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Foreword

Foreword
This Regional Land Transport Strategy continues to reflect the region’s well advanced plans
to manage growth and improve integration between transport infrastructure and land use.
It also continues the theme from the last Strategy of optimising our current network before
seeking new network improvements.
In this Strategy, road safety is a key principle that underlies all maintenance and network
improvements including preventative maintenance. The Strategy also has a very strong
and on-going focus on economic growth and productivity. Investment in the Bay of Plenty
transport system is critical to increasing the economic growth and productivity of the
national and regional economy.
A significant proportion of national economic and population growth is taking place in the
Auckland, Bay of Plenty and Waikato regions. This area is predicted to account for 47% of
New Zealand’s total Gross Domestic Product, with the highest growth rate occurring in the
Bay of Plenty.
Nationally critical road and rail corridors provide the key connections between areas of
production in the Bay of Plenty and Waikato regions and the Port of Tauranga and also
between the Port and Auckland.
The Bay of Plenty economy operates as a producer of primary and value-added products
and services and as a ‘gateway’ for international exports and imports through the Port.
One of the key challenges highlighted in the document is to improve access to the Port
to ensure the efficient flow of goods for the benefit of the national economy.
For the eastern part of the region in particular, this means focusing investment on
solutions to minimise access disruptions following natural hazard events.
Over the life of the Strategy, employment growth in the service sectors of our main urban
areas will lead to an increasing demand for commuter and other private travel. Another
challenge highlighted in the document is to provide a high level of accessibility for those
commuters in a way that does not adversely impact on the ability of the region’s critical
road and rail corridors to move freight.
One strategy for doing so is to invest in such modes as public transport, cycling and walking,
and demand management initiatives.
This Strategy would not have been possible without the considerable effort that has gone into
developing it – from the members of the Regional Advisory Group to the governance members
on the Regional Transport Committee. It is with much pleasure that I acknowledge that effort.

Jane Nees
Chair
Regional Transport Committee
Bay of Plenty Regional Council
November 2011

Bay of Plenty Regional Land Transport Strategy 2011-2041

V

“The Bay of Plenty is both a producer of primary and
value-added products and services, and a ‘gateway’
for international exports and imports through the
Port of Tauranga.”
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Execu ve Summary
Part I: Strategic Direction
The Bay of Plenty Regional Land Transport Strategy (RLTS) sets
the direction for the region’s land transport system for the next
30 years. It is a statutory requirement of the Land Transport
Management Act 2003 (LTMA) and has been prepared in a
manner consistent with the LTMA.

Context
• Investment in the Bay of Plenty transport system is critical
to enhancing the performance of the regional and national
economy.
• The Bay of Plenty is both a producer of primary and valueadded products and services, and a ‘gateway’ for international
exports and imports through the Port of Tauranga.
• Domestic and international connections are fundamentally
important to the region.

Interna onal connec ons
• The Port of Tauranga is one of New Zealand’s major
international gateways to the global economy.
• Direct air services between Rotorua and Australia provide a
second international gateway for the region.

Na onal connec ons
• Major road and rail links connecting the Bay of Plenty with
the Waikato and Auckland are critically important to the
functioning of all three regional economies and the upper
North Island generally.
• The Port of Tauranga serves as the hub for the central North
Island wood supply region.
• Investment in key infrastructure outside the region such as the
Waikato Expressway and Auckland rail infrastructure will have
major implications for the Bay of Plenty transport system.

Key features of the Bay of Plenty transport
system

• The East Coast Main Trunk rail line linking Auckland, Hamilton
and Tauranga, and east to forestry hubs in Kawerau and
Murupara.
• A local road network.

• The Port of Tauranga.

• An off-highway network of forestry routes.

• Regional airports at Rotorua, Tauranga and Whakatane.

• Urban bus networks in Tauranga, Rotorua and Whakatane, and
connections to smaller centres.

• A state highway network providing inter and intra-regional
connections.

• Local walking and cycling networks.

Bay of Plenty Regional Land Transport Strategy 2011-2041
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Key transport drivers for the Bay of Plenty

Na onally important transport infrastructure

• National and regional industries

• The Port of Tauranga - New Zealand’s largest port by volume
and strategically located at the centre of the country’s most
important export-earning industries.

• Population growth
• Tourism

• The Tauranga Eastern Link – a Road of National Significance.

• Road safety

• State Highway 29 linking the Bay of Plenty with the
Waikato region.

• Geography, natural hazards and climate change
• Traffic congestion

• East Coast Main Trunk rail line – a major freight link serving the
Port of Tauranga.

• Use of public transport, walking and cycling

Regional Strategic Transport Network

Transport demands of the Bay of Plenty
economy
• Export industries - key commodity flows include logs and timber
products, milk and dairy products, and kiwifruit.
• Movement of higher value commodities to and from Auckland.

• A regional strategic transport network has been identified for
road and rail, public transport and cycling.
• The network supports energy, infrastructure, urban form and
growth management objectives in the Bay of Plenty Regional
Policy Statement.

• Aquaculture has the potential to generate large future freight
movements.
• Commuting - forecast growth in the service sectors which will
lead to increasing demand for commuter and other private travel.
• Tourism – key tourism flows include domestic and international
travellers entering the region by road from Auckland and the
Central North Island, airport traffic, and cruise ship passengers
disembarking at the Port of Tauranga.

Issues and Opportuni es
The following issues and opportunities have been identified for six key outcome areas in the strategy:
Outcome area
Economic development

Issues

Opportuni es

• Increased freight demand

• Freight access to Port of Tauranga

• Larger ships

• Improving inter-regional links

• Planning for business and industry growth

• Rail and coastal shipping

• Pricing and costs of diﬀerent modes

• Greater traﬃc separa on and increased levels
of service on key corridors

• Funding of school bus services

• Integra on of business land and transport
• Pricing mechanisms to improve network
eﬃciency
Safety and personal security

• Crash and casualty rates

• Implemen ng the na onal road safety strategy

• Limited safety culture

• Targe ng high risk state highways

• Design of transport corridors
Environmental sustainability

• Funding of public transport, walking and cycling

• Compact urban forms to support walking
and cycling

• Barriers to sustainable travel

• Public transport services

• Reliance on non-renewable fuels

• Demand management

VIII
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Outcome area
Land use and transport integra on

Issues

Opportuni es

• Protec on of transport corridors

• Increasing densi es

• Unsustainable land use pa erns

• Iden fying transport corridors

• Short-term planning and funding

• Tauranga Eastern link access improvements
• ‘Live, work and play’
• High quality urban design
• Streamlining planning and funding

Access and mobility

• Access needs of communi es at risk of
network failure

• Improving route security

• Increasing demand for accessible travel

• Shared transport for small communi es

• Public transport access improvements

• Ride-share
• Accessible pedestrian networks
Public health

• Health impacts of heavy vehicles

• Bypasses and greater traﬃc separa on

• Health impacts of increasing traﬃc volumes

• Reducing heavy traﬃc in some environments

• Transport’s contribu on to sedentary lifestyles

• Walking and cycling facili es
• Pedestrian and cyclist road safety, awareness
and promo on programmes

Vision and Outcomes
The region’s vision for transport is:

Best transport systems for a growing economy and a safe and vibrant Bay lifestyle
The vision is supported by the following outcomes:
Economic development

The transport system is integrated with well planned development, enabling the eﬃcient and
reliable movement of people and goods to, from and throughout the region. The transport system
supports economic development by providing user op ons, applying eﬃcient pricing mechanisms
and priori sing higher value trips.

Safety and personal security

Deaths and serious injuries on the region’s roads are reduced. People understand and contribute to
a safety culture that is supported by a safe system approach to road safety. Transport corridors and
public spaces are safe and secure environments to use and people feel safe using them.

Environmental sustainability

The transport system is flexible, robust and resilient to external influences. People choose the best
way to travel to improve energy eﬃciency and reduce reliance on non-renewable resources. Poli cal
leadership and support is shown at all levels suppor ng funding for the infrastructure required for all
modes to be safe and easy ways to travel.

Land use and transport integra on

Long term planning ensures that transport corridors are protected and well designed transport
infrastructure supports economic development. Regional growth pa erns and urban form reduce
travel demand, support public transport and encourage walking and cycling.

Access and mobility

Communi es have access to a reliable transport system that provides them with a range of travel
choices to meet their social, economic, health and cultural needs.

Public health

The transport system minimises the health damaging eﬀects of transport for all members of society.
A wider choice of transport op ons allows all individuals to make the social connec ons and travel
choices that contribute to their health and wellbeing.

Bay of Plenty Regional Land Transport Strategy 2011-2041
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Strategic Op on
• The Bay of Plenty’s strategic option is an Optimised Transport System, which means considering a hierarchy of interventions to optimise
the performance of the region’s land transport system.

Op mised Transport System (RLTS)
Interven on Hierarchy (NZTA)

Focus area

Method of delivery

Integrated planning

• Land use and transport integra on

• Policy implementa on.

Demand management

• Demand management

• A comprehensive demand management
strategy to reduce overall travel demand.

• Freight management

• Improving the eﬃciency of intra and interregional freight movements to support
na onal and regional economic growth
objec ves.

Best use of exis ng network

New infrastructure

• Road improvements
• Sustainable transport improvements

• Regional roading priori es (including safety
improvements) as outlined in the Regional
Land Transport Programme.
• Improvements to channel an increasing
propor on of projected travel demands into
sustainable modes, par cularly in urban areas.

Road safety
• Road safety is a key principle underlying all activities that are
delivered as part of the Optimised Transport System.
• The safe system approach in Safer Journeys, the New Zealand
road safety strategy provides the direction for road safety
implementation in the Bay of Plenty.
• Enforcement activities will continue to target the ‘fatal five’
contributing factors to fatal and serious crashes:
- speed;
- drink and drug driving;
- not wearing a restraint.
- dangerous and careless driving; and
- high-risk drivers.

X
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Part II: Implementation
Investment and Funding

Policies

• Investment in Bay of Plenty transport infrastructure and
services is critical to enhancing the performance of the
regional and national economy, and improving peoples’
well-being.

• Policies have been developed to achieve the region’s transport
vision and outcomes, and to implement the strategic option.

• The RLTS recommends a balanced investment approach that
builds on the relative strengths of the different modes:

Op mised Transport
System

Investment Focus

Land use and transport
integra on

Road network -connec vity

Demand management

Demand management

Freight management

Rail network

• The policies are designed to guide the actions of organisations
responsible for implementing the strategy.

Key Implementa on Areas
• Four key implementation areas have been identified and
a number of strategic packages developed to guide the
development of regional land transport programmes and
future investment:
- Eastern Bay of Plenty route security.
- Rotorua growth.

Road network - freight

- Western Bay of Plenty growth.
- Regional transport infrastructure maintenance.

Road improvements

Road network - route security
Road network - quality

Road safety

Road network - safety

Sustainable transport
improvements

Public transport
Walking and cycling

• Funding for the region’s land transport system requires a
coordinated approach across a number of potential sources.

Monitoring and Review
• Targets have been developed to measure progress towards
achieving the strategy outcomes.
• Monitoring will also identify changes in international, national
and regional trends that may have an impact on the region’s
transport system. This will assist with future strategy reviews.

• Achieving the region’s transport outcomes will be constrained
by the availability of discretionary funding in the short term.
This will not be enough to fund all the projects necessary to
implement the Optimised Transport System.
• Central government investment priorities are also likely to
impact on the level of funding available at the activity level, at
least in the short term.
• Funding constraints mean there is a need:
- to prioritise and accordingly allocate limited funding
resources;
- to identify and access new funding from alternative
sources, such as Public Private Partnerships and facility
pricing; and
- to find ways to reduce overall transport costs.

Bay of Plenty Regional Land Transport Strategy 2011-2041
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Chapter 1

Chapter 1: Introduction
This Bay of Plenty Regional Land Transport Strategy 2011 – 2041
(RLTS) has been prepared by the Bay of Plenty Regional Transport
Committee (RTC). It is a statutory requirement of the Land
Transport Management Act (LTMA) and has been prepared in
a manner consistent with the LTMA. The statutory and policy
context within which the Strategy has been prepared is outlined
in Appendix 1.
The RLTS sets the direction for the Bay of Plenty’s transport
system for the next 30 years. It identifies what is needed to
contribute to the aim of achieving an affordable, integrated, safe,
responsive, and sustainable land transport system, while assisting
economic development and safety and personal security,
improving access and mobility, protecting and promoting public
health and ensuring environmental sustainability. Consequently,
this strategy:

• safety and personal security;
• access and mobility; and
• public health.
While this structure will assist with identifying the linkages
between issues, outcomes, policies and interventions, it is
important to note that many elements of the strategy will
contribute to more than one outcome area.

Figure 1: Document Structure

Strategic Direc on

• outlines the context within which the regional transport
system operates;
• identifies regional transport issues, a vision and outcomes;
• describes a strategic option to achieve the vision and
outcomes; and
• outlines how the strategic option will be implemented.

This RLTS will help the region meet the objectives of the LTMA and
determine and secure investment for the region’s transport system.

What is the Regional Transport
Commi ee?

Implementa on

The Regional Transport Committee is a regional
governance body made up of representatives from the
Bay of Plenty Regional Council, the region’s district and
city councils, the New Zealand Transport Agency, a person
to represent cultural interests and people drawn from the
wider community to represent the New Zealand Transport
Strategy’s five objectives of economic development, safety
and personal security, public health, access and mobility,
and environmental sustainability.

1.1 Document Structure
Figure 1 shows how the document has been structured. Within
this structure, key provisions have been organised around the
six outcome areas identified for the strategy in order to provide
a consistent policy thread throughout the document. These are:
• economic development;
• environmental sustainability;
• land use and transport integration;

Bay of Plenty Regional Land Transport Strategy 2011-2041
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“The Port of Tauranga is one of New Zealand’s major international
gateways to the global economy. The world’s largest shipping lines
regularly call at the Port.”
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Chapter 2

Chapter 2: Context
Investment in the Bay of Plenty transport system is critical to
enhancing the performance of the regional and national economy.
A significant proportion of national economic and population
growth is taking place in the Auckland, Bay of Plenty and
gr
Waikato regions. The aggregate population in these regions is
Wai
forecast to reach 2.25 million by 2025 at a growth rate twice the
national average. This area is also predicted to account for 47%
of New Zealand’s total Gross Domestic Product (GDP), with the
highest growth rate occurring in the Bay of Plenty1.
Within this wider economic context, the Bay of Plenty economy
operates as both a producer of primary and value-added
products and services and as a ‘gateway’ for international
exports and imports through the Port of Tauranga. This means
that both domestic and international economic links are
fundamentally important to the region, particularly as trade
continues to grow with burgeoning Asian markets.
This chapter will provide the wider picture within which the Bay
of Plenty transport system is planned and highlight the current
and future pressures on the system.

2.1 Interna onal connec ons

value) from about 30% in 1990 to about 39% in 20092. Growing
Asian economies are driving demand for many of the export
commodities that are the cornerstone of the New Zealand
economy. For example, log export growth is being driven almost
exclusively by demand from China, and more recently India. The
Port of Tauranga, as New Zealand’s largest export port, is handling
a significant proportion of this export trade.

2.2 Na onal connec ons
The Upper North Island
The three regions of Auckland, Waikato and the Bay of Plenty are
projected to account for half of New Zealand’s total economic
activity by 2025 and be responsible for the production and
attraction of over half of all road and rail freight in New Zealand.
A significant proportion of this freight will move through the Bay
of Plenty, with volumes of freight traffic in the region forecast
to increase by 63% to 2040. There are also substantial freight
movements between the Bay of Plenty and other upper North
Island regions (see Figure 2).

Figure 2: Total Freight Flows between the Bay of Plenty
and Other Regions

Port of Tauranga
The Port of Tauranga is one of New Zealand’s major
international gateways to the global economy. The world’s
largest shipping lines regularly call at the Port, exporting a wide
range of New Zealand products and importing products from
around the world. The regular bulk, break bulk and container
cargo services allow many of New Zealand’s leading industries
and businesses to trade with international markets in Australia,
Asia, the Middle East, the Pacific Islands, South America, the
United States and Europe.

Tourism
The development of direct air services between Rotorua and
Australia has provided an international tourism gateway for
the region. The Port of Tauranga also acts as a gateway for
international tourists. In recent years, over 50 ship visits have
regularly been scheduled during the cruise ship season. These
ships off-load visitors who travel throughout the region and
contribute to the regional economy.

Asian markets
Connections to Asian markets in particular are increasingly
important to the New Zealand economy. The percentage of
total national exports to and imports from Asia has grown (in

1

New Zealand Council for Infrastructure Development (2006) Meeting New Zealand’s Transport Needs to 2025.
NZIER (2010) Freight Futures: Long Term Long Term Sea Freight Scenarios.
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The Port of Tauranga, as a key connection between these
regions and international markets, is nationally important
both as a major export hub for bulk primary commodities and
for the importing of a range of bulk products and containers.
Consequently, major road and rail links with the Waikato and
Auckland are critically important to the functioning of all three
regional economies.
The Waikato region is one of New Zealand’s most significant
producers of agricultural products. The Port of Tauranga is a key
international gateway for the Waikato region, and in turn, the
region is the source or destination for around one third of the
Port’s total throughput. Typically, rail accounts for about two
thirds of Waikato traffic through the Port, primarily reflecting
the volumes of dairy, logs and timber products exported and
the volumes of coal imported. Other major commodity flows,
which are largely moved by road, include meat exports and
imports of oil products, palm kernel, fertiliser and bulk liquids to
support the Waikato agricultural sector.

by reducing conflicts with commuter services. This will
complement recent investment in capacity improvements on
the Hamilton – Tauranga rail line and enhance levels of service
for rail freight movements to and from the Bay of Plenty.

2.3 Overview of the Bay of
Plenty
The Bay of Plenty region is located on the north eastern coast of
the North Island. It stretches from Cape Runaway in the east, to
Waihi Beach in the west. For the purposes of this strategy, the
Bay of Plenty encompasses the following local authorities:
• Western Bay of Plenty District Council;
• Tauranga City Council;
• Rotorua District Council;
• Whakatane District Council;

Auckland is both a major market and a key distribution centre
for the country for higher value commodities. The Port of
Tauranga, operating in conjunction with its container freight
hub in south Auckland (MetroPort), is an important gateway
for the flow of imports and exports between Auckland and
international markets. There is also forecast growth in the
movement of retail goods from Auckland distribution centres
to the Bay of Plenty to support activities servicing the growing
population.
The Port of Tauranga also serves as the hub for the central North
Island wood supply region. Approximately half of total log
volume is delivered to the Port by rail. However, around 65 to
75% of that delivered by road originates in forestry areas near
Taupo and Rotorua, and from the Central Plateau, which are not
serviced by rail.

Inter-regional road and rail investment
The importance of inter-regional connections means that
investment in key infrastructure outside the region will have
major implications for the Bay of Plenty transport system. The
Waikato Expressway is a major roading project that will reduce
travel times and provide improved journey reliability between
Auckland and Cambridge. This will increase the significance
of the State Highway 1/29 route for the movement of freight
and people between the Bay of Plenty, Waikato and Auckland
regions.

• Kawerau District Council; and
• Opotiki District Council.
The Bay of Plenty Regional Council is the relevant regional
authority. The region shares its regional boundaries with the
Waikato and Hawke’s Bay regions and Gisborne District
(a unitary authority) (Figure 3).
The region is an area of native forest and bush, plantation
forestry, pastoral agriculture, and horticulture. The more
intensive land uses are located on fertile land in the western Bay
of Plenty and low-lying coastal plains, while extensive forestry
uses dominate the less fertile areas in the south and south-east.
The region had a population of about 270,000 as at mid-2010,
ranking it fifth in population size out of the 16 regions in New
Zealand. Figure 4 shows the relative size of population centres
in the region.
Urban centres account for 80% of the region’s population.
Tauranga is the largest centre with a population of about
115,000 in mid 2010 or around 40% of the region’s population,
followed by Rotorua (54,000), accounting for around 20% of the
region’s population, and Whakatane (15,000).
Key features of the Bay of Plenty transport system include:
• the Port of Tauranga;

The KiwiRail Turnaround Plan is the national rail operator’s
ten year programme for investing in rail assets. The Plan
identifies Auckland to Christchurch as the priority route for
investment in the national rail network, while the Auckland –
Hamilton – Tauranga connection is identified as another key
route. Some investment in the Auckland to Christchurch route
will be targeted at improving exit and entry from Auckland

6
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• regional airports at Rotorua, Tauranga and Whakatane with
the facility at Rotorua accommodating international flights
from eastern Australia;
• a network of state highways totalling 747 kilometres
providing inter-regional connections to the Waikato,
Auckland (via the Waikato), and Gisborne and intra-regional

Chapter 2

Figure 3: Bay of Plenty Region
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Figure 4: The Bay of Plenty Region’s PopulaƟon Centres

Regional Summary
• The Port of Tauranga is New Zealand’s largest port by
volume, handling 27% of the nation’s export volume
in 2010.
• The Bay of Plenty has the highest heavy vehicle weight
intensity on roads in the country (214.8 thousand tonnes
per km compared with the New Zealand average of 106.5).
• The Bay of Plenty’s East Coast Main Trunk line carries
over a 3rd of New Zealand’s rail traffic and is the most
densely utilised sector of the national network.
• 80% of the country’s largest horticultural export value
product – kiwifruit – ($950m in sales), 74% of the
avocado crop and ($38m) and 30% of the national citrus
crop ($5m) are grown in the Bay of Plenty.
• The Bay of Plenty and Rotorua in particular, is the 3rd mostimportant tourism destination in New Zealand (8.3% of
the country’s total visitor nights). Cruise ship visits add
$25-30m per annum to the economy.
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• The Central North Island (including the Bay of Plenty)
accounts for 30% of New Zealand’s exotic plantation
forest resources (545,000 hectares), contributing to the
$3.5b New Zealand earns from forestry exports each year.
• The Bay of Plenty accounts for 7% of New Zealand’s dairy
industry ($600m).
• 3,800-hectare marine farm consented off the coast of
Opotiki - the largest aquaculture venture in New Zealand.
• Regional GDP was $10.17b in 2010.
• Annual employment growth between 2006 and 2009
in the Bay of Plenty was about twice the New Zealand
average (at a time of global economic recession).
• The Bay of Plenty has the 5th largest population of New
Zealand’s 16 regions (Tauranga is the 6th largest urban area
and Rotorua the 10th).

Chapter 2

connections to urban settlements within the region and the
Port of Tauranga;
• the East Coast Main Trunk rail line providing a link between
Auckland, Hamilton and Tauranga and further east to
Kawerau and Murupara;

The Bay of Plenty is home to some of New Zealand’s
leading industries including:
• Zespri - one of the largest exporters with $1 billion
annual sales;

• a local road network totalling 3,846 kilometres that connects
with the state highway network;

• Ballance Agri Nutrients - second biggest fertiliser
manufacturer in New Zealand;

• an off-highway network of forestry routes connecting to rail
hubs at Kawerau and Murupara;

• Kawerau Engineering Cluster - innovation in tank
building and power projects;

• urban bus networks in Tauranga, Rotorua and Whakatane and
a number of local connections from smaller centres; and

• Powder Metallurgy - world class technology to
produce titanium alloys;

• local walking and cycling networks.

• Comvita - $100 million in annual turnover. Superior
honey products for health care on an international
market;

2.4 Key transport drivers for the
Bay of Plenty
There are a number of key drivers that influence strategic
planning and investment decision-making for the Bay of Plenty
region’s transport system.

2.4.1 Economic growth and produc vity
A range of factors drive economic development in the region
and will influence future transport requirements. The three
main economic drivers for the region are:
• key national and regional industries (Port of Tauranga,
horticulture, agriculture, forestry and manufacturing);
• population growth; and
• tourism.
Regional GDP was $10.17 billion in 20103.
The Bay of Plenty economy is reliant on export industries with
over 30 percent of employment deriving from export based
activity. Economic activity in the region has traditionally been
focused strongly on the processing and export of primary
resources, particularly dairy products, logs and timber and other
agricultural products.
Employment growth is also expected to continue. Between
2006 and 2009, employment in the region grew at an average
annual rate of 1.3% at a time of global economic recession. This
compares with 0.6% for New Zealand as a whole during the
same period.
Several emerging development opportunities also have the
potential to influence future planning and investment in the
region’s transport system:

• Scion - proposal for research and commercialising
natural materials at a global level;
• ABN Ambro Craig - $13 billion in funds under
management. Employs 285 people; and
• Pulp and Paper Cluster – collectively, one of
the biggest groups of employers in the eastern
Bay of Plenty.

• Aquaculture – a developing 3,800-hectare marine farm
near Opotiki will be the largest aquaculture venture in New
Zealand. There is also potential for further aquaculture
development off the Opotiki coastline.
• Geothermal resources - there are significant opportunities
to make greater use of geothermal resources to generate
renewable energy. Geothermal energy output could
potentially be increased by 100 Megawatts4 (enough to
power 100,000 households).
• Treaty of Waitangi settlements - the resolution of Treaty
settlements is providing iwi with the means to invest in
resource-based business developments.

Initiatives in these emerging areas will need to be serviced by high
quality and reliable transport links to support their development
and to provide access for the workforces they require.

2.4.2 Popula on growth and
integrated growth management
Population growth is a key driver of economic activity in the
region as it affects both the scale of the workforce and the size
of the market for goods and services.
Between 2001 and 2006, the region’s population grew by 18,000
people (7.5 per cent). The western Bay of Plenty sub-region

3

BERL (2011) Update of the Bay of Connections Regional Economic Development Strategy: Economy, Industry Profile
Sinclair Knight Merz (2006) Renewable Energy Assessment Bay of Plenty Region.
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(Tauranga City and Western Bay of Plenty District) in particular
is experiencing rapid population and economic growth. The
sub-region’s population has grown 51 per cent in the last 15
years. Forecasts indicate that the Bay of Plenty population will
continue to grow strongly in the period to 2041.
Other notable features of the region’s population are its age
structure and the trend towards smaller households. Compared
to the country as a whole, the region (Tauranga in particular)
has a high proportion of residents aged 65 years or over. By
2041, 31% of the people living in the Bay of Plenty will be aged
over 65 years. Over 9% of the total population will be over 80
years. The trend towards smaller average household sizes is also
expected to continue into the future and the growth in total
households will be greater than the projected increase in the
population as a whole.

eastern Bay of Plenty and Rotorua. It is therefore essential that
land use planning and the delivery of transport infrastructure
are integrated to ensure the efficient movement of goods,
services and people across the entire region.
Integrated land use and transportation planning in Rotorua
is built around the Rotorua Sustainable Economic Growth
Strategy, the Rotorua Transport Strategy and the eastern and
western structure planning areas.
Plans in the eastern Bay of Plenty include the Whakatane
Integrated Urban Growth Strategy, Kawerau future business
land development, and aquaculture development plans in
Opotiki. Strategic transport links with the western Bay of Plenty
sub-region are core components of this planning.

2.4.3 Tourism
Regional growth strategies are critical for fast-growing and
changing regions such as the Bay of Plenty. The consequence
of not having effective growth management is piecemeal
development with a lack of integration between the land use
pattern and essential transport infrastructure. There is also the
associated risk of infrastructure development not keeping pace
with the rate of growth.
The Bay of Plenty has well advanced plans to manage growth
and improve integration between transport infrastructure and
land use. The western Bay of Plenty sub-region has a welldefined strategic direction and vision out to 2051 through
SmartGrowth, the growth management strategy for the subregion. SmartGrowth is anchored at the highest level in the
Bay of Plenty Regional Policy Statement (RPS) and given effect
through district plans, this strategy, the regional economic
development strategy, and joint political leadership.
A cornerstone of the SmartGrowth Strategy is the integration
of land use with infrastructure and funding requirements.
This type of integration involves considering the impact of
development on infrastructure, the use of planning instruments
to secure development patterns, and the identification of
funding so that infrastructure is provided in a timely manner
and development does not have a negative impact on existing
infrastructure.
The urban form and growth management chapter in the RPS
seeks to sustainably manage growth in the region, and to this
end, identifies growth management areas for the western
Bay of Plenty sub-region (Appendix 6)5. These growth areas
will need to be supported by further investment in transport
infrastructure in line with the planned population increases.
While the population is currently growing strongly in the
western Bay of Plenty, a significant proportion of the region’s
economic development and drivers of future growth are in the

5

Tourism is also a significant contributor to the regional
economy.
In 2009, the Bay of Plenty accounted for 8.6 million visitor
nights equating to 8.3% of the New Zealand total. Tourist
visits to the region grew by 3 - 3.5% over the five years from
2004 to 2009. Rotorua is an internationally renowned tourist
destination, attracting 70% of the region’s international visitors,
who generate the largest annual tourism spend in the region.
Rotorua airport, as an important hub for this activity, contributes
an estimated $50 to 100 million to the regional economy every
year6.
The cruise ship industry is also a rapidly growing source of
international visitors to the region. Fifty four vessels berthed at
Port of Tauranga in the 2010-11 season. Each of these typically
carries about 1500 to 1600 passengers of whom about 85%
are likely to go ashore. These cruise ship visits are estimated to
have added value of $25 to 30 million to the economy.

2.4.4 Road safety
Road crashes impose high social and economic costs on the Bay
of Plenty. In 2009, there were 29 fatalities, 169 serious injuries
and 618 minor injuries in the region.
The major road safety issues for the region are: intersections,
alcohol, speed and loss of control on bends. As a whole the
region tends to have low crash rates by national standards.
However, crash rates along certain corridors and the severity of
crashes is high.
The Bay of Plenty contains a number of rural state highways
with open road speed limits and which carry significant
volumes of traffic in both directions across difficult terrain. Thee
New Zealand road assessment programme (KiwiRap) rates

SmartGrowth is reviewing the growth areas for the western Bay of Plenty sub-region in 2012.
APR Consultants (2011) Economic Impacts of Rotorua Regional Airport. Estimate as at 2010/11; range of estimate reflects assumptions applied (low end of range is
a conservative estimate).
6
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“Many of the identified natural hazards have had significant
impacts on the region’s transport system in the past, and
there is clearly potential for impacts of similar or greater
magnitude in the future”.
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New Zealand’s State highways for risk. Several sections of
State highway in the region are ranked nationally on the list of
highways with the highest collective or personal risk.

2.4.5 Geography, natural hazards and
climate change
The geography of the region and the distances between the
urban areas within and adjacent to the region act as important
determinants of its economic structure and subsequent
transport needs.
A key feature of the region is its size and the distances between
settlements. The distance from Waihi Beach in the west to Cape
Runaway in the east is 310 kilometres, with an associated travel
time of about four hours by car.
Inter-regional connections require similar amounts of travel.
Tauranga, the region’s largest urban settlement is situated about
200 to 220 kilometres from Auckland with a typical city centre
to city centre travel time of between about 2 hours 45 minutes
to three hours. Both Tauranga and Rotorua are about 100
kilometres or 1 hour 30 minutes from Hamilton. While the most
direct route to Gisborne in the east takes 2 hours 30 minutes to
three hours from Whakatane or two hours from Opotiki.
The development of the region’s inter and intra-regional road
and rail network has also been heavily constrained by the
region’s topographical features (such as the Kaimai Ranges,
large harbours, rivers, lakes and narrow coastal strips).
Geographical constraints mean that the network is prone
to access disruptions following natural hazard events. The
regional Civil Defence and Emergency Management (CDEM)
group has identified flooding, volcanic eruption (local source),
large earthquakes, tsunami and extreme weather events as
higher priority natural hazards. Other priority natural hazards
include coastal erosion, coastal storms, moderate earthquakes,
landslides, ash fall from distant volcanic eruptions and
hydrothermal eruptions from geothermal systems.
The risk associated with some natural hazards may be increased
by climate change. In the Bay of Plenty, heavy rainfall events,
flooding, and droughts may occur more frequently, and the
impacts of tropical storms might be greater. While sea levels
are projected to rise, the rate at which they will rise is one area
of uncertainty. Climatic conditions also have the potential to
drive changes in transport demand. For example, increases in
the importation and transport of livestock feed as a response to
drier conditions.
Many of the identified natural hazards have had significant
impacts on the region’s transport system in the past, and there
is clearly potential for impacts of similar or greater magnitude

7

Tauranga travel survey data 2005-09.
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in the future. The effect of access disruptions can be significant,
given the lack of efficient alternative routes. Therefore, it is
critical that processes to assess the risk of natural hazards
occurring, and the magnitude of their anticipated effects, are
an integral part of the region’s future transport planning and
infrastructure development.
As members of the regional CDEM group, local authorities also
have a role in identifying and communicating hazards and risks,
and maintaining the capacity to respond to and recover from
emergencies. This includes planning evacuation routes in the
event of natural hazards such as tsunamis.

2.4.6 Traﬃc conges on
In recent years, traffic volumes in the western Bay of Plenty
increased significantly in conjunction with a high urban growth
rate. This placed a strain on existing infrastructure, and led
to increased congestion in and around Tauranga city and on
strategic corridors between the Port of Tauranga and other
centres. Rotorua has also experienced traffic growth, and
there is morning and afternoon peak congestion on some
routes to and from the central city. In both cases, the issue was
compounded by the mixing of intra and inter-regional traffic
with local commuter traffic.
Investment in the region’s roading system has alleviated
congestion on key parts of the network. For example, major
improvements to the strategic roading network in the western
Bay of Plenty sub-region, such as the Harbour Link project, have
improved access to the Port of Tauranga and contributed to
improved travel speeds across the network as a whole7.
However, in the longer-term, transport demand in the region
will need to be carefully managed to ensure that traffic
congestion does not place a constraint on the functioning of
the wider economy. Regional modelling indicates that, all else
being equal, a 0.25% increase in the rate of economic growth in
the region (i.e. a shift from average to high growth) would lead
to a 5% increase in the total amount of travel that takes place.
Increased demand for commuter and private travel, combined
with an increased freight task will result in growing pressure
on the region’s transport network, especially in and around
the major urban centres. For example, the withdrawal of
government funding for urban school bus services in Tauranga
has the potential to immediately add 8,000 to 9,500 trips on to
the road network during the morning peak period.
Future-proofing the system against traffic congestion will
entail proactively managing travel demand through integrated
planning, demand management measures and public transport,
while continuing to invest in the regional roading network to
cater for remaining traffic growth.
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2.4.7 Use of public transport, walking
and cycling
The car is the dominant individual travel mode in the Bay of
Plenty. Public transport use is low at present. Public transport
trips accounted for just 0.8% of trips to work in the region in
2006. In the past 20 years, walking trips to work in the region
have also declined from 10.1% of total trips to 2.4%, while
cycling trips have declined from 7.0% to 2.4%. The main urban
centres have the lowest rates of walking and cycling to work in
the region.
A failure to improve the mode share of public transport, and
halt the decline in walking and cycling, particularly in the
region’s main urban areas, will reinforce current car dependency.
This will compound problems such as the congestion that is
currently being experienced in parts of the region. Investment
in public transport, walking and cycling is a cost effective means
of managing potential congestion such as that likely to be
caused in Tauranga when government funding for the city’s
school bus services is withdrawn.
The growth in public transport use in the region’s main urban
areas represents an opportunity to proactively manage traffic
growth and avoid congestion. In recent years, Bay of Plenty
urban bus services have demonstrated strong patronage
growth from a low base. Patronage in Rotorua and Tauranga
grew at an average annual rate of 16% between 2004/05 and
2010/11. Service improvements provide an opportunity to
continue this growth and increase public transport mode share.

2.5 Transport demands of the Bay
of Plenty economy
2.5.1 The movement of freight
The Bay of Plenty economy is reliant on export industries. The
key flows within the region are logs and timber products, milk
and dairy products, kiwifruit and aggregates, which are mainly
transported by road. There is however, a substantial movement
of logs and timber products into the Port of Tauranga by rail
from Kawerau and this traffic has been growing.
Road and rail links with the Waikato and Auckland are important
for a range of export and import products. These also generate
substantial freight flows within the Bay of Plenty. Forecasts from
the Bay of Plenty Freight Study indicate that the scale of the
freight task in the region will increase by about 60 to 65 per cent
over the next 30 years.
The following specific areas require enhanced levels of service
and capacity if the full economic potential of the activities served
by the freight sector is to be met:

Higher value commodi es
Auckland is both a major market and a key distribution centre
for the country for higher value commodities. The Port of
Tauranga is an important gateway for the flow of imports and
exports between Auckland and international markets. There
is also forecast growth in the movement of retail goods from
Auckland distribution centres to the Bay of Plenty to support
activities servicing the growing population.

Kiwifruit and other hor cultural products
Eighty per cent of New Zealand’s kiwifruit (the country’s largest
horticultural export value product – $950m in sales) is grown in
the Bay of Plenty.
Kiwifruit is particularly demanding in terms of timeliness,
requiring access to export in an unprocessed fresh state. The
method of export by whole shiploads places particular demands
on the transport network when vessels are being loaded.
Most kiwifruit is currently produced in the west and central
parts of the region. The location of that production places
additional demands on the local and state highway network at
peak seasonal times.
There are proposals to substantially expand the volumes
harvested in the east of the region, particularly in and around
Opotiki. The road network in this area is vulnerable to natural
hazards, particularly in the winter months and there is only very
limited network resilience in the case of any access disruptions.
The Bay of Plenty also produces other nationally significant
horticultural crops such as avocados (74% of the national
total) and citrus (30% of the national crop). These have similar
transport requirements to kiwifruit.

Logs and mber products
The Bay of Plenty accounts for 13% of New Zealand’s exotic
plantation forest resources (215,340 hectares). The Port of
Tauranga operates as the hub for the central North Island wood
supply region.
The logs available for harvesting within the wood supply region
are likely to increase substantially and additional capacity will
be required to move these for processing or export via the Port
of Tauranga. This is likely to put particular pressure on the road
and rail links from Murupara and Kawerau to the Port.
Timber processing and manufacturing is dominated by the
industry in Kawerau. This capacity itself relies on road and
rail transport for logs, processed and manufactured product.
This could also result in some demand for the movement of
containerised products from Kawerau to support these activities.
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Milk products
The movement of milk requires timely access to an in-region
processing plant, before being exported as a largely nonperishable commodity. Milk is moved from farms to the main
dairy factories at Edgecumbe and Reporoa, and the finished
product is moved to the Port of Tauranga. Other milk is moved
to processing plants in the Waikato, primarily at Matamata.

Aggregates
The movement of aggregate accounts for approximately 15% of
the total freight carried by road in and around the region.
A sustained supply of aggregate is essential for the continued
development of the region. The demand for aggregate
resources for roading, infrastructure and building is forecast to
increase significantly in the medium to long term. Aggregate
resources within the Bay of Plenty region will provide the
majority of the required aggregates and these resources need
to be appropriately managed and protected to ensure the
security of supply.

Aquaculture
Proposals for the substantial development of aquaculture in
the sea off Opotiki may generate large future movements of
shellfish and possibly other products between Opotiki and
export markets.
The new marine farm’s servicing and processing activities are
planned for Opotiki. However, to give vessels reliable access
to the harbour, improvements need to be made. While the
harbour development could potentially be used as a freight
hub for the movement by barge of aquaculture products and
other products (for example logs), it is likely that the majority of
this freight will need to be moved by road in the short term.

2.5.2 The movement of people
Tourism
The Bay of Plenty (and Rotorua in particular), is the third
most-important tourism destination in New Zealand (8.3% of
New Zealand total visitor nights). As such, tourism generates
significant demand on the region’s transport networks. The
relatively high share of domestic tourists from Auckland and
Waikato emphasises the need for good road communications
with these areas.
For international travellers, the development of direct air
services between Rotorua and Australia will help further expand
visitor numbers and spending from this market. Inter-regional
links to the country’s major international airport in Auckland,
and which provide for tourist needs, are also important to the
region’s tourism industry.
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In the 2010/11 summer season, the Port of Tauranga was visited
by 54 cruise ships. Cruise ship passengers undertake a mix of
activities including trips throughout the region and spending
time independently in Mount Maunganui and Tauranga.

Commu ng
The data for trips to and from other regions shows that
commuting is largely internalised within the region. Between
2001 and 2006:
• a growing proportion of its residents’ employment needs
have been met from within the region;
• the region has been attracting slightly more labour from
surrounding regions; and
• fewer of the region’s residents are travelling to work in
other regions.
The most significant flows are between the Hauraki and
Western Bay of Plenty districts, Auckland and Tauranga, and
Taupo and Rotorua.
Trends in journey to work trips made between cities and
districts within the region show:
• Rotorua, Whakatane, and Opotiki are relatively selfcontained with 93%, 89% and 89% of the workforce living in
the district.
• Tauranga and the Western Bay of Plenty display higher
rates of interaction, 85% of workers in Tauranga live in the
city with much of the balance (12%) travelling in from the
Western Bay of Plenty.
• A similar position holds for the Western Bay of Plenty with
79% of jobs being filled by local residents and 16% being
filled by residents of Tauranga.
• The main outlier is Kawerau, which sources less than 50%
of its workforce from the local area. In Kawerau’s case there
is substantial in-commuting from the neighbouring district
of Whakatane, but also further afield from Rotorua and
Tauranga.

Residen al growth areas
The siting of residential growth areas can have a significant
impact on the transport demands for an area and the need to
upgrade transport infrastructure and services.
• In the western Bay of Plenty the SmartGrowth strategy has
identified growth areas such as Omokoroa and Wairakei.
These areas have been planned to include local commercial
areas and some employment but they are still reliant on
investment in the transport system to provide for the extra
trips generated.
• Rotorua has developed Eastern and Western Lakes Structure
Plans for future commercial and residential growth in
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the district. These growth areas are reliant on planned
improvements to the transport system to enable the extra
trips generated to be accommodated.
• Whakatane is also planning for future residential growth
and the impacts of this growth on the transport system
need to be recognised in future transport planning.

2.5.3 Transport implica ons of future
economic growth scenarios
The key drivers of future economic development in the Bay
of Plenty are likely to comprise increases in the production of
a range of primary products, coupled with the expansion of
value added knowledge based activities in concentrated urban
centres. For both of these, transport links are important.
In the first case there is the need to move the commodities from
where they are produced through the supply chains to where
they are consumed or exported. The health of the New Zealand
economy largely depends on the export of a range of primary
products. Higher freight costs and inefficient movements will
make New Zealand fundamentally poorer. Efficient movements
and lower freight costs facilitate trade and increase returns
to producers. Consequently, the continued development and
maintenance of the state highway and local road networks is
critical to moving product in a timely manner.
In the case of value added activities, the key factors are to
provide employers with access to the skills of the workforce
and the potential for interaction between workers, but also to
provide the range of commodities required to support these
workers at work and at home.

2.6 Na onally important
infrastructure and the
Regional Strategic Transport
Network
2.6.1 The Port of Tauranga
The Port of Tauranga is nationally important both as a major
export hub for bulk primary commodities and for the importing
of a range of bulk products and containers. The Port is New
Zealand’s largest port by volume and being strategically located
at the centre of the country’s most important export-earning
industries, handled 27% of the nation’s export volume in
2010. Freight through the Port amounts to approximately 12
million tonnes per annum, or about 40% of total freight moving
through the region.
The Port serves a hinterland that extends beyond regional
boundaries and covers much of the upper north island from
MetroPort (the Port’s container freight hub in South Auckland),
to the forests of the Central Plateau. The Port is particularly
important for export commodities from the Waikato including
logs and timber products, dairy products and limestone.
Port traffic to and from Auckland is dominated in both
directions by manufactured goods. A significant proportion of
this trade is container traffic handled by MetroPort in Auckland
and transferred to and from Tauranga by rail. In total, freight
flows from outside the Bay of Plenty amount to almost half of
the Port’s total throughput.

2.6.2 Tauranga Eastern Link
Expansion in the capacity of the transport system will be
required in cases where primary sector output has the potential
to increase sharply. Examples include:
• the expansion of the kiwifruit industry into new areas,
particularly to the east;
• the expansion of the logging and timber industry with the
potential for increased harvesting as trees currently growing
are harvested; and
• the expansion of aquaculture in the east.
Much of the forecast growth in economic activity is in the
service sectors which will be focused in the main urban areas.
This employment growth will lead to increasing demand for
commuter and other private travel. A high level of accessibility
will be needed into the main urban areas for these sectors to
attract workers and gain the productivity benefits arising when
large numbers of firms operate together in close proximity. This
accessibility will need to be achieved in a way that supports
the high level of amenity required to attract skilled workers to
successful urban centres.

The Tauranga Eastern Link (TEL) is a Road of National
Significance8 and is in the Eastern Corridor, a key strategic
corridor in the Bay of Plenty. The TEL project comprises a 23
kilometre section of four lane highway, providing a safer and
more direct route between Tauranga and Paengaroa. The tolled
section of the route will be between Rangiuru and Papamoa
East. This part of the TEL is on a new alignment that bypasses
Te Puke.
The TEL will:
• provide a safer alternative route to SH2 between Tauranga
and Paengaroa, currently the second-worst performing
section of state highway in New Zealand based on fatalities
and serious injuries per kilometre;
• provide a more direct and efficient route for the movement
of freight between the Port of Tauranga and areas of
production in the central North Island, Eastern Bay of Plenty,
Gisborne and Hawke’s Bay;

8

Identified in the Government Policy Statement on Land Transport Funding.
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“The Bay of Plenty economy is reliant on export
industries with over 30 percent of employment
deriving from export based activity.”

9

Many urban connections are shared use facilities that also cater for pedestrians.
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• enable growth management plans in the Eastern Corridor
to be integrated with transport infrastructure (residential
and business developments in Papamoa East, Te Puke and
Rangiuru); and
• bypass Te Puke and Waitangi, thus reducing the severance
effects experienced by these communities.

2.6.3 State Highway 29
State Highway 29 is classified as a National Strategic route in
the state highway classification system and in the Regional
Strategic Transport Network. This route forms an important
inter-regional link between the Bay of Plenty and the rest of
the upper North Island, providing for the movement of people
and freight. The SH1/29 link between Hamilton and Tauranga
has also been identified in the Government Policy Statement
on Land Transport Funding 2012/13-2021/22 (GPS 2012) as a
possible future Road of National Significance recognising the
important inter-regional function performed by this route.
Freight volumes on this route are forecast to increase
significantly over the life of the strategy, particularly when
the Waikato Expressway (SH1) provides a more efficient link
between Auckland and Hamilton. Therefore, the continued
upgrading of this route is essential to maintain safe and efficient
inter-regional access.

2.6.4 East Coast Main Trunk Rail Line
The East Coast Main Trunk (ECMT) rail line provides a major
link for freight movement between Auckland, Hamilton and
Tauranga and further east to Kawerau and Murupara. The Bay
of Plenty section of the ECMT line carries over one third of New
Zealand’s rail traffic and is the most densely utilised sector
of the national network. The main commodity movements
between regions are:
• logs and timber products from the Waikato to the Bay of
Plenty for export;
• dairy products from the upper North Island to the Bay of
Plenty for export;
• imported coal from the Bay of Plenty to the Waikato; and
• import and export goods moving between the Bay of Plenty
and Auckland (particularly through MetroPort inland port).
The ECMT is critical to inter and intra-regional movements
between major industries and the Port of Tauranga. Forty
percent of the freight moving to and from the Port of Tauranga
moves by rail and volumes are forecast to increase significantly.
Continued investment in improvements such as passing loops
and potentially double tracking will be required to ensure
adequate freight moving capacity is maintained.

2.6.5 Regional Strategic Transport
Network
The Regional Strategic Transport Network (RSTN) identifies
the key intra and inter-regional connections in the Bay of
Plenty necessary to support national and regional economic
development objectives, and to provide access for people. The
RSTN supports energy, infrastructure, urban form and growth
management objectives in the Bay of Plenty Regional Policy
Statement. To this end, the RSTN has been separated into road
and rail, public transport and cycling components.

Road and rail
Both road and rail are heavily used for the movement of freight
in the region. In part reflecting this, the Bay of Plenty region
has the highest heavy vehicle weight intensity on roads in the
country (214.8 thousand tonnes per km compared with the
New Zealand average of 106.5). The regional rail network carries
about 15 per cent of the freight traffic impacting on the Bay
of Plenty.
The Regional Strategic Transport Network - Road and Rail is
depicted in Figure 5. These road and rail corridors provide
the key transport connections between areas of production
and the Port and also between the Port and centres such as
Auckland and Hamilton. The efficiency of these connections is
a key factor in the ability of the Port to provide a good service
to exporters, importers and the shipping lines. With the freight
task predicted to increase by about 60 - 65% over the next 30
years, the challenge will be maintaining efficiency of these key
corridors for freight movements.
The RSTN – Road and Rail routes are classified according to their
function and relative importance:
• National Strategic routes – are major access routes for
people and goods, or provide for large volume freight
movements of importance to the national economy.
• Regional Strategic routes – are significant regional
freight routes, or provide direct intra and inter-regional
connections between major urban centres, or between
major tourism locations.
• Regional Connector routes – provide connections to, or
alternative access for, national or regional strategic routes, or
are corridors that should be retained for strategic purposes.

Public transport
Public transport serves two main functions in the region.
Services in the main urban centres of Rotorua and Tauranga
are becoming increasingly important as a transport option
for commuting and other daily travel needs. Public transport
services on the identified Regional Strategic corridors play a
key role in improving urban accessibility and enabling more
efficient use of existing road capacity.
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Less frequent services connecting smaller settlements to
larger urban centres provide people with access to essential
community goods and services.
The Regional Strategic Transport Network – Public Transport is
shown in Figure 6. Public transport corridors and routes within
the region are classified according to their function:
• Regional Strategic corridors – are priority corridors for
increasing service frequency and reliability.
• Urban Connector routes – carry urban services and support
Regional Strategic corridors.
• Rural Connector routes - provide access to essential
community goods and services and connections to
Regional Strategic corridors and Urban Connector routes.

Cycling
Cycling is a viable transport option for short to medium
length commuter and other utility journeys in urban areas.
Cycling also serves recreational and tourism functions, thereby
contributing to positive economic and public health outcomes
for the Bay of Plenty. The Regional Strategic Transport Network
– Cycling includes both urban networks and longer distance
routes to acknowledge the multiple functions of cycling in the
region.
The Regional Strategic Transport Network – Cycling is depicted
in Figure 7. Cycling routes are classified according to their
characteristics or function:
• National Strategic routes – are trails on the national cycle
trail network.
• Regional Strategic routes – provide significant connections
within urban areas9.
• Regional Connector routes - provide opportunities to
improve connections between urban areas.

9

Many urban connections are shared use facilities that also cater for pedestrians
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Figure 5: Regional Strategic Transport Network - Road and Rail
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Figure 6: Regional Strategic Transport Network – Public Transport
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Figure 7: Regional Strategic Transport Network - Cycling

Bay of Plenty Regional Land Transport Strategy 2011-2041

21

Chapter 2

22

Bay of Plenty Regional Council

Chapter 3

Chapter 3: Issues and Opportunities
The Bay of Plenty’s regional transport issues and opportunities
are discussed below. These establish the context for the strategy
outcomes, the strategic option, and the implementation of
the strategy. The issues and opportunities have been ordered
according to six key outcome areas to demonstrate the linkages
between issues, outcomes, policies and implementation areas in
the strategy. However, it is important to note that many issues are
relevant to more than one outcome area.
The issues identified are ones that require ongoing interventions
to optimise or improve the region’s land transport system. They
relate to current regional conditions and have been identified
following a critical appraisal of the transport system. The
opportunities highlight features of the system that can be built on
to achieve the desired outcomes.

3.1 Economic development
3.1.1 Issues
1 Further development of freight intensive industries within the
region and forecast freight growth (inter and intra-regional) will
increase demand on the region’s transport system.
Figure 8 depicts forecasts of regional freight movements by mode.
The overall position is one of substantial growth with volumes of
freight traffic forecast to increase by 63% to 204010. Although the
increase in the modal share of rail is small, the underlying growth
in the overall market implies a substantial increase of rail traffic in
the region.
2 There are international trends towards larger ships visiting
fewer ports. This has the potential to change supply chains by

altering freight flows and increasing peaks, putting pressure
on the transport networks serving the Port of Tauranga.
The Port of Tauranga is New Zealand’s largest port by volume
(13.75 million tonnes - 2010) and the second largest container
port (511,000 TEUs - 2010). The Port is strategic infrastructure
for the Bay of Plenty region and New Zealand providing a
major international link for the country’s imports and exports.
The trend towards larger ships visiting fewer ports is likely to
further change freight distribution patterns due to potential
changes to off-site storage of such commodities as logs and
more ‘just in time delivery’. This may lead to network issues
with more defined peaks when these ships are in port.
3 Planning for business and industry growth requires better
integration with the region’s transport system to ensure
more efficient movement of people and goods.
While work has been undertaken in the region to integrate
the planning for new industrial areas with the development of
the transport system, in some instances that planning could
have been better aligned in terms of timing or funding of
the transport improvements. In these cases, this has resulted
in delays in the development of areas, or has limited the
development that could take place until capacity or safety
improvements could be undertaken.
Land is also being developed and redeveloped in existing
industrial areas. In some cases, major freight routes traversing
these areas have not had the level of protection in district
plans required to maintain efficient movements. For example,
Hewletts Road in Tauranga is a National Strategic route to the
Port of Tauranga that has high levels of individual property
access due to a lack of access restrictions in the past.

Figure 8: Forecasts of regional freight movements by mode to 2040

10

Bay of Plenty Regional Freight Study (2010).
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4 Modal pricing rarely covers the full cost of providing
infrastructure and externality costs. The proportion of costs
passed on to users also varies between modes. These factors
can distort levels of supply and demand for different modes.

Effects of this magnitude will reduce the efficiency of moving
people and goods on key corridors, including those accessing
the Port of Tauranga.

3.1.2 Opportuni es
There are a number of externality costs created by transport
and transport infrastructure that are often not taken into
account when the relative costs and benefits of different modes
are calculated. For example, the cost of community severance
on residents is not factored in where new or widened roads split
existing communities.
There is also a perception amongst some larger freight
generators in the region that the current funding system does
not recognise the full economic benefits of rail as a bulk freight
option. For example, current benefit/cost analyses for transport
projects work on the basis of a 30 year timeframe, whereas rail
infrastructure generally has higher initial fixed cost than roading
projects with a longer period over which benefits accrue.
5 The withdrawal of funding for school bus services in
Tauranga will increase peak time congestion on the city’s road
network unless this additional demand is accommodated on
the public transport network.
In 1986, a previous Tauranga urban public transport service
was withdrawn. The Ministry of Education (MoE) subsequently
funded the provision of urban school bus services as Tauranga’s
urban area and population experienced rapid growth. In 2001,
BOPRC reintroduced a public transport service to the city. Since
that time, the service has developed to the point that most of
the city is now covered by at least a basic bus service.
Development of the Tauranga public transport service has
enabled the MoE to review its funding of school transport
services in the city. However, there is insufficient peak
time capacity on the existing public transport service to
accommodate several thousand additional school children, and
funding for this extra capacity has not been identified to date.
The potential impacts on the Tauranga road network were
modelled in the event that urban school bus services are
withdrawn and capacity is not increased on the public transport
service11. The modelling predicted that:
• the withdrawal of school bus services in Tauranga will
immediately add 8,000 to 9,500 trips on to the road
network during the morning peak period;
• total vehicle kilometres on the network will increase
between 22% and 25%;
• most of the network will experience decreased levels of
service; and
• the impacts will be particularly significant on sections of
State Highway 2, and State Highway 29 at Barkes Corner.

11

Opportunities to support economic development in the
region include:
• building on freight access improvements to the Port of
Tauranga, such as Tauranga Harbour Link and Tauranga
Eastern Link;
• building on improvements to key inter-regional road and
rail links with Auckland and the Waikato to increase the
efficiency of moving people and goods.
• greater separation of inter and intra-regional traffic
(e.g. freight) and local traffic (e.g. commuter);
• increasing the use of rail and coastal shipping for the
transport of bulk products;
• providing increased levels of service on key corridors in and
around Tauranga and Rotorua;
• better integration of business land use and transport by
directing land use changes and planning key transport
infrastructure to support the land use; and
• encouraging the efficient use of high demand parts of the
network through the use of pricing mechanisms.

3.2 Safety and personal security
3.2.1 Issues
6 Recent approaches to road safety have not achieved the
desired improvements to the region’s safety record.
Bay of Plenty casualty figures have fluctuated over the past
decade, revealing no clear trend on the overall safety of the
road network. However, the severity of crashes is of particular
concern. The region has a higher proportion of severe crashes
than the national average and the proportion of serious and
fatal injury crashes is increasing (Figure 9).
7 Road safety initiatives in the region continue to be
constrained by a limited safety culture within the wider
community.
Across the region, public attitudes towards road safety issues
such as drink driving, speeding and wearing restraints are poor.
Major contributing factors to severe crashes include alcohol,
driving too fast, and poor judgement (Figure 10). Male drivers
between 15 and 24 are by far the most at risk group (Figure
11). Poor observation and failure to give way or stop are also

School bus services will be maintained in areas where there is no public transport service coverage.
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Figure 9: Severity of crashes as a percentage of injury crashes in the Bay of Plenty (2005 – 2009)

Figure 10: Major contribuƟng factors to severe crashes in the Bay of Plenty (2005 – 2009)

Figure 11: Age of drivers involved in severe crashes in the Bay of Plenty (2005 – 2009)
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“Over the last few years there has been significant effort
applied to encourage people to walk, cycle and use
public transport. This has included investment and the
partial development of new and improved networks for
these modes.”
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Figure 12: ProporƟon of state highway network by annual VKT within each KiwiRAP star band
Propor on in each Star Ra ng

VKT
Region

(x10 VKT/year)

Waikato
Bay of Plenty
New Zealand

25.19
10.91
154.76

1-star

2-stars

3-stars

4-stars

5-stars

0%
0%
0%

38%
51%
33%

55%
45%
40%

7%
5%
28%

0%
0%
0%

major contributing factors, particularly on rural roads such
as SH2 where the frequency and design of intersections has
contributed to high crash rates.
8 The design and management of transport corridors does
not adequately provide for the safety and personal security
needs of all users and activities.
KiwiRap (the New Zealand road assessment programme) has
investigated and assessed the safety of the state highway
network in New Zealand. Roads have been rated from one
to five stars, with one star being the least safe and five stars
representing the safest routes. Figure 12 shows that the
proportion of travel on two star routes (effectively the lowest
safety rating) is significantly higher in the Bay of Plenty region
(51%) than at the national level (33%) and the neighbouring
Waikato region (38%).
Transport corridors within and near settlements also form
an important element of public open space, as they include
pedestrian streets, service lanes, footpaths and cycle lanes.
Consequently, transport corridors need to be carefully designed
and constructed to ensure that they are safe and secure for the
people who use them.

3.2.2 Opportuni es
Opportunities to improve safety and personal security in the
region include:
• focusing regional road safety resources to support initiatives
outlined in Safer Journeys 2020 – the national road safety
strategy, including the implementation of a safe systems
approach; and
• integrated studies that target the worst performing sections
of state highway in the region.

3.3 Environmental sustainability
3.3.1 Issues
9 The region’s transport system is overly reliant on nonrenewable fuel sources making it susceptible to volatile
oil prices.

Energy use in New Zealand is dominated by transport and
the country is reliant on imported oil for almost half of our
energy needs, making us vulnerable to international supply
disruption and volatile oil prices. The real price of oil has been
subject to significant fluctuations in the past decade. Supplies
are not expected to suddenly run out but are likely to become
more expensive as demand grows and production costs rise.
Forecasts indicate that in the medium term, oil prices are
likely to plateau but remain at historically high levels, before
increasing sharply beyond 2028 as accessible world supplies
diminish12.
10 Levels of funding available for walking, cycling and public
transport services risks diminishing the value of previous
investment in these modes.
Over the last few years there has been significant effort applied
to encourage people to walk, cycle and use public transport.
This has included investment and the partial development of
new and improved networks for these modes.
The Government Policy Statement’s current focus prioritises
national transport investment towards seven of New Zealand’s
most essential routes (Roads of National Significance) to reduce
congestion, improve safety and support economic growth. This
focus means that national investment in walking, cycling and
public transport has and will be prioritised where those modes
clearly support economic development and safety outcomes,
and has translated into a reduction in, or constrained level of
national and local funding available for them.
In the short term, this situation is unlikely to change unless a
wider range of funding sources are considered and/or greater
emphasis is placed on developing integrated packages of
activities that include appropriate walking, cycling and public
transport components. As a result, the full potential of region’s
walking, cycling and public transport networks is likely to take
longer to realise than previously anticipated.
11 Individual lifestyle choices and established travel patterns
are impacting on the region’s transport system and are a
barrier to behaviour change towards more sustainable
travel patterns.
Urban dwellers in the region are still displaying strong
preferences to drive for short trips rather than using other more

12

Auckland Regional Council (2009) Price Forecasts for Transport Fuels and other Delivered Energy Forms.
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energy and space efficient transport options. This appears to be
due to an unwillingness to change, habit, or not thinking about
(or being unaware of ) the full cost of these trips.

increase the need for travel and reliance on motor vehicles. This
in turn, increases road congestion, emissions and energy use and
limits opportunities for more sustainable modes13.

Substantial numbers of people also live in semi-rural areas and
commute to work in centres such as Tauranga, Rotorua and
Whakatane. Keeping transport costs to a minimum and having
ready access to employment and local facilities do not seem to
be strong determining factors in many peoples’ decisions about
where they live relative to their place of work.

The Bay of Plenty is heavily reliant on travel by private vehicles.
Figures from the last census show that the motor vehicle mode
share of travel to work in the region increased to 89.5% of all
journeys, up from 84.8% just ten years earlier.

In some parts of the region, housing affordability in more
accessible locations may be influencing decisions to live further
from workplaces. The consequences are additional, longer
distance trips that create congestion on routes into major urban
centres and generate demand for expensive road construction
to add capacity.

3.3.2 Opportuni es
Opportunities to improve environmental sustainability in the
region include:
• creating urban forms which encourage greater use of
walking and cycling for short urban trips;
• public transport service improvements to build on strong
patronage growth in Rotorua and Tauranga and increase
mode share; and
• implementing demand management initiatives that cater
for the region’s diverse land uses and transport issues.

3.4 Land use and transport
integra on
3.4.1 Issues
12 The region’s transport system may lack the flexibility to
cater for long-term changes in land use and demand if future
transport corridors are not identified and protected.
A range of transport modes require defined corridors to provide
efficient links between key locations. Appropriate corridors
need to be identified and protected to provide the necessary
flexibility to cater for road, rail, public transport, walking and
cycling or any combination of these modes in the future.

The reliance on private vehicles for transport is compounded by
the development of lifestyle blocks, out of town retail centres and
residential developments with no local services. Low densities
mean these types of developments cannot reasonably be accessed
by any means other than the private vehicle. Trip lengths also
increase as these developments locate further from education
facilities, core services and employment.
14 A fragmented planning and funding environment and a focus
on short-term decision-making is constraining efforts to develop
and implement comprehensive long-term land-use and transport
strategies.
A strong, long-term planning framework already exists within
the Bay of Plenty region, at both regional and sub-regional
level. District and sub-regional growth management strategies,
regional and district level transport strategies, and the Bay of
Plenty Regional Policy Statement all support integrated planning
outcomes.
Land-use and transport strategies generally have long-term
planning horizons. Associated transport infrastructure can also
take a long time to progress from investigation through to design
and construction. However, many of the transport funding and
planning documents that allocate resources to these projects are
developed and revised every three to six years, often at different
stages of the planning cycle. National and local elections also
occur every three years. These factors can all have a significant
impact on the consistent implementation of longer-term strategies.
While amendments to the LTMA have improved alignment in
the implementation of transport activities, there is still a need for
better co-ordination between longer term strategies and plans, and
funding cycles.

3.4.2 Opportuni es
Opportunities to improve the integration of land use and transport
in the region include:

The identification of transport corridors is particularly important
in areas of greenfield development where land can become
fragmented. Additional corridors may also need to be identified
within existing urban areas to meet changing transport needs.

• achieving a more compact and sustainable urban form through
higher densities;

13 Ineffective integration between land use and the region’s
transport network can result in development patterns that

• building on the access improvements provided by the
Tauranga Eastern Link to increase access opportunities for all
modes on the local network;

13

• taking a proactive approach to the identification of future
transport corridors in land use and transport strategies;

This issue re-states an Energy and Infrastructure issue from the Bay of Plenty Regional Policy Statement.
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• applying ‘live, work and play’ and high quality urban design
principles throughout the region; and
• engaging with NZTA and other funding partners to achieve
further streamlining of transport funding and planning
processes, and greater alignment of planning cycles.

3.5 Access and mobility
3.5.1 Issues
15 Planning for the access and mobility needs of small
communities and more isolated parts of the region is required.
These communities tend to be exposed to increased risk of
transport network failure.
Small communities in the more isolated parts of the region
(generally in the east) face challenges in accessing health

facilities, as well as education and work opportunities. These
areas also face the greatest risk of access disruptions caused
by natural hazards due to a constrained transport network,
including several bridges with high seismic risk profiles, and an
absence of alternative routes. Access issues are compounded
because these communities tend to be in the most deprived14
parts of the region with the lowest rates of vehicle ownership
(Figure 13).
16 The volatility of fuel prices and an ageing population will
mean increasing future demand for accessible travel amongst
those with few mobility options.
While volatile fuel prices will be an economic driver for more
affordable travel options, the region’s ageing population will
be a key social driver of increased demand for accessible travel.
Population forecasts indicate there will be a substantial increase
in the region’s elderly population, particularly in the 60 to 80
years and 80+ age groups (Figure 14).

Figure 13: Degrees of deprivaƟon in the Bay of Plenty

14

The New Zealand deprivation index measures a combination of variables including lack of income, communication, employment, transport, qualifications,
support, living space and an owned home.
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Figure 14: Comparison of the number of people in the Bay of Plenty region in each age group in 2011 and 2041

People aged 65 to 80 years are likely to continue to be active,
mobile and are increasingly likely to be in some form of
employment. They are likely to travel less often and not as far
as people under 65. However, they are expected to continue
to travel independently; more commonly outside the peak
commuting hours, by private car, walking, using mobility
devices, cycling, or catching the bus. People aged 80+ years are
likely to be less mobile. They are more likely to rely on informal
transport providers such as community groups, or retirement
village transport for travel.
The implications for the transport system are increases in
demand for off peak public transport, taxis and total mobility
services, accessible pedestrian networks and informal transport
options such as ridesharing with friends, family and community
groups.

3.5.2 Opportuni es
Opportunities to improve access and mobility in the region
include:
• road network improvements to reduce the risk of access
disruptions caused by natural hazards;
• public transport service improvements, including increased
frequency and accessible buses in the region’s larger urban
centres;
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• regular public transport services connecting small
settlements with larger urban centres;
• innovative shared transport solutions for rural areas,
including community led initiatives and demand responsive
services;
• promotion of regional car-share initiatives; and
• accessible pedestrian networks.

3.6 Public health
3.6.1 Issues
17 The movement of freight by heavy vehicles has wider
public health impacts (noise and air pollution, safety,
severance effects) than the use of other modes such as rail
and shipping.
The Bay of Plenty region has the highest heavy vehicle weight
intensity on roads in the country (214.8 thousand tonnes per
kilometre compared with the New Zealand average of 106.5).
Where heavy vehicle routes cut through rural townships, they
cause issues such as community severance, noise, vibration,
pollution, and impact on the safety and quality of life of residents.
Crashes involving heavy vehicles also tend to be more severe.

Chapter 3

Some adverse effects on public health can be avoided by
preventing activities sensitive to the effects of the transport
network from locating close to transport routes, or by requiring
mitigation measures such as acoustic insulation to be installed.

in the region are defined as obese16. Obesity is associated with
a long list of adult health conditions. Walking, cycling and other
active modes of transport can contribute to the 30 minutes of
exercise a day recommended for adults by health professionals.

Rail and coastal shipping also provide efficient transport
options for some bulk freight movements and have less impact
on the wider community. While, noise and vibration from rail
can have negative impacts, these tend to be geographically
limited by the constrained nature of the rail system.

The use of active modes can have a significant positive impact
on the health of all sectors of the population17. Physical activity

18 Increasing motor vehicle traffic is generating air and noise
pollution and creating severance effects. This is affecting the
quality of life of people living next to major roads and making
it more unpleasant to walk and cycle along road corridors.
The link between vehicle emissions and adverse health effects
is clear, with a national study estimating that exposure to
emissions of particulate matter contributes to the premature
mortality of approximately 500 people per year in New Zealand.
The risks are most pronounced in the urban environment where
the potential for vehicle congestion and high concentrations of
pollutants is greatest.

is important for young people because patterns of activity
become ingrained at an early age. However, less than half of
New Zealand children (47.0%) usually use active transport
(walking, biking or another form of physical activity) to get to
and from school. Distance to school and traffic are the major
reasons given by caregivers for children not using active modes
to get to school18. Walking is also beneficial to older people as
it keeps them fit and more mobile. Older people who walk are
also more likely to be involved with the community.

3.6.2 Opportuni es
Opportunities to improve public health outcomes in the region
include:
• strategic network improvements, including heavy vehicle
bypasses;

The regional council monitors background levels of carbon
monoxide (CO) and particulate matter (PM10) at fixed
residential sites in Tauranga and Rotorua. Results indicate that
background levels of carbon monoxide are not a significant
issue in either of the region’s two largest urban centres. PM10
emissions, which are associated with diesel combustion
amongst other sources, appear to be more of an issue,
particularly in Rotorua. Transport sources account for 17%
of PM10 emissions in the Rotorua urban area, with emissions
concentrated around the major road corridors15. Population

• greater separation of inter and intra-regional traffic (e.g.
freight) and local traffic (e.g. commuter);

growth and the increased transport demand expected in the
region’s urban areas means there will be an increasing need to
manage the associated health impacts from motor vehicles.

• developing and implementing pedestrian and cyclist road
safety, awareness and promotion programmes, particularly
in schools.

• regulatory methods to reduce heavy traffic volumes in
pedestrian areas, school zones, slow speed environments
and any other inappropriate areas;
• providing walking and cycling facilities;
• integrating walking and cycling facilities into all major
transport infrastructure projects; and

Significant traffic volumes, particularly where speeds are high
and there are a high percentage of heavy vehicles, can also split
communities and create the perception that transport corridors
are unsafe and unpleasant for walking and cycling. People
perceive that it is easier and, in some cases, safer to drive to
make short trips that could easily be made by an active mode.
19 The convenience of motor vehicles is encouraging
sedentary lifestyles, which are contributing to increasing rates
of obesity related illness.
The prevalence of obesity is increasing in the Bay of Plenty.
Recent surveys show that one in four adults and 5% of children

15

Bay of Plenty Regional Council (2005) Rotorua Air Emissions Inventory.
Ministry of Health (2008) A Portrait of Health: Key Results of the New Zealand Health Survey 2006/07. Figures include results from the Bay of Plenty, Taranaki and
MidCentral district health board areas.
17
NZTA Research Report 359 (2008) Valuing the Health Benefits of Active Transport Modes.
18
Ministry of Health (2008) A Portrait of Health.
16
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Chapter 4: Vision and Outcomes
4.1 Vision
The review of transport issues and trends in the Bay of Plenty has
highlighted the diverse issues that need to be addressed and the
inter-related nature of these issues. One challenge for the region
is to achieve a balance between the range of social, economic
and environmental outcomes it is seeking to achieve. To assist
with this process, the region has developed a long-term transport
vision and outcomes. The outcomes take into account key
economic, social and environmental drivers and respond to the
transport issues discussed in the preceding chapter
Our transport vision is:

Best transport systems for a
growing economy and a safe
and vibrant Bay lifestyle

4.2 Transport outcomes
Our vision is supported by transport outcomes identified for
each of the six strategy areas. Just as the identified issues are
multi-faceted and of relevance to more than one outcome, so
too must the outcomes be considered together as a whole
rather than in isolation.
We have also developed targets for each outcome so we can
measure whether they are being achieved. The targets are
expressed as directional statements to reflect the approach to
achieving impacts outlined in the GPS19.

Targets
• Improve the consistency of freight travel times on National
and Regional Strategic road routes compared to 2010 levels.
• Spread the distribution of trips on National and Regional
Strategic road routes more evenly throughout the day
compared with 2010 levels.
• Reduce delay per kilometre on Key Congested Routes in
Tauranga from 2010 levels.
• Reduce the number of days sections of Regional Strategic
Transport Network road routes are closed due to extreme
weather events with a return period of up to and including
100 years.
• Increase the volume of freight on the East Coast Main Trunk
rail line compared to 2010 levels.

4.2.2 Safety and personal security
Safety and personal security in the context of this strategy
means safety in its broadest sense. People are not only
protected from the direct causes of harm arising from use of
the transport system such as road crashes and crime, they are
also protected from more indirect effects such as noise, air and
water pollution. Peoples’ perceptions of safety and personal
security are also key considerations within this approach. The
region’s transport system is contributing to safety and personal
security when:
Deaths and serious injuries on the region’s roads are reduced.
People understand and contribute to a safety culture that
is supported by a safe system approach to road safety.
Transport corridors and public spaces are safe and secure
environments to use and people feel safe using them.

4.2.1 Economic development
Targets
Economic development in the context of this strategy is about
improving the wealth and wellbeing of the region through
being more productive and efficient. A prosperous Bay of
Plenty will mean more jobs, higher incomes, and improvements
in human development, education, health, choice, and
environmental sustainability20. The region’s transport system is
contributing to economic development when:
The transport system is integrated with well planned
development, enabling the efficient and reliable movement
of people and goods to, from and throughout the region.
The transport system supports economic development by
providing user options, applying efficient pricing mechanisms
and prioritising higher value trips.

• Reduce the number deaths and serious injuries on roads in
the region below 2005-09 levels (five year rolling average).
• Reduce the number of reported injury crashes below 200509 levels (five year rolling average).
• Reduce the number of deaths and serious injuries with
alcohol as a contributing factor below 2005-09 levels (five
year rolling average).
• Reduce the number of deaths and serious injuries with
speed as a contributing factor below 2005-09 levels (five
year rolling average).
• Increase the perceptions of safety and security while
walking, cycling and using public transport above 2010
levels.

19

More detail on the indicators and targets can be found in RLTS supporting paper no. 10: Bay of Plenty Regional Transport Targets and Monitoring (2010).
Bay of Connections: the Bay of Plenty Regional Economic Development Strategy (2008) sets out the regional perspective on economic development.

20
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4.2.3 Environmental sustainability
Environmental sustainability in the context of this strategy is
about developing the region’s transport system in a way that
meets the needs of the present without compromising the
ability of future generations to meet their own needs.
The strategy also considers the adverse effects on the
environment arising from the development and use of the
transport system. Adverse effects on the environment operate
at two scales within a land transport context:
• the general environmental effects arising from use of the
transport system, for example, air and water pollution; and
• the environmental effects generated by individual transport
projects.
This strategy primarily focuses on avoiding the general
environmental effects of the transport system. The adverse
environmental effects of individual transport projects are
addressed in Resource Management Act (RMA) consent
processes in regional, district and city plans.

land use patterns occur when there is a disconnect between
planning the transport system and the activities it serves.
The relationship between land use and transport operates
in both directions. Land-use patterns influence transport
factors such as trip lengths and the viability of different
modes, while the provision of transport infrastructure
influences the type of land use patterns that develop.
Integration means achieving the right mix of transport
measures and land use patterns to achieve sustainable
outcomes.
• Integrated planning – is a means to an end rather than
an end in itself. Integrated planning is about taking a
co-ordinated, forward thinking and holistic approach to
enhance the relationship between the transport system
and the activities it serves. Integrated planning involves
co-ordination between agencies responsible for land
use and transport infrastructure planning, including the
co-ordination of public and private sector planning and
funding.

The region’s transport system is contributing to environmental
sustainability when:

The region’s transport system is contributing to land use and
transport integration when:

The transport system is flexible, robust and resilient to
external influences. People choose the best way to travel
to improve energy efficiency and reduce reliance on nonrenewable resources. Political leadership and support is
shown at all levels, supporting funding for the infrastructure
required for all modes to be safe and easy ways to travel.

Long term planning ensures that transport corridors are
protected, and well designed transport infrastructure
supports economic development. Regional growth patterns
and urban form reduce travel demand, support public
transport and encourage walking and cycling.
Targets

Targets
• Increase public transport, walking and cycling journey to
work mode shares above 2006-10 levels (five year rolling
average).
• Increase daily mode share for walking, cycling and public
transport on identified Regional Strategic Transport
Network routes above 2010 levels.
• Increase the efficiency of the transport system 4% from
2008 levels in gigajoules per kilometre travelled by 2015.
• Align the proportion of investment in each activity area with
the recommended investment allocation for the Optimised
Transport System strategic option.

4.2.4 Land use and transport
integra on
There are two aspects to the land use and transport integration
outcome in this strategy:
• Integration between land use and transport - The transport
system is about providing access to activities and
connections between them. Unsustainable and inefficient
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• Reduce distance per capita travelled in single occupancy
vehicles in major urban areas on weekdays below 2006-10
levels (five year rolling average).
• Reduce total person kilometres travelled in the region
below 2006-10 levels (five year rolling average).
• Increase total trip legs travelled by walking, cycling and
public transport above 2005-09 levels (five year rolling
average).
• Reduce the average distance of journeys to work in the
region.
• Increase residential densities in urban growth areas in line
with the Bay of Plenty Regional Policy Statement.

4.2.5 Access and mobility
Access in the context of this strategy refers to peoples’ ability to
obtain the goods, services and activities that society considers
essential. Mobility refers to the physical travel that provides
access. Developing a transport system that is responsive to
diverse user needs is a key consideration when providing for
access and mobility.

Chapter 4

The region’s transport system is contributing to access and
mobility when:
Communities have access to a reliable transport system that
provides them with a range of travel choices to meet their social,
economic, health and cultural needs.
Targets
• Increase annual trips per person on public transport above
2009-10 levels.
• Increase the percentage of people living within 500m of a
bus stop on a Regional Strategic or Urban Connector public
transport route above 2009-10 levels.
• Increase the overall perception of public transport as a mode
of travel relative to the private vehicle above 2009-10 levels.
• Increase the level of access to essential services above 2010
levels.

4.2.6 Public health
The social model of health underpins the approach taken in this
strategy. This operates on the basis that social conditions and
environmental factors are significant in determining the health
of the population. There are two aspects to this approach:
• Protecting health – this means keeping the physical
environment safe and ensuring that transport side effects
such as noise, air pollution and run-off do not pose a danger to
human health.
• Promoting health - this means creating an environment
that supports wellbeing and reduces health inequalities,
for example enabling access, encouraging active transport,
promoting personal safety and preventing injuries.
The region’s transport system is contributing to public health
when:
The transport system minimises the health damaging effects of
transport for all members of society. A wider choice of transport
options allows all individuals to make the social connections
and travel choices that contribute to their health and wellbeing.
Targets
• Reduce morning and evening peak flows on Regional
Strategic Transport Network road routes below 2010 levels.
• Increase the time each person spends walking and cycling
above 2006-2010 levels (five year rolling average).
• Reduce the levels of transport-related particulate matter
(PM10) in Tauranga and Rotorua below 2009 levels.
• Reduce the length and amount of traffic, on unsealed roads
below 2010 levels.
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Chapter 5: Strategic Option
This chapter describes the Bay of Plenty’s strategic option for
the long-term management of the region’s transport system.
The strategic option was selected from a range of options
developed and evaluated using a multi-criteria framework
based on national, regional and sub-regional priorities. The
Regional Transport Committee applied the following priority to
the regional transport outcomes when assessing the potential
strategic options21:

The Optimised Transport System then places an emphasis
on low cost, innovative demand management and freight
management measures, supported by investments in roading,
public transport, walking and cycling that are targeted to make
the best use of the existing network. Specific investment in rail
to improve capacity and efficiency plays a key role in the freight
management measures.
Implementation of the Optimised Transport System will
require co-operation with the Waikato, Auckland and Gisborne
regions to enhance inter-regional road and rail connections in
particular.
The RLTS land use and transport integration policies in Chapter
7 provide guidance on interventions to support the integration
outcome. The remaining components of the Optimised
Transport System are outlined in the following section and then
detailed further in the investment section in Chapter 6.

5.1.1 Road improvements

5.1 Op mised Transport System

Modelling of regional travel demands found that even in
a low travel demand scenario, car-based transport modes
(driver and car-passenger) will make up approximately 74%
of trips and 85% of kilometres travelled in the region in 2040.
The road network will remain the backbone of the regional
transport system even if the growth in demand is increasingly
accommodated in other ways. Consequently, continued
investment in roading improvements will be necessary.

The Bay of Plenty’s strategic option is an Optimised Transport
System. Analysis of future regional travel demands found a
‘business as usual’ approach would result in levels of private
vehicle use that would present significant challenges, especially
in urban areas at peak times. This would have detrimental
effects on the regional economy.

The Optimised Transport System assumes the sequential
implementation of regional roading priorities as outlined in
the Regional Land Transport Programme - with a particular
emphasis on improvements that increase road network route
security, connectivity, quality and maintenance, or safety.

The Optimised Transport System means considering a hierarchy
of interventions to optimise the performance of the region’s
land transport system22. Land use and transport integration
sits at the top of the intervention hierarchy (Figure 15). Land
use and transport integration typically involves policies that
encourage more efficient planning processes and reduce
overall travel demand.

However, this approach also provides for targeted and relatively
low cost investment in demand management initiatives,
sustainable transport improvements and freight management
activities to complement road improvements. This balanced
investment approach will serve to improve the effectiveness
and efficiency of the road network because, for a given level
of roading capacity, traffic congestion and travel times will be

Figure 15: IntervenƟon hierarchy
Interven on Hierarchy (NZTA)
Integrated planning
Demand management
Best use of exis ng network
New infrastructure

Op mised Transport System (RLTS)
Land use and transport integra on
Demand management
Freight management
Road improvements (includes safety)
Sustainable transport improvements

21

The strategic options assessment is summarised in Appendix 7. The analysis underpinning this chapter is further detailed in RLTS supporting paper no.6: Bay of
Plenty Transport Futures Study.
As recommended in the New Zealand Transport Agency’s Planning, Programming and Funding Manual.

22

Bay of Plenty Regional Land Transport Strategy 2011-2041

37

Chapter 5

38

Bay of Plenty Regional Council

Chapter 5

lower. This will enhance the benefits generated by investment
in roading improvements and in the long-term, may provide
the opportunity to delay some road improvement projects by
reducing the rate of traffic growth.

5.1.2 Freight management
The freight management component of the Optimised
Transport System focuses on improving the efficiency of intra
and inter-regional freight movements to support national and
regional economic growth objectives. Stakeholders (regional
councils, city and district councils, Port of Tauranga, KiwiRail,
road transport operators and major industries) will need to
work together to identify cost-effective win-win investment
opportunities for improved freight management around the
region.
Recommended initiatives include:
• Rail capacity improvements – trends towards larger ships
may in turn be expected to drive increased demand for
rail services. Rail capacity expansions, such as sidings and
passing loops on the East Coast Main Trunk line provide
relatively low-cost solutions to projected growth in the
movements of bulk commodities.
• Strategic road freight network – development of a strategic
road freight network that operates in conjunction with a
more efficient rail network.
• Inter-modal hubs – support for multi-modal freight facilities
that improve the connectivity and reliability of road,
rail, and port facilities. There may be opportunities for
additional inland ports or hubs located either in the Bay of
Plenty or adjacent regions. Coastal shipping and freight
consolidation facilities may also be developed at Opotiki in
response to growth in the aquaculture industry. As much
as possible, these facilities need to facilitate inter-modal
connections.
• Freight integration - working with freight providers to
facilitate higher utilisation on freight services and reduce
total trips in the sector (for example back-loading).
• Freight priority measures – the introduction of freight priority
lanes or signalisation on critical parts of the strategic road
freight network.

Demand management initiatives generally seek to achieve one
or more of the following objectives:
• Improve the overall efficiency of the transport network.
• Prioritise travel so higher value trips and more efficient
modes are given priority over low-value travel and less
efficient modes.
• Increase transport options.
Analysis undertaken for the region found that direct costs
are a major determinant of travel behaviour23. Consequently,
the concept of using direct travel costs to influence where,
when and how people travel, has been applied in some of the
demand management initiatives recommended as part of the
strategic option.
A comprehensive demand management strategy is
recommended in Chapters 6 (strategy areas) and 8 (initiatives)
to implement the Optimised Transport System in the Bay of
Plenty. The demand management strategy covers a range of
initiatives within the intervention hierarchy.

5.1.4 Sustainable transport
improvements
The Optimised Transport System seeks to channel an increasing
proportion of the projected growth in travel demands into
modes that do not involve single occupancy vehicle use. Public
transport, walking and cycling are more energy and space
efficient modes that have an important role to play, particularly
in providing for short to medium distance journeys within
urban areas. Combining sustainable transport improvements
with demand management also generates greater positive
impacts than focusing on one aspect alone.

Public Transport
Public transport competes most effectively with private vehicles
for medium distance trips in urban areas, particularly into areas
affected by congestion and with managed parking. Analysis
of trends in public transport use in the Bay of Plenty found
that 99% of the growth in trips over a five year period was
concentrated in a few key area units within the Tauranga and
Rotorua urban areas. This suggests that public transport is
becoming increasingly important as a transport option on parts
of the network where higher levels of service are provided.

5.1.3 Demand management
Demand management refers to policies and programmes that
enable and encourage people to manage their travel behaviour.
Demand management addresses the primary drivers of travel
demand and considers how these may be managed in a way
that reduces total demand, especially at peak times. Such
measures are distinct from, but can complement, measures that
increase the supply of infrastructure or services.

The Optimised Transport System will involve initiatives to
improve the efficiency of the region’s public transport services.
Over time, the intensification of public transport services (on
existing routes) in Tauranga, Rotorua and Whakatane will be
necessary, as well as the expansion of services into new areas
within these three larger urban centres.
Improved service levels will need to be supplemented by new
infrastructure, including new interchanges in central locations,

23

The analysis is detailed in RLTS supporting paper no. 6: Bay of Plenty Transport Futures Study.
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real-time information, integrated ticketing, bus priority measures,
additional bus stop infrastructure and park and rides.
One of the challenges for areas outside the main urban centres is to
provide public transport where it is difficult to sustain fixed route
services due to dispersed and low density settlement patterns. The
development of more flexible demand responsive services is an
option for these areas.

Walking and Cycling
Cycling and walking are viable transport options for short to
medium length utility journeys in urban areas. These modes can
also contribute to a healthier work force, which can in turn, increase
productivity and support economic development outcomes.

Rotorua and Whakatane urban areas are particularly well-suited
for cycling, by virtue of their demographic profile, socio-economic
characteristics, topography, compact urban form and connected
street networks. Large areas of Tauranga are also well-suited
to cycling, especially Papamoa and Mount Maunganui. The
topography and urban form in some other parts of the city is less
suited to this mode.
Walking improvements will be more dispersed across the region.
Under the Optimised Transport System, priority should be given
to pedestrian improvements that support key activity centres,
such as town centres and to complement increases in public
transport.

5.2 Role of the modes
Specific roles for each mode have been identified within the Optimised Transport System (Figure 16).

Figure 16: Role of the Modes
Type of movement

Mode
Private vehicles (light
motor vehicles and
motorcycles)

People

Freight

• Key role in private and employment-related travel.
• Likely to remain as the dominant transport mode in the
region for the foreseeable future.
• Direct costs of travel will be the biggest influence on future
demand.
• Increased emphasis on mul ple occupancy journeys.

Light commercial / van

• Poten al role in the development of community led and
demand responsive shared transport services.

• Important role in the movement of small to
medium volume commodi es to/from dispersed
origins/des na ons.
• Role likely to be increasingly important with the
growth in online and home delivery services.

Heavy commercial

• Forecast to carry the bulk of the region’s freight
task into the foreseeable future.
• Emphasis on movements requiring transport to/
from dispersed origins/des na ons.

Bus

• Increasingly important transport op on in main urban
centres.
• Emphasis on medium distance journeys within urban areas.
• Con nuing role to play in providing connec ons between
urban centres and smaller se lements.

Rail

• Poten al longer term opportuni es for the development of • Important and growing role in the longer
inter-regional passenger services, and possibly commuter
distance movement of bulk commodi es (both
rail in the western Bay of Plenty sub-region.
intra and inter-regional).
• To be viable, commuter rail would need to be supported
by the development of higher density residen al nodes
around rail corridors.
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Figure 16: Role of the Modes cont..
Type of movement

Mode
Cycling

People

Freight

• Viable transport op on for short to medium
distance journeys.
• Emphasis on journeys in urban centres, town
centres and small se lements.

Walking

• Viable transport op on for short distance journeys.

(includes wheeled
pedestrians)

• Emphasis on journeys in urban centres, town centres and
small se lements.

Coastal shipping

• Small scale ferry services will con nue to play a role
in providing for the access requirements of oﬀshore
communi es.

5.3 Road safety
Road safety is a key principle underlying all activities that are
delivered as part of the region’s strategic option, including
network maintenance and improvements. The following
section outlines the regional approach to road safety.

5.3.1 Na onal direc on
Safer Journeys 2010-2020, the New Zealand road safety strategy,
provides the direction for road safety implementation in the
Bay of Plenty.
Safer Journeys takes a ‘safe system’ approach to road safety. The
safe system differs from traditional approaches to road safety.
Rather than always blaming the road user for causing a crash, it
acknowledges that even responsible people sometimes make
mistakes in their use of the roads. Given that mistakes are
inevitable, the system needs to be designed to protect people
from death or serious injury. To do this, the safe system has
objectives to:
• make the road transport system more accommodating of
human error;
• manage the forces that injure people in a crash to a level the
human body can tolerate without serious injury; and

• Currently carries a small propor on of the freight
volumes moving through the Port of Tauranga.
• Possible opportuni es to barge aquaculture
products and other commodi es with the
development of harbour facili es in Opo ki.

• Safe speeds – travel speeds suit the function and level of
safety of the road. People understand and comply with the
speed limits and drive to the conditions.
• Safe vehicles – that prevent crashes and protect road users,
including pedestrians and cyclists, in the event of a crash.
• Safe road use – road users that are skilled and competent,
alert and unimpaired. They comply with road rules, take
steps to improve safety, and demand and expect safety
improvements.
The safe system approach requires shared responsibility
between road users and system designers. The rationale is
that if road users are alert and comply with the road rules, and
travel at safe speeds, they should be able to rely on the road and
roadside features and the vehicle to protect them from death
and serious injury.
Safer Journeys outlines a number of short-term and longer-term
priority actions to address road safety.
The priority areas identified in the Safer Journeys strategy
include:
• Increasing the safety of young drivers.
• Reducing alcohol / drug impaired driving.
• Safe roads and roadsides.

• minimise the level of unsafe road user behaviour.
• Increasing the safety of motorcycling.
The safe system focuses on creating safe roads, safe speeds, safe
vehicles and safe road use. The goal is to ultimately achieve:
• Safe roads – that are predictable and forgiving of mistakes.
They are self-explaining in that their design encourages safe
travel speeds.

5.3.2 Regional approach
Within the national framework there is a need to establish
regional safety priorities that will help to address region-specific
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causes of crashes. Road safety in the Bay of Plenty is primarily
managed through the Road Safety Action Plans developed by
three sub-regional Road Safety Committees. The Road Safety
Committees have adopted the safe system approach and will
target priority local issues using this approach.
Local government in the region also has an ongoing
responsibility in the following areas:
• planning, developing and maintaining safe local roads and
roadsides;
• informing and educating the public about road safety
issues;
• providing effective road safety regulation at the local level;
• adequately funding road safety activities; and
• integrating safety considerations for all modes into land-use
planning.

5.3.3 Educa on
To achieve Safer Journeys objectives, there is an ongoing need
to provide road safety education at the local level for people
of all ages. Road safety education campaigns will inform road
users about priority local issues and encourage people to
become ‘safe road users’ – a key component of a safe system.
The road safety education provided in schools is also a critical
element of the approach in the Bay of Plenty. This is necessary
to give students the tools they require to travel safely to and
from school without having to travel in a private car.

5.3.4 Enforcement
Enforcement activities in the Bay of Plenty will continue to
target the ‘fatal five’ contributing factors to fatal and serious
crashes:
• speed;
• drink and drug-driving;
• not wearing a restraint.
• dangerous and careless driving; and
• high-risk drivers.
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“The Optimised Transport System means considering a hierarchy
of interventions to optimise the performance of the region’s land
transport system. Investment in new infrastructure and services
is a critical part of this approach.”
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Chapter 6: Investment and Funding
6.1 Investment
Investment in Bay of Plenty transport infrastructure and services
is critical to enhancing the performance of the regional and
national economy, and improving peoples’ well-being.
Chapter Two outlined key drivers in the region, including
forecast population
popula
and employment growth over the period of
the strategy. These drivers will place additional demands on the
regional transport system.
Chapter Five outlined the key components of an Optimised
Transport System, the region’s long-term strategic option for
managing regional transport to accommodate the projected
demand.
The Optimised Transport System means considering a hierarchy
of interventions to optimise the performance of the region’s
land transport system. Investment in new infrastructure and
services is a critical part of this approach once efficiencies have
been achieved through demand side measures.
This section recommends where transport investment should
be focused in order to implement supply side measures in the
Optimised Transport System and achieve best value for money.

6.1.1 Current deficiencies in the
region’s transport system
Future investment will need to take place within the context
of existing and emerging deficiencies in the region’s transport
system. The following deficiencies have been identified as
having the potential to constrain future economic growth and
social well-being.

Route security
The region’s transport networks are particularly vulnerable to
access disruptions following natural hazard events. Past events
have had a significant impact on communities, and on the
horticulture, agriculture, tourism and forestry industries. This
is particularly an issue in the east of the region, where a very
constrained transport network provides few options when
access is disrupted on key routes. Ongoing route security issues
in the east of the region could also act as a potential constraint
on proposals to expand timber and kiwifruit production, and on
the scale of aquaculture proposals.

Freight capacity
The predicted 65% increase in freight in the region will continue
to be driven by increases in the movement of aggregates
and other building materials, horticultural products and most

significantly by growth in forestry products. Recent trends
and the large scale availability of forests for harvesting means
there are likely to be capacity issues associated with the
increased movement of logs and processed timber by both
road and rail from the south and east of the region. Rail traffic
flows from Murupara, and especially Kawerau are likely to
grow strongly as the existing forests are harvested.

Urban conges on
Congestion on the urban road network has the potential
to limit the productivity gains that can be achieved in the
economy by restricting the efficient movement of people and
goods.
In Tauranga, there are issues with increasing volumes of
freight being moved through the Port of Tauranga and in
particular, how these freight movements interact with people
movements within the urban area. The problem is likely to be
compounded by a move to larger ships, which would increase
the peaks in freight flows into and out of the Port. Service
rationalisation by shipping companies may also result in
international services being diverted to Tauranga from other
ports.
These trends are likely to increase pressure on the
connections to the Port, where freight traffic will be
competing with increased commuter and private travel
demand on the same network. Spikes in demand such as
that potentially arising from the withdrawal of government
funding for urban school bus services in Tauranga will
complicate the issue.
Rotorua also suffers from congestion on parts of its network
during peak times, restricting the movement of local and
inter-regional freight and creating delays for people travelling
in and through the Rotorua urban area.

Inter-regional connec ons
The Kaimai Ranges impose a substantial barrier to movement
between Auckland, Hamilton and Tauranga. This limits
the opportunities for interactions between Tauranga and
Hamilton in particular24. Improved connections between
Tauranga, Hamilton and Auckland will increase the scope
for interactions between firms, and between customers and
suppliers, as well as expanding the workforce available to each
centre.

Rural accessibility
Many parts of the Bay of Plenty region, particularly in the east,
are relatively lightly populated and remote from the main
urban centres. For these areas access to a range of essential

24

See RLTS supporting paper no.9: Bay of Plenty Economic Development and Transport Study.
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community goods and services is difficult, particularly because
these areas also tend to have the lowest rates of access to a car.
In terms of the local economy, access to transport is imperative
for employment in the primary industries in this part of the
region. Limited access to transport for the purposes of postschool education is also an issue, particularly for those who
wish to remain in these communities. This acts as an economic
constraint in terms of matching appropriately trained workers
with opportunities in local industries.
Improving the availability of transport for employment and
education will not only have a positive impact on economic
output, but there could be substantial social benefits from
measures which provide better connections with education
facilities and employment opportunities.

Road safety
Crashes in the Bay of Plenty are caused by deficiencies in all
four components of a safe system: safe roads and roadsides25,
safe speeds, safe road use and safe vehicles. Deficiencies in
the safety of the roads and roadsides across the region are
highlighted by the fact that 45% of fatal and serious crashes
involve a roadside object being struck. Large numbers of
unsafe intersections accessing the strategic road network also
contribute to the region’s poor safety record.

6.1.2 Future transport requirements
Taking into account the existing and emerging deficiencies, two
broad sets of transport requirements have been identified for
the Bay of Plenty.

Commodity flows
The first major requirement is to support flows of basic and
processed commodities to international and domestic markets,
particularly where those flows are projected to increase over
time.
Transport improvements will make the greatest contribution
where pre-conditions already exist for production increases
and the improvement resolves an existing transport constraint,
such as a bottleneck or an isolation issue. Bottleneck issues
are most apparent in and around urban centres, where freight
movements are often in conflict with large numbers of other
road users. In contrast, isolation issues occur in areas where an
inadequate transport network constrains access, or impacts on
the security of access, to areas of production.
Transport improvements also need to recognise opportunities
to broaden and diversify the economic base of the region and
to move production processes higher up the value chain.

25

This includes at-grade railway crossings
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Accessibility improvements
A second major requirement is to support improved accessibility.
This will not only strengthen social connections and enable to
people to meet their social, health and cultural needs, it will also
contribute to the region’s economic development by increasing
the interactions between firms and the size of the work forces
they can draw on.
The region’s main urban centres will be a key focus of
accessibility improvements. Emerging patterns of economic
development are demonstrating the value of concentrating
knowledge intensive activities in urban areas to derive the
benefits of increased interactions between firms and workers.
In the Bay of Plenty, the expansion of value added activities
is likely to be primarily focused in the service or high level
manufacturing sectors, leveraging off the region’s strengths in
primary production. This expansion is most likely to be achieved
in urban centres where a substantial economic base already
exists or can be readily developed.
A necessary prerequisite of increasing the share of value added
activities is that places of work are accessible to a wide range
of workers, allowing a good match to be achieved between
the skills available in the labour force and those required by
these sectors. The necessary accessibility improvements can
be achieved in three ways: through the physical relocation
of activities (land-use planning), through the greater use of
mobility substitutes such as information and communications
technology, or by improving transport links.
While there is scope to increase accessibility through land use
planning and mobility substitutes, improvements to transport
links will play a major role. For the region’s main urban centres,
this will mean providing good connections to central areas
and using demand management techniques to minimise the
effects of congestion on these routes. National and international
experience suggests that the most liveable cities are also
those which attract skilled workers in value-added activities.
Consequently, a critical part of this approach will be improving
transport links without detracting from urban amenity.
The success and capacity of the tourism sector to sustain growth
also depends on a transport system that facilitates international
and domestic travel across all modes. Providing efficient and
attractive transport services and facilities while maintaining
amenity is also essential to supporting the tourism sector.

6.1.3 Recommended investment focus
The requirements discussed in the preceding section call for
a balanced investment approach that builds on the relative
strengths of the different modes. In light of the continued
importance of the road network, the on-going maintenance,
management, and improvement of the regional road network
needs to be the focus of future investment.

Chapter 6

Figure 17: Recommended high level allocaƟon of investment

However, the Optimised Transport System necessitates higher
levels of investment26 in public transport, walking and cycling in
urban areas. Modelling of travel demands and their assessment
using a multi-criteria framework found this would not only
contribute to economic outcomes by improving the effectiveness
and efficiency of the wider road network, it would also futureproof the transport system against different energy and transport
demand scenarios27. Channelling of investment into rail is also
recommended to accommodate projected increases in the bulk
commodities which are efficiently serviced by rail.
A high level recommendation on the allocation of investment is
presented in Figure 1728.
The Optimised Transport System components can be translated
into more specific categories for the purposes of focusing
investment (Figure 18). The following sub-sections detail a
recommended investment focus within each of these categories.

Freight – given the international gateway role played by
the Port of Tauranga, investment in more efficient freight
management is likely to generate significant downstream
economic benefits for the upper North Island. Therefore,
investment should focus on developing a freight priority

Figure 18: Investment Focus for the OpƟmised
Transport System
Op mised Transport
System

Investment Focus

Land use and transport
integra on

Road network -connec vity

Demand management

Demand management

Freight management

Rail network
Road network - freight

Road improvements

Road network - route security
Road network - quality and
maintenance

Road safety

Road network - safety

Sustainable transport
improvements

Public transport
Walking and cycling

Road network
The priority should be development of a strategic road freight
network that operates in conjunction with a more efficient rail
network. Investment should also focus on maintenance and
route security improvements, as well as the connectivity, quality
and safety of the road network.

26

Relative to a ‘business as usual’ investment option.
See RLTS supporting paper no.6: Bay of Plenty Transport Futures Study.
28
Investment between 2010 and 2012 reflects priorities in the corresponding National Land Transport Programme. The peak in funding reflects major investment in
the Tauranga Eastern Link. From 2013 to 2016, investment is re-distributed across the different transport options. After which, investment is assumed to increase
proportionate to population growth.
27
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network comprising the strategic routes servicing the Port
of Tauranga. This needs to be aligned with the main freight
demands and support high productivity vehicles. Development
of the network should include actively looking for opportunities
to better integrate with rail and coastal shipping, and network
management measures that seek to minimise conflicts between
freight vehicles and other traffic.
Route security - improvements that increase the resilience of
the wider road network, particularly in the east of the region
where there is a relatively sparse road network and increased
vulnerability to natural hazard disruptions. Improved route
security will also provide increased certainty for inter-urban
freight movements and anticipated production increases in
the forestry, kiwifruit and aquaculture industries. There may
be an option to transport some freight from Opotiki by sea
rather than road, but the feasibility of this would need to be
demonstrated.
Connectivity - providing better links between locations should
focus on three key areas: improving inter-regional connections,
improving connections within the region, and improving urban
accessibility while maintaining urban amenity.
Improved inter-regional connections, particularly to Hamilton
and Auckland, will allow firms and workers in the Bay of Plenty
to interact more effectively with those in the other centres.
This will also improve connections to Auckland airport, which
operates as a major international gateway, thus improving
the Bay of Plenty’s links with the rest of the world. Tourism
also plays an important role in the Bay of Plenty, and much of
this is focused on trips from Auckland and Waikato, either by
residents or international travellers routing through these cities.
Improving these inter-regional connections would therefore act
to boost tourism in the Bay of Plenty.
Investment in connections within the Bay of Plenty should
aim to build on the access improvements generated by
existing investment, and to service areas of planned urban
growth. The Tauranga Eastern Link is providing a major access
improvement between Tauranga and the east and south.
Further improvements should endeavour to overcome issues of
rural isolation, thus improving commodity flows and expanding
education and employment opportunities for potential
workforces living in more remote communities.
Improving urban accessibility while maintaining urban amenity
means increasing the effective capacity of the network with
a particular focus on demand management measures and
sustainable transport improvements. New capacity should
only be considered once other options have been explored,
and to the extent it can be incorporated without impacting
on urban amenity. Capacity expansions should be avoided for
connections where demand management measures can be
particularly effective.

Quality and maintenance – this requires greater emphasis
on road maintenance, and investment in improved road
alignments, surface treatments, and network management
measures. Improved surface treatments in particular will
support safety outcomes, increase vehicle fuel efficiency and
reduce wear and tear. This will have a positive effect on air and
noise pollution and increase the region’s ability to endure high
fuel prices.
Safety – a road system in the Bay of Plenty that is increasingly
free of death and serious injury requires funding for activities
that will result in safe roads and roadsides, safe road users,
and safe speeds. The priority for investment should be
improvements to ensure roads are more forgiving of driver
error and are designed, built and maintained for their planned
function. Major improvements to road safety will also come
from having safer road users. A comparatively small investment
in identifying local risks, educating local road users of these
risks, and up-skilling road users will reduce the requirement for
expensive safety works, particularly on low volume rural roads.

Rail network
Investment in the rail network should focus on supporting the
inter and intra-regional movement of products to and from the
Port of Tauranga to ensure there is sufficient capacity to meet
projected freight demand increases, and possible changes
in the pattern of demand resulting from the introduction of
larger ships. Capacity increases will be required on the East
Coast Main Trunk line, and to transport logs and forestry
products from Kawerau and Murupara. Improvements will
involve extensions to passing loops, additional rolling stock, and
expanded loading and storage facilities.
Longer term, investment may be required to support
development of inland ports or freight hubs which are likely
to have a greater role in the future rail system. Passenger rail
may also have a role to play in providing for the inter-regional
movement of people between major centres in the upper
North Island. There are also possible longer term opportunities
for commuter rail in the western Bay of Plenty sub-region.
However, for such investment to be cost effective, passenger
rail would need to be supported by the development of higher
density residential nodes around rail corridors.

Demand management
The advantage of demand management is that relatively low
cost measures can significantly improve transport system
efficiency, particularly on corridors where there is high demand
and capacity limitations29. Investment in demand management
measures should be the first priority for efforts to minimise
congestion on these corridors.
Some demand management measures, for example pricedbased parking, generate income which can then be channelled
into complementary measures. For this reason, demand

29

See RLTS supporting paper no. 8: Bay of Plenty Demand Management Study
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management is assumed to be financially neutral. Some
initiatives will require relatively small levels of investment
to ensure they are developed and implemented. Figure 19
summarises the Bay of Plenty demand management strategy,
which recommends investment in programmes, infrastructure
and services to support integrated planning initiatives.

Continued support for rural services is also necessary to provide
people with access to essential community goods and services,
including the education and employment opportunities that
enable inhabitants to contribute to the regional economy.
While fixed services should continue to operate between
settlements, there is also the potential to provide more flexible
demand-responsive services for different groups of users.

Public transport
Investment should be focused on the improvement of urban
services and infrastructure. The continued expansion of service
sectors and movement towards higher value added activities in
the regional economy will increase passenger flows in the larger
urban centres. There will also be increased access requirements
as the urban population ages.
High quality urban bus networks will play a critical role
in improving urban accessibility while maintaining urban
amenity, enabling better use of existing road network capacity.
Investment in the Tauranga network is necessary in the short
term because the transitioning of children from school bus
services will place additional strain on the road network if the
bus network has insufficient capacity. Improved public transport
access will also allow older age groups to continue contributing
to the economy as employment trends evolve over time.
Bus services will need to be supported by the development of
quality terminals and interchanges, bus priority measures into
central locations, integrated ticketing and park and rides.

Walking and cycling
Walking and cycling also have an important role in improving
urban accessibility while maintaining urban amenity. Recent
analysis shows that relatively low cost investment in improved
facilities on key urban walking and cycling routes has achieved
significant increases in walking and cycling trips.
Investment should focus on the delivery of strategic urban
cycle networks in Tauranga and Rotorua, and to a lesser extent
Whakatane. The integration of existing networks with high
quality connections to new urban growth areas should also
be encouraged. In terms of walking, priority should be given
to pedestrian improvements that support key activity centres,
such as town centres, complement increases in public transport,
or integrate with new urban growth areas
For both modes, strategic investments need to be supported by
more dispersed improvements to improve the general walking
and cycling environments. Some investment also needs to be
targeted at improving monitoring and reporting of walking and
cycling numbers across the Bay of Plenty to provide a better
understanding of uptake and trends.

Figure 19: Bay of Plenty demand management strategy
Interven on Hierarchy

Strategy Area

Integrated planning

Urban form

Land use
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Descrip on

Recommended Ini a ves

Poorly connected street networks and fragmented site
development contribute to an urban environment where
it becomes easier to travel by vehicle than by other
modes. An urban form featuring good accessibility and
connec vity will reduce travel demand and improve
mode choice. Integra on of diﬀerent transport choices,
par cularly ac ve modes and public transport is cri cal.

• Connected street networks

Dispersed land use pa erns limit travel op ons and
increase journey length. Land use pa erns in iden fied
growth areas that are adaptable and responsive to
changing infrastructure, technologies and socio-economic
preferences (for example, mixed use and higher densi es)
reduce the need to travel and increase the choices
available. Achieving diverse land uses and integra ng
these with the transport network will improve travel
outcomes. Integra ng transport with the relevant
growth strategy for the area is essen al to reducing travel
demand.

• Network plan

• Urban design enhancements
• Intensify exis ng areas

• Loca on of key des na ons
• Mixed-use zoning
• Remove minimum parking
requirements

Chapter 6

Figure 19: Bay of Plenty demand management strategy cont..
Interven on Hierarchy

Strategy Area

Demand management
/ best use of exis ng
network

Alterna ves
to travel

Descrip on

Recommended Ini a ves

Developments in informa on and communica ons
technology (ICT) are bringing about rapid changes in
the way that people access work, goods and services.
Many everyday items can now be purchased online and
delivered either to your computer (in the form of media)
or alterna vely straight to your door, thereby avoiding the
need to travel altogether.

• Telecommunica ons
infrastructure
• Teleworking
• Online services
• Home delivery services

ICT improvements are largely achieved through a
combina on of central government capital and private
sector investment in high-quality communica ons
infrastructure. In the regional and local transport context,
ini a ves should primarily focus on ac vi es that make
use of advances in ICT to reduce overall demand on the
transport system.

Economic
incen ves

Economic incen ves can have a significant impact on
travel choices by improving price signals in the transport
market. The aim of these measures is not to favour one
travel op on over any others, but to reduce distor ons in
the market to ensure that users face the true cost of their
transport decisions, including the externali es of pollu on,
reduced development opportuni es and impact on other
transport users.

• Facility pricing
• Parking management

Parking is a core component of the transport system and
is a key driver of transport choices. Parking management
needs to ensure the right amount of parking is available in
the right place, and at the right price. This is based on the
economic principle of willingness-to-pay. Ideally, parking is
priced at the point where available car-parks are well-used
but not over-saturated.

Social factors

Building understanding and knowledge of transport
op ons is as important as providing the services and
infrastructure to support them. Ensuring that transport
users are not only aware of, and understand the range
of travel op ons available to them, but also the full costs
associated with each of these op ons, will improve
the ability of users to pick the op on that best meets
their needs. Opportuni es exist for organisa ons to
work directly with communi es, building on exis ng
rela onships to provide educa on and knowledge around
travel op ons and demand management.

• Leadership on travel demand
management
• Promo on and marke ng of
travel op ons e.g. ride-share
• Seasonal and event
management
• Transport Management
Associa ons
• Neighbourhood Accessibility
Plans
• Travel plans
• Educa on and support
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Figure 19: Bay of Plenty demand management strategy cont..
Interven on Hierarchy

Strategy Area

New Infrastructure

Transport
infrastructure
and services

Descrip on
Delivering both transport infrastructure and services to
provide eﬃcient and eﬀec ve mode choices improves
the management of travel demand across the network.
There should also be a focus on measures to improve
the opera onal reliability of various modes across the
network.

Recommended Ini a ves
• Mul -modal connec ons
• Real- me informa on
• Demand responsive services
• Integrated cke ng
• Accessible public transport
• Freight integra on
• Freight priority measures
• Priority measures for specific
modes

6.2 Funding
Funding for the region’s land transport system requires a
coordinated approach across a number of sources, including
(but not limited to):
• National Land Transport Fund (NZTA);
• Local funds through rates, financial contributions,
development contributions and borrowing (city and district
councils, and the regional council30);
• Facility pricing (e.g. roads and parking) (NZTA and city and
district councils);
• Public transport farebox recovery;
• Public Private Partnerships;
• KiwiRail funding (central government).
Transport funding from these sources is likely to be constrained
over the life of the strategy. Therefore, it is critical that funding
is integrated with transport and land use considerations at the
early stages of the planning process.

6.2.1 Na onal Land Transport Fund
The GPS indicates the amount of NZTA national funding
available over the next ten years within funding bands for each
activity class. The National Land Transport Programme (NLTP)
shows NZTA funding for each approved organisation at activity
level for the next three years. There is also the balance of the
Crown Grant funds that has been factored into the regional
allocation. There is no funding information available at the
regional level beyond the next three years, and no funding
information available at all beyond ten years.

30

6.2.2 Local funding
Local authori es
Local authorities (city, district and regional) are required to part
fund all local transport activities, with the proportion of local
funds required based on a Financial Assistance Rate (FAR) set
by the NZTA. Construction and maintenance (for roads, and
walking / cycling infrastructure) is funded at a FAR that varies
between councils, whereas transport planning and community
programmes currently receive 75% FAR.
The local share of funding is mainly generated through general
and targeted rates and an assortment of development levies.
As with all funding sources there are limitations on how much
local funding can be increased to fund the local share of
transport projects as this source of funding has a direct impact
on the level of rates people pay. Therefore, where the Optimised
Transport System prioritises investment in a particular activity
such as road maintenance, this may need to be off-set by a
reduction in funding for other activities.
Funding information for the first 10 years of the RLTS is available
through local authority Long Term Plans (LTPs). Beyond this
time it is difficult to estimate the amount of funding likely to be
available for land transport activities due to the lack of available
information at a local level.

Third party funding
Financial contributions and development contributions are
levied on land and property developments by a number of
local authorities. The contributions are based on the principle
that the distribution of costs should reflect where the benefits
from improvements lie. The contributions impact on the cost of
land and development in each local authority area. Therefore,
development costs will increase if financial or development

Regional Councils cannot collect financial contributions or development contributions for operational activities.

52

Bay of Plenty Regional Council

Chapter 6

contributions are increased to off-set the local share of
transport improvements. Consequently, if local authorities
want to increase expenditure on transport they will need to
investigate new and innovative ways to fund projects.

6.2.3 Facility pricing
Tolling of new and existing roads is a mechanism available
to charge for road use. Tolls can be levied and collected
providing the activity promotes LTMA objectives (access and
mobility, safety and personal security, public health, economic
development, and environmental sustainability) and there is an
alternative route available. Tolling was introduced by central
government as a means to bring forward capital projects that
would not otherwise get funded within desired timeframes.
Route K in Tauranga is one of the few tolled roads in New
Zealand. A section of the TEL is also to be tolled.
Other techniques for electronic charging for road are in use
overseas, but they are not yet at the stage where they can be
applied in New Zealand. These new technologies may enable
future pricing of transport infrastructure through a variable
charging system, such as the time of day.

in response to a central government announcement that rail
funding would be made available subject to a long term plan to
create a business capable of standing on its own feet financially.
The funding is earmarked for investment in assets rather than
as an operating subsidy. Central government committed in
principle to a total package of $750 million for the first three
years, with final decisions on funding subject to individual
business cases. This funding is sourced from the central
government consolidated fund rather than the National Land
Transport Fund (NLTF).

6.2.7 Funding available for the period
covered by the strategy
The assessment of the level of land transport funding that will
potentially be available in the region is based on a number of
approximations and assumptions.
For the first ten years it has been assumed that:
• The percentage of the NLTF allocated to the region will be
lower than the regional allocation in the NLTP 2009/12 with
the completion of the TEL and the lack of discretionary
funding available nationally.

6.2.4 Public transport farebox
recovery

• The allocation of funds by activity class will be
proportionately similar to the allocation in the NLTP
2009/12.

Public transport operation is funded through fare revenue and
the balance is shared 50:50 between the regional council and
the NZTA. The local share is funded from regional council rates
that vary around the region depending on whether general
or targeted rates are used to fund the services. Regional fare
revenue in the Bay of Plenty currently pays for approximately
30% of the operating cost of the services provided and this is
expected to increase as passenger numbers grow.

• There will be a matching contribution for projects from local
authorities, other than for state highways.

The details on the farebox recovery policy for the region are
included in the Regional Public Transport Plan (RPTP).

6.2.5 Public Private Partnerships
Public Private Partnerships (PPPs) are a mechanism for funding
of large infrastructure projects. PPPs typically allocate all
construction and operating risks to a private sector party. This
not only reduces the risks faced by the Crown but provides
stronger incentives to minimise whole-of-life costs and improve
service quality than is possible within the public sector. The
main disadvantages of PPPs are the reduced flexibility due to
the long-term nature of the contract, and the cost that arises
from unanticipated contract variations.

6.2.6 KiwiRail
KiwiRail is implementing a $4.6 billion 10 year ‘turn-around
plan’ designed to create a sustainable rail business. The plan is

• Local funding will remain at a similar level to that assumed
in councils LTP’s.
In years 11 to 30 it has been assumed that:
• Levels of regional allocation of funding will proportionally
remain at the same level as that used for the first 10 years.
• The level of investment by KiwiRail in the region is not
included in the funding estimates.
Taking into account the above assumptions, the funding
available to the region for the first 10 years will be
approximately $1.9 billion. The regional funding for the 30 year
period is estimated to be about $6.5 billion.

6.2.8 Funding challenges
There are a wide range of transport outcomes that the region
is seeking to achieve. The realisation of these outcomes will
be constrained by the availability of discretionary funding in
the short term and there is a requirement to prioritise and
accordingly allocate limited funding resources. There is also
an increasing focus at a national level on achieving value for
money that will continue to drive increasing efficiencies in the
way in which activities in the NLTP are implemented.

Bay of Plenty Regional Land Transport Strategy 2011-2041
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Central government’s priority through the GPS is for land
transport investment to support national economic growth and
productivity by investing in transport infrastructure and services
that encourage the efficient movement of freight and people.
Another focus for investment is in the reduction of fatalities and
serious injuries on New Zealand’s roads and investment has been
included in the GPS to address safety issues.
The strategic option for transport investment in the region
focuses on encouraging sustainable economic development
that will in turn support national growth. The option looks to
ensure the efficient movement of freight and people through
a range of measures that align with the NZTA intervention
hierarchy, namely:
1 Integrated planning
2 Demand management
3 Best use of the existing network

6.2.9 Aﬀordability
The Optimised Transport System requires a balanced
investment approach that assumes the sequential
implementation of regional roading priorities as outlined in
the Regional Land Transport Programme, with the targeted
diversion of investment into demand management initiatives,
sustainable transport improvements, safety and freight
management activities.
The level of discretionary land transport funding estimated to
be available to the region from the NLTP and local sources over
the first 10 years of the strategy will not be enough to fund all
of the projects necessary to implement the strategic option.
This will require a number of projects being pushed out beyond
estimated timeframes unless alternative funding sources can
be developed. Details on the levels of funding and expenditure
for the region over the next 10 years are included in the Bay of
Plenty Regional Land Transport Programme.

4 New infrastructure
Investment in transport infrastructure in the region to date
has resulted in the construction of essential elements of the
strategic transport network. Completion of Tauranga Harbour
Link project has improved overall freight efficiency, particularly
access to the Port of Tauranga, as has recent investment in
the ECMT rail line. Completion of the Tauranga Eastern Link,
will further improve the safety and efficiency of the regional
land transport network. The region needs to build on this
investment to ensure that the regional and national gains
accrued are not lost in the future.
The funding constraints around transport mean that there will
also be challenges to identify and access new funding from
alternative sources, such as PPPs, facility pricing and ways to
reduce overall transport costs.
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Central government investment priorities are also likely to
impact on the level of funding available at the activity level,
at least in the short term. The funding shown in Figure 17
is therefore indicative of the long term investment profile
necessary to achieve the region’s transport outcomes through
the strategic option.
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Chapter 7: Policies
Implementation of the strategy will require a range of regional,
sub-regional and local interventions to support the region’s
transport outcomes and to implement the strategic option.
There are two forms of interventions in this strategy:
• Policies – implementation of the policies in this chapter; and
• Implementation areas – activities or packages of activities
that contribute to the region’s transport outcomes
(chapter 8).
The policies in this chapter are designed to guide the actions of
organisations responsible for implementing the strategy, and
are organised according to the strategy’s six outcome areas. As
noted earlier, the outcomes are inter-related so a policy may
support outcomes in one or more area. The policies rely heavily
on the co-operation and commitment of the identified agencies
to ensure their successful implementation.

7.1 Economic development
1 Prioritise investment for transport activities in the Regional
Land Transport Programme, the state highway programme
(Bay of Plenty) and local authority Long Term Plans to
implement the strategic option in the Regional Land
Transport Strategy. (Regional Transport Committee, NZTA, city
and district councils, BOPRC)
2 Prioritise investment for activities identified in the New
Zealand Transport Agency’s Tauranga Eastern Link Network
Plan to gain maximum value from the Tauranga Eastern Link.
(NZTA, city and district councils)
3 Promote, develop and protect SH1 and SH29 as the strategic
long term corridor connecting Auckland and the Waikato
with the Bay of Plenty. (NZTA, city and district councils,
BOPRC, WRC, AC)
4 Ensure that the elements of the Regional Strategic Transport
Network are designed, managed and maintained to support
their planned function. (NZTA, city and district councils,
KiwiRail, BOPRC)
5 Identify the minimum funding levels in asset management
plans necessary to achieve appropriate and affordable levels
of service, and minimise the economic costs of moving
people and freight. (NZTA, city and district councils, KiwiRail)
6 Co-ordinate planning for roads, rail and coastal shipping to
ensure freight movements in the region are managed in
an integrated manner. (NZTA, KiwiRail, BOPRC, WRC, city and
district councils)

7 Advocate for increased investment in rail capacity and
rolling stock in the region to accommodate projected inter
and intra-regional freight movements. (Regional Transport
Committee, BOPRC)
8 Analyse opportunities for inter and intra-regional rail freight
and passenger movements using comprehensive Social Cost
Benefit Analysis. (KiwiRail, BOPRC)
9 Analyse opportunities for freight movement by coastal
shipping or barging using comprehensive Social Cost Benefit
Analysis. (BOPRC)
10 Improve and maintain key tourism routes to provide safe
and efficient access to major tourist destinations. (NZTA,
regional tourism organisations, city and district councils,
BOPRC)
11 Increase the productivity of high value urban land by
removing minimum parking requirements for urban areas
in city and district plans, and using performance-based
parking managing techniques. (City and district councils)

7.2 Safety and personal security
12 Adopt a safe system approach to managing priority road
safety issues. (Road safety committees)
13 Apply national guidelines to the planning, design and
maintenance of roads and roadsides. (City and district
councils, NZTA)
14 Apply high quality urban design principles31 and guidelines
for crime prevention through environmental design32 to the
planning, design and maintenance of public spaces. (City
and district councils, NZTA)
15 Implement low speed and shared space environments in
urban areas, particularly in town and suburban centres, and
residential areas. (City and district councils, NZTA)
16 Implement national best practice safety standards when
purchasing and operating vehicle fleets. (BOPRC, city and
district councils, NZTA)

7.3 Environmental sustainability
17 Promote the development and implementation of
information and communications technology that can
reduce the need to travel. (BOPRC, city and district councils)

31

Bay of Plenty Regional Policy Statement High Quality Urban Design Principles.
National Guidelines for Crime Prevention through Environmental Design in New Zealand.

32
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18 Provide high quality (frequent, reliable, convenient, and
efficient) urban services on Regional Strategic public
transport corridors to support urban accessibility. (BOPRC)
19 Provide public transport services on Urban Connector
routes to support Regional Strategic public transport
corridors. (BOPRC)
20 Investigate, develop and implement bus priority measures
on Regional Strategic public transport corridors. (city and
district councils, BOPRC, NZTA)
21 Promote public transport as the preferred mode for travel
in urban centres. (BOPRC, city and district councils)
22 Investigate, develop and implement public transport
service enhancements, including region-wide integrated
ticketing and new technology that provides real-time
information to users. (BOPRC, city and district councils)
23 Investigate viable funding sources for walking, cycling,
public transport and rail activities where national funding is
not available or allocated. (City and district councils, BOPRC,
KiwiRail)

or other proactive means. (BOPRC, city and district councils,
NZTA, KiwiRail)
31 Plan the location and design of new development to
support and complement the functioning of the Regional
Strategic Transport Network, while managing the impact
of reverse sensitivity and access effects. (City and district
councils, BOPRC, NZTA, KiwiRail)
32 Manage transport corridors to maintain the permeability
of the corridor for all users and minimise the severance
effects on surrounding communities. (NZTA, city and district
councils, KiwiRail)
33 Plan the location and design of new development in urban
areas, including greenfield urban development33, to give
effect to:
• minimising the number of private motor vehicle trips;
• minimising the distance of remaining private motor
vehicle trips; and
• increasing the uptake of walking, cycling and public
transport. (City and district councils, BOPRC, NZTA)

24 Implement demand management initiatives (regional,
urban, town, rural) within integrated packages of activities
that address regional and national transport issues.
(City and district councils, BOPRC, NZTA)

34 Encourage high person trip generating activities to locate
in town centres or in locations that have good access to
the Regional Strategic Public Transport Network - Public
Transport. (City and district councils, BOPRC, NZTA)

25 Implement school walking and cycling programmes to
increase safety and reduce congestion associated with
schools at peak times. (City and district councils)

35 Provide flexibility in meeting parking supply requirements
for developments that demonstrate adherence to Policies
33 and 34. (City and district councils)

26 Implement national best practice fuel efficiency and
emissions standards when purchasing and operating
vehicle fleets. (BOPRC, city and district councils, NZTA)

36 Encourage high freight trip-generating activities to develop
in locations with good access to the Regional Strategic
Transport Network - Road and Rail. (City and district councils,
BOPRC, NZTA)

27 Promote alternative transport and fuel technologies that
reduce the use of fossil fuels. (MoT, NZTA, city and district
councils, BOPRC)
28 Ensure there are adequate disposal sites for stock effluent
in the region. (BOPRC, city and district councils, NZTA, WRC)

7.4 Land use and transport
integra on
29 Collaborate with neighbouring regional councils, city and
district councils and the New Zealand Transport Agency to
protect the functions of the Regional Strategic Transport
Network. (BOPRC, WRC, AC, GDC, HBRC, NZTA, city and district
councils)
30 Identify future transport corridors in plans or strategies, and
ensure their long-term protection by designation, purchase

33

37 Provide connected street networks to improve accessibility
and route options for walking, cycling and public transport.
(City and district councils)
38 Plan the location and design of new development in rural
areas to minimise its impacts on the transport system,
including transport energy use. (City and district councils,
BOPRC, NZTA)

7.5 Access and mobility
39 Identify, prioritise and mitigate network security risks to
improve route security and maintain access for people and
goods during emergencies. (NZTA, city and district councils,
KiwiRail)
40 Provide public transport services on Rural Connector routes
that link to Regional Strategic public transport corridors

For the western Bay of Plenty sub-region this means growth management areas identified in the Bay of Plenty Regional Policy Statement.
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and maintain access to essential community goods and
services. (BOPRC)
41 Work with rural or isolated communities to develop
targeted, innovative transport services to improve access to
essential community goods and services. (BOPRC, city and
district councils, NZTA)
42 Implement the ‘accessible journey’ approach to public
transport by providing infrastructure and information that
enables all people to access public transport services.
(City and district councils, BOPRC, NZTA)
43 Develop and implement best practice guidelines for
the installation and maintenance of public transport
infrastructure. (BOPRC, city and district councils, NZTA)

7.6 Public health
44 Identify and implement road construction, renewal and
maintenance techniques that minimise the environmental
impacts of noise, dust, vibration, air pollution, and storm
water run-off. (NZTA, city and district councils)
45 Develop and implement a co-ordinated programme to
monitor air pollution, noise and vibration on the Regional
Strategic Transport Network. (BOPRC, NZTA)
46 Develop and expand inter-connected walking and cycling
networks in urban areas that prioritise direct connections to
key destinations. (City and district councils, NZTA)
47 Develop and expand inter and intra-regional walking and
cycling networks for commuting, recreation and tourism
that link to the national walking and cycling network. (City
and district councils, NZTA, BOPRC)
48 Develop and implement sustainable transport campaigns
to encourage walking and cycling for commuting,
recreation and tourism purposes. (Sport BOP, city and district
councils, district health boards)
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Chapter 8: Key Implementation Areas
This chapter provides guidance on how the RLTS will be
implemented by describing the key areas that the region considers
to be priorities for investment. To assist with implementation
and ensure an integrated approach to investment in the region, a
number of strategic packages of activities are identified under each
priority area. In a number of cases the strategic packages will apply
to more than one key implementation area.

are further developed and the most effective means to achieve
the outcomes are established.
The investment focus areas provide a framework for a balanced
approach to transport investment in the region. This supports
the three focus areas that are priorities in the GPS:
• economic growth and productivity;
• value for money; and

8.1 Strategic packages
A strategic package is a set of interdependent and complementary
activities that address a common outcome or set of outcomes.
Packages may involve different kinds of activities (including
both land use and transport based activities), more than one
organisation and a range of time periods. The development of
packages should be based on multi-modal studies and strategies.
A number of strategic packages have been identified in the Bay of
Plenty that are essential to the implementation of the RLTS (Figure
20). At this stage, the strategic packages are indicative in nature
and require further development to assist with preparation of
future regional land transport programmes, commencing with the
RLTP 2012/13 – 2014/15.

8.2 Investment focus
The investment focus areas included in each package reflect the
recommended investment focus in Chapter 6 of the strategy.
The recommended investment focus is based on the Optimised
Transport System and provides guidance on the anticipated focus
area for expenditure in each package. The focus does not exclude
other areas of expenditure in each of the packages, but is indicative
of the main focus for investment. This may vary as the packages

• road safety.
The investment focus also assumes that individual packages will
include investment in road network quality and maintenance,
demand management, and the application of the safe systems
approach to road safety.
Finally, it should be noted that investment in the region’s
transport system continues to build on previous investment
that has provided significant improvements to the safety and
efficiency of the network. Substantial investment has also
been made to support growth in the region, particularly in the
western Bay of Plenty subregion.

8.3 Land use changes
Over the life of this strategy, changes such as the cost of
development, national and international economic drivers, and
lifestyle choices will impact on land use patterns in the region.
The packages of activities in this chapter may therefore vary in
future years to accommodate the changing impacts of growth.
As an example, there will be a review of the future growth
areas in the western Bay of Plenty SmartGrowth Strategy to
ensure that predicted growth can be accommodated and that
the timing of any required investment in infrastructure can be
planned appropriately.

Figure 20: Key implementaƟon area packages
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8.4 Key implementa on area 1 - Eastern Bay of Plenty route security
Access for freight and people to and from the eastern areas of the region is regularly disrupted through the failure of the transport network
caused by natural hazards.

Objec ve

Ensure the Regional Strategic Transport Network (rail, state highway and/or local road network) in the eastern
Bay of Plenty is resilient to natural hazard events.

Issues

Access for export products to the Port of Tauranga from the Eastern Bay of Plenty by road and rail has been
disrupted in recent years by flooding and slips caused by extreme weather events, which are predicted to
increase in frequency due to climate change. These events have also blocked access to employment, hospitals,
and schools for residents in Kawerau, Opotiki and Whakatane districts. The network provides limited alternative
route options and in most cases they require significant diversions.

Regional outcomes

Economic development
This key implementation area contributes to economic development through the development of a resilient
transport network to facilitate reliable access for freight to the Port of Tauranga from the eastern Bay of Plenty.
Environmental sustainability
This key implementation area contributes to environmental sustainability by developing a transport system
that is flexible, robust and resilient to extreme weather events.
Access and mobility
This key implementation area contributes to access and mobility through provision of reliable access for
communities in the eastern Bay of Plenty to essential services.

Relevant studies
and strategies

• Eastern Bay of Plenty Route Security Study 2011
• Whakatane Coastal Arterial Route Improvements Study
• Whakatane Access and Security Scoping Study
• Bay of Plenty Aquaculture Strategy 2009
• Bay of Plenty Regional Freight Study 2009
• Bay of Plenty Economic Development and Transport Study 2011
• Draft Bay of Plenty Regional Public Transport Plan 2011
• KiwiRail Turnaround Plan
• Whakatane Integrated Urban Growth Strategy 2010

Key partners

Kawerau District Council, Opotiki District Council, Whakatane District Council, NZ Transport Agency, Rotorua
District Council, KiwiRail, Bay of Plenty Regional Council

Other partners

Gisborne District Council, Bay of Plenty District Health Board, Western Bay of Plenty District Council

Strategic packages

Package 1 –Eastern Bay
of Plenty Route Security
Package

Land use considerations
• Logging of new areas of the East Cape and Central Plateau.
• Development of the harbour and large areas of aquaculture in Opotiki.
• Development of geothermal power and associated industries in Kawerau.
Package description
The Eastern Bay of Plenty Route Security Study has identified a range of activities on
state highways and local roads aimed at addressing route security issues in this area.
Further work is required to develop a package or packages of inter-related activities.
Investment focus
Road network (route security), rail network.

Package 2 – Whakatane
Coastal Arterial Route
Improvements

Land use considerations
Growth of Whakatane across the Whakatane River.
Package description
The Whakatane Coastal Arterial Route Improvements Study will identify issues
and potential solutions for the coastal route. This project is in its early stages and
further work is necessary to define and develop packages of work.
Investment focus
Road network (route security, connectivity).
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8.5 Key implementa on area 2 – Rotorua growth
Continued growth of industry, particularly tourism, is essential for the economic development of Rotorua.

Objec ve

Support the growth of Rotorua and enhance the ‘Rotorua tourism experience’.

Issues

• Development of industries, such as geothermal power and associated industry, is progressing to diversify
economic growth drivers in Rotorua.
• The Bay of Plenty and Rotorua in particular is the 3rd most important tourism destination in New Zealand.
Most visitors are free independent travellers, but Rotorua International Airport and cruise ship visits also add
significantly to the economic gains from tourism. Safe efficient access between centres and within Rotorua is
essential to enhance the tourism experience in this country.

Regional outcomes

Economic development
This key implementation area contributes to economic development by ensuring efficient access to Rotorua
for people and goods.
Safety and personal security
This key implementation area contributes to safety and personal security by improving the strategic transport
network and providing opportunities to separate freight and people movement.
Environmental sustainability
This key implementation area contributes to environmental sustainability by enabling lake water quality
improvements to proceed.
Land use and transport integration
This key implementation area contributes to land use and transport integration by supporting land use
changes to provide for growth and the investment associated with lake water quality improvements.

Relevant studies
and strategies

• Greater Rotorua Strategic Network Study 2011
• Rotorua Transport Strategy 2006 (reviewed 2011)
• Bay of Connections 2008
• Bay of Plenty Demand Management Strategy 2010
• Bay of Plenty Economic Development and Transport Study 2011
• Draft Bay of Plenty Regional Public Transport Plan 2011
• Rotorua Sustainable Economic Development Strategy 2011
• Rotorua Urban Design Framework 2010
• Rotorua Airport Masterplan
• Rotorua Transport Demand Management Strategy 2008
• Rotorua Lakes Strategy 2000
• Victoria Street Arterial Study 2011

Key partners

Rotorua District Council, Bay of Plenty Regional Council, NZ Transport Agency

Other partners

Waikato Regional Council

Strategic packages

Package 1 – Rotorua
Urban Network

Land use considerations
• Revitalisation of the Central Business District (CBD).
• Mixed use and residential development in the CBD.
Package description
A number of activities are being developed to remove barriers to development
and support the revitalisation of the CBD. This package of work will be developed
further through review of the Rotorua Transport Strategy.
Investment focus
Public transport, walking and cycling, demand management.
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8.5 Key implementa on area 2 – Rotorua growth: Cont...
Strategic packages

Package 2 – Rotorua
Eastern Corridor

Land use considerations
• Rotorua International Airport development.
• Rotorua Eastern Structure Plan development.
• Future logging on the Central Plateau.
Package description
A package of inter-related activities will be developed for the Rotorua Eastern
Corridor that will include complementary works on the local and state highway
network. The Rotorua Eastern Arterial will cater for interregional freight traffic,
support airport development and enable planned residential and commercial
growth in the eastern suburbs. The Rotorua Eastern Arterial will also provide the
opportunity to redesign local transport corridors to predominantly cater for the
movement of people.
Investment focus
Road network (freight).

Package 3 – Rotorua
Western Corridor

Land use considerations
• Rotorua Western Structure Plan development.
• Rotorua District Plan review of residential densities.
• Tauranga employment areas (via Tauranga Southern Corridor).
Package description
A package of activities will be developed building on recent investment in this
corridor to support residential development and address the safety
and route security issues along this corridor.
Investment focus
Road network (safety).

8.6 Key implementa on area 3 – Western Bay of Plenty growth
Forecast growth in residential and freight traffic will increase demand on the subregion’s transport system.

Objec ve

Support economic growth by providing for efficient freight movement and a high level of personal
accessibility, while maintaining urban amenity and managing the effects of growth.

Issues

• Freight traffic is forecast to increase by 65% over the life of this strategy. A substantial proportion of this is
associated with imports and exports through the Port of Tauranga and will be affected by future growth
unless investment continues to be made in the road and rail network.
• The forecast residential growth in the Bay of Plenty region of 26% by 2021, most of this in the western Bay of
Plenty, creating congestion and impacting on the efficiency of access for freight to the Port of Tauranga.
• The withdrawal of Ministry of Education funding for urban school bus services has the potential to add
significant numbers of extra trips to the Tauranga road network during peak times, increasing future
congestion levels significantly, particularly on the Tauranga Central Ring Route.
• The road safety record on State Highways 2 and 29 is poor due to a high crash rate.

Regional outcomes

Economic development
This key implementation area contributes to economic development by providing for growth in the western
Bay of Plenty. By enabling the western Bay of Plenty subregion to develop effectively and providing efficient
access to the Port of Tauranga via major freight routes, this key implementation area also contributes to an
efficient and reliable transport system that supports growth of the national economy.
Safety and personal security
This key implementation area contributes to safety and personal security by applying a safe systems approach,
particularly on SH2 and SH29.
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8.6 Key implementa on area 3 – Western Bay of Plenty growth: Cont...
Regional outcomes
Cont...

Environmental sustainability
This key implementation area contributes to environmental sustainability by developing the Tauranga urban
network to provide people with a variety of ways to travel.
Land use and transport integration
This key implementation area constitutes a vital component of the SmartGrowth Strategy, and therefore
contributes to land use and transport integration.
Access and mobility
This key implementation area contributes to access and mobility through provision of a transport
system that provides access for an ageing population and the transport disadvantaged.

Relevant studies
and strategies

• SmartGrowth Strategy – Western Bay of Plenty Sub-region 2007
• Draft Tauranga Urban Network Study 2011
• Integrated Transport Strategy for Tauranga 2006 (reviewed 2011)
• Tauranga Eastern Link Network Plan 2010
• Tauranga Eastern Corridor Strategy 2008
• Tauranga Northern Corridor Strategy 2009
• Draft Western Bay of Plenty District Council Transport Study
• Bay of Plenty Demand Management Study 2010
• Bay of Plenty Economic Development and Transport Study 2010
• Bay of Connections – Economic Growth Strategy 2008
• Tauranga City Centre Strategy 2007
• KiwiRail Turnaround Plan 2010
• Traffic Impact Assessment of Removing Tauranga School Buses 2011
• Port for the Future 2009

Key partners

Bay of Plenty Regional Council, NZ Transport Agency, KiwiRail, Tauranga City Council, Western Bay of Plenty District
Council, Port of Tauranga

Other partners

Waikato Regional Council, Auckland Council, Rotorua District Council

Strategic packages

Package 1 – Eastern
Corridor

Land use considerations
• Papamoa East urban growth area.
• Rangiuru Business Park development.
• Te Puke residential and business developments.
• Freight movements from horticulture and forestry.
Package description
The Tauranga Eastern Link Network Plan defines packages of activities that include
state highways and the local road network to optimise the TEL and maximise the
benefits of investment.
Investment focus
Road network (freight).
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8.6 Key implementa on area 3 – Western Bay of Plenty growth: Cont...
Strategic packages
Cont...

Package 2 – Tauranga
Urban Network

Land use considerations
• Tauranga central intensification.
• Tauranga south urban growth area.
• Tauranga city centre development.
• Port of Tauranga development.
Package description
Packages of activities will to be developed to support growth and economic
activity, address issues around the mix of freight and people on the urban network
and forecast congestion issues (particularly for Port of Tauranga traffic), and
improve urban accessibility while maintaining amenity.
Investment focus
Road network (freight, connectivity, quality and maintenance), rail
network, demand management, public transport, walking and cycling.

Package 3 – Western
Corridor

Land use considerations
• Tauriko business land development.
• Links to Hamilton.
Package description
A package of inter-related activities will be developed to address the
safety issues in the short term, and in the longer term, address efficiency
issues to support the movement of freight and people on this interregional
National Strategic route34.
Investment focus
- Road network (freight, connectivity).

Package 4 – Northern
Corridor

Land use considerations
• Bethlehem, Minden and Omokoroa urban growth areas.
• Katikati and Waihi Beach settlement development.
• Te Puna business land development.
• Freight movements from horticulture and the Coromandel Peninsula.
Package description
Packages of activities to be developed to address safety issues on SH2 in the
short term, and support growth in local commuter movements through capacity
improvements in the longer term, while recognising the role the SH2 corridor will
continue to play in providing for intra-regional freight movements. The East Coast
Main Trunk rail line will require continued capacity improvements as it plays an
increasingly important role in the movement of inter and intra-regional freight.
Investment focus
Road network (safety), rail network.

Package 5 – Southern
Corridor

Land use considerations
• Pyes Pa residential development.
• Rotorua via Rotorua Western Corridor.
Package description
A package of activities will be developed to support residential
development and address the safety and route security issues in this
corridor that connects with the Rotorua Western Corridor.
Investment focus
Road network (safety).

34

SH29 has been identified in GPS 2012 as a possible future Road of National Significance
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8.7 Key implementa on area 4 – regional transport
infrastructure maintenance
An ageing transport network will require increasing levels of maintenance, particularly in those areas that carry the highest volumes of
freight in the country.

Objec ve

Maintain transport infrastructure to a level that is safe, affordable and supports economic
development.

Issues

· The Bay of Plenty has the highest heavy vehicle weight intensity on roads in the country (214.8
thousand tonnes per km compared with the New Zealand average of 106.5), with freight volumes
forecast to increase by over 65% by 2041. The East Coast Main Trunk rail line carries the highest
volume of freight in the country.
· In 2009 there were 29 fatalities in the Bay of Plenty, with ‘loss of control on bends’ being a major
contributor to fatal crashes.

Regional outcomes

Economic development
This key implementation area contributes to economic development by maintaining the efficiency of
the transport network.
Safety and personal security
This key implementation area contributes to safety and personal security by ensuring that the
transport network maintains safety standards.
Public health
This key implementation area contributes to public health by minimising adverse effects on the
community, including the effects of noise, dust and vibration.

Relevant studies
and strategies

· Asset Management Plans (NZTA and city and district councils)
· Bay of Plenty Regional Freight Study 2009
· Bay of Plenty Transport Futures Study 2010

Key partners

NZ Transport Agency, KiwiRail, Kawerau District Council, Opotiki District Council, Rotorua District
Council, Tauranga City Council, Western Bay of Plenty District Council, Whakatane District Council

Other partners

Waikato region’s district councils, Port of Tauranga
State highway and
local road network
maintenance renewals
and improvements

Land use considerations
· Forecast growth in freight (such as aggregate) to support regional
growth.
· Forecast growth in inter-regional freight movements.
· Port of Tauranga development.
· Forecast residential growth in the western Bay of Plenty sub-region.
Description
Activities will be developed to achieve the levels of service outlined in the
NZTA Regional Asset Management Plan for state highway maintenance
and renewals, and territorial authority asset management plans for local
road maintenance and renewals to ensure a safe and efficient network
is maintained. This process will be informed by the recommendations of
the national Road Maintenance Task Force.
Investment focus
Road network (quality and maintenance), rail network.
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8.8 Demand management
ini a ves
Demand management initiatives have been developed to
implement the regional demand management strategy35. The
initiatives operate at four geographical levels (regional, urban,
town and rural) and have been tailored to reflect the region’s
diverse land use characteristics and transport issues. They also
acknowledge the increasingly divergent rural and urban travel
patterns emerging in the Bay of Plenty.
Regional - focuses on setting the strategic direction for the
priority of initiatives, establishing the desired outcomes
and monitoring the effectiveness of demand management
initiatives. At the city and district council level, the focus
should be on the implementation of initiatives through an
action orientated approach.
Urban centres - applies to the main urban centres of Tauranga
and Rotorua. These initiatives are most applicable to these
centres because they respond to urban issues such as larger
scale population growth and development. The urban centres
initiatives reflect some measures already being implemented
by the relevant organisations. These initiatives aim to build
on the achievements to date, and support the ongoing
implementation of demand management. The main objective
is to facilitate urban form and land use patterns that support
increased travel options, including public transport, walking
and cycling, ride-sharing, and multi-purpose trips.
Town centres - applies to the Whakatane, Opotiki, Kawerau,
Te Puke and Katikati town centres, as well as identified urban
growth areas such as Omokoroa. The main objective of this
package is to create town centres in which the easiest way to
get around is by walking and cycling. It also recognises that
car based travel is currently the most viable option for many
people travelling longer distances to access employment.
Therefore, the package also seeks to increase travel options for
longer distance commutes.
Rural - applies to areas that are made up of predominantly
agricultural land uses, small settlements such as Paengaroa
and Matata, and undeveloped areas in the Bay of Plenty. The
main objective of these initatives is to provide increased travel
options to rural residents and to encourage active modes
of travel in small settlements. The initiatives in this package
take into account the impacts of growth and development
in rural areas and small settlements, where population
increases are occurring. They also acknowledge the individual
characteristics of these areas, and the need for increased travel
options, flexibility in service provision and affordability given
smaller population bases, while recognising that car based
travel is currently the most viable option for many people

35

See RLTS supporting paper no. 8: Bay of Plenty Demand Management Study.
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travelling longer distances in rural areas, and will be for the
foreseeable future.
Appropriate demand management initiatives will be included
in the packages developed for each key implementation area.
Some of the initiatives, such as the land use and urban form
initiatives are already being implemented in the region. The
Bay of Plenty Regional Policy Statement and the SmartGrowth
Strategy focus on achieving a more compact urban form,
intensification areas, sequenced development, and growth
areas that are integrated with transport. All of these land use
initiatives have an impact on travel patterns and form a key part
of demand management.
A number of demand management measures are also being
delivered through the Rotorua Transport Demand Management
Strategy and the Integrated Transport Strategy for Tauranga.
The RLTS demand management initiatives are designed to
complement current strategies in Tauranga and Rotorua.
The following table describes the recommended initiatives for
each demand management strategy area.

Chapter 8

Figure 21: Bay of Plenty demand management iniƟaƟves
Geographic Area
Strategy Area

Demand Management Ini a ve

Urban
Centres

Town
Centres

Rural

Connected street networks - to ensure that footpath and road
networks minimise the length of required trips and increase
viability of ac ve modes. Implement through district plans and
network improvement programmes.

9

9

9

Urban design enhancements - to create mode neutral urban
areas and developments by providing safe and a rac ve links
between centres and ac vi es. Focus on key centres, transport
corridors and other public spaces. Implement through network
improvement programmes.

9

9

Intensify exis ng areas - to minimise trip lengths and enable
access to key loca ons by diﬀerent modes. Implement through
district plans.

9

Regional
Urban form

Land use

Alterna ves
to Travel

Network plan – develop a plan at the regional level that spa ally
links transport networks for all modes with residen al and
employment pa erns.

9

Loca on of key des na ons – plan for the strategic loca on of
key des na ons such as educa on and health facili es, large-scale
retail and commercial development to reduce travel distances.
Implemented through district plans and growth strategies.

9

9

9

Mixed-use zoning – provide for in district plans to support a
diversified mix of land uses within walking and cycling distance in
local areas.

9

9

Consider removing minimum parking requirements for
developments in district plans to allow for more eﬃcient land-use
in town centres. Provides developers with more flexibility to
provide parking on a site commensurate with the an cipated
demand for the site. Over me, this will enable higher value
urban land to be developed for more produc ve uses, encourage
increased development densi es in central areas, and improve the
viability of public transport services in these areas.

9

9

Telecommunica ons infrastructure – provide regional support
for investment in telecommunica ons infrastructure.

9

Teleworking – promote the use of ICT to reduce the total level of
work trips required. Suppresses demand during peak periods in
par cular.

9

Online services - improve access to online services such as online
dog registra on or LIM applica ons. To be implemented by all
councils and the NZTA.

9

Home delivery services - work with groups of retailers who
would benefit from co-ordina on of home delivery services as an
alterna ve to providing addi onal parking in high demand areas.
Economic
Incen ves

Facility pricing - ini ate a discussion on facility pricing for the region.
Focus should be on roads with significant conges on. Applicability
can be varied to meet transport goals through diﬀerences in meof-use and type-of-vehicle charges. Responsibility of NZTA, the
regional council, city and district councils.

9

9

9
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Figure 21: Cont...
Geographic Area
Strategy Area

Demand Management Ini a ve
Regional

Urban
Centres

Town
Centres

9

9

Economic
Incen ves cont...

Parking management – introduce throughout urban areas.
This includes using pricing (rather than me-limits) to manage
demand for parking in key loca ons where demand for parking
is high, developing guidelines for parking facility design and
monitoring the use of parking.

Social Factors

Leadership on travel demand management – should be
provided by councils and public agencies across the region
to encourage others to review their travel choices. Includes
development of travel plans, decoupling vehicle travel from
employment packages, and encouraging mode choice for staﬀ.

9

9

9

Promo on and marke ng of travel op ons - build on exis ng
promo on and marke ng of travel op ons, including ride-share,
public transport services and ac ve modes. This may involve ongoing promo on of services at key des na ons (such as malls,
airports, city centres and tourist sites).

9

9

9

Seasonal and event management - working with seasonal
employment levels and individual events to ensure that there
are a number of travel op ons available. May include ini a ves
such as cycle hire programmes, organised vanpools or shu les,
or promo on of car-free tourism.

9

Transport
infrastructure
and services

68

Rural

9

9

Transport Management Associa ons (TMAs) – these could
be established through exis ng business associa ons or as
standalone organisa ons. TMAs work on ini a ves such as
improving public transport routes, implemen ng ride-share
schemes and associated parking discounts, or developing
alterna ve work schedules to reduce peak hour travel.

9

Neighbourhood Accessibility Plans - develop in conjunc on with
local communi es to iden fy the barriers to improved travel
op ons. Exis ng work (such as the Greerton NAP) could be
extended to other neighbourhoods in Tauranga and Rotorua.

9

Travel plans - work with individual businesses, schools and
community groups to develop travel plans. These will focus on
larger businesses and organisa ons to encourage alterna ves
such as carpooling, teleworking, flexi-work hours, and facili es
for cyclists. The success of school travel plan ini a ves, including
walking school buses and cycle safety educa on programmes
could be built on.

9

9

9

Educa on and support - can help improve understanding and
knowledge of travel op ons, even in small communi es, where
the focus will likely be on changing individual travel pa erns as
part of community-wide ini a ves.

9

9

9

9

9

9

Mul -modal connec ons - to improve the integra on of public
transport, ac ve modes and private transport op ons. This will
involve iden fying and developing loca ons for public transport
interchanges (including Park and Rides), stops and shelters, and
improved walking and cycling networks. At the rural level this
could also include improved roadway shoulders to facilitate
walking and cycling on rural roadways.
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Figure 21: Cont...
Geographic Area
Strategy Area

Transport
infrastructure
and services
cont...

Demand Management Ini a ve
Regional

Urban
Centres

Real- me informa on – iden fy applica ons for public
transport and parking facili es. May include provision of
wireless internet access to public transport users at terminals,
bus stops and on services.

9

9

Demand responsive services - to address emerging areas of
demand. This may include inves ga ng the feasibility of flexibus services for rural areas, night services in urban centres,
and seasonal peak travel demand services to deal with tourist
influxes and seasonal employment peaks.

9

Integrated cke ng - for the public transport system across the
region.

9

Accessible public transport – develop accessible
services for all users.

9

Freight integra on - work with freight providers to facilitate
higher u lisa on on freight services and reduce total trips in the
sector. This could include encouraging the use of load sharing
organisa ons.

9

Freight priority measures - on strategic freight routes to improve
freight journey reliability. May include managed priority lanes,
and ramp metering. Implemented by NZTA and city/district
councils.

9

Priority measures for specific modes - including pedestrian
priority at intersec ons, bus and freight advance signals, bus and
HOV lanes within iden fied areas or mes, and ramp metering.
The relevance of these measures will vary depending on loca on
and the func on of strategic routes.

Town
Centres

Rural

9
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Chapter 9: Monitoring and Review
The purpose of monitoring the Strategy is to:
• Provide a regular assessment of the effectiveness and
continued affordability of the policies and actions in the
RLTS in achieving its targets and outcomes, taking into
account the time that it may take for policies to have an
impact.
• Identify changes in international, national and regional
trends that may have an impact on the region’s transport
system and therefore the policy framework, targets and
direction. Changes in trends will provide the basis for
future assessment of policy and whether there needs to be
changes or variations made to the RLTS.
• Monitor trends which will provide an important input into 6
yearly RLTS review processes.
The Regional Transport Committee is required by the LTMA to
prepare a progress report on the implementation of the RLTS
every three financial years.

system. The broader general measures that will be reported
on include population and employment growth, fuel sold,
freight movement (including through the Port of Tauranga) and
household size and number.
A three yearly report will also be prepared that provides
information on the progress towards achieving the targets and
outcomes.

9.3 Strategy review and
varia ons
The RTC is required to prepare a regional land transport strategy
at least once every 6 financial years on behalf of the Regional
Council. The RLTS can be reviewed prior to this and variations
can also be made where the RTC decides that it is necessary to
maintain the integrity of the strategy.

9.1 Targets

Where a variation to the strategy is required or deemed
necessary prior to a full review the RTC will need to determine
on a case by case basis whether the variation is significant. The
RLTS significance policy is outlined below.

Each outcome statement in Chapter 4 has a number of
indicators and targets associated with it. The targets have
been identified to enable the RTC to measure progress towards
achieving the strategy outcomes. In some instances the same
target can be an appropriate measure for a number of
outcome areas.

Where a variation is significant then the special consultative
procedures under the Local Government Act must be followed. If
a variation is not significant then the RTC has discretion on how it
wants to proceed with the variation and who should be consulted.

Where possible the targets align with the Ministry of Transport’s
Transport Monitoring Indicator Framework (TMIF). This
provides the opportunity for comparison with the performance
of other regions and will also potentially provide a means to
measure regional performance against national measures.
The targets may need to be reviewed in the future to maintain
alignment with national legislation and intended transport
outcomes.

9.2 Progress reports
An annual report will be prepared to measure progress in
implementing the RLTS. The report will provide information on
the implementation of the policies and packages by the various
agencies responsible for them.
To provide a clear picture of how well the strategy is being
implemented there are also a number of general measures
that will be reported on. The general measures provide
the regional context on issues that influence the transport

9.4 Significance policy
This policy sets out how to determine the significance of
variations to the Bay of Plenty RLTS as required by Section 106
of the LTMA:
“The RLTS can be varied at any time but consultation will be
required in accordance with section 78 of the LTMA if the
variation is significant.
The significance of any proposed variation to the RLTS will be
decided on a case by case basis. When making a decision as to
the significance of the matter the RTC will consider information
on the reasons for the variation, the options, relative costs and
benefits and those affected by the decision.
When determining the significance of a proposed variation to
the RLTS, consideration will be given by the RTC to the extent to
which the variation:
• affects the RLTP or any of the region’s local authority Long
Term Plans;
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• is consistent with national or regional policies and
strategies;
• is consistent with the strategic direction in the strategy; and
• affects the overall affordability and integrity of the strategy.

Matters that are not considered significant include:
• the addition, removal or amendment of any matter that has
already been consulted on in accordance with section 78 of
the LTMA;
• the addition, removal or amendment of any activity with a
total cost of less than $10 million over any three financial
years; and
• minor editorial changes to the strategy.”
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Glossary of Terms and Acronyms
Term / Acronym

Meaning

Accessible journey

The accessible journey covers all the steps needed for a person to get to their des na on and return.
The concept includes the ease with which all categories of passenger can use public transport and
recognises that bus passengers are pedestrians at each end of a public transport journey.

AC

Auckland Council

AO

Approved Organisa on eligible to receive NZTA funding

BCR

Benefit Cost Ra o (or B/C) compares the benefits accruing to land transport users and the wider
community from implemen ng a project, with that project’s costs.

BOP

Bay of Plenty Region

BOPRC

Bay of Plenty Regional Council

CAS

Crash Analysis System

CBD

Central Business District

CDEM

Civil Defence and Emergency Management

Crown Grant

Special government grants for specific regions.

DC

Developer Contribu on

Demand Responsive Services

Demand responsive public transport services respond to demand and fill the gaps between fixed-route,
network services and single hire taxi services. Demand responsive services provide flexibility in one or
more of the following: route, vehicle alloca on and operator, payment type, and passenger category.
Demand responsive services are par cularly useful for connec ng isolated communi es in rural areas/
small towns to essen al services.

DM

Demand Management

ECMT

East Coast Main Trunk railway line

Economic Evalua on Manual

The industry standard for the economic evalua on of transport ac vi es. Used by Approved
Organisa ons for economic evalua on and the prepara on of funding applica ons to the NZTA

Facility pricing

Pricing the use of transport infrastructure to fund (or par ally fund) the cost of developing or providing
that infrastructure e.g. roads, car parking. Can also be used as a demand management tool.

FAR

Financial Assistance Rate – percentage of total cost of an ac vity paid by NZTA.

GDC

Gisborne District Council

GDP

Gross Domes c Product

GPS

Government Policy Statement on Land Transport Funding

HBRC

Hawkes Bay Regional Council

HOV

High Occupancy Vehicle

ICT

Informa on and Communica ons Technology

KDC

Kawerau District Council

Key Congested Routes

Tauranga Routes monitored in the NZTA Travel Time Performance Indicators report.

KiwiRail

Statutory corpora on opera ng rail in NZ as a single en ty with mul ple business units (aka New
Zealand Railways Corpora on, NZRC).

KiwiRAP

New Zealand Road Assessment Programme for proac vely assessing crash risk on rural state highways
and alloca ng Star Ra ngs.

LA

Local Authority (regional, district or city council)

LGA

Local Government Act
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Term / Acronym

Meaning

LIM

Land Informa on Memorandum

Long Term Plan

A plan prepared by all local authori es under the Local Government Act and covering a period of at least
ten years.

LTP

Long Term Plan

LTMA

Land Transport Management Act

MoT

Ministry of Transport

NAP

Neighbourhood Accessibility Plan

Na onal Strategic

Road and rail - major access routes for people and goods, or provide for large volume freight movements
of importance to the na onal economy.
Cycling - trails on the na onal cycle trail network.

NLTF

Na onal Land Transport Fund

NLTP

Na onal Land Transport Programme

NZTA

New Zealand Transport Agency

NZTS

New Zealand Transport Strategy

ODC

Opo ki District Council

PoT

Port of Tauranga

PPP

Public Private Partnership - a mechanism for funding large infrastructure projects in which construc on
and opera ng costs (and risks) are allocated between public and private sector par es.

PT

Public Transport

Public transport farebox
recovery

Propor on of public transport costs recovered through revenue generated by fares.

RAG

Regional Advisory Group

RCA

Road Controlling Authority

RDC

Rotorua District Council

REA

Rotorua Eastern Arterial

Regional Connector

Road and rail - provide connec ons to, or alterna ve access for, na onal or regional strategic routes, or
are corridors that should be retained for strategic purposes.
Cycling - routes that provide opportuni es to improve connec ons between urban areas.

Regional Strategic

Road and rail - significant regional freight routes, or providing direct intra and inter-regional connec ons
between major urban centres, or between major tourism loca ons.
Public transport - priority corridors for increasing service frequency and reliability.
Cycling - provide significant connec ons within urban areas.

Regional Strategic Transport
Network

Key intra and inter-regional road, rail, public transport and cycling connec ons in the Bay of Plenty
necessary to support na onal and regional economic development and provide access for people.

RLTP

Regional Land Transport Programme

RLTS

Regional Land Transport Strategy

RMA

Resource Management Act

Route K

Tolled road in Tauranga.

RPS

Regional Policy Statement

RPTP

Regional Public Transport Plan

RSTN

Regional Strategic Transport Network
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Term / Acronym

Meaning

RSAP

Road Safety Ac on Plan

RTC

Regional Transport Commi ee

Rural Connector

Public transport routes that provide access to essen al community goods and services, and connec ons
to Regional Strategic corridors and Urban Connector routes.

SH

State Highway (managed by NZTA)

SI

Safety Improvement

SmartGrowth

Fi y year growth management strategy and implementa on plan for the western Bay of Plenty subregion.

Social Cost Benefit Analysis

Analysis described in the NZTA Economic Evalua on Manual. Involves valuing the range of benefits and
costs associated with each transport ac vity, and its alterna ves and op ons over a certain period to
determine their rela ve economic eﬃciency.

SOV

Single Occupancy Vehicle

SPR

Special Purpose Road

TA

Territorial Authority (city or district council) aka TLA

TCC

Tauranga City Council

TEL

Tauranga Eastern Link

TLA

Territorial Local Authority (city or district council) aka TA

TMA

Transport Management Associa on

TMIF

Transport Monitoring Indicator Framework

TNL

Tauranga Northern Link

Urban Connector

Public transport routes that carry urban services and support Regional Strategic public transport
corridors.

VKT

Vehicle Kilometres Travelled

WBOPDC

Western Bay of Plenty District Council

WDC

Whakatane District Council

WRC

Waikato Regional Council
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Appendix 1: Statutory and Policy Context
A number of national, regional, sub-regional and local policy
documents have influenced the development of the RLTS, and
will continue to do so as the strategy is implemented. Figure 22
illustrates the relationship between national, regional and local
policy documents.
The statutory and policy context for the RLTS is subject to ongoing
change. The following summarises some of the key statutes and
policies based on th
the latest information available when the RLTS
was be
being finalised. A full list of the documents considered during
the preparation of the RLTS can be found in Appendix 4.

• contributes to:
a) assisting economic development
b) assisting safety and personal security
c) improving access and mobility
d) protecting and promoting public health
e) ensuring environmental sustainability;
• is consistent with any relevant national policy statement or
any relevant regional policy statement or regional plan;
• takes into account the relevant GPS;

Land Transport Management Act
(LTMA)

• takes into any national energy efficiency and conservation
strategy; and

The LTMA sets out the core requirements that must be followed
when preparing a regional land transport strategy. These include
specifying how the strategy:

The LTMA also sets out a range of other matters that must be
taken into account, as well as specific content requirements for
regional land transport strategies. A full assessment of how the
RLTS complies with LTMA statutory requirements is detailed
in Appendix 2.

• contributes to achieving an affordable, integrated, safe,
responsive and sustainable land transport system (the purpose
of the LTMA);

• any relevant district plan.

Figure 22: Policy context for regional land transport strategies
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Figure 23: LTMA 2008 provisions and proposed amendments
Provision

LTMA 2008

Proposed

LTMA Purpose

• To contribute to the aim of achieving an aﬀordable,
integrated, safe, responsive, and sustainable land
transport system

• To contribute to an eﬀec ve, eﬃcient and safe
land transport system to support New Zealand’s
economic, social, cultural and environmental
wellbeing

LTMA Objec ves /
Criteria

• Assis ng economic development

• Removed

• Assis ng safety and personal security
• Improving access and mobility
• Protec ng and promo ng public health
• Ensuring environmental sustainability

Government Policy
Statement

• Issued every three years.
• Sets out the short to medium impacts Government
wishes to achieve from the alloca on of the
Na onal Land Transport Fund.

• Renamed Government Policy Statement on Land
Transport.
• Issued at least once every six years.
• Investment strategy reviewed every three years.
• To set out the Government’s outcomes and
objec ves for the land transport sector for at least
10 years.
• To set out the impacts that the Government wishes
to achieve from the alloca on of the Na onal Land
Transport Fund for a 10-year period.

Regional Land
Transport Strategies

• Prepared at least once every six years for a period
covering 30 years.

• Remove requirement to produce a separate
regional land transport strategy.

Regional Land
Transport Programmes

• Prepared every three years for a period covering
three years plus a ten year financial forecast.

• Issued every six years and reviewed every three
years.
• Extended role to iden fy proposed outcomes,
objec ves and interven ons for at least 10 years.

The Government has released a proposal to amend the LTMA.
This proposes a number of changes to the LTMA which will have
significant implications for regional land transport strategies.
Figure 23 compares the proposed amendments with LTMA
2008 requirements.

GPS 2009 states that the Government’s priority is for land
transport investment to support national economic growth and
productivity. The Government also expects progress on other
objectives of the LTMA.
The impacts the Government expects to be achieved are:
Impacts that contribute to economic growth and productivity

Government Policy Statement on
Land Transport Funding (GPS)

• Improvements in the provision of infrastructure and services
that enhance transport system efficiency and lower the cost of
transportation through:

GPS 2009

- improvements in journey time reliability

GPS 2009/10 – 2018/19 (GPS 2009) was taken into account in
the development of the RLTS. GPS 2009 covers the financial
period from 2009/10 – 2014/15 and provides indicative figures
from 2015/16 – 2018/19. The GPS details the Government’s
desired outcomes and funding priorities for the land transport
sector. The GPS also guides the funding that is allocated in the
National Land Transport Programme.

- easing of severe congestion
- more efficient freight supply chains
- better use of existing transport capacity.
• Better access to markets, employment and areas that
contribute to economic growth.
• A secure and resilient transport network.
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Other impacts
• Reductions in deaths and serious injuries as a result of road
crashes.
• More transport choices, particularly for those with limited
access to a car where appropriate.
• Reductions in adverse environmental effects from land transport.
• Contributions to positive health outcomes.
GPS 2009 also lists seven initial Roads of National Significance
(RONS) as a statement of national road development priorities.
The seven roads are:
• Puhoi to Wellsford (SH1)
• Completion of the Auckland Western Ring Route (SH20/16/18)

GPS 2012 also recognises that the following can make a
contribution to economic growth and productivity outcomes:
• quality investments in public transport;
• improving the local road network;
• investing in walking and cycling;
• considering networks from a national perspective; and
• integrated planning.
The Government expects the same short to medium term
impacts to be achieved in GPS 2012 as those set out in GPS 2009.

The Na onal Infrastructure Plan
(NIP)

• Auckland Victoria Park bottleneck (SH1)
• Waikato Expressway (SH1)
· Tauranga Eastern Corridor (SH2)

The National Infrastructure Plan (2010) was considered in the
development of the RLTS. The National Infrastructure Plan (2011)
was released in July 2011 and builds on the 2010 plan.

• Wellington Northern Corridor (Levin to Wellington) (SH1)
• Christchurch motorway projects.

GPS 2012
In July 2011, the Government released GPS 2012/13 – 2021/22
(GPS 2012). GPS 2012 covers the financial period from 2012/13
– 2017/18 and provides indicative figures for 2018/19 – 2021/22.
The GPS is in effect from 1 July 2012 – 30 June 2015.
GPS 2012 includes the following overarching goal for transport:
An effective, efficient, safe, secure, accessible and resilient transport
system that supports the growth of our country’s economy in order
to deliver greater prosperity, security and opportunities for all New
Zealanders.
The three focus areas that are priorities for GPS 2012 are:
• economic growth and productivity;
• value for money; and
• road safety.
GPS 2012 states that continuing to progress the seven RONS
is a critical part of the Government’s economic growth and
productivity priority. GPS 2012 identifies an additional four
routes that may be considered as future RONS. These have high
volumes of traffic and are important for freight movements
including port access. The routes are:
• Hamilton to Tauranga
• Cambridge to Taupo
• Napier to Hastings
• State Highway 1 north and south of the current Christchurch
motorway projects.

NIP 2011 outlines the Government’s intentions for infrastructure
development over a 20 year timeframe. The Plan sets out seven
specific goals for transport infrastructure, all of which have
relevance for investment in land transport from the National Land
Transport Fund. These goals are to achieve:
• A long term strategic approach to transport planning which
maximises the potential synergies between regional planning
and central government strategies.
• A flexible and resilient transport system that offers greater
accessibility and can respond to changing patterns in demand
by maintaining and developing the capacity of the network.
• Improved operational management practice and the use
of demand management tools especially in urban areas
experiencing significant growth.
• A network of priority roads that will improve journey time and
reliability, and ease severe congestion, boosting the growth
potential of key economic areas and improving transport
efficiency, road safety and access to markets.
• A continued reduction in deaths and serious injuries that occur
on the network.
• A public transport system that is robust and effective and offers
a range of user options that will attract a greater percentage of
long term users.
• A rail system that enables the efficient movement of freight and
complements other modes of passenger transport and freight
movement.
• Sea and air ports that are linked to the overall transport network
to support efficient nationwide movement of passengers,
domestic goods and exports and imports and are able to
respond to technological changes and changing international
safety and security standards.
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New Zealand Transport Strategy
(NZTS) 2008 / Connec ng
New Zealand 2011
The NZTS was updated by the previous Government in
2008. The NZTS set out an overall vision for transport, five
key objectives (which have been included in the LTMA) and a
number of specific targets in order to support the delivery of
the objectives. The NZTS 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 the following five transport
objectives:
• Ensuring environmental sustainability
• Assisting economic development
• Assisting safety and personal security
• Improving access and mobility
• Protecting and promoting public health.
The current Government released Connecting New Zealand
in 2011. Connecting New Zealand draws together the
Government’s policy direction as set out in a number of policy
decisions and guidance documents including the National
Infrastructure Plan, the GPS 2012, the KiwiRail Turnaround
Plan and Safer Journeys: New Zealand’s Road Safety Strategy
2010–2020.
Connecting New Zealand confirms that the Government’s three
focus areas for transport are:
• economic growth and productivity;

NCEES 2007 builds on the 2001 strategy and was developed
alongside the New Zealand Energy Strategy (2007). Actions
which are relevant to transport include:
• Efficient freight movement:
- investigate development and integration of rail with other
transport networks
- develop and implement a shipping strategy
- further investigate opportunities for equity in freight costs
across road, rail and shipping
- progressively incorporate the social and environmental
costs associated with providing transport services into the
transport system.
• Introducing renewable transport fuels:
- investigate renewable electricity options for transport.
• Living and working – better mobility, lifestyles and
communities:
- promote quality town and city design to reduce transport
needs and environmental impact
- invest in public transport
- encourage walking and cycling with good design and
infrastructure
- invest in travel behaviour change programmes and other
initiatives.
• Working in partnership with local government on the actions
above.
The draft NZEEC 2010 is being developed in conjunction with
the draft New Zealand Energy Strategy 2010 (NZES 2010). Both
strategies have been updated to align with current government
energy policy priorities and to reflect a stronger focus on
economic development.

• value for money; and
• road safety.

New Zealand Energy Eﬃciency and
Conserva on Strategy (NZEECS)

The draft NZES 2010 sets the strategic direction of the energy
sector and the role energy will play in the New Zealand
economy. It focuses on four priority areas where the energy
sector can maximise its contribution to the economy:
• Development of the full range of New Zealand’s energy
resources.
• Ensuring secure and affordable energy.

The New Zealand Energy Efficiency and Conservation Strategy
is prepared under the Energy Efficiency and Conservation
Act 2000 to promote energy efficiency, energy conservation
and renewable energy in New Zealand. The New Zealand
Energy Efficiency and Conservation Strategy 2007 (NZEEC
2007) and the draft New Zealand Energy Efficiency and
Conservation Strategy 2010 (NZEEC 2010) were considered in
the development of the RLTS.

84

Bay of Plenty Regional Council

• The efficient use of energy.
• Environmental responsibility.

The draft NZEECS 2010 outlines the Government’s priorities to
make improvements in energy efficiency, energy conservation
and renewable energy. It sets the following objective and
targets for the transport sector:
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Objective:

A more energy efficient transport system, with a
greater diversity of fuels and renewable energy
technologies.

Targets:

1) 29 PJ of savings by 2015.
2) A four percent improvement from 2008 levels in
GJ/Kilometres travelled on land by 2015.

Safer Journeys – New Zealand’s
Road Safety Strategy 2010-2020
Safer Journeys is the national strategy to guide improvements
in road safety over the period 2010 - 2020. The Safer Journeys
vision is:
A safe road system increasingly free of death and serious injury.
To support the vision, Safer Journeys takes a safe system
approach to road safety. This means working across all
elements of the road system (roads, speeds, vehicles and road
use) and recognising that everybody has responsibility for road
safety.
Safer Journeys also identifies the issues that are priorities for
road safety in New Zealand and actions to address them. The
first priority areas are:

SmartGrowth Strategy
The SmartGrowth Strategy and Implementation Plan for the
Western Bay of Plenty Sub-region (SmartGrowth) was adopted
in 2004 and revised in 200736. The central focus of SmartGrowth
is managing growth in the western Bay of Plenty sub-region.
The sub-region poses unique land transport management
issues associated with its rapid growth rates. SmartGrowth also
places an emphasis on future land use and transport linkages
based on a series of corridors.
Key principles relating to transport in the SmartGrowth Strategy
include:
• Land use and access relationships are managed to achieve an
affordable, integrated, safe, responsive, and sustainable land
transport system.
• The transport network is underpinned by a sustainable
management philosophy which leads to an integrated
approach to all transport modes.
• Opportunities for live work and play are actively promoted.
• Inter-regional networks are improved to match the impact of
growth.
• Urban design and other initiatives such as grid pattern streets,
bus way and priority lanes, are developed to achieve stretch
targets for public transport corridors.

• Increasing the safety of young drivers.
• Reducing alcohol / drug impaired driving.

• At a neighbourhood planning level the principles of Universal
Design are followed.

• Safe roads and roadsides.
• Increasing the safety of motorcycling.

Bay of Plenty Regional Policy
Statement (RPS)
The RPS is prepared under the RMA and is the guiding resource
management policy document for the Bay of Plenty region. The
proposed RPS was publicly notified on 9 November 2010.

SmartGrowth sets out the following residential land use
patterns for the western Bay of Plenty sub-region:
• Consolidation of development within existing urban areas of
Waihi Beach, Katikati, Omokoroa, Tauranga, and Te Puke.
• Redevelopment through mixed-use Intensification Nodes
focussed on business and community centres, and at other
preferred locations.
• Greenfield development at increased densities in Residential
Growth Areas at Waihi Beach, Katikati, Omokoroa, Bethlehem,
Pyes Pa, Papamoa, Papamoa East, and Te Puke.

The proposed RPS aims to achieve the purpose of the RMA
by providing a framework for sustainably managing the
region’s natural and physical resources. It highlights regionally
significant issues and includes policies and methods to achieve
the integrated management of natural and physical resources,
including the integration of land use and infrastructure.

• Other small settlements limited to a scale and character which
do not detract from rural amenity.

A full assessment of the relationship between the proposed
RPS and the RLTS can be found in Bay of Plenty Regional Land
Transport Strategy Supporting Paper No.11: Assessment of
Consistency with Resource Management Act Documents.

Tauranga City Centre has been identified as the business
heart for the sub-region. The city centre will accommodate
some residential intensification and apartment-style living.
Private vehicle and public transport access to the CBD are

36

The SmartGrowth Strategy and the Smart Economy Strategy
also provide for additional employment land at Rangiuru,
Tauriko, Omokoroa, Te Puke, Katikati, and Papamoa East.

The SmartGrowth Strategy is to be reviewed again in 2012.
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to be maintained and enhanced within the capacity of the
current corridors. Linkages between the Tauranga City Centre
and adjacent residential areas are also envisaged through the
further provision of pedestrian access and cycleways. Rural
areas are to be managed to retain their primary production and
open space values.

Rotorua Transport Strategy (RTS)
The RTS was developed in 2006. The aim of the RTS is to:
• provide infrastructure that supports a range of travel and
transport options; and
• manage travel demand by integrating land use and transport
planning and policies.

Integrated Transport Strategy
for Tauranga (ITS)
The ITS was developed in 2006. The ITS has a vision that:

The RTS is being delivered through a range of specific plans
and strategies covering: safety, cycling, transport demand
management, passenger transport, roads, urban design and
walking.

Tauranga is a place that is easy and safe to move around.
The principles underlying the ITS are that the development of
the transport system:
• supports and maintains social connectedness throughout the
city and is responsive to change;
• supports an integrated transport system with all the ways to
travel linked together;
• ensures the efficient use of resources;
• is part of an integrated planning framework;
• supports the achievement of high quality urban design;
• enables people of all ages to move around the city safely and
securely;
• recognises and takes into account the natural resource,
cultural and heritage values of the city;
• supports a healthy active lifestyle;
• is affordable and achieved through a range of funding tools;
• provides reliable and predictable travel times to support
economic development; and
• provides the opportunity for affected people to participate.
The ITS contains objectives and actions for integrated planning,
demand management, the transportation network, walking and
cycling, passenger transport and parking.
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The RTS incorporates the Rotorua Urban Transportation Study,
which was completed in 2003. The study recommended road
upgrades and planning policy changes to manage the impact
of roads and traffic on adjacent land uses and road users.
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Appendix 2: Assessment of Compliance
LTMA
Reference
75(a)(i)

Provision
The RTC must ensure that the RLTS contributes to the
overall aim of achieving an aﬀordable, integrated, safe,
responsive, and sustainable land transport system

Assessment
The RLTS contributes to the aim in the following manner:
Aﬀordable – the strategic op on ‘Op mised Transport
System’ considers a hierarchy of interven ons, priori sing
low cost interven ons such as demand management and
best use of exis ng networks before inves ng in costly
new infrastructure. Aﬀordability is explicitly addressed
in sec on 6.2.9 which notes that the es mated funding
will not be enough to fund all the projects necessary to
implement the Op mised Transport System, and that
projects will need to be priori sed.
Integrated, safe and sustainable – key outcome areas
in the RLTS align with these elements of the LTMA aim.
Desired outcomes are explicitly stated for each one, and
a suite of policies has been developed to support each
outcome.
Responsive – the aim of a responsive land transport
system is addressed in the following ways:
• Being responsive to community views was a key theme
in the process used to develop the RLTS. Community
and stakeholder views were sought early in the process
through the use of focus groups (represen ng the
general public), reference groups (represen ng key
stakeholders), RTC workshops, and presenta ons to
Maori poli cal bodies.
• The input collected in the above process was used to
iden fy the region’s major transport issues in Chapter
3. The vision, outcomes, preferred strategic op on
and implementa on sec ons were then developed in
response to these issues.
• The Proposed RLTS then underwent a full public
consulta on process.
• The concept of a transport system that is responsive
to user needs is inherent in several of the outcomes in
Chapter 4, par cularly the access and mobility outcome.

75(a)(ii)

The RTC must ensure that the RLTS contributes to:
(a) Assis ng economic development
(b) Assis ng safety and personal security

Chapter 4: Vision and Outcomes describes the
outcomes that the region wants to achieve through the
implementa on of the strategy. These were based on the
5 objec ves from the LTMA.

(c) Improving access and mobility
(d) Protec ng and promo ng public health
(e) Ensuring environmental sustainability

Bay of Plenty Regional Land Transport Strategy 2011-2041
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LTMA
Reference
75(a)(iii)

Provision
The RTC must ensure that the RLTS is consistent with any:
(a) na onal land transport strategy; and any
(b) relevant na onal policy statement or any relevant
regional policy statement or regional plan that
is for the me being in force under the Resource
Management Act 1991.

75(a)(iv)

The RTC must ensure that the RLTS avoids, to the extent
reasonable in the circumstances, adverse eﬀects on the
environment

Assessment
There is currently no na onal land transport strategy.
The RLTS has been assessed for consistency with relevant
na onal and regional policy statements and regional
plans. The assessment found that the RLTS is consistent
with these policy statements and plans. The assessment is
documented in RLTS suppor ng paper no.11: Assessment
of Consistency with Resource Management Act Documents.

The evalua on of the strategic transport op ons (RLTS
suppor ng paper no.6 :Bay of Plenty Transport Futures
Study) included an assessment of the possible adverse
eﬀects of each of the op ons.
When all factors were taken into account,the op on that
rated highest according to the environmental sustainability
performance indicators was selected as the preferred
strategic op on in Chapter 5 (Op mised Transport
System).
The environmental sustainability policies in Chapter 7 are
consistent with the concept of environmental sustainability
introduced in Chapter 4 of the strategy, which notes that
the strategy primarily focuses on general environment
eﬀects. The adverse environmental eﬀects of individual
transport projects are addressed through RMA consent
processes. The policies therefore focus on reducing the
aggregate environmental eﬀects generated by the land
transport system by encouraging demand management
and sustainable transport modes.
Public health policies in Chapter 7 address the adverse
environmental eﬀects generated by certain types of land
transport ac vi es. This is consistent with the social
model of health introduced in Chapter 4, which includes
considera on of adverse environmental eﬀects.

75(b)(i)

The RLTS must take into account the relevant GPS

Chapter 4: Vision and Outcomes took into account the
GPS when priori sing the outcome areas. This priority
placed on economic development and safety outcomes
was then used in the assessment of poten al strategic
op ons before selec on of the preferred Strategic Op on
in Chapter 5 (see RLTS suppor ng paper no.6: Bay of Plenty
Transport Futures Study).
Chapter 7: Investment and Funding takes into account
current GPS funding alloca ons and uses the forecast
funding ranges to assess future regional funding.
The GPS was also taken into account in the iden fica on
of the Tauranga Eastern Link and SH29 as na onally
important transport infrastructure in Chapter 2.
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LTMA
Reference

Provision

Assessment

75(b)(ii)

The RLTS must take into account the Na onal Energy
Eﬃciency and Conserva on Strategy (NZEECS)

Chapter 3 and 4 include issues, outcomes and targets that
reflect the na onal issues, objec ves and targets in the
NZEECS. The Environmental Sustainability outcome in
part, reflects the transport objec ve in the NZEECS.

75(b)(iii)

The RLTS takes into account any relevant district plans

District popula on and land use projec ons were used
in the modelling that iden fied the preferred Strategic
Op on (see RLTS suppor ng paper no.6: Bay of Plenty
Transport Futures Study)
The SmartGrowth sub-regional growth strategy is given
eﬀect to in district plans. The future development
outlined in this strategy guided the development of the
Regional Strategic Transport Network (Chapter 2), and the
implementa on areas in Chapter 8.
District plans were also reviewed and submi ed on during
the implementa on of RLTS 2007. Several policies in
Chapter 7 reflect the outcomes of this process.

76(a)

No guidelines have been issued by the minister37 for the

When preparing the RLTS the RTC must take into account
any guidelines by the Minister for regional land transport
strategies

prepara on of regional land transport strategies.

76(b)

The RTC must take into account the land transport funding
likely to be available within the region during the period
covered by the strategy

Chapter 6: Investment and Funding takes into account the
likely funding available within the region over the 30 years
covered by the strategy.

76(c)

The RTC must take into account the views of aﬀected
communi es

Early consulta on through Community Focus Groups and
Technical Reference Groups was undertaken in late 2009.
This was supplemented by mee ngs in 2010 with Maori
Liaison Commi ees.
RLTS was publicly no fied on 30 May 2011 for submissons.

76(d)

The RTC must take into account the views of the land
transport network providers

The RLTS review process has been overseen by the
Bay of Plenty Regional Advisory Group that includes
representa ves from TA’s and the NZTA.
Land transport network providers were also represented on
the Technical Reference Groups that provided early input on
the development of the RLTS.
Relevant issues have been addressed with individual TA’s
and NZTA where appropriate.

76(e)

The RTC must take into account the need to give early and
full considera on to land transport op ons and alterna ves
in a way that contributes to avoiding adverse eﬀects and
taking account of the views of aﬀected communi es

Chapter 5: Strategic Op on and RLTS suppor ng paper no.6:
Bay of Plenty Transport Futures Study considered a number
of strategic op ons and the eﬀects of each of these op ons.

37

The appointment of the RTC took into account the Ministerial Guideline on the inclusion of members to represent the cultural interests of the region and the 5 NZTS
outcome areas.
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LTMA
Reference
76(f)

76(g)

Provision

Assessment

The RTC must take into account the opportunity to provide
early and full opportuni es for persons and organisa ons
listed in S78(1) to contribute to the development of the
RLTS

Most of the par es listed in S78(1) were involved in the
Technical Reference Groups held in December 2009.

The RTC must take into account the regional council’s
func on under S30(1)(gb) of the Resource Management
Act to consider the strategic integra on of transport
infrastructure with land use through objec ves policies
and methods

The RLTS review and the region’s second genera on RPS
have been developed in parallel to each other. The RPS
explicitly considers the strategic integra on of transport
infrastructure with land use through objec ves, policies
and methods. Consistency between the RPS and the RLTS is
documented in RLTS suppor ng paper no.11: Assessment of
Consistency with Resource Management Act Documents.

RLTS was publicly no fied on 30 May 2011 for submissons.

The RLTS includes a ‘land use and transport integra on’
outcome area with associated policies. Chapter 8 includes
implementa on areas that incorporate land use planning as
well as transport infrastructure and demand management.

77(a)

The RLTS must contain inter-regional and intra-regional
transport outcomes relevant to the region

Chapter 4: Vision and Outcomes and Chapter 6: Policies
includes outcome statements and policies that have an inter
and intra-regional focus.

77(b)

The RLTS must contain the strategic op ons for achieving
the outcomes

Chapter 5: Strategic Op on and RLTS suppor ng paper no.6:
Bay of Plenty Transport Futures Study considered a number
of poten al strategic op ons and the eﬀects of each of
these op ons.

77(d)

The RLTS must contain a statement of any relevant
regional economic or land use considera ons, and
the likely funding of any land transport infrastructure
associated with those considera ons

Regional economic considera ons are traversed in Chapter
2: Context and covered in detail in RLTS suppor ng paper
no.9: Bay of Plenty Economic Development and Transport
Study.

77(d) cont...

Chapter 5: Strategic Op on discusses land use
considera ons and these were taken into account in the
modelling of the strategic op ons (see RLTS suppor ng
paper no.6: Bay of Plenty Transport Futures Study).
Chapter 6: Investment and Funding outlines the likely
funding required for the implementa on of the RLTS.

77(e)
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The RLTS must contain a demand management strategy
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Demand management is an integral part of the strategic
op on in Chapter 5. Chapters 6 and 8 provide more detail
on the demand management strategy. RLTS suppor ng
paper no.8: Bay of Plenty Demand Management Study
provides the background and discussion on the ini a ves
in the strategy.
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LTMA
Reference

Provision

Assessment

77(f)

The RLTS must contain an assessment of the role of each
land transport mode in the region

Chapter 5: Strategic Op on contains a sec on on the role of
each mode.

77(g)

The RLTS must contain an assessment of the role of
educa on and enforcement in contribu ng to the land
transport outcomes

Chapter 5: Strategic Op on contains an assessment of the
role of educa on and enforcement in contribu ng to road
safety outcomes.
Chapter 8: Key Implementa on Areas provides informa on
on demand management educa on ini a ves.

77(i)

The RLTS must contain a statement that iden fies any
strategic op on for which co-opera on is required with
other regions

Statement included in Chapter 5: Strategic Op on.

77(j)

The RLTS must contain a statement that iden fies persons
or organisa ons who should be involved in the further
development of strategic op ons

Chapter 8: Key Implementa on Areas iden fies packages of
work and the agencies responsible for the implementa on
of those packages.

77(k)

The RLTS must contain measurable targets to be achieved to
meet the outcomes of the RLTS

Chapter 4: Vision and Outcomes iden fies targets for each
of the outcome areas.

77(l)

The RLTS must contain a statement provided by an
independent auditor of how the process followed by the
RTC complied with the requirements of the Act

Appendix 3 provides a statement from an independent
auditor on the compliance of the RLTS.

77(m)

The RLTS must contain a summary of the policy rela ng to
significance adopted by the RTC

The RLTS significance policy is included in Chapter 9:
Monitoring and Review.
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Appendix 3: Audit Statement

Under sec on 74 (1) of the Land Transport Management Act 2003 (the Act), the Regional Transport Commi ee of the
Bay of Plenty Regional Council is required to prepare a regional land transport strategy (the Strategy) on the Council’s
behalf, for approval by the Council. Sec on 77 (I) of the Act requires the Strategy to contain a statement provided
by an independent auditor of how the process followed by the Regional Transport Commi ee complied with the
requirements of the Act.
The Council engaged Barry Mein (Mein Consul ng Limited) as its independent process auditor in August 2010. The
auditor’s role has been to provide an ongoing, independent review of procedural ma ers involved in the development
of the Strategy, with a view to providing a statement of compliance in accordance with the Act. Note that it is not the
responsibility of the process auditor to provide legal advice on the Strategy, or to express opinion on the quality of the
Strategy or its contents.
Since my appointment, I have met with Council oﬃcers and others involved in preparing the Strategy at key points
during the Strategy development process. I have provided verbal and wri en advice on process issues as these
have arisen, and have been provided with relevant informa on and documenta on to enable the audit to proceed.
A preliminary report on the statutory compliance of the Proposed Strategy was prepared in May 2011, prior its
release for public comment. That report has since been updated to take account of the formal consulta on process
undertaken since May 2011, and the changes that have been made to the RLTS as a result of that consulta on process
Audit Opinion
In my opinion, the process followed to date by the Bay of Plenty Regional Land Transport Commi ee in preparing the
Bay of Plenty Regional Land Transport Strategy 2011-41 has complied with the requirements of the Act.
In par cular, the Regional Transport Commi ee has complied with the procedural requirements of the Act by:
• Being appropriately cons tuted, with members represen ng the required organisa ons and interests, and
conduc ng its business in accordance with the Act and Council standing orders;
• Appoin ng an independent process auditor and ensuring regular engagement with the auditor regarding the
relevant requirements of the Act;
• Mee ng regularly and receiving reports from council staﬀ and key advisors on the development of the
Strategy;
• Carrying out its consulta on processes in accordance with the consulta on principles set out in the Local
Government Act 2002, following the special consulta ve procedure specified in that Act, and taking the views
of submi ers into account in the final development of the Strategy; and
• Sa sfying itself that the Strategy addresses, contains and complies with all ma ers required by the Act.

Barry Mein
Mein Consul ng Limited
Auckland, 18 October 2011
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Appendix 4: Documents Considered
The following strategies, policies and documents were considered during the preparation of the Bay of Plenty
Regional Land Transport Strategy.
• Bay of Connections – Bay of Plenty Regional Economic Development Strategy 2008
• Bay of Plenty Regional Passenger Transport Plan 2006
• Bay of Plenty Regional Policy Statement 2010 (Proposed)
• Bay of Plenty Regional Rail Strategy 2007
• Bay of Plenty Regional Strategic Roading Plan 2010 (Draft)
• Bay of Plenty Regional Walking and Cycling Strategy 2009
• Bright Economy – Rotorua Economic Development Strategy
• Coastal Shipping Strategy 2005
• Getting There, on Foot, by Cycle 2005
• Government Policy Statement on Land Transport Funding 2009
• Integrated Transport Strategy for Tauranga 2006
• Land Transport Management Act 2003
• National Energy Efficiency and Conservation Strategy 2007 (and 2010 Draft)
• National Infrastructure Plan 2010
• National Rail Strategy 2005 (and KiwiRail Turnaround Plan)
• New Zealand Transport Strategy 2008
• New Zealand Urban Design Protocol
• Resource Management Act 1991
• Rotorua Transport Strategy 2006
• Rotorua Transport Demand Management Strategy 2008
• Rotorua Urban Design Framework 2010
• Safer Journeys – New Zealand’s Road Safety Strategy 2010 – 2020
• Smart Economy – Western Bay of Plenty Economic Development Strategy 2007
• SmartGrowth – Western Bay of Plenty Sub-region 2007
• Tauranga Eastern Corridor Strategy
• Tauranga Urban Design Strategy 2006
• Transport Indicator Monitoring Framework (Ministry of Transport)
• Whakatane Integrated Urban Growth Strategy 2010

Appendix 5: Supporting Papers
The following supporting papers were prepared as part of the development of the Bay of Plenty Regional Land Transport Strategy.
These are available on the Bay of Plenty Regional Council website.
No. 01 Resident Perceptions of Future Growth
No. 02 Stocktake of Operational Strategy
No. 03 Bay of Plenty Regional Freight Study
No. 04 Analysis of Road Safety Trends
No. 05 Bay of Plenty Regional Transport Trends and Issues
No. 06 Bay of Plenty Transport Futures Study
No. 07 Study of the Relationship between an Aging Population and the Transport System in the Bay of Plenty Region
No. 08 Bay of Plenty Demand Management Study
No. 09 Bay of Plenty Economic Development and Transport Study
No. 10 Bay of Plenty Regional Transport Targets and Monitoring
No. 11 Assessment of Consistency with Resource Management Act Documents
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Appendix 6: Western Bay of Plenty Growth
Management Areas
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Appendix 7: Summary of Strategic Options Assessment
A number of strategic options were assessed prior to selection of the preferred strategic option: Business As Usual (BAU), Regional
Priorities (RP), Demand Side Management (DSM), Sustainable Transport Improvements (STI), Mixed Option 1 (DSM + STI), Freight
Management (FM), and Mixed Option 2 (DSM + STI + FM) [renamed Optimised Transport System]. The following table summarises the
assessment, including the key components of the land transport system that the strategic options were evaluated against38.

Average rank for strategic op on
Primary
objec ve

Weigh ng

Key Components
BAU

RP

DSM

STI

M01

FM

M02

5.0

6.0

2.0

5.0

2.0

4.7

1.3

7.0

5.5

3.0

4.0

2.0

5.0

1.0

6.0

5.5

3.0

4.5

2.5

3.5

1.0

5.0

4.0

3.5

3.0

1.5

4.5

1.0

4.5

4.0

3.5

3.0

2.0

3.5

1.0

5.6
7

5.4
6

2.7
3

4.3
4

2.1
2

4.4
5

1.1
1

Cost-eﬀec veness
Economic
development

40%

Resilience
Conges on

Safety

20%

Environmental
sustainability

20%

Access and
mobility

10%

Casual es
Global warming
Water pollu on
Access to alterna ve modes
Mul -modal integra on
Average trip length

Health
Weighted score
Overall rank

10%

Physical ac vity
Air and noise pollu on

38

The original weighting for the primary objectives in RLTS supporting paper no.6: Bay of Plenty Transport Futures Study was revised following feedback from
stakeholders that the safety objective was under-valued in the initial assessment of strategic options.
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