.
However, it was found that there is potential to extend the life of roading projects through
enhanced public transport and TDM.
The RLTS 2007 includes a Demand Management Strategy which contains the following
packages for the western Bay of Plenty sub-region:


Tauranga CBD Smart Transport Package



Western Bay Growth Area Linkage Package



Regional Pedestrian and Cycling Package

There is a need to ensure that there is consistent implementation of the strategy due to the
integrated nature of TDM.
The RLTS 2007 has also developed some targets for modal shift for Tauranga.
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Bay of Plenty Regional Policy Statement
The Operative Bay of Plenty Regional Policy Statement 1999 (“RPS”), sets out objectives,
policies and methods for the sustainable management of physical and natural resources
within the region. Proposed Change No. 2 to the RPS (Growth Management) (“Change 2”)
implements key aspects of SmartGrowth Strategy. The proposal incorporates into the policy
statement two new chapters: Chapter 17 called ‘Growth Management’ and Chapter 17A,
'Growth Management in the Western Bay of Plenty'. Chapter 17A includes policies and
associated maps that establish urban limits for the western Bay of Plenty sub-region (see
Appendix 2). Change 2 also provides for the timing and sequencing of growth areas.
Environment Bay of Plenty has made its decisions on submissions on Change 2. Any appeals
will now be heard by the Environment Court.
Regional Economic Development Strategy
This strategy sets out goals and priorities for sustainable economic growth in the Bay of
Plenty region. One of the key areas of focus for the strategy is to have world class
infrastructure and skills to catalyse economic development. A large part of this revolves
around transport and logistics. The strategy aims to:
Support the establishment of appropriate infrastructure to ensure that economic development is
not constrained (ie roading, broadband, industrial land, energy, Port of Tauranga and Rotorua
International Airport).
The strategy also contains an action plan for implementation.

3.3. SmartGrowth
The SmartGrowth Strategy is the western Bay
of Plenty sub-region’s 50-year growth
strategy. SmartGrowth is a joint initiative of
Environment Bay of Plenty, Tauranga City Council, Western Bay of Plenty District Council
and Tangata Whenua. The Strategy was reviewed and updated in 2007.
The sub-region is an area of rapid population growth. The 2006 census results show the
western Bay of Plenty sub-region continues to be one of the fastest growing areas in New
Zealand. The population of Tauranga City has increased by 14.0% and the population of the
Western Bay of Plenty District has increased 10.1% between 2001 and 2006. This equates to an
additional 16,566 people in the sub-region over the last five years.
Currently the area contains 3.4% of the nation’s population. The population is projected to be
198,000 by 2021, and 284,000 in 2051. The sub-region looks set to become the fourth or fifth
most populated region in New Zealand.
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In order to accommodate this growth the SmartGrowth Strategy considered three growth
scenario alternatives. These were consulted on as part of the development of the Strategy.13
The three options were to maintain the current approach, lower density and higher density.
The three growth scenario alternatives were evaluated14 and the high-density alternative
ranked the strongest. The higher density option also emerged as the preferred option during
public consultation. This option underpins the SmartGrowth Strategy.
The higher density option also gave the best outcome in terms of less vehicle kilometres
travelled, less daily vehicle trips and less vehicle hours15. A more compact urban form will
incur lower costs of infrastructure, particularly for transport systems. Public transport is more
easily provided in a compact form of settlement with strong nodes of development.
The SmartGrowth Strategy allocates approximately 75% of all future growth to the Tauranga
City Council area with the remaining 25% accommodated within the Western Bay of Plenty
District.
The Tauranga City growth allocation will be achieved through higher density redevelopment
of a number of intensification areas, as well as raising the development densities within
undeveloped land on the edge of the city from 10 households per hectare to 15 households
per hectare.
In sub-regional terms the development allocation is likely to be as follows:


Greenfield Residential Development (average of 15 dwellings per hectare): 60% of all
growth



Intensification Areas (30 to 40 dwellings per hectare): 30%



General Intensification: 7%



Rural: 3%

Therefore 60% of future growth in the sub-region will be in greenfields developments, 37%
will be intensification, and 3% in rural residential development.
From a transport perspective, SmartGrowth aims to encourage land use changes (such as
increased urban densities) to provide the opportunity for shorter trips and encourage
pedestrian activity, cycling and passenger transport. The SmartGrowth work aims to direct
growth in a way that extends the life of roading capacity and encourages more sustainable
modes of transport. SmartGrowth identifies managing the residential intensification effects
on future transport planning as a key challenge.
Key areas of growth and proposed land use changes, as part of SmartGrowth, are expected to
include:

13 SmartGrowth Project Team, Development of Draft Vision and Outcomes and Growth Management
Alternatives, February 2003
14 SmartGrowth Environment Project Team, Evaluation of Growth Management Alternatives, July 2003.
15 Beca, SmartGrowth: Refined Transport Modelling, November 2002
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Major new residential sub-divisions planned for Papamoa (east of Tauranga) and
Pyes Pa (south of Tauranga), at greater densities than previous “greenfields”
development.



Significant industrial and business development at Tauriko (south) and both
Rangiuru and Papamoa to the east.



Intensification nodes for the Tauranga Central Isthmus and Mount Maunganui.



Expansion of settlements at Omokoroa, Waihi Beach, and Katikati (north-west of
Tauranga).

Appendix 3 contains the SmartGrowth sub-regional settlement pattern map which indicates
where growth is likely to occur.
The SmartGrowth Strategy is being implemented through Change 2 to the Regional Policy
Statement, District Plans, the Regional Land Transport Strategy and various other strategies
and studies.
The following diagram illustrates the relationships between the various planning documents.
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Figure 2: Planning Relationships Diagram

3.4.

Local Strategies

Integrated Transport Strategy for Tauranga
Tauranga City Council has developed an Integrated Transport Strategy which is a 10 year
plan for the development of the transport system in Tauranga. This will provide the strategic
basis for the development of the local transport network in line with the objectives of the
LTMA 2003, the RLTS, SmartGrowth and Tauranga Tomorrow. The Strategy covers:
Integrated Planning, Demand Management, Transportation Network, Walking and Cycling,
Passenger Transport and Parking.
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Urban Design Strategy for Tauranga
Tauranga City Council is a signatory to the New Zealand Urban Design Protocol. As a result the
Council has developed an Urban Design Strategy for Tauranga. The Strategy includes urban
design principles which seek to protect and reflect local identity; recognise and is sensitive to
the physical context; create safe, lively and comfortable places; connect people, places and
spaces; enhance environmental quality; and make efficient use of resources.
Built Environment Strategy (Phase 1)
The Western Bay of Plenty District Council is also a signatory to the New Zealand Urban
Design Protocol. In order to support this, the Council has developed phase 1 of a Built
Environment Strategy. The Strategy aims to guide development in a sustainable way based
on the “live, work and play” principles of SmartGrowth. It is intended that the Strategy will
inform planning tools such as the District Plan, Code of Practice and structure plans. Phase 1
of the Strategy focuses on the district level, phase 2 will concentrate on the respective growth
areas. Consultation has already begun on a draft Omokoroa Built Environment Strategy.

3.5.

Funding Tools

The following transport funding tools are available in the current New Zealand legislative
and policy environment:


Funding through the National Land Transport Programme (the NZTA), including
Crown Grants



Funding from ONTRACK for rail infrastructure



Development contributions / financial contributions for local transport capital
expenditure under the LGA 2002 and RMA 1991



Tolling of new roads where there is an alternative route under the LTMA 2003



Public- private partnerships



Local funding from regional and city / district councils (eg rates, investments)



Landowner / developer cost sharing contributions



Regional fuel tax

Transport funding is increasingly dependent upon sustainable land use patterns. This
emphasises the need to link land use and transport with funding mechanisms.
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3.6. Integration (land use, infrastructure and funding)
Land form and land use planning are critical aspects of land transport management. The
interactions between spatial planning, and the design and operation of transport systems are
important. Land use planning provides the framework for the transport network and can
assist with the integration of different modes of transport.
The provision of infrastructure will affect land use patterns and vice versa. Infrastructure can
influence the timing and pattern of settlements, and development will influence when and
where infrastructure will be required.
The central tenet of the SmartGrowth Strategy is the integration of long-term land-use
planning needs at a sufficiently large scale to support long-term infrastructure investment.
Investing in transport infrastructure and services in a timely manner is a key part of being
able to influence and manage the location and pattern of future development that will occur
as a consequence of the western Bay of Plenty sub-region’s growth.
The physical setting of the Bay of Plenty region is such that a “corridor” pattern of
development has emerged. These corridors are developing in a number of key areas, in
particular to the north of Tauranga (which is the focus of this Strategy), to the east of
Tauranga towards Whakatane, and to the south of Tauranga focussing on Pyes Pa Road
towards Rotorua.16 Figure 2 from the SmartGrowth Strategy illustrates this corridor pattern
(see Appendix 4). This corridor pattern has formed the basis for the packages of transport
activities developed for the 2007 RLTS.
The SmartGrowth land use pattern and this Strategy will help to inform the requirements of
section 77(d) of the LTMA which states that an RLTS must contain a statement of any relevant
regional economic or land use considerations, and the likely funding of any land transport
infrastructure associated with those considerations. This is required over a 30 year period. It
will also assist in terms of section 76(g) which requires that a regional transport committee
take into account the region council’s function under section 30(1)(gb) of the Resource
Management Act 1991 (“RMA 1991”) – the strategic integration of infrastructure with land
use. This Strategy will inform the Bay of Plenty Regional Land Transport Programme for 2009
where relevant.

16

Source: SmartGrowth – The Western Bay of Plenty Sub-Region 50 year Strategy (2007) at pages 24 - 25
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4.

Land Use

4.1. Growth in the Northern Corridor
The western Bay of Plenty subregion is an area which is experiencing significant sustained
growth. The area is part of what Australian commentator Bernard Salt has popularised as
“Sea Change”17: a long-term demographic push from metropolitan and inland settlements to
the weather-and-amenity-rich coast across the British Commonwealth and US. The Northern
Corridor also contains settlements that have a “tree change” factor. That is, they provide an
alternative to city living by offering a rural lifestyle.
The Northern Corridor is a significant growth area for the western Bay of Plenty sub-region.
The corridor in land use terms stretches from Bethlehem to Waihi Beach. It contains a mix of
urban development, coastal living, rural-residential and lifestyle settlements, as well as rural
and horticultural operations. The main settlements along the corridor are:


Bethlehem



Omokoroa



Katikati



Waihi Beach

The growth areas as defined by SmartGrowth are Bethlehem, Omokoroa, Katikati and to
some extent Waihi Beach. A mix of residential and business land is provided in order to
promote “live, work and play” principles.
Omokoroa and Katikati in particular, are part of the general sea and tree change movement,
where well founded towns either on the coast or in rural settings are becoming increasingly
attractive, especially for retirees.
There is strong market demand for development in the Northern Corridor. In 2007/08 the
number of dwellings consented and new lots created increased in Omokoroa. The rural areas
of Waihi Beach and Katikati both experienced an increase in the number of new lots created.18
The land use pattern for the Northern Corridor is still subject to plan changes. For this reason
only an indicative pattern can be given, although significant changes are not likely.
SmartGrowth has a number of processes in place to ensure that the preferred land use pattern
is achieved (for example, through the Regional Policy Statement).
For the purposes of modelling traffic impacts on the transport network as part of this
strategy, an assumption has been made that the plan changes described in this section of the
report will proceed as planned through SmartGrowth.

See: Bernard Salt: http://www.bernardsalt.com.au/index.php; and the Australian National Sea
Change Taskforce: http://www.seachangetaskforce.org.au/index.html.

17

18

SmartGrowth: Development Trends – Technical Report, 2008
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4.2. Why the Northern Corridor?
The SmartGrowth Strategy identifies the Northern Corridor as a key development area. The
following is a summary of why the Northern Corridor was chosen as a growth area under the
SmartGrowth Strategy:


Residential development in the Northern Corridor was already planned or ‘in-train’
(for example at Omokoroa and Katikati).



Settlements along the Northern Corridor have been recognised for some time as
having the potential to accommodate future growth. For example, Omokoroa has
been identified since the early 1990’s as an area for future urban growth. Bethlehem
has also been recognised as a growth area for some time.



There are limited options for development in other areas due to various constraints.



Development in this corridor will consolidate and build-on existing settlements, such
as Omokoroa and Katikati.



This provides a way of managing market desire for rural-residential living without
compromising productive land.



The growth areas in the Northern Corridor fitted the criteria for evaluating the three
growth scenario alternatives in SmartGrowth very well.



There are opportunities for increasing densities in the urban growth areas of
Omokoroa and Bethlehem.



The Northern Corridor provides opportunities for live, work and play.



The corridor will contribute a significant portion of the residential and business land
required to satisfy continued population growth in the western Bay of Plenty
subregion over the next 50 years.

In short, the residential and business land needs of the western Bay of Plenty sub-region need
to be accommodated. The SmartGrowth Strategy identifies appropriate locations to allow this
to occur in a sustainable way. The Northern Corridor is an important part of achieving the
desired land use pattern.

4.3. SmartGrowth Land Use Data and Targets
SmartGrowth has agreed the following data for the Northern Corridor developments in
Bethlehem, Te Puna, Omokoroa, Katikati and Waihi Beach out to 2051.
Table 1: Northern Corridor Population and Household Data, 2006 - 2051

Bethlehem

Total
Population
by 2051

Additional
People
by
2051

Additional
Dwellings
by 2051

Commercial
Land

9,549

3,941

1,713

No major new
business land

Average
Density19
(households per
hectare)
10 (12 at West
Bethlehem)

19 Note that the average density has been calculated using the total land area and the total number of
residential units, ie it is a gross figure
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Te Puna
Omokoroa
Community

3,300
12,000

834
9,792

363
4,802

Katikati
Waihi Beach

15,210
7,590

7,278
4,644

3,033
2,019

areas
30 ha
40 ha

40 ha
Business land to
support the
local
community
only (approx.
4ha)

15 (30 in the
intensive
housing area)
10

Matakana Island and part of the Kaimai area are technically part of the Northern Corridor.
However, these are not growth management areas under the SmartGrowth Strategy and are
not expected to have substantial growth over the 50 year period of the Strategy. They are also
only on the periphery of the corridor.
The Northern Corridor area by its nature contains significant amounts of rural land and as a
consequence rural-residential development. There are also coastal development pressures.
SmartGrowth targets development towards established centres and towns, however some
rural-residential has been allowed for given the strong demand for this type of living. This
may alter as a consequence of the Western Bay of Plenty District Plan Review which is
investigating the option of a lifestyle zone in the Minden area rather than allowing the
continuation of a “pepper potting” approach.
The Northern Corridor developments will contain a mixture of medium and conventional
density residential uses. The urban growth areas have a target of achieving an average
density of 15 households per hectare. This is a significant shift from traditional greenfields
development which sits in the 8 – 10 households per hectare range.
Omokoroa, in particular, will achieve the SmartGrowth density target of 15 households per
hectare though a range of densities and household types. Parts of Omokoroa will contain
densities of 30 households per hectare.
A description of each of the key growth management areas within the Northern Corridor is
set out below.

4.4. Bethlehem
Bethlehem is a well established suburb on the outskirts of Tauranga City. It has been a fast
growing area since the mid 1990’s under Tauranga City Council residential zoning, and
north-west Bethlehem has been designated for further urban growth under the SmartGrowth
Strategy.
Expansion of the Bethlehem Urban Growth Area into
former rural land north of State Highway 2 and east of
Bethlehem Road occurred after extensive consultation and
investigation through the Bethlehem Planning Study
(1997). Residential development in the northeast sector of
Bethlehem is guided by a Structure Plan and the ability of
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Council to fund bulk services into the area.
Further expansion has also been planned to the west of Bethlehem. Plan Change 1520 to the
Tauranga District Plan enables new subdivision and development in West Bethlehem. This
development has a minimum target of 12 lots per hectare. The final part of the planned urban
growth is north-west Bethlehem, which is likely to be rezoned through the district plan
review process now underway by Tauranga City Council. This would yield around 200-250
houses.
All new subdivisions in the area must be designed in such a way so as to provide for
pedestrian and cycle links through an integrated, urban design–led, structure plan approach.
In addition to the planned growth a new urban style development, which was not accounted
for in SmartGrowth, has been proposed in the Wairoa Valley floor at Bethlehem. The
development would contain around 300 households. This has been tested under the
“alternative land use” scenario in the transport modelling outlined in section 5.
Bethlehem Educational Campus
The Bethlehem Educational Campus is a significant educational institution for the western
Bay of Plenty sub-region. It is located in Moffatt Rd just east of where the proposed Tauranga
Northern Arterial crosses Cambridge Rd / Moffatt Rd. The campus is made up of the
Bethlehem Tertiary Institute, Bethlehem College (primary and secondary levels) and
Bethlehem Kindergarten.
The campus currently has 2,300 students. There are plans to add a further 2,200 students by
2051 with 200 onsite accommodation rooms.
The SmartGrowth Strategy provides for the development of the Bethlehem Tertiary Institute
to cope with increasing demand both locally and from outside the region. For this reason the
Bethlehem Campus has been factored into the transport modelling outlined in section 5 of
this strategy. An expansion of the Bethlehem Educational Campus has been included under
the “additional land use scenario” transport modelling undertaken as part of this Strategy.

4.5. Te Puna
Te Puna is largely a rural area. It has not been designated as a residential growth area under
the SmartGrowth Strategy because of its versatile land which is in productive use. There are
also culturally significant areas, particularly alongside the harbour. Some limited residential
intensification is provided for in the SmartGrowth
Strategy within the footprint of existing settlements.
Te Puna has a small commercial area located in the
vicinity of State Highway 2 and Minden Road known
as Te Puna Junction. It is essentially a rural village
servicing local needs.
SmartGrowth has allocated 30ha of industrial land at
Te Puna. This is for a Rural Business Park at Te Puna
Station Road which adjoins the East Coast Main

20

Made operative in January 2007

Northern Corridor Strategy, March 2009

29

Trunk railway.
In the vicinity of Te Puna a marina development known as Te Tawa Quays has been
proposed. This development is not explicitly part of the SmartGrowth Strategy. The
development would require a private plan change to the Western Bay of Plenty District Plan.
At the timing of writing no such plan change has been lodged. The transport modelling that
has been completed as part of this strategy has incorporated this development under an
“additional land use scenario”. This has been done in order to test the impact it would have
on the transport network. The transport modelling undertaken for this strategy is not
intended to be an individual assessment for any particular site.

4.6.

Omokoroa

Omokoroa Urbanisation
The Omokoroa peninsula has been identified as
an area for urban expansion, subject to
appropriate servicing, for some time. In 1994 the
area was zoned ‘future urban’ in the Western Bay
of Plenty District Plan. In the 1999 – 2004 period
the Western Bay of Plenty District Council
undertook comprehensive investigations into the
conversion of the future urban zone to residential
serviced by a new sewerage system. This was
achieved through Plan Change 20. The area has been divided into two stages represented by
Plan Change 68 (stage 1) and Proposed Plan Change 69 (stage 2).
The planned urban expansion of Omokoroa will support a range of housing forms including
intensive housing in suitable locations (30 households per hectare). This range of densities
will allow the target of 15 households per hectare to be reached for the area.
Omokoroa will also contain a shopping, commercial and civic area to support the proposed
population of 12,000 people, plus 4,000 from the surrounding hinterland.
The following table shows the target dwellings for both the stage 1 and 2 areas at Omokoroa.
Table 2: Target Dwellings for Omokoroa21
Omokoroa Structure Plan Stage

Target Minimum Yield -

Target Total Dwellings in

Name

Dwellings

Omokoroa Stage 1 and Stage 2
Structure Plan Areas
(cumulative)

Stage 1

2400

2400

Stage 2 Part 1A

594

2994

Stage 2 part 2A

975

3969

Stage 2 Part 2B

833

4802

21

Omokoroa Stage 2 Plan Change 69 and Section 32 Report (August 2007), Appendix 5, page 5
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4.7. Katikati
Katikati is defined in the SmartGrowth Strategy as a rural service centre which will
increasingly become an alternative to the higher density city-based lifestyles. SmartGrowth
has provided for the township to double in size by 2051. Densities will be increased in and
around the township.
A structure plan has been prepared
for Katikati to guide its growth into
the future. This is being implemented
through Plan Change 56 to the
Western Bay of Plenty District Plan.
The Plan Change provides for
residential, including higher density
housing, commercial and industrial land, and recreational areas.
SmartGrowth has allocated 40ha of industrial land to Katikati to support the growing
population.

4.8. Waihi Beach
The SmartGrowth Strategy states that Waihi Beach will continue to function predominantly
as a beach holiday community.
There will be steady growth
associated with this area due to its
popularity as a holiday destination.
There is a structure plan in place for
Waihi Beach to guide future
development.
This
is
being
implemented through Plan Change
55 to the Western Bay of Plenty
District Plan.

4.9. Matakana Island
Matakana Island stretches from Athenree to Mount Maunganui and is about 20km in length
with the open coastal portion covered in pine
trees. Approximately 225 people live on the
Island (as at 2006).
Over the years there have been suggestions for
development to occur on Matakana Island.
There is currently an appeal to Change 2 of the
Bay of Plenty RPS on this matter.
The SmartGrowth Strategy states that the Island is not suitable for future urban residential
development because it is a culturally significant area, there are potential harbour impact
issues and there are uncertainties regarding access and servicing.
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4.10. Densities to Support Modal Shift
Omokoroa and Bethlehem will be the two key growth areas that have the potential to support
modal shift. Both have a target net density of 15 households per hectare under SmartGrowth.
Omokoroa will contain some densities higher than this in order to achieve the net densities.
This includes intensive housing at 30 households per hectare in suitable locations.
International examples indicate that densities in the range of 15 – 20 households per hectare
should support an efficient and reliable local public transport service. Densities in the range
of 25 to 50 households per hectare would support high frequency and high capacity public
transport.
The higher density housing in Omokoroa has been planned in such a way that it is well
supported by walking and cycling routes and so that it is close to the potential park and ride
facility.
The densities of the growth areas along the Northern Corridor support the aims of
SmartGrowth and the RLTS which is for improved public transport in order to achieve modal
shift. The corridor approach will also make public transport a more viable option for the
various settlements located along the corridor.

4.11. Impact of RPS Change 2
Change 2 to the RPS implements key aspects of the SmartGrowth Strategy. A new chapter is
being inserted into the RPS on growth management. Importantly Change 2 proposed to
establish urban limits for the western Bay of Plenty sub-region.
Section 17.5 contains the following principles in relation to growth management:



High quality urban design



The Live-Work-Play policy approach to future development

Section 17A specifically deals with growth management in the western Bay of Plenty subregion. The objectives and policies cover growth sequencing and integration; reducing
piecemeal development and avoiding other adverse effects; development of Maori land.
The implications are that the local authorities must amend their district plans to give effect to
the RPS if the statement contains a provision which the District Plan does not give effect to
(section 73(4) RMA 1991).
The aspects of Change 2 that affect the Northern Corridor include:


The urban limits, which include Omokoroa and Bethlehem (see Appendix 2).



Structure, timing and sequencing of development (see tables 3 and 4).



Urban development yield and density requirements (minimum net yield of 15 lots or
household units per hectare).
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Structure plans to be prepared for all large-scale land use changes (specific
requirements to be included in each structure plan are also detailed in Change 2).

These are all directly aligned to the SmartGrowth Strategy. The growth areas identified and
the resulting urban limits link back to the SmartGrowth growth management areas. The
timing, sequencing and density requirements also align with SmartGrowth.
Proposed Variation 1 to Proposed Change 2 to the RPS was publicly notified on 16 October
2007. This variation seeks to amend the staging of urban development for land within the
urban limits for Omokoroa.
Change 2 may be subject to amendment following the outcome of Environment Court
hearings and any subsequent appeals.
Change 2 also requires the protection of versatile soils for productive purposes. This is likely
to see restrictions placed on the subdivision of rural land. However, there are a number of
vacant lots already in existence (approximately 1600 along the Northern Corridor) that have
the potential to impact on the road network. This will need to be managed.

4.12. Timing and Sequencing of Development
The timing and sequencing of development within the Northern Corridor is critical in order
to ensure that infrastructure and development is coordinated.
This strategy covers the planning period out to 2051. The focus is on the broad land use and
transport picture over this timeframe. Once this is understood the staging of development
and infrastructure required will be reviewed with the following in mind:


The rate of land uptake



Affordability



Practicality

Timing and sequencing of development has been provided for in the SmartGrowth Strategy
and in Change 2 to the RPS. Table 322 sets out residential development timing from the
SmartGrowth Strategy for the Northern Corridor which includes Waihi Beach; Katikati;
Matakana Island; Omokoroa; Te Puna; and part of the Kaimai area (approximately 40%).
Table 4 is from Change 2 and shows indicative growth area timing and business land
provision for the Northern Corridor.

Table 3 - Source: Adapted from the SmartGrowth Strategy, 2007 at page 27. Note: Predictions of
residential development timing beyond 2021 are highly indicative.

22
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Table 3: Northern Corridor Residential Development Timing Chart

SmartGrowth Growth Management Area
Growth Type
Intensification Areas
General Intensification (Infill)
Urban Growth Area (Greenfield)

Tauranga West
Bethlehem Triangle
Bethlehem West
Bethlehem South
Carmichael West
Bethlehem North East
Bethlehem North West
Sub-total

Waihi Beach
Katikati
Matakana Island
Omokoroa Community
Te Puna
Kaimai (40%)
TOTAL

Projected Additional Resident Population
Projection Period

2001
Census

2006
Census

2235
89
826
470
337
57
4014
3000
6800
300
2000
2300
3600
22014

3090
122
1116
474
747
58
5607
2946
7932
225
2208
2466
4048
25432

20062011

20112016

20162021

20212026

20262031

20312036

20362041

20412046

20462051

394
75
100
297
826
0
1692
274
918
75
592
234
424
4209

247
37
74
345
271
123
1097
530
850
70
1000
100
200
3547

0
17
50
273
149
174
663
550
700
60
2250
100
168
4491

0
0
15
71
12
293
391
550
760
20
2350
100
120
4291

0
0
0
0
0
62
62
550
800
50
2000
100
136
3698

0
0
0
0
0
37
37
570
900
100
1600
100
160
3467

0
0
0
0
0
0
0
630
900
0
0
100
160
1790

0
0
0
0
0
0
0
600
800
0
0
0
80
1480

0
0
0
0
0
0
0
390
650
0
0
0
40
1080
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2051
Additional

2051
Total

641
129
239
986
1258
689
3942
4644
7278
375
9792
834
1488
28353

3731
251
1355
1460
2005
747
9549
7590
15210
600
12000
3300
5536
53785
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Table 4: Indicative Growth Area Timing and Business Land Provision from Change 2 RPS*
Growth Area

Waihi Beach
Stage 1 (various)
Stage 2 (various)
Katikati
Stage 1 (various)
Stage 2 (various)

Development
Commences

For
residential
Growth
Area
development
estimated
80%
capacity
reached
by
2041

Underway
2021
Underway
2021

2041

Provision of approximately 1000 ha
net for Large-scale Business Land

Business land will be provided at
Waihi Beach to support the local
community.
Existing
Business
Land
and
developments contiguous to it will
provide for the needs of this
community.
New Business Land at Omokoroa will
be located in both the Stage 1 and Stage
2 areas.23

Omokoroa
2011
2006
Stage 1
2041
2011
Stage 2
Tauranga West
2010
North-west
Bethlehem
*Dates are indicative only. Table derived from Proposed Change 2 to the Bay of Plenty RPS (amended in
accordance with the Council’s decisions). Only those areas relevant to the Northern Corridor are shown.

4.13. Integrated Planning
There is a need to take an integrated planning approach and look at the relationship between
land use and transportation along the Northern Corridor, particularly given that the corridor:


Will contain approximately 53,785 people by 2051;



Will have approximately 110 hectares of business land;



Has the potential to encourage modal shift from private cars to passenger transport
(buses in the short term, possibly rail in the longer term), particularly given the high
proportion of people who commute into Tauranga;



Will be influenced by the proposed Tauranga Northern Arterial as an important piece
of infrastructure and part of the SmartTransport Corridors network;



Will need to recognise the ongoing importance of the current SH2;



Needs to integrate with what already exists (in terms of new development and new
infrastructure and services);



Has to cope with ongoing rural, lifestyle and coastal subdivision.

4.14. Live, Work and Play
“Live, work, and play” is a concept that emphasises the need for balance within the
management of growth. At sub-regional level, it includes the provision of land and services
for housing, business, community activities and recreation. It emphasises the need to consider
the interrelationships of these activities to provide for accessibility, minimising energy use
and reducing vehicle emissions. At local level it includes providing the opportunity for
people to meet most of their daily needs within their own local community, promoting

23

Omokoroa Business Land has been updated to reflect Proposed Variation 1 to Proposed Change 2 to

the RPS.
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community cohesion and more harmonious lifestyles. It includes careful design to contribute
more to the public realm, provide for privacy, and diversity through mixed use
development24.
The SmartGrowth Northern Corridor comprises significant further development at
Bethlehem, Omokoroa, Katikati and Waihi Beach. This includes business land along the
corridor in order to service the employment needs of the north in order to promote “live work
and play” concepts which have the potential to reduce travel demand.

24

From the SmartGrowth Strategy, May 2007, at page 1
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5. Transport
5.1. Strategic Direction
Regional Land Transport Strategy
The overall strategic direction for land transport in the Bay of Plenty region, including the
Northern Corridor, is found in the RLTS. The strategic option underpinning the RLTS is to
manage traffic demand. For the western Bay of Plenty sub-region this means giving
consideration to Travel Demand Management (TDM) charging tools, enhancing public
transport, cycling and pedestrian facilities, and providing roading for the remaining traffic
growth.
The Northern Corridor is recognised in the RLTS as an important growth area. The corridor
has formed the basis for the strategic transport package developed for this area in the RLTS.
The RLTS also signals the intention to develop an integrated land use and transport strategy
for the Northern Corridor in order to improve long term planning and assist good decision
making.
The RLTS defines a role for public passenger transport in the region as:


Improving access and mobility



Providing transport options, including for commuter travel



Contributing to sustainability



Managing demand

A higher proportion of public transport trips are envisaged within and between urban areas.
Public transport for the region is focussed on buses.
Passenger transport usage in Tauranga is currently lower than other similar-sized New
Zealand urban areas (eg Dunedin and Hamilton). However, the Bay of Plenty region plans to
grow passenger transport service levels over time consistent with the aims of the RLTS for
mode switching into the future. One way to do this will be through higher service levels.
The role of walking and cycling in the region in the short to medium term, is to improve
access and mobility and promote public health, and in the longer term to play a much more
significant role in terms of modal shift and encouraging more sustainable and energy efficient
transportation. If more commuter trips can be made by walking and cycling then these
modes will become a tool in managing demand on the roading network.
The RLTS contains an action for new developments to incorporate walking and cycling
facilities in an effort to encourage this mode of transport.
The regional land transport programme will be adopted in 2009. This will incorporate
transport projects that align with the RLTS.
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Bay of Plenty Demand Management Strategy
The RLTS 2007 sets out a Demand Management Strategy for the region. The Demand
Management Strategy has been developed in order to:


Meet the region’s aim of enhancing alternative modes and achieving modal shift.



Comply with legislation which requires each region to have a demand management
strategy.



Meet the requirements of the Joint Officials Group report and associated Crown
Grant. Demand management is one of the top priorities for investment as outlined in
the JOG report.



Align with the NZTA’s direction and emphasis on demand management.

The strategy has set stretch targets for public transport, walking and cycling for the Tauranga
urban area. The only part of the Northern Corridor that falls within the Tauranga urban area
is Bethlehem.
The aim of the Northern Corridor Strategy will be to try and meet the targets set by the NZTS
and the GPS. In particular, the NZTS target of increasing the use of public transport to 7% of
all trips by 2040.
Bay of Plenty Rail Strategy
The Bay of Plenty Rail Strategy25 was developed to advance a vision for rail in the Bay of
Plenty region. The aim of the Strategy is to focus attention on the rail sector and to better
understand how to move forward in the new rail environment which has emerged with the
Crown taking ownership of the rail network in 2004 and
operations in 2008.
The Strategy identifies opportunities for rail in the Bay of
Plenty region which includes the following:


Rail to continue to perform a significant freight
transportation role for the region, especially to and
from the Port of Tauranga.



Identify opportunities for the re-utilisation of
currently unused portions of the network,
particularly in the Eastern Bay of Plenty and
Rotorua.

25

The Strategy was originally developed in 2005 and updated in 2007.
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Increasing rail capacity (eg train size, train frequency, increasing axle loads, quicker
run times)



The importance of inter-regional rail freight movements (eg to and from Ports, Coal
transport from Mt Maunganui to Huntly)



Protecting rail corridors so that they are not compromised for future freight /
passenger capacity



Rail becoming an improved economic option, particularly for freight transportation.
Factors that will influence this include, tolls and other road pricing and the rising cost
of oil.

The Rail Strategy also sets out some specific actions in order to take advantage of some of the
opportunities noted above.
Bay of Plenty Walking and Cycling Strategy
Environment Bay of Plenty has recently developed a Draft Regional Walking and Cycling
Strategy (2008). The draft strategy promotes network improvements to make walking and
cycling safer; opportunities for integrating walking and cycling into all conventional
transport projects and good support facilities for people who choose to walk or cycle. The
strategy uses a range of tools including information and promotion to encourage walking and
cycling. The document contains a regional cycling network map (see below) and includes
local authority maps for Tauranga, Rotorua and Whakatane.
Figure 3: Regional Cycling Network26

26

Bay of Plenty Draft Regional Walking and Cycling Strategy at page 29
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5.2. SmartTransport Corridors
The SmartGrowth partnership has adopted SmartTransport Corridors as the base transport
network for the western Bay of Plenty sub-region. The corridors have been designed to
support the proposed growth within the sub-region and to provide intra and inter regional
connectivity.

These corridors comprise the following:
Northern Corridor
- Residential development at Bethlehem, Omokoroa, Katikati and Waihi Beach.
- Rural structure planning for Te Puna
- Links north to Auckland / Coromandel.
-

Northern Arterial.
Four laning – Te Puna – Omokoroa.
Potential rail corridor duplication.

Eastern Corridor
- Residential development at Papamoa, Papamoa East and Te Puke.
- Upwards of 60,000 people by 2051 (including what exists in Papamoa and Te Puke now)
- An eastern highway between Tauranga and Paengaroa.
- A regional business park at Rangiuru.
- Business land at Papamoa East and Te Puke
-

A new Tauranga base hospital (post 2021).

Southern Corridor
- A major new settlement at Pyes Pa of approximately 2,000 sites and 7,000 people
(commenced in 2006).
-

A “twin-city” urban anchor model between the western Bay of Plenty subregion and
Rotorua.
State Highway links to Rotorua, and a fully upgraded Pyes Pa Road (SH36).
Business land at Tauriko.
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Western Corridor
- State Highway links to the Waikato via the Kaimai’s.
Central Corridor
- Intensification on the Tauranga Central Isthmus and at Mount Maunganui.
- Harbour Link (second harbour bridge crossing).
- Hewlett’s Road Flyover (completed).
- Route PJK (completed).
As identified in the SmartGrowth Strategy the Northern Corridor is a significant growth area
for the sub-region. For this reason the Northern Corridor is the next major focus for the
development of transport corridors after the Eastern Corridor.

5.3. Northern Corridor Transport Network
The transport network for the Northern Corridor has been developed in a way which will
provide a balanced and sustainable transport network across the whole of the corridor.
The existing network is made up of SH2, local roading and the rail corridor. Network
improvements are required to sustainably manage transport movements through the
corridor.
The key elements are as follows:


Tauranga Northern Arterial: A 6km two-lane arterial which leaves the current SH2
route near Te Puna and bypasses Bethlehem, merging with Route K (the Takitimu
Drive Extension).
This is needed to relieve current and future congestion north of Bethlehem. The existing twolane highway is the only northern road access to Tauranga and attracts considerable tourist
traffic from Auckland, Hauraki and the Coromandel Peninsula. This project integrates with
the SmartGrowth Strategy and will enable the preferred land use pattern to be achieved.



Te Puna – Omokoroa four laning: Widening the existing SH2 to four lanes between
Omokoroa and Te Puna.
This is needed to relieve current and future congestion. There are also safety issues along this
section of the highway. The four laning will support the planned growth of Omokoroa.



Public Transport: Park and ride at Omokoroa, increased levels of service for Katikati,
Bethlehem and Omokoroa. Bus lanes will also be provided on SH2 once the Tauranga
Northern Arterial has been built.
This is required to achieve modal shift and to provide for people’s access and mobility. It will
also help to manage demand and thereby extend the life of the roading network.



Omokoroa roundabout: A roundabout at the intersection of SH2 and Omokoroa
Road.
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This will form a vital intersection with SH2 in order to service the Omokoroa growth area.


Katikati Bypass: A 2km bypass that takes SH2 to the west of the Katikati town centre.
The bypass is required in order to eliminate conflicts between through-traffic and local traffic,
and improve the overall amenity of Katikati Township. The project aims to ease remove heavy
vehicle traffic from the town, ease congestion, and improve environmental conditions and
safety.



Rail – Apata Crossing Loop: A crossing loop to increase the capacity on the Waikato
– Bay of Plenty route of the East Coast Main Trunk.
Provides the potential for four trains per hour between the Waikato and Tauranga. Necessary
to assist economic development and provide better access to the Port.



Various intersection improvements and local road upgrades: This includes a
roundabout in west Bethlehem, a connection at Te Puna with the Tauranga Northern
Arterial, a roundabout to connect with Route K, upgrading of Omokoroa Road.
These improvements and upgrades are needed to ensure good connectivity, community access
and for safety reasons.

Designations for a four-lane expressway have already been confirmed for Te Puna to
Omokoroa and the Tauranga Northern Arterial between Te Puna and Route K.
A designation for the Katikati Bypass is in place. It is currently under review to ensure that it
meets the future needs of Katikati and is consistent with the NZTA’s overall strategy for the
long-term management of SH2.
It is proposed that the projects and services outlined above will occur in stages.

5.4. Network Hierarchy
Function and Access Control
SH2 in the Northern Corridor can be characterised by a dual function. The corridor forms
part of the strategic national network and is therefore important for inter-regional trips. The
Northern Corridor is also one of only two places where vehicles heading north or west from
Tauranga can cross the Kaimai Ranges and is therefore an important commercial link for the
Bay of Plenty. This can be demonstrated by the significant volume of freight along the
corridor. In some parts of the corridor heavy vehicles make up as much as 13% of total traffic,
rather than the usual 6-10% for a major road.
The second major function of the road is for local traffic. The Northern Corridor is becoming
increasingly important for residents to access employment and education. This importance is
evidenced by the number of work related trips in the 2006 census results, with commuters as
far away as Waihi Beach using the corridor for work commutes to the Tauranga urban area.
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The importance of this dual function for the Bay of Plenty Northern Corridor, both strategic
and commuter based trips, is also recognised in the National State Highway Strategy 2007.27
The NZTA has made a formal decision to promote SH1 and SH29 over the Kaimai Ranges as
the main route between Auckland and Tauranga. Medium to long term investment will be
focussed on this route. The NZTA expects that SH29 will increasingly become the primary
route into the Bay of Plenty from Auckland, as well as the Waikato. It is envisaged that SH2
north of Tauranga will become primarily a commuter route connecting to the Coromandel
and east Waikato. This decision is more about the status of SH2 as an inter-regional route
than it is about its intra-regional role. For this reason, improvements to the Northern Corridor
are still required in order to support the growth areas.
The challenge therefore, is in preserving the strategic and the local function throughout the
length of the corridor, while developing the corridor in a manner consistent with preserving
road safety and level of service.
Allowing unrestrained access close to Tauranga will have a negative effect both on strategic
trips as well as long distance commuter trips into Tauranga. It will therefore be important to
allow for growth, while minimising the impact to transportation. This can be achieved
through the following means:





Encouraging development to take place in identified growth management areas;
Providing sufficient access from designated growth areas through intersection upgrades;
Discourage or prevent access, frontage, driveways and development along the corridor;
and



Limiting development along the corridor, with the exception of these designated growth
areas.

Limiting access along the Tauranga Northern Arterial will be an important part of preserving
the safety and strategic function of the arterial. The value of investment should be maintained
by ensuring limited access where possible. The most suitable method for achieving this is for
corridor access management to be included within both the Tauranga and Western Bay of
Plenty District Plans. This is currently being worked on as part of both Tauranga and Western
Bay of Plenty’s District Plan reviews.
Balanced Network
For the Eastern Corridor Strategy the SmartTransport partners used a network hierarchy
based on acceptable traffic flows, not necessarily based on a traffic engineering maximum
capacity approach. The hierarchy was based on what the appropriate traffic volumes should
be for roads in different land use environments or the ‘environmental capacity’ of various
road types. This included taking account of the desired function of the road both from the
point of view of through-traffic as well as adjacent land uses. The same approach has been
used for the Northern Corridor. It should be recognised that the geography of the Northern
Corridor is somewhat different to the Eastern Corridor in that there are few alternative routes
or connectors. Therefore it is difficult to achieve a ‘balanced’ network.

27

National State Highway Strategy 2007, p.33.
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Various scenarios of connectivity to the Northern Arterial and the hierarchical status of the
different elements of the network have been considered from the point of view of a balanced
and sustainable network. Traffic volumes have been identified in terms of what is
appropriate for a dual function highway with a mix of rural and urban environments.
The following network hierarchy28 has been established for the Northern Corridor.
Table 5: Northern Corridor Network Hierarchy
Corridor / Road Type

Hierarchy / Function

Practical Maximum Hourly
Traffic Flows (vehicles /
hour)

SH2: Athenree / Waihi Beach
to Katikati
SH2: Katikati Township

Primary arterial

1,400

Primary arterial
Primary arterial
Primary arterial

1,400

SH2: Katikati to Omokoroa
SH2: Omokoroa to
Bethlehem
SH2: Bethlehem to Tauranga
(current designation)

Tauranga Northern Arterial
Collector roads (eg at Waihi
Beach, Katikati, Omokoroa)
Local Roads

1,400
1,400

Primary arterial
Note: Will become a
secondary arterial once the
TNA is in place
Motorway
Collector

1,400
3,000 – 10,000

Local roads

< 3,000

The network hierarchy and traffic flows for the Northern Corridor are contained in Appendix
5.

5.5. Traffic Modelling
Traffic modelling for the Tauranga Northern Corridor was undertaken using the Tauranga
Traffic Model (TTM5.4) based on two land use scenarios:


SmartGrowth Land Use Option – using the agreed SmartGrowth land use forecasts (to
2051)

Motorway: To provide for the movement of regional or inter-regional traffic. Access limited to
intersecting roads.
Primary Arterial: Main roads other than motorways and expressways joining significant centres of
population and/or providing for national and inter-regional traffic flow.
Secondary Arterial: Roads joining smaller centres of population, joining larger centres of population to
nearby primary arterials or linking between primary arterials.
Collector: Wider urban roads linking local roads to the arterial network. In rural areas, minor roads
linking smaller rural communities to the arterial network. Collector Roads have both a traffic movement
function as well as an access role.
Local Roads: Roads providing direct access for residential and other areas of development in urban
areas, with more than one intersection to other local or collector roads. Culs-de-sac are local roads with
intersections to other local roads at one end only.
28
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Additional Land Use Option – SmartGrowth land use forecasts plus the additional
developments that are not included within the SmartGrowth Strategy

Traffic modelling was undertaken for the Year 2021 and Year 2031 forecasts for three roading
network scenarios:


No Tauranga Northern Arterial (No TNA)



Two lane Tauranga Northern Arterial (Two Lane TNA)



Four lane Tauranga Northern Arterial (Four Land TNA)

Traffic Performance under SmartGrowth Land Use Forecasts
For the purposes determining the traffic performance of the corridor, two measures of link
capacity have been used – a ‘practical’ link capacity and a theoretical maximum link capacity.
The ‘practical’ link capacity is when traffic is not free-flowing and traffic is operating in
congested conditions, however, traffic flow breakdown has not occurred.
A summary of the traffic modelling results are below.
SH2 – Katikati to Omokoroa Road: This section of SH2 is expected to operate just over the
practical daily capacity of the road by Year 2031, however, while an upgrade to four lanes is
not likely to be justified, additional passing opportunities as well as further corridor safety
improvements would be required to accommodate the forecast traffic flows. Provision of PT
and/or TDM measures would assist in retaining flows at the practical daily capacity.
SH2 – Omokoroa Road to Snodgrass Road: This section of SH2 is expected to operate close
to the maximum capacity in the peak periods by Year 2021 without the TNA. The increase in
traffic volumes due to the TNA would result in this section of SH2 operating over the
maximum capacity in the peak periods. The proposed widening of this section of SH2 to four
lanes, which is indicatively planned at around Year 2026, should be planned to coincide
closely with the provision of the TNA to accommodate the growth in traffic on this section of
SH2 due to the TNA. In Year 2031, this section of SH2 would operate over the practical peak
hour capacity with some congestion in the peak period directions. Provision of PT and/or
TDM measures would assist in retaining flows at the practical capacity in the peak periods.
SH2 – Wairoa River: This section of SH2 is currently operating under congested conditions
with traffic volumes over the practical peak hour capacity and the maximum capacity would
be exceeded prior to Year 2021. Significant congestion would be expected to occur which
would require additional roading capacity across the Wairoa River such as the TNA. By Year
2031, traffic growth along this section of SH2 would result in traffic operating close to the
maximum capacity in the peak period direction. Provision of PT and/or TDM measures
would assist in retaining flows below capacity in the peak periods, with a two lane TNA in
place.
SH2 – Bethlehem: This section of SH2 is currently operating under congested conditions
with traffic volumes over the practical peak hour capacity. The four lane upgrade between
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Carmichael Road and Moffat Road would cater for the expected traffic volumes in Year 2021
without the TNA. With the TNA, the additional lane in each direction on SH2 at this location
would revert to bus lanes and would operate below the practical capacity in Year 2021 and
below maximum capacity in Year 2031.
The widening of SH2 in the eastbound direction between Moffat Road and Waihi Road (to
provide two lanes in each direction) can accommodate the expected traffic volumes to Year
2031.
TNA (two lane single carriageway): A two lane TNA would operate below practical capacity
in Year 2021 but traffic growth would result in the TNA operating close to the maximum peak
hour capacity in Year 2031.
Traffic split between SH2 and TNA: At a daily level in Year 2031, the traffic split between
SH2 and TNA is approximately equal (24,200 vehicles per day on SH2 and 26,000 vehicles per
day on TNA) with both routes exceeding the practical daily capacity of approximately 22,500
vehicles per day.
However, this split is sensitive to the speeds on the TNA and any potential tolling of this
route. Higher speeds on this route, such as a four-lane upgrade, would give a split closer to
30% on SH2 and 70% on TNA assuming that there is no toll on the TNA. As the distance
between Te Puna and central Tauranga is longer via the TNA (compared to SH2), even a
relatively low toll would likely result in high levels of diversion from the TNA back to SH2.
Traffic Performance under the Additional Development Land Use Scenario
A sensitivity assessment has been undertaken to determine the differences between the
“SmartGrowth Land Use” scenario and the “Additional Land Use” scenario. The “Additional
Land Use” scenario includes the following developments that are not included in the
SmartGrowth land use forecasts:


Nathan Treloar Development – 300 additional households in Bethlehem



Bethlehem Institute – increase in student enrolments, teachers and provision of onsite accommodation



Te Tawa Quays Marina – marina, commercial business park, other employment and
some residential dwellings

The sensitivity assessments were undertaken for the following models:


Year 2021 – No Tauranga Northern Arterial (No TNA)



Year 2021 – Two lane Tauranga Northern Arterial (Two Lane TNA)



Year 2031 – Two lane Tauranga Northern Arterial (Two Lane TNA)

The traffic modelling for the sensitivity assessment was undertaken with all three
developments so that the overall impacts on the corridor could be identified. For the purposes
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on this sensitivity assessment, the changes in traffic volumes and traffic speeds have been
identified at particular locations, and in some instances, these can potentially be attributed
directly to one of the three developments. However, these comments are for identifying the
overall traffic impact on the corridor and should not be considered as being suitable for a
traffic impact assessment on any of the three individual developments.
The following general comments are made based on the traffic modelling results from the
sensitivity assessment:


Extra employment west of the Wairoa River appears to assist by providing more
employment opportunities and hence reducing the commuter demand in the peak
period direction across the Wairoa River bottleneck. However, any additional
employment in this area above the SmartGrowth forecasts must serve the local area
to the west of the Wairoa River and should not be so large as to generate new trips in
the peak period direction.



The potential 300 household residential development at Bethlehem would add
additional traffic onto the already congested SH2 between Carmichael Road and
Moffat Road. This additional traffic would reduce capacity for the through traffic
along SH2 which would result in increased delays along this route. Therefore, this
development should be discouraged until after the TNA is provided.



As the Bethlehem College is located to the east of the bottleneck along SH2 between
Carmichael Road and Moffat Road, the proposed expansion of the college does not
have a significant impact on the surrounding local roads. It should be noted that as
this is a school, trips to and from the college are likely to occur outside of the typical
peak periods (in particularly in the PM peak period) and trips would be dispersed
across Tauranga and hence the impact of the additional traffic would also be
dispersed across the surrounding road network.

It should be noted that if these developments identified above were to go ahead, they would
be offset by a reduction in development elsewhere. That is, the total SmartGrowth population
and household figures will not change.
A further sensitivity test has also been undertaken in relation to the effects of public
transport. This test was completed in order to determine the level of public transport services
required to achieve a 7% target mode share29 and to determine the effect this would have on
the network.30 The analysis was conducted for both Bethlehem (Route 10) and SH2 South of

29

The 7% target comes from the New Zealand Transport Strategy 2008

30

This involved using the 2031 model results as the basis for identifying the effect of reducing home

based trips by 7%, while leaving non-home based trips (e.g. freight) at 100% of estimated levels for 2031.
The maximum capacity for buses was assumed to be 30 passengers (as per the current Bay Hoppers).
Car occupancy was assumed to be 1.2. This occupancy is based on recent work done within the
Auckland Region. The assumption therefore was that for every car trip removed from the road, 1.2
passenger transport trips would need to be accommodated.
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Omokoroa. It was found that a minimum of five buses per peak hour would be required in
both locations by 2031 to accommodate a 7% mode shift within the Study Area. Note that
these are two separate catchment areas, and therefore require two separate services.
As a consequence of this analysis, it has been found that a 7% modal shift (from private cars
to public transport) does not change the requirement for the proposed capacity
improvements. To some degree it is likely to extend the life of the capacity improvements
that have been proposed.
All of the modelling work undertaken has informed and influenced the transport package
developed for the Northern Corridor.

5.6. Public Passenger Transport
Currently there is no specific public transport strategy for the Northern Corridor. However,
there are improvements proposed to public transport services that will benefit the Northern
area. This Strategy sets out what is happening at present and what investment is currently
proposed. Actions 6 and 7, contained in section 10 of this Strategy, outline the further work
that is required in the public transport area.
It is clear that in order to reach the targets set by the NZTS and the GPS further work will
need to be completed. This Strategy has modelled and tested the impact of achieving a 7%
modal shift to public transport in the Northern Corridor. This analysis has indicated the level
of service required to reach this level of modal shift. Significant investment will be required in
order to achieve a more comprehensive public transport service for the Northern Corridor.
With approximately half of all journey to work trips terminating in the Tauranga central area,
there is significant potential to encourage modal shift to public transport along the Northern
Corridor.
At present, public transport for the Northern Corridor consists of the following bus services:
Table 7: Existing Public Transport Services for the Northern Corridor
Route 10

Bethlehem / Brookfield

A service between the Tauranga CBD
and the suburbs of Tauranga South,
Judea, Brookfield (including the
Brookfield shops), Parklands and
Bethlehem. Runs every 30 minutes.

Intra-regional service

Katikati-Tauranga

A service between Katikati (via
Omokoroa, Te Puna, Bethlehem and
Wharf St, Tauranga) and Tauranga
Hospital. Runs 2 – 3 times a day.

Intra-regional service

Waihi Beach – Waihi /
Katikati

A service between Waihi Beach and
Waihi / Katikati.
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Providing and Funding Passenger Transport
Environment Bay of Plenty’s LTCCP provides for a doubling in the current level of Tauranga
bus service across the network, by the end of the 2009/10 financial year. This increase
includes moving from 60 minute to 30 minute frequencies on all routes in Tauranga. There
are also plans to move to 15 minute frequencies on selected routes, including the Bethlehem
service.
Environment Bay of Plenty and Tauranga City Council are also working together on the
provision of public transport. The regional council is proposing to provide a higher level of
service in their 2009 – 2019 LTCCP which will be supported by Tauranga City Council
through the provision of matching public transport infrastructure. This higher level of service
and improved infrastructure is intended to support the sub-region’s growth management
approach and to also align with the direction and targets set by the NZTS and the GPS.
The following table sets out the public transport projects for the Northern Corridor. A
number of these are district or region-wide. Further work will need to be completed to
determine the detail of what will be provided for the Northern Corridor.
Table 8: Public Transport Infrastructure
Project

Timing

Indicative Cost

Region-wide
passenger
transport services – operating
expenditure (this includes

2009 – 2016

$90,500,000

Region-wide
Passenger
transport capital expenditure
(EnvBOP)

2009 – 2016

$886,413

Increased level of service for
Bethlehem and Omokoroa

Timing will be determined as
part
of
strategy
implementation

$1,100,000 per year

District-wide: Installation of
14 new bus shelters per

2009 - 2015/16

$1,720,000

2015/16

$1,200,000

2008 – 2015/16

$1,330,000

providing a 30 minute bus
service on all routes in
Tauranga) (EnvBOP)

annum (TCC)
District-wide: Installation of
real time integrated
information system for
Public Transport
(TCC)
District-wide: Other new
infrastructure to support
public transport (TCC)
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Park and ride facilities
(Omokoroa and / or Te
Puna) (WBOPDC)

Work is currently being
completed
to
determine
timing and cost.

Public
transport
infrastructure for growth
areas (Omokoroa, Katikati
and
Waihi
Beach)

Awaiting further information
on timing and cost.

(WBOPDC)
Environment Bay of Plenty is working towards a passenger transport target for the western
Bay of Plenty of 8% of all trips by 2013.31
The Northern Corridor Strategy provides for bus lanes on SH2 once the Tauranga Northern
Arterial is in place. This will help to facilitate the efficiency of public transport services. It will
also make is a more appealing option for commuters.
Given the large number of commuter trips from the Northern Corridor into the Tauranga
central area, consideration should be given to a central city link bus service. This service
could then take people to the areas they need to get to for work once they have reached the
central city public transport station.

5.7. Walking and Cycling
The following walking and cycling projects for the Northern Corridor are contained within
the 2006 LTCCPs of Tauranga City and Western Bay of Plenty District and the National Land
Transport Programme. The projects and their timing and cost may be subject to change
following the 2009 review of LTCCPs. Further work will also need to be completed to
determine the detail of what will be provided for the Northern Corridor for some of the
district-wide projects.
Table 9: Walking and Cycling Infrastructure
Project

Timing

Indicative Cost

District-wide strategic

2008-2016

$900,000

2008-2016

$900,000

2008-2016

$45,000

2007-2016

$1,300,000

cycleways (WBOPDC)
District-wide cycling
facilities to recreational areas
(WBOPDC)
District-wide urban
cycleways
(WBOPDC)
District-wide footpath

31

Environment Bay of Plenty Long Term Council-Community Plan 2006-2016

Northern Corridor Strategy, March 2009

50

development,
including
additional levels of service
(WBOPDC)
Walkways at Omokoroa and
Katikati (WBOPDC)32

2009 – 2016

$280,000

Clip on pedestrian / cycle
facility for the Wairoa Bridge
(NZTA)

2008/09-2017/18

$1,000,000 +

Cycle lanes – Moffat Road
(TCC)

2009-2016

$35,000

Off-road cycle facilities –
Carmichael Valley (TCC)

2009-2013

$150,000

Walkways at Bethlehem

2009-2016

$219,000

Pedestrian / cycle overbridge
– over Route J33 (TCC)

2009-2016

$900,000

Various pedestrian and
cycling routes around
schools (TCC)

2009-2016

$50,000

There are also city-wide pedestrian links and cycleways planned which will encourage the
use of these modes. In particular, the Integrated Transport Strategy for Tauranga contains a
series of walking and cycling actions which include:


Design and construct a network of walk / cycle paths and cycle lanes [$950,000 per
annum over 10 years]



Install appropriate number and styles of cycle stands around the city [$20,000 per
annum]



Ensure a high level of maintenance of walking and cycling facilities [included in
Asset Management Plan]



Ensure safe, secure cycle access and stand at commercial developments through
District Plan changes.



Undertake a plan change to require pedestrian facilities in new developments



Ensure through the District Plan and the Code of Practice for Development that
walking and cycling networks are provided in new subdivisions

32

Note that this includes walking for recreation

33

Note: This project is still to be confirmed
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The Integrated Transport Strategy for Tauranga also sets out the following Walking and
Cycling Network Plan, part of which covers the Bethlehem area.

The structure plans for Omokoroa (stages 1 and 2) and Katikati both include walkways. These
structure plans are attached as Appendix 6.
With the new developments planned for the Northern Corridor care will need to be taken
that walkways and cycle paths are linked together across different developments and also
connecting with existing areas. It is important that these modes are provided for in the
planning and design of new developments.
Walking and cycling is unlikely to make a significant difference in terms of modal shift for
commuter trips along the Northern Corridor. This is due to the long travel distances
involved. However, this strategy aims to facilitate walking and cycling through modal
integration, for example by providing cycling facilities at park and ride locations. This
strategy will also encourage walking and cycling for non-commuter trips.

5.8. Transport Demand Management
The Bay of Plenty Demand Management Strategy contains several implementation packages.
The relevant package in terms of the Northern Corridor is the Western Bay Growth Package.
The components of this package relevant to the Northern Corridor include:


Park and ride at Omokoroa
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Corridor protection for public transport (eg making space for bus lanes and
cycleways)



Structure Plans / Road Hierarchy plans to link subdivisions



Provision of direct cycleways and walking links within new subdivisions

Table 10: Programme for Western Bay Growth Area Linkage Package
0 – 10 Years

Beyond 10 years

Public transport interchange / Park & Ride
Corridor protection for public transport

Corridor protection for public transport

Structure Plans / Road Hierarchy plans to
link subdivisions

Structure Plans / Road Hierarchy plans to
link subdivisions

Behaviour change and educational aspects of demand management are part of the TDM
package. This includes travel plans for work places and large developments. Tauranga City
Council is also promoting a new car share initiative.34 This encourages people to share rides
to and from their workplace.
The following specific travel demand management package is proposed for the Northern
Corridor in order to manage traffic growth and encourage modal shift. A number of these
measures have also been included under public transport and walking / cycling.

34



Increasing urban area parking prices to higher than that of a public transport return
trip.



Limiting urban area parking.



Increasing the Route 10 Bethlehem service to 15 minute intervals for peak periods and
30 minute intervals for off peak.



Increasing the frequency and capacity of the Katikati service.



Off peak Katikati services, via Omokoroa and Te Puna.



Investigation of a future Omokoroa service integrated with the Katikati service.



Long distance services to take advantage of travel time savings from the TNA.



Park and ride at Omokoroa, and potentially Te Puna.



Cycle lanes for SH2, particularly the Bethlehem area.



Encouraging school and workplace travel plans.

http://www.carsharebop.co.nz/
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Location of a secondary school at Omokoroa in the future



An inner-city link service.



Consideration of fare structures for public transport.



Tolling is also a potential tool for managing demand.

Tauranga City is the ‘receiver’ destination for a significant number of commuter trips which
originate in the Northern Corridor. For this reason it is important that Tauranga City Council
maintains its current direction with parking policy35. Equally, Western Bay of Plenty District
Council will need to ensure that it puts in place good options for using alternative modes (eg
park and ride). This will help to ensure successful management of traffic demand along the
Northern Corridor.

5.9. Rail and Coastal Shipping
Bay of Plenty Rail Network
The East Coast Main Trunk railway runs along the Northern Corridor and passes through Te
Puna and Omokoroa. Rail is used for the transportation of freight only at the present time.
Figure 4: Bay of Plenty Rail Network36

35

The Tauranga City Council LTCCP for 2006-16 has a policy to increase city-wide parking pricing,

enforcement and hours of service to support increased provision of public transport and to encourage a
change in public behaviour.
36

Bay of Plenty Rail Strategy 2007 at page 9
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As part of implementing the Bay of Plenty Rail Strategy a workshop was held in July 2006 in
order to identify the future rail needs (both freight and passenger) for the western Bay of
Plenty sub-region. The conclusions reached at the workshop are set out below under rail
freight and passenger rail.
Rail Freight
The major freight products carried by rail in the Bay of Plenty are: forestry products; importexport goods; coal. Rail freight in the western Bay of Plenty sub-region revolves almost
entirely around the Port of Tauranga.
Inter-regional rail freight connections run between the Bay of Plenty and the Waikato.
Auckland is also a key part of the inter-regional rail movements and forms part of the
significant Auckland – Hamilton – Tauranga triangle. This is a major corridor in terms of
freight movement. The main hub for these rail freight movements in the Bay of Plenty is the
Port of Tauranga.
The Port of Tauranga is the central hub for freight activity. At present rail carries 40% of all
Port freight37. 4.7 million tonnes / annum are shifted via rail to and from the Port38.
The Te Puna Rural Business Park and the business land at Omokoroa will be strategically
located beside the rail network. There will be opportunities to transport freight to and from
these locations via rail.
There have been discussions about the possibility of allocating some of the Waikato’s Crown
Grant for transport to construct a new crossing loop39 at Omokoroa. If this were to proceed it
could replace the existing loop at Apata (583m length) providing potential for four trains per
hour through the Waikato. The project is likely to cost between $1.7 and $2.0 million. Note
that unlike the Waikato, the Bay of Plenty Crown Grant does not contain any allocation for
rail in the region.
The rail workshop reached the following conclusions concerning the future of freight rail in
the western Bay of Plenty sub-region and the Northern Corridor in particular:


The rail link between Tauranga and Auckland is vital and will remain so.



The volumes of freight carried via rail for the Port of Tauranga will continue to grow.



Most of the growth will take place in and out of Sulphur Point at the Port of
Tauranga.



The current capacity of the northern rail corridor can cater for projected freight levels
for the next 20 to 30 years.

Source: The Port of Tauranga
Source: Toll New Zealand
39 A passing bay for trains.
37
38
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Capacity can be significantly increased with additional or expanded crossing loops or
increasing the length of trains.



Double tracking the rail line is not required in the foreseeable future.

Passenger Rail
The rail workshop reached the following conclusions concerning passenger rail in the western
Bay of Plenty sub-region and in particular along the Northern Corridor:


Buses are the preferred passenger transport option for the short to medium term.



Passenger rail could be an option along the Northern Corridor in the longer term.
This could possibly link Omokoroa with the Tauranga CBD. However, there are some
difficulties with using the existing corridor as it would have an impact on freight
capacity.



A service to Omokoroa would only be viable as an adjunct to a passenger rail service
along the Eastern Corridor.



The location of Park and Ride facilities should consider the integration of existing and
future bus services, as well as potential rail services.

Protection of the Rail Corridor
It is important to ensure that development along the Northern Corridor does not encroach on
the strategic rail corridor. As identified in the Rail Strategy, Environment Bay of Plenty is
undertaking work in this area that will identify where capacity may be increased in the future
so that development does not locate too close to the rail network. All local authorities should
plan to maintain the rail corridor at its normal width. This existing corridor is wide enough to
allow for future capacity increases.
Coastal Shipping
The RLTS contains policies under economic development which encourage the use of coastal
shipping. The RLTS also views coastal shipping as a potential means of managing travel
demand by taking some of the freight task. The most important contributor to sea transport in
the region is the Port of Tauranga. The Port is New Zealand’s largest export port by volume,
and second largest container port.
There is currently a proposal to operate a coastal feeder service which would use the Port of
Tauranga as one of the hubs.
This Strategy supports the use of coastal shipping for freight in line with the RLTS.

Northern Corridor Strategy, March 2009

56

5.10. Northern Corridor Transport Package
As a result of the investigations completed as part of this strategy, the following table
contains the proposed transport components of the Northern Corridor along with indicative
timing and cost estimates.
Table 11: Northern Corridor Transport Package
Components / Projects

Indicative
Timing40

Preliminary
Cost Estimate
($million)41

Northern Corridor local cycling and pedestrian
activities (cycle lanes and facilities, walkways,
overbridges and other projects)

2008/09

$1.7m

Clip on pedestrian / cycle facility for Wairoa Bridge

2009/10

$1.0m

Northern Corridor public transport infrastructure (bus
shelters, real time information, other infrastructure)

2007-2016

Public transport operating expenditure (increasing
level of service for Bethlehem and Omokoroa)

Timing to be
determined as
part of strategy
implementation

Rail: Apata Crossing Loop43

2009 - 2017

Omokoroa roundabout

2011

Park and ride - Omokoroa44

Work still being
completed on
costs and
timing45

Minden Road / Te Puna Road intersection
improvements

2011

$7.0m

New roundabout in west Bethlehem and closure of
Carmichael Road

2011

$1.8m

Four lane urban arterial between new roundabout and
Moffat Road / Bethlehem Road roundabout (includes
provision for public transport facilities, parking and
pedestrian crossings)

2011

$4.4m

+
$30.0m42
$1.1m
per annum

$2.0m
$14.1m

40 Indicative timing refers to proposed completion dates for the items listed based on predicted land use
and traffic growth. These dates are estimates only and are not intended to reflect timings in the current
or future National Land Transport Programme.
41 The cost estimates are based on current knowledge and will be subject to variability.
42 This is a nominal estimate only for providing improved public transport infrastructure along the
Northern Corridor. The scope of any work still needs to be determined.
43 The indication of Crown Funding for the Apata Crossing Loop project would be from the Waikato
Crown Grant package as it contains funding for rail. This is subject to further work and agreement from
the Waikato region.
44

Further information will be available once the Omokoroa Park and Ride Feasibility Study has been

finalised.
45

Further information will be available once the Omokoroa Park and Ride Feasibility Study has been

finalised.

Northern Corridor Strategy, March 2009

57

Realignment and median barrier from Moffat Road /
Bethlehem Road roundabout to Route J

2013

$4.5m

Four lanes from Moffat Road / Bethlehem Road
roundabout to Route J

2011

$4.5m

Upgrading of urban arterial section through Te Puna
(includes provision for parking, pedestrian crossing
and public transport facilities)

2011

$5.0m

Katikati Bypass

2013

$42.0m

SH2 / Marshall Intersection

2013

$2.8m

Wharawhara Roundabout

2013

$5.3m

Tauranga Northern Arterial (2 lanes) – with passing
lanes

2021

$130.0m

Roundabout to connect to the Tauranga Northern
Arterial at Loop Road (Te Puna)46

2021

Included in
estimate above

Roundabout to connect to Route K

2021

Included in
estimate above

Four lane expressway from Omokoroa to the
Tauranga Northern Arterial

2026

$140.0m

Upgrading of Omokoroa Road to four lanes

2026

$5.4m

Upgrading of Tauranga Northern Arterial to four
lanes (from Te Puna to Route K), including ramps at
Route K to replace roundabout

2031

$41.0m

Interchange at Minden Road or Clark Road to replace
Loop Road roundabout if necessary. Interchange at
Route K to replace roundabout if necessary.

2031

Park and ride - Omokoroa47

Work still being
completed on
costs and
timing48

$35.0m
(Minden only)

Total

To be completed

Further information concerning some of the project costs summarised in Table 11 is provided
in Appendix 7.
As indicated above, a complete transport solution for the Northern Corridor includes not
only the development of the State Highway network and its connections, but also the ongoing
protection of existing local roads, improved public transport and walking and cycling
facilities and demand management measures.

46

Connectivity in the vicinity of Te Puna needs to be reviewed.

47

Further information will be available once the Omokoroa Park and Ride Feasibility Study has been

finalised.
48

Further information will be available once the Omokoroa Park and Ride Feasibility Study has been

finalised.
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5.11. Options and Alternatives
A number of options and alternatives to the transport package proposed for the Northern
Corridor have been considered. Work on potential transport solutions for the Northern
Corridor has been developed over a number of years.
There are significant physical constraints along the Northern Corridor which has influenced
where the roading network is located. Natural constraints include the Kaimai Range and the
Tauranga Harbour. The area also contains heritage sites of significant cultural value,
including pa sites and urupa. There are numerous ecologically significant areas.
Topographical and geological constraints make the transport route challenging when
considering alternatives.
These constraints have led to a linear infrastructure pattern along SH2. There are limited
options available in terms of alternative locations for the new infrastructure proposed for the
Northern Corridor.
The existing designations, which include Te Puna to Omokoroa and the Tauranga Northern
Arterial, have been through options analysis as part of the notice of requirement provisions of
the RMA 1991.
Funds are currently being applied for in order to progress a secondary investigation of the
Tauranga Northern Arterial. This will enable consideration of further options to inform the
design process, including:


Network linkages



Considering appropriate design standards (cross section and connection designs)
which may deliver equal benefits and lower costs



Staging and timing of components of the strategy including those elements to be
provided by the territorial authorities as part of the overall corridor implementation



Scope of activity under funding request

5.12. Social and Cultural Impact
The transport activities proposed by this Strategy will have an effect on people and
communities in both positive and also in potentially negative ways. There is a need to
consider the social and cultural impact of transport activities that will have an adverse effect
on people in the corridor. This includes issues such as community severance and impacts on
culturally significant sites.
Social, cultural and environmental impacts are considered during the designation and
consent stages for proposed new infrastructure. Mitigation measures are included within the
consent conditions. However, there is an ongoing need to ensure that affected communities
are involved in the Strategy process. Action 2 contained in section 10 of this Strategy aims to
ensure that this occurs.

Northern Corridor Strategy, March 2009

59

The social, cultural and environmental impact of various transport projects will also be
considered at the project design stage.

5.13. Urban Design
Urban design in its wider sense permeates through most of this Strategy document. It is a key
consideration in terms of SmartGrowth principles like “live, work and play”. Growth areas
were identified and will be implemented set within an urban design framework. For example,
by providing key walking and cycling links within growth areas to allow people easy access
to local shops and recreational facilities.
Urban design principles will also be considered within a specific transport context. The
Ministry of Transport, the NZ Transport Agency, Tauranga City Council and Western Bay of
Plenty District Council are all signatories to the New Zealand Urban Design Protocol. As
signatories to the protocol these organisations have specific urban design initiatives. In
particular, Tauranga City Council and Western Bay of Plenty District Council have specific
strategies which aim to take a more urban design focussed approach to land use and
infrastructure.
The network hierarchy and the nature, location and timing of the various transport projects
proposed by this Strategy have attempted to be sensitive to the communities within the
corridor and also its rural nature.
As part of the development of preliminary designs, the NZ Transport Agency will include
attention to urban design matters and ensure that these are carried forward into the final
stages.
Urban design actions for the NZ, Transport Agency, Tauranga City Council and Western Bay
of Plenty District Council include:
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Table 12: Urban Design Actions
NZ Transport Agency

 Optimal projects from an urban design perspective
 Assessment of Environmental Effects (incorporating urban
design principles into these assessments)
 Best practice
 Defining quality urban design and its implications for the
NZTA
 Incorporating urban design into planning and projects at the
outset
 Raising awareness of the value of quality urban design
 Using best practice groups to develop design guides to achieve
urban design principles
 Consultative group across the whole transport sector.

Tauranga City Council

 Resource consent pre-application advice
 Design guidelines
 City-wide spatial framework
 Incentives for great design
 District Plan review
 Incorporate urban design criteria in Council project briefs
 Support neighbourhood planning processes
 Partnerships – private sector and others

Western Bay of Plenty
District Council

 District Plan review
 Code of practice
 Structure plans
 Incentives
 Design and development guidelines
 Communication and education
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6. Seriousness and Urgency
This section addresses the seriousness and urgency of the mobility problems that the
Northern Corridor Strategy is attempting to address. Seriousness and urgency involves a
consideration of trends in modal split, passenger transport patronage, congestion levels and
safety. All of these factors show the overall need for the land use and transport strategy set
out in this document. This analysis has only been undertaken at a high-level in terms of the
overall strategy and is not an assessment for individual projects.

6.1. Modal Shift Data and Public Transport Patronage
The following table shows the modal split data for Tauranga City, the Western Bay of Plenty
District and the Northern Corridor taken from the 2006 census.

Bicycle

Walked or
Jogged

5%

1%

0%

1%

2%

4%

Western
Bay of
Plenty

72%

16%

5%

0%

0%

2%

1%

4%

Northern
Corridor

73%

17%

5%

0%

0%

1%

1%

3%

Commercial
Vehicle

Motorcycle

16%

Train
Passenger

71%

Public Bus
Passenger

Private Vehicle

Tauranga

Passenger in
Vehicle

Area

Table 13: Mode Shares for Tauranga, Western Bay of Plenty and Northern Corridor (%)

Note: this excludes non-commuter trips such as “did not work” and “worked at home”.
Further detail on mode shares within the Northern Corridor areas is provided below.

Walked or
Jogged

Waihi
Beach
Area

69%

17%

5%

0%

0%

1%

1%

6%

Katikati

71%

9%

5%

0%

0%

2%

3%

10%

Omokoroa

71%

20%

2%

1%

0%

1%

1%

3%

Te Puna

75%

16%

4%

0%

0%

0%

0%

4%

Bethlehem

71%

21%

3%

0%

0%

1%

1%

2%

Area

Bicycle

Motorcycle or
Power Cycle

Train
Passenger

Public Bus
Passenger

Passenger in
Vehicle

Commercial
Vehicle

Private Vehicle

Table 14: Mode Shares within the Northern Corridor (%)
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Area
Northern
Corridor
Total

73%

17%

5%

0%

0%

1%

1%

3%

As identified in Table 13, the Northern Corridor mode shares are similar to those within the
western Bay of Plenty sub-region. Within the Northern Corridor itself, there are some
differences in how people travel to work. As shown in Table 14, the communities of Katikati
and the Waihi Beach area (including Island View and Athenree) have a higher rate of walking
and cycling. The highest reliance on vehicles is in Te Puna.
Environment Bay of Plenty and the Western Bay of Plenty District Council have confirmed
that public transport services have improved significantly since the 2006 census figures
shown in Table 14. It can be assumed that public transport mode shares have already
increased since the census with the increase in patronage that has followed increased services.
However, it can also be assumed that there is a substantial shortfall between the current
mode share and those of the NZTS / GPS and RLTS targets.
The western Bay of Plenty sub-region plans to grow passenger transport service levels over
time consistent with the aims of the NZTS and RLTS for modal shift. The SmartGrowth
Strategy and the associated land use pattern aim to improve public transport through a more
compact urban form.
The data indicates that there is a need to continue to improve the public transport level of
service for the Northern Corridor in order to achieve greater modal shift. There is the
potential to achieve greater levels of modal shift in the Northern Corridor given that a large
proportion of commuter trips are into Tauranga City. Public transport will become an
increasingly viable option due to the increase in population density.
Public transport is also important in terms of providing access to employment opportunities,
as well as in maintaining the level of service of the corridor by increasing its people carrying
capacity.
While there are significant gains to be made by improving public transport infrastructure and
services along the Northern Corridor, these will not remove the need for the roading
improvement projects proposed. The corridor is already congested which limits the
effectiveness of public transport. However there are gains to be made as public transport, in
conjunction with demand management measures, will affect the timing of projects and will
lengthen the life of these projects. This is why an integrated transport package approach is
essential.

6.2. Congestion
The purpose of SmartGrowth and the Northern Corridor Strategy is to manage long term
growth in a sustainable manner. The proposed transport infrastructure is necessary to
manage the growth that is occurring. This does not just involve dealing with existing
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congestion as there is future planned growth to cater for as well. It is about achieving a
sustainable land use and transport pattern for the long term.
Existing traffic volumes are shown below49. As indicated in the table, the traffic volumes
increase significantly closer to Tauranga. The marked increase south of Omokoroa will
become even more pronounced when the Omokoroa Peninsula is fully developed.
Table 15: Northern Corridor Traffic Volumes

Location

2002 AADT50

2006 AADT

HCV51

Athenree – Katikati

6,725

7,570

13%

Katikati

9,225

10,130

Katikati – Omokoroa

9,040

10,180

10%

Omokoroa – Bethlehem

14,200

16,180

9%

Bethlehem – Tauranga

21,590

23,530*

8%

* Volumes reached a peak of 26,160 vehicles per day in 2005

Future traffic volumes have been estimated at Katikati and Omokoroa as part of their
individual plan change applications.
To retain level of service, priority should be given to separating the local and strategic trips
where there is an existing conflict of road purpose, for example Katikati and Bethlehem. The
level of service analysis undertaken for this strategy suggests that the Northern Arterial will
need to be completed by 2021. The analysis also indicates that by 2031 the Northern Arterial
will need to be four lanes.

6.3. Fatalities
Conflict between relatively high traffic volumes (for a two lane highway), closely spaced
accesses and intersections and substandard widths and geometry has led to safety issues
along the Northern Corridor.
SH2 has a high crash record. The number of crashes per annum and their severity have
decreased in recent years due to a number of safety improvement projects. The ratio of injury
crashes to all crashes decreased from 50% in 1999 to 31% in 2006.

49

Transit NZ, Sub-regional Highway Strategy - State Highway 2: Athenree to Tauranga , September 2007 at

page 18
50

AADT: Average Annual Daily Traffic

51

HCV: Heavy Commercial Vehicles
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Despite this decrease in the number of crashes there are still significant safety concerns along
the corridor. Projects such as Te Puna to Omokoroa four laning, the Katikati Bypass and
various intersection improvements and local road upgrades aim to address safety issues.

6.4. Timing of Expected Problems
There is an existing congestion problem along the Northern Corridor (including traffic
growth associated with inter-regional transport movements). The approach is to manage long
term growth sustainably and to provide the transport infrastructure to support this.

6.5. Timing of Development and Infrastructure
In order to manage the growth occurring in the Northern Corridor, appropriate infrastructure
needs to be provided in a timely manner. If this doesn’t happen, growth will not only be
constrained but will occur in a piecemeal and uncontrolled way which will have a negative
impact on the transport network. It will also be very difficult to obtain appropriate mitigation
measures as the developments will be occurring on an individual basis.
The timing and sequencing of development along the Northern Corridor is critical in order to
ensure that infrastructure and development is coordinated. The traffic modelling undertaken
for this strategy has indicated that it is possible to stage various elements of the transport
package, in particular the SH2 upgrades and the Northern Arterial. If these projects are well
coordinated with the timing of the land use, and if demand management tools are put in
place, then the infrastructure can be staged which will reduce the financial impact.
Work is currently being completed on the detailed timing of land use and transport
infrastructure. This may alter some of the timings for various projects as contained in this
Strategy.

6.6. Need for Investigation Funding
There are two components to the future State Highway in the Northern Corridor:
 The Tauranga Northern Arterial
 Omokoroa to TePuna
When these projects were designated there was not the same rigour required as there is now
and there are several issues which require urgent updating even though there is no current
plan to fund the construction within the 10 year forecast. The issues are:
 The two designations did not take adequate account of the locations of connections to the
proposed alignments and there is obvious need for these to be reviewed. As these
connections have been designated and have impacts on land owners there is a need to
resolve these in the near future.
 At the time of designation only very limited geotechnical investigations were undertaken
and as the route traverses some very marginal ground conditions there is a very high risk
to the very preliminary cost estimate. Investigation funds will enable sufficient
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investigations to be completed to enable a better cost estimate to be prepared. This will
also assist the Regional Transport Committee with its RLTP considerations in the future.
 Staging and timing of construction. Again at the time of designation no consideration was
given to the staging of any construction. There are opportunities to stage any construction
to optimise funding and to manage single occupancy car use but providing a reduced
level of infrastructure whilst addressing the current levels of congestion by a combination
of improved PT as well as managed additional corridor capacity.
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7.

Assessment

The following section provides a high level assessment of the Northern Corridor Strategy in
terms of how the land use and transport components contribute to the:


Purpose and outcomes of the LTMA 2003



Objectives of the NZTS



GPS targets52



GPS evaluation factors53

7.1. Integration and Responsiveness
The transport package proposed for the Northern Corridor integrates with the SmartGrowth
land use pattern. The SmartGrowth Strategy promotes a more compact urban form.
Modelling work undertaken for the land use pattern that underpins the SmartGrowth
Strategy indicates that there will be a reduction in vehicle kilometres travelled, compared to
other land use options.
The proposed developments along the Northern Corridor at Omokoroa and Bethlehem
envisage a mix of low and medium density residential intensification. The low density yield
is estimated at 15 households per hectare while the medium density is at 30 households per
hectare. Business land is provided at each growth area to service the employment needs of
the Northern Corridor in order to promote “live work and play” concepts which have the
potential to reduce travel demand. Improvements to public transport services and the
walking and cycling network are proposed for the Northern Corridor as well as
improvements to the public transport service. New developments along the Northern
Corridor will be required to pay some funding towards transport infrastructure (such as bus
shelters, walking and cycling networks) as part of the resource consent process and
development contributions.
The Northern Corridor transport package is a proactive response to growth and transport
needs. TDM will be integrated with any new infrastructure to ensure optimal improvements.

7.2. Assisting Economic Development
The approach taken to land use and transport in the Northern Corridor assists economic
development in the following ways:


Facilitates economic development by providing links from the north into Tauranga.



Will improve travel times.

52

Short to medium term targets translated from the NZTS

53

Identified on page 21 of the GPS (2008)
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Provides better access for the intensively farmed areas in this part of the Bay of
Plenty.



Provides a major transport link between the Bay of Plenty, Auckland and the
Coromandel Peninsula.



The Northern Corridor is an important tourist route and is promoted as part of the
Pacific Coast Highway.



The corridor provides important intra-regional access serving Waihi Beach, Katikati,
Omokoroa, Te Puna, Bethlehem and the intensively farmed areas in this part of the
western Bay of Plenty sub-region.



Supports improvements to the rail corridor to encourage more freight to be carried by
rail and improve the links between the Waikato and the Port of Tauranga.

7.3. Assisting Safety and Personal Security
The Northern Corridor transport package has a particular focus on safety and removing
inappropriate traffic through towns.
Improvements to SH2 and the development of the Northern Arterial will have significant
safety benefits which will reduce vehicle related fatalities and injuries. Traffic management
measures such as speed restrictions and passing constraints to improve safety on this section
of the highway are also proposed as part of the overall package.

7.4. Improving Access and Mobility
The Northern Corridor transport network aims to link the towns of the Western Bay of Plenty
District with Tauranga City. The projects proposed will improve access to services and
employment.
The Northern Corridor transport package includes improvements to public transport.
Environment Bay of Plenty is doubling the current level of service for Tauranga buses across
the network. Provision for park and ride has also been made within the Northern Corridor.
This Strategy has also estimated the costs of providing a public transport service out to 2031
which would achieve a modal shift of 7%. A dedicated bus lane will also form part of the
improvements to the roading network.
The transport package includes walking and cycling projects. The aim is to ensure that the
growth areas have good access within and between residential areas, as well as to
employment and recreational facilities. New developments are required to make provision
for walking and cycling.
SH2 provides the only northern road access to Tauranga and attracts considerable tourist
traffic from Auckland, Hauraki and the Coromandel Peninsula. Improvements to the corridor
will facilitate better access and mobility between the Bay of Plenty, Waikato and Auckland
regions.
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7.5. Protecting and Promoting Public Health
New developments will be required to include designs which both encourage and facilitate
increased use of walking and cycling.
Both the Tauranga City and Western Bay of Plenty District Councils have provided funding
for walking and cycling activities along the Northern Corridor in their LTCCPs. Environment
Bay of Plenty has recently released a Draft Regional Walking and Cycling Strategy to better
coordinate and encourage these modes.
The long term improvements planned for the roading network along the Northern Corridor
will reduced the traffic conflicts in small townships by removing heavy vehicles from the
main streets. This will have public health benefits for these communities by reducing
emissions, noise and vibrations and improving safety.
Further mitigation measures for noise and vibration are also dealt with under the RMA 1991
as part of plan changes and resource consents. Reducing congestion and increasing the use of
alternative modes will also assist in reducing noise and vibration and improving air quality.

7.6. Ensuring Environmental Sustainability
The SmartGrowth Strategy promotes a more compact urban form which is more
environmentally sustainable. The land use pattern which underpins the SmartGrowth
Strategy has less daily vehicle trips and less vehicle hours than a more dispersed pattern.
The Northern Corridor package incorporates travel demand management, public transport,
walking and cycling projects. This will contribute to environmental sustainability by
encouraging people to use more sustainable modes of transport. The land use pattern will
also facilitate this.
More specific environmental factors such as impacts on landscape, severance, heritage, and
biodiversity are largely dealt with at the individual project or development level. Resource
consents will contain appropriate mitigation measures which take landscape, severance,
heritage and biodiversity issues into account. Severance is avoided through the design of
individual projects. See the Assessment of Environment Effects completed for various projects
along the Northern Corridor for more detail. The SmartGrowth Strategy itself contains some
high level principles and policies concerning highly versatile land, landscapes, ecological
protection, costal resources and cultural heritage.
Traffic modelling has indicated that daily traffic is considerably reduced from roads under
the SmartGrowth land use strategy. This will result in a reduction of CO2 emissions.
The Northern Corridor Strategy also allows for the potential of rail to shift freight along the
corridor. Business land at Omokoroa and Katikati will be strategically located close to the rail
corridor.
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7.7. GPS Targets
The following table contains the short to medium term land transport targets as set by the GPS. These are derived from the long term targets set by the NZTS.
The aim is to indicate, in summary form, how the Northern Corridor Strategy will contribute to achieving these targets.
Table 16: Northern Corridor Contribution to GPS Targets
NZTS Objective

Specific GPS Target

The Northern Corridor Strategy

Ensuring Environmental
Sustainability

Reduce kilometres travelled by single occupancy vehicles, in

Increase in public transport services, including park and

major urban areas on weekdays by 10 percent per capita by
2015.

ride provision.
Walking and cycling initiatives.
Travel plans.
SmartGrowth “live, work and play” approach of having
residential, business and recreational needs in close
proximity.

Ensuring Environmental
Sustainability

Increase the mode share of transporting freight by coastal
shipping and rail by 2015

Proposed Apata Crossing Loop rail project will help to
increase rail’s mode share in the Bay of Plenty.

Assisting Economic
Development

No overall deterioration in travel times and reliability on
critical routes by 2015

The Northern Corridor transport package will help to
achieve this target by managing traffic demand, providing
more capacity in key areas and addressing congestion
issues.

Assisting Safety and Personal

Reduce fatalities and hospitalisations form road crashes by
2015

A number of the Northern Corridor projects contain safety
elements. For example, 4 laning between Omokoroa and Te
Puna, the Katikati Bypass and various intersection

Security
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improvements and local roading projects.
Improving Access and
Mobility

Increase patronage on public transport by three percent per
year through to 2015

Park and ride at Omokoroa.
Bus lanes on SH2 once TNA is constructed.
Increase in public transport services, particularly for
Bethlehem and Omokoroa.
SmartGrowth land use pattern is aimed at facilitating public
transport.

Improving Access and
Mobility

Increase the number of walking and cycling trips by one
percent per year through to 2015

A number of walking and cycling projects are proposed as
part of the Northern Corridor transport package.
SmartGrowth land use pattern is aimed at making walking
and cycling easier.
All large-scale developments to include walking and cycling
facilities.
For commuter trips, modal integration will be the focus (for
example, providing for cyclists at the park and ride)
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7.8. GPS Evaluation Factors

The GPS sets out seven key factors that planning and evaluation processes need to take
account of in order to achieve the targets set by the NZTS and the GPS. This section provides
an overview of how the Northern Corridor Strategy has considered these factors during its
preparation and how it will continue to do so during implementation phases.
Achieving value for money
The transport projects outlined in this strategy still require design and development work.
There will be opportunities for achieving value for money through:


Staging (of land use and transport infrastructure)



Integration with other activities (particularly land use)



Integration with the programming of improved public transport services



Demand management initiatives

Ensuring integrated planning
The Northern Corridor is part of the SmartGrowth Strategy. The aim is to successfully
integrate land use and transport planning along the corridor. The key growth areas for the
Northern Corridor are Bethlehem, Katikati and Omokoroa. These areas will all contain higher
residential densities which will be matched with transport needs. For example, Omokoroa
will have an average density of 15 households per hectare with some areas reaching 30
households per hectare. This is being supported by park and ride, an improved public
transport service, and walking and cycling facilities.
Making best use of existing networks and infrastructure
The Northern Corridor transport package proposes to make the best use of the existing SH2,
while preserving its function as a strategic arterial route. Emphasis will be placed on demand
management tools, increased public transport and more comprehensive walking and cycling
routes in order to encourage modal shift and extend the life of existing networks.
The potential effect of introducing different charging systems in the future
This strategy has considered the option of potentially tolling the TNA and the effects this
could have on the overall network.
Implementing and fostering a coordinated approach
The Northern Corridor Strategy is a SmartTransport initiative which is made up of
representatives from Environment Bay of Plenty, Tauranga City Council, Western Bay of
Plenty District Council and the NZTA. The SmartGrowth Implementation Advisor is also
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involved in these meetings to ensure strategic transport and land use integration. The
Northern Corridor Strategy has been prepared by the SmartTransport team on behalf of the
SmartGrowth Implementation Committee.
The purpose of developing the Northern Corridor Strategy through SmartTransport is to
ensure that a coordinated approach is taken to the various elements of the transport network.
The actions detailed in this strategy also seek to further enhance this approach by relying on
all agencies for implementation.
Considering networks from a national perspective
The Northern Corridor Strategy acknowledges that from a national perspective the key link
between the Bay of Plenty and the Waikato / Auckland is SH29. However, SH2 is still
important in national terms because it is a key tourist route. It also provides important subregional connectivity which is essential for a growing region.
Considering the impact of higher fuel prices
The Northern Corridor Strategy aims to provide more public transport and better
opportunities for walking and cycling. This will provide people living along the corridor with
other travel options than the private car. The Northern Corridor package also includes a rail
project in order to lift rail’s mode share in the Bay of Plenty. This strategy also acknowledges
that transport priorities may need to change if fuel prices become too expensive for people to
comfortably afford.
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8.

Funding

8.1. Funding Sources
Funding for transport along the Northern Corridor will be derived from multiple funding
sources. Potential sources are listed below:


National Land Transport Programme allocations from the NZ Transport Agency (this
includes national ‘N’ and regional54 ‘R’ funds)



Regional fuel tax (administered by the NZ Transport Agency)



Territorial local authority funding from rates, vested assets and other sources



Regional council funding from rates for public transport operating expenditure



Regional cash injections (eg from shares and investments held)



Development contributions (under the LGA 2002) or Financial Contributions (under
the RMA 1991)



Landowner / developer cost sharing contributions



Tolling to pay for new infrastructure



ONTRACK for any rail improvement works along the corridor

8.2. Bay of Plenty Funding Package Commitments (Crown Grant)
In April 2005 a Joint Officials Group (“JOG”) comprising of transportation officials from the
Treasury, Ministry of Transport, Land Transport NZ (now the NZTA) and Bay of Plenty local
authorities was established to examine funding options for the continued implementation of
the region’s land transport infrastructure over the next 10 years.
In August 2005, the Minister of Transport announced the outcomes of the funding project,
which included a $150 million Crown Grant. The Crown Grant of $150 million is to address
congestion and improve access and safety through investment in:


Strategic roading



Passenger transport



Transport demand management



Walking and cycling

The JOG report also requires the local authorities in the region to match the Crown Grant
with some local funding through Long Term Council Community Plans (LTCCPs). This

54

Regionally distributed funding from increases in fuel excise duty
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includes funding derived from development levies / contributions, rates, investments, and
tolls.
The region’s funding package requires Tauranga City Council to contribute an extra $23
million and Western Bay of Plenty District Council to contribute an extra $5 million from
rates. An estimated $12 million from development contributions is also sought as well as toll
funding of approximately $50 million. Environment Bay of Plenty is required to contribute an
additional $8 million from increased rates and $40 million from investments.
The following table sets out the range of funding sources and potential contributions as
identified in the Joint Officials Group Report55.
Table 16: Indicative funding contribution over the next 10 years56
Source

High

Development levies

$12.5m

Tauranga rates*

$23m

Western BOP rates*

$5m

Rotorua rates*

$10m

Environment BOP direct rates*

$8m

Environment BOP investments

$40m

Tolls

$50m

Crown

$150m

Total

$300m (approx)

*These local authorities have the rate amounts included
in their Long Term Council Community Plans for 2006-2016

The total of $300 million is required to close the gap between a “business as usual” scenario
and meeting the region’s transport needs.
The Northern Corridor is part of the regional funding package along with other projects
throughout the region. It is not yet known how much funding, the Northern Corridor will
receive. It is likely that funding will largely be for local roading, public transport and walking
and cycling along the corridor rather than any strategic roading infrastructure. The Northern
Corridor transport package will not attract much, if any, of the $150 million Crown Grant.
However, it may attract local funding that is part of the overall package.

8.3. Funding Challenges
National or ‘N’ funding from the National Land Transport Fund is in decline. This is a
significant funding challenge as it means that large scale transport projects will need to use
different funding options if they are to go ahead. Regional or ‘R’ funds are due to finish in
2014/15. The Bay of Plenty will need to look at using a variety of funding sources in order to
meet the region’s transport needs.

55
56

Report of the Bay of Plenty Joint Officials Group,2005, Table 7 at page 30
Assumes all ‘R’ funding is allocated
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Project scope and cost escalations are also a significant funding challenge. Only preliminary
work has been completed on the key transport projects for the Northern Corridor. There is
still a considerable cost risk issue which will require careful and diligent management. It is
therefore important to take this into account and attempt to factor this into the overall cost
when developing a funding plan for a project so that there is not a large shortfall.

8.4. Funding Opportunities
As noted above under sub-section 8.1 on funding sources, there are various opportunities for
funding the different elements of the Northern Corridor. These are discussed in more detail
below.
For the region there are currently three revenue sources able to be allocated by the National
Land Transport Fund (controlled by the NZTA). One is nationally distributed funding (‘N’
dollars), the second is regionally distributed funding (‘R’ dollars)57, and the third revenue
source is the $150 million Crown grant58. As noted earlier, there will not be significant
amounts of funding from the National Land Transport Programme available for the Northern
Corridor.
In addition to the existing funding allocated by the NZTA, there are also the following
opportunities:


Landowner / developer cost sharing contributions over and above the traditional
development / financial contributions (under the LGA 2002 and RMA 1991). This can
be for transport infrastructure such as interchanges on motorways.



Tauranga City Council and Western Bay of Plenty District Council local contributions
towards meeting the costs of upgrading of local roads and provision of additional
links in the network as well as the provision of passenger transport infrastructure and
provisions for cycling and walking. This can include sources such as rating, vested
assets and development / financial contributions.



Bay of Plenty Regional Council funding for passenger transport in addition to their
commitment to provide additional capital funds as required by the Crown Grant
towards transport infrastructure.

57



Tolling to fund new roads59.



Regional fuel tax.

Regional funding under the National Land Transport Programme is due to finish in 2014/15. After

this point it is meant to be amalgamated into the general National Land Transport Fund.
58

The LTMA indicates that the Bay of Plenty Crown Funding must be allocated by 2015/16.

59

Tolling has not been modelled for the Northern Corridor. It could be a potential funding source but

further work would need to be completed in order to understand its impact.
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8.5. Northern Corridor Transport Funding Plan
Table 11, in section 5.10, contains the proposed Northern Corridor transport package. Work is
still being completed on the funding sources for the various transport elements for the
Northern Corridor. A more comprehensive funding plan will be developed. This will aim to
match the costs which appear in Table 11 with multiple funding sources. The funding plan
will take into account the principle of “growth paying for growth” while acknowledging that
there is a “public good” component to infrastructure. The development of a staging plan will
need to occur before the funding plan can be completed so that the timing of key projects is
better understood.
The National Land Transport Programme for 2007/08 includes investigation funding for the
Katikati Bypass and the Omokoroa Roundabout. The programme also includes design work
for the Tauranga Northern Arterial, however no funding has been allocated for this.
In early 2008 the Bay of Plenty region developed a tentative funding plan which covers the
period 2007-2017. The plan proposes that significant transport activities for the Northern
Corridor will be funded in the second 10 year period (beyond 2017). However, the Omokoroa
roundabout has been included within the first 10 year period. Other transport activities that
make up part of the Northern Corridor package such as local roading, TDM, public transport,
walking and cycling will be funded within the next 10 years. It is for this reason that a
strategy for the Northern Corridor needs to be put in place as soon as possible.
Value for Money
‘Value for money’ will be a consideration in terms of the transport elements contained in the
Northern Corridor package, particularly the roading projects. Value for money includes
consideration of60:


Value engineering



Risk management



Scope optimisation



Staging



Competitive pricing



Design / construction



Whole-of-life focus



Time performance



Social and environmental factors

The LTMA 2003 refers to value for money for procurement procedures having regard to the
purpose of the Act. This gives value for money a sustainability context that requires
functionality, efficiency, costs and benefits to be assessed in economic, social and
environmental terms61.

60
61

See Transit Long Term Procurement Plan, June 2005
ibid
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9.

Monitoring and Risk

9.1. Implementation Risks
There is some implementation risk associated with SmartGrowth and the Northern Corridor
Strategy where decisions are beyond the control of the SmartGrowth partners. SmartGrowth
manages this risk through its policies, implementation methods and governance structures.
This risk is no greater in the western Bay of Plenty sub-region than elsewhere in New
Zealand, and is probably less given the policies put in place by the SmartGrowth Strategy.
Some uncertainty exists with regards to the achievement of the SmartGrowth land use
pattern. This risk is not great for the Northern Corridor given that most of the significant plan
changes are in place. There is however a risk of continuing rural-residential development.
These risks are being managed through Change 2 to the RPS which District Plans must give
effect to, district plan changes and the district plan reviews. It will also be monitored as part
of SmartGrowth implementation.

9.2. Performance Risks
This is always risk associated with new transport projects in terms of their long term benefits
and sustainability. For the Northern Corridor this risk can be managed through the package
of demand management measures being implemented as part of the region’s Demand
Management Strategy and proposed as part of the Northern Corridor transport package.
Modelling that has been undertaken for the SmartGrowth project also shows that the higher
density land use pattern, which is the preferred option that underpins SmartGrowth, results
in less vehicle kilometres travelled, less daily vehicle trips and less vehicle hours. This should
make the overall network more sustainable given that the SmartGrowth urban form will
result in fewer trips and shorter distances travelled.
The Northern Corridor is about providing a balanced transport network and the
SmartGrowth partners will do the best they can to provide for the long term sustainability of
the network within the constraints of the regulatory processes which the developments will
be subject to.

9.3. Adaptability
The SmartGrowth Strategy contains a comprehensive monitoring and review framework in
section 7.5.4. Monitoring and review is the responsibility of the SmartGrowth Implementation
Committee. The SmartTransport group is subject to these monitoring frameworks.
Change 2 to the RPS also contains provisions for a review of Chapter 17A relating to growth
management if certain situations occur, including population changes, insufficient land and
changes to the SmartGrowth Strategy. Policy 17A.4(xi) requires Environment Bay of Plenty
and City and District Councils to undertake annual reviews of development trends to
monitor, assess and report on the implementation of policies 17A.3.1(b)(vi) (population
distribution), 17A.3.1(b)(vii) (Dwelling yields), 17A.3.1(b)(iv) (zoned Business Land) and
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17A.3.1(b)(ix) (proportion of potential residential allotments approved under section 224 of
the Resource Management Act 1991). Change 2 to the RPS also states that:
Because the future is subject to change, the policy framework specifies how development trends will be
monitored. It also specifies thresholds at which policy review will occur. This should ensure a high level
of confidence in the growth management framework provided by the Regional Policy Statement62

9.4. Monitoring the Northern Corridor (land use and transport)
As with the Eastern Corridor Strategy, the actions set out in section 10 will be transferred into
the transport section of the SmartGrowth Strategy when it is updated and assigned to the
SmartTransport team to progress. These actions will be implemented and monitored under
the SmartGrowth Strategy and in conjunction with the RLTS.
Ongoing monitoring of the Northern Corridor will be undertaken. This includes monitoring
of traffic generation, journey times, densities (persons per hectare), population, household
composition (persons per household). There will be a need to carefully monitor population
and households in Katikati and Omokoroa as these areas could be vulnerable to development
accelerating beyond the forecasts.

62

Proposed Change No. 2 to the Bay of Plenty Regional Policy Statement (Growth Management) amended in

accordance with the Council’s decisions, Version 8.0c, 7 November 2006 at page 17
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10. Future Actions and Agency Roles
10.1. Future Actions
The following actions need to be completed for the Northern Corridor. These actions will be
incorporated into the transport section of the SmartGrowth Strategy (section 7.4.1) when it is
reviewed.
Action 1: Actively participate in and monitor regulatory processes and land use changes
SmartGrowth and the partner Councils need to actively ensure that the following land use
changes are implemented:
 Change 2 to the RPS
 Plan Changes 68 and 69 – Omokoroa Stages 1 and 2
 Plan Change 55 – Waihi Beach
 Plan Change 56 - Katikati
SmartGrowth will need to ensure that appropriate outcomes are achieved across new
developments. Change 2 to the RPS will be the lead document and sets the framework for
land use along the Northern Corridor, particularly in terms of the urban limits. Both TCC and
WBOPDC are also embarking on District Plan reviews. SmartGrowth should actively
participate in these land use processes to ensure good outcomes. The District Plan reviews
will also be important from an access control point of view.
Agencies
Timeframe
Cost Estimate
Plan
2008-2009
Existing budgets
RPS, District Plans
TCC, WBOPDC,
EBOP
SGIC / IMG to
actively participate
and monitor to
ensure appropriate
outcomes
Action 2: Undertake a cultural and social impact assessment
Seek tangata whenua input into the approach taken in this Strategy given the significance of
Maori land in the corridor. There is a need to investigate the impact of the proposed transport
objectives and implementation on Maori land. A key outcome from this work should be a
map which identifies all of the Maori owned land in the Northern Corridor and identifies
sites of value to tangata whenua.
There is also a wider need to give consideration to the wider social impacts of any new
transport activities proposed.
Agencies
Timeframe
Cost Estimate
Plan
Mid 2009
District Plan
SmartGrowth
Combined Tangata
Whenua Forum,
WBOPDC, NZTA
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Action 3: Develop a staging plan for development and transport infrastructure along the
Northern Corridor
This strategy for the Northern Corridor covers land use and transport infrastructure for the
period out to 2051. Further work on a detailed 10 year development and infrastructure
staging plan for the corridor needs to be completed. This work will inform the funding plan
for the Northern Corridor.
Agencies
Timeframe
Cost Estimate
Plan
Mid 2009
LTCCPs, RLTP,
SmartTransport
RLTS
(lead), TCC,
WBOPDC, EBOP,
NZTA, ONTRACK
Action 4: Prepare and agree a multi agency funding plan for the Northern Corridor
A funding plan which includes funding sources for the transport components of the Northern
Corridor needs to be agreed and finalised. A risk assessment will also need to be completed
as a precursor to this work.
Agencies
Timeframe
Cost Estimate
Plan
Smart Transport,
End of 2009
LTCCPs, RLTP
TCC, WBOPDC,
RLTS
EBOP, NZTA
Action 5: Review and rationalise the Tauranga Northern Arterial interchanges
The long term transport network layout for the Northern Corridor needs to be agreed and
finalised. The various elements that make up the transport corridor (including their function
and form) need more detail and scoping. This will involve access control, traffic management,
interchange form and capacities. This will be particularly important in terms of connectivity
to the Northern Arterial in the vicinity of Te Puna. This work will need to take into account
the traffic flow modelling work completed to date.
Agencies
Timeframe
Cost Estimate
Plan
Smart Transport
2008-2009
District Plans
TCC, WBOPDC,
NZTA
Action 6: Further investigate alternative modes for the Northern Corridor
This includes considering:
 Public transport (buses) (eg priority lanes, park and ride, bus frequencies, ensuring
that buses run to new developments early on).
 Walking and cycling (ensuring that there is provision for this and that walkways and
cycle paths link between developments).
 Integration between modes (eg cycle storage facilities at park and ride areas)
Agencies
Timeframe
Cost Estimate
Plan
Smart Transport,
2008-2010
Local transport
EBOP, TCC,
strategies, RLTP
WBOPDC, NZTA
RLTS, Regional
Passenger Transport
Plan, District Plans
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Action 7: Implement the Demand Management package set out in this Strategy
This strategy contains a package of demand management measures. This is set out in section
5.8. The main components of this package are:
 Increasing urban area parking prices to higher than that of a public transport return
trip.
 Limiting urban area parking.
 Increasing the Route 10 Bethlehem service to 15 minute intervals for peak periods and
30 minute intervals for off peak.
 Increasing the frequency and capacity of the Katikati service.
 Off peak Katikati services, via Omokoroa and Te Puna.
 Investigation of a future Omokoroa service integrated with the Katikati service.
 Long distance services to take advantage of travel time savings from the TNA.
 Park and ride at Omokoroa, and potentially Te Puna.
 Cycle lanes for SH2, particularly the Bethlehem area.
 Encouraging school and workplace travel plans.
 An inner-city link service.
 Consideration of fare structures for public transport.
 Tolling is also a potential tool for managing demand.
These measures need to be implemented across the various transport agencies.
Agencies
Timeframe
Cost Estimate
Plan
TCC, WBOPDC,
2009 onwards
RLTS, RLTP, RPTP
EBOP, NZTA
LTCCPs
SmartTransport to
monitor
Action 8: Implement access control measures
Access management is a fundamental requirement for preserving the safety and strategic
function of the Tauranga Northern Arterial as well as maintaining the primary / arterial
status of SH2 north of the arterial. Access management for the corridor should be included in
the Tauranga and Western Bay of Plenty District Plans. This should be part of the District
Plan reviews.
Agencies
Timeframe
Cost Estimate
Plan
End of 2008 / early
District Plans
TCC, WBOPDC
2009
Consult with NZTA
IMG to monitor
Action 9: Undertake monitoring for the Northern Corridor
Ongoing monitoring of the Northern Corridor needs to be undertaken. This includes
monitoring of traffic generation, journey times, densities (households per hectare),
population, household composition (persons per household). There will be a need to carefully
monitor population and households in Katikati and Omokoroa as these areas could be
vulnerable to development accelerating beyond the forecasts. Monitoring should also include
checking that new developments are conforming to the structure plans put forward as part of
resource consent or a plan change. This monitoring should be in line with SmartGrowth and
the RLTS.
Agencies
Timeframe
Cost Estimate
Plan
Ongoing
SmartGrowth, RLTS
TCC, WBOPDC,
EBOP, NZTA
SGIC / IMG to
monitor
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10.2. Agency Roles
Environment Bay of Plenty
Environment Bay of Plenty has the responsibility for regional land transport matters through
the Regional Land Transport Strategy, including the regional Demand Management Strategy.
The Council also has a specific responsibility for the operation of public transport services.
Environment Bay of Plenty has a commitment as part of the Joint Officials Group to
contribute funding to the land transport network. Regional Transport Committees, under the
administration of the regional council, will have the responsibility for preparing regional land
transport programmes and regional fuel tax schemes as a result of amendments to the LTMA
2003. The regional council has an approval role for the regional land transport programme
and any regional fuel tax scheme.
ONTRACK and KiwiRail
ONTRACK owns and manages New Zealand’s rail network on behalf of the Government.
ONTRACK has responsibility for the East Coast Main Trunk which runs along part of the
Northern Corridor. On 1 July 2008, the Government purchased Toll Rail which has been
renamed KiwiRail. KiwiRail is responsible for the movement of rail freight along the East
Coast Main Trunk.

New Zealand Transport Agency (combining Land Transport NZ and Transit NZ)
The NZTA is responsible for administering the National Land Transport Programme and
the National Land Transport Fund. In the Bay of Plenty this includes national or ‘N’
funds; regional or ‘R’ funds, and the crown grant or ‘C’ funds. It is important that there is
commitment to long term funding as part of the National Land Transport Programme.
The NZTA also has responsibility for the State Highway network. The NZTA will work with
the SmartTransport team in order to ensure that a sustainable transport solution is
implemented for the Northern Corridor. The NZTA will be responsible for the development
of the Tauranga Northern Arterial and will also have a role to play in terms of considering the
network as a whole which means having regard to the local roading network, opportunities
for modal shift and managing traffic demand.
SmartGrowth
The SmartGrowth Implementation Management Group (“IMG”) and the SmartGrowth
Implementation Committee (“SGIC”) act as overseers for major land use and transportation
issues for the western Bay of Plenty sub-region. SGIC and IMG are responsible for strategy
implementation which includes ensuring that development occurs in an integrated manner
and that targets and timeframes are met.
SmartTransport
SmartTransport is a key component of SmartGrowth. It is a partnership formed to coordinate
land transport development in the western Bay of Plenty sub-region and is responsible for
coordinating the planning and delivery of improved transport infrastructure. The group
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oversees the detailed development and implementation of transport in the western Bay of
Plenty sub-region in line with the SmartGrowth Strategy.
Tauranga City Council
Tauranga City Council is responsible for the planning, funding and construction of the local
transport network at Bethlehem (this includes local roading, public transport, walking and
cycling infrastructure). Tauranga City is working to ensure that the developments along the
Northern Corridor occur in a manner which does not prejudice the best transport outcome
and that sensitive land uses are not compromised by the transport network.
Western Bay of Plenty District Council
Western Bay of Plenty District Council is responsible for the planning, funding and
construction of the local transport network in most of the Northern Corridor (this includes
local roading, public transport, walking and cycling infrastructure). Omokoroa, Te Puna,
Katikati and Waihi Beach are all within the Western Bay of Plenty District. Western Bay of
Plenty District is the responsible authority for Plan Changes 55, 56, 68 and 69
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11. Conclusions and Recommendations
11.1. Conclusions
The Northern Corridor is a significant challenge for the western Bay of Plenty sub-region in
terms of land use and transport planning. The aim is to achieve integration between land use,
infrastructure (particularly transport) and funding.
The future land use pattern is not certain as there are still decisions to be made on plan
changes and resource consents along the corridor. However, this uncertainty is reduced
through the implementation of SmartGrowth in Change 2 to the RPS and the District Plans.
This strategy for the Northern Corridor covers land use and transport infrastructure for the
period out to 2051. Further work on a detailed 10 year development and infrastructure
staging plan for the corridor will take place in 2008 / 2009.
This strategy is a work in progress because of the long term nature of land use and transport
along the Northern Corridor. There will be revisions and updates to this work over time.
A detailed funding plan for the transport elements is still to be agreed and confirmed.
Considerable challenges lie ahead for the successful implementation of the Northern
Corridor, particularly from a transport funding point of view. The Corridor is also a challenge
from a land use perspective given its rural nature and relatively dispersed pattern of
settlement. SmartGrowth aims to address this over time by concentrating development in key
growth areas and limiting rural residential development.
A framework for moving forward with this strategy has been established through a series of
actions. These actions will be implemented and monitored through the SmartGrowth Strategy
and the RLTS.

11.2. Recommendations
This strategy makes the following recommendations:
1.

That this integrated land use and transport strategy for the Northern Corridor,
including the proposed transport network hierarchy and sustainable traffic volume
targets, is adopted (see Appendix 5).

2.

That the actions outlined in section 10.1 are adopted:
-

Actively participate in and monitor regulatory processes and land use changes

-

Undertake a cultural and social impact assessment

-

Developing a staging plan for development and transport infrastructure

-

Developing a multi-agency funding plan
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-

Rationalising the Tauranga Northern Arterial interchanges

-

Investigating alternative modes in more detail

-

Implementing the travel demand management package

-

Implementing access control measures

-

Undertaking Monitoring for the Northern Corridor

3.

That the SmartGrowth land use pattern for the Northern Corridor outlined in this
strategy is confirmed.

4.

That the actions are transferred into the transport section of the SmartGrowth
Strategy when the strategy is reviewed.

5.

That these actions are implemented and monitored as part of the SmartGrowth
Strategy.
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Appendix 1: Northern Corridor Technical Report (Beca)
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Appendix 2: Urban Limits (from Proposed Change 2 - RPS)
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Appendix 3: Sub-Regional Settlement Pattern Map63

63

Source: SmartGrowth Strategy, May 2007 at page 8
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Appendix 4: SmartGrowth Regional Settlement Strategy, Corridors Map64

64

Source: SmartGrowth Strategy, May 2007 at page 8
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Appendix 5: Northern Corridor Hierarchy and Traffic Flows
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Appendix 6: Structure Plans for Omokoroa and Katikati
12.
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Appendix 7: Project Cost Details
The following estimates provide further detail on the costs summarised in section 5.10. These are initial figures only and may be subject to change.
For some estimates the scope and cost is unclear so an assessment of likely magnitude of cost was made.
The most recent Tauranga Northern Arterial cost estimate was prepared in July 2003. Rather than re-estimate the project, the NZTA has accepted
that it be increased by the amount of escalation since July 2003, plus an allowance made for additional scope items that have been required in recent
projects.

Stage

Components / Projects

Stage 1

Omokoroa roundabout
Minden Road / Te Puna Road
intersection improvements

Cost Estimate
$14.1m
$7.0m

Status

Comments

$12.91m based on PFR 2007

Applied escalation of
1.0926 to June 08

No work has been undertaken to determine
the scope for this project.
There is an opportunity for development to
contribute to the cost of the works.
For the purposes of this study an allocation of
$7.0m has been made however this has no
relationship to any scope.
The value has been discussed and agreed as
appropriate by the NZTA project manager.

New roundabout in west Bethlehem
and closure of Carmichael Road

$1.8m

Design Estimate provided by TCC. No review
has been undertaken by Beca.

Four lane urban arterial between new
roundabout and Moffat Road /
Bethlehem Road roundabout (includes

$4.4m

Cost estimate provided by Bryan Te Awa, as
provided in the 09/10 Capital Annual Plan.
Status unknown but likely to be Options

provision for public transport facilities,
parking and pedestrian crossings)

Estimate.
No review has been undertaken by Beca.
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Stage 2

Realignment and median barrier from
Moffat Road/Bethlehem Road
roundabout to Route J

$4.5m

Cost estimate provided by Bryan Te Awa, as
provided in the 09/10 Capital Annual Plan.
Status unknown but likely to be Options
Estimate.
No review has been undertaken by Beca.

Four lane from Moffat Road /
Bethlehem Road roundabout to Route J

$4.5m

Cost estimate provided by Bryan Te Awa, as
provided in the 09/10 Capital Annual Plan.
Status unknown but likely to be Options
Estimate.
No review has been undertaken by Beca.

Upgrading of urban arterial through Te
Puna (includes provision for parking,
pedestrian crossing and public
transport facilities)

$5.0m

No work has been undertaken to determine
the scope for this project.
There is an opportunity for development to
contribute to the cost of the works.
For the purposes of this study an allocation of
$5.0m has been made however this has no
relationship to any scope.
The value has been discussed and agreed as
appropriate by the NZTA project manager.

Stage 3

Tauranga Northern Arterial (2 lanes) –
with passing lanes

$130m

Feasibility Estimate. Refer technical memo
from Tim Haig to Chris Vallyon for
background.
Generally based on a July 2003 estimate.

Roundabout to connect to the Tauranga

n/a

Included in the above estimate

n/a

Included in the above estimate

Northern Arterial at Loop Road (Te
Puna)3
Roundabout to connect to Route K
Stage 4

Four lane expressway from Omokoroa
to the Tauranga Northern Arterial

$140m

Feasibility Estimate. Refer technical memo
from Tim Haig to Chris Vallyon for
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background.
Generally based on a July 2003 estimate and
pro-rata costs based on length.
Upgrading of Omokoroa Road to four
lanes

$5.4m

Feasibility estimate of $6.4m was produced for
the Omokoroa Structure Plan from SH2 to the
Railway. The first 300m from SH2 is included
in the cost estimate for the Omokoroa
Roundabout, provided above. Therefore cost
assessed to be $5.4m

Upgrading of Tauranga Northern

$41m

Arterial to four lanes (from Te Puna to
Route K), incl ramps at Route K to
replace roundabout.
Interchange at Minden Road or Clark
Road to replace Loop Road roundabout
if necessary.

from Tim Haig to Chris Vallyon for
background.
Generally based on a July 2003 estimate.
$35m

Park and ride

Cycling and pedestrian activities
(citywide cycle lanes, pedestrian

Feasibility Estimate. Refer technical memo

Minden only

See public transport discussion below. Should
consider also strategy for train passenger
services, given connections at Omokoroa, Te
Puna, Tauranga, Te Puke, Whakatane.
$2.5m

09/10 Capital Annual Plan

$30m

No work has been undertaken to determine
the scope for this project.
There is an opportunity for development to
contribute to the cost of the works.
For the purposes of this study an allocation of

underpasses and overbridges, other
projects)
Public transport infrastructure (bus
shelters, real time information, other
infrastructure)
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$30m has been made however this has no
relationship to any scope.
The value has been discussed and agreed as
appropriate by the NZTA project manager.
Public transport operating expenditure

$1.15m

Assumptions interpolated from per bus, per
hour and per km costs provided by
Environment BOP. This is Gross Expenses and
would be offset by ticket fair / operating
revenue. Includes 5 peak hour services. Does
not include off-peak services. Cost estimate is
per year.

Katikati Bypass

$42m

OE

Wharawhara Roundabout

$5.3m

OE

SH2/Marshall intersection

$2.8m

OE
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