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Draft Regional Land Transport Plan 2021-2027 (Review 2023). 

Feedback form. The closing date for feedback is Friday, 15 March 2024. 

Full name: Stephen L Westgate and Tracey Anne Rissetto 

Organisation (if giving feedback on behalf): Northland District Council of NZ Automobile 

Association Inc. 

Mailing address: AA Northland, P O Box 83, Whangarei 0140 

Email: swestgate@xtra.co.nz tracey@bpmnorth.co.nz 

Phone/Mobile: 09-4360335 (Steve Westgate) 021 659 636 (Tracey Rissetto) 

 

Regional priorities What do you think about the regional priorities outlined in the draft plan? 

We support the seven priorities as listed for 3 years and for 10 years but suggest a change in order.  

We suggest the Priority 7 should be elevated to Priority 4 as this will deliver benefits across other 

priorities.  

We note that Priority 3 will also deliver benefits across multiple strategic objectives and other 

Priorities, including Priority 2.  

Please refer to attached submission that follows. 

 

Transport projects and rankings What do you think about the transport projects and rankings 

in the draft plan? 

State Highways. We support the highest prioritisation of Te Hana to the Brynderwyns, on the 

understanding that this includes a Brynderwyns bypass, given the importance of a resilient 

connection to Auckland and the rest of New Zealand. However, we need to comment on the implied 

Te Hana to Brynderwyns time frame, given that the current high-level maintenance repairs being 

undertaken on the south side of the Brynderwyns are to extend the life by only 5-7 years. 

Please refer to attached submission that follows. 

 

Do you have any other comments you’d like to make about this plan? 

We comment in detail on many of the issues raised in matters raised in discussion of the Regional 

Land Transport Strategy and Regional Land Transport Plan.  

Please refer to attached submission that follows.  

Please note that this submission was prepared prior to the release of the government’s new GPS 

dated March 2024. References to relevant statements within the March 2024 GPS (the ‘new GPS’) 

were subsequently made and are shown in italics throughout this submission. Direct quotes are 

shown in “quotation marks”. 

Tracey Rissetto (chair), Steve Westgate (councillor), for Northland District Council of NZAA 

15.03.2024. 

____________________________________ 

mailto:swestgate@xtra.co.nz
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SUBMISSION ON DRAFT RLTP FOR NORTHLAND (2021/2027) 

from Northland District Council of New Zealand Automobile Association 

 

EXECUTIVE SUMMARY 

In this submission, we will: 

- Draw on the findings of a 2023 survey of AA Members and Councillors to 

advance as Election Calls their priority concerns from a range of transport 

issues. The top calls were to revive essential road maintenance and to make 

the road network more resilient to climate impact. 

- Refer to NZTA documents and others that stress the importance of well-

maintained and more resilient roads as a key safety consideration and a key 

to Northland’s economic development; 

- Comment on the need for additional funding for Northland roads to bring 

them up to an acceptable standard; 

- Highlight the social cost of the current dangerous state of SH 1 between 

Whangarei and Warkworth, calculated in 2021 at about $88 million p.a.; 

- Stress that speed management needs to be supported by adequate funding for 

engineering upgrades, as speed management alone will not resolve safety 

issues; 

- Support Prioritised State Highway I Improvement projects involving 

enhanced resilience; 

- Support other priority state highway safety issues, such as the need for 

additional passing lanes, including on logging truck routes such as SH 14; 

- Support local councils’ non-prioritised ‘Low cost/low risk’ projects that are 

road safety related, involve engineering up, create better traffic flow, provide 

better parking and reduce reckless driving.  

- Comment on specific improvement projects and capital projects, and various 

related matters such as the application of the ONRC system, detour routes, 

etc. 

- Make references to the March 2024 GPS [the ‘new GPS’] which was 

released subsequent to the writing of the draft submission. We acknowledge 

that the new GPS, although generally supportive of the draft RLTP, is likely 

to have a significant impact on the existing draft, given the new priorities, 

new activity classes to which projects will need to be re-allocated, and 

changes in funding levels and goals.  
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INTRODUCTION 

The Northland District Council of the NZAA welcomes this opportunity to submit on the Draft 

Regional Land Transport Plan for Northland 2021-2027 (2023 Review) – generally abbreviated to 

‘RLTP’ within this submission.  

The NZAA is a motoring organisation with a membership base of more than 1.7 million nationally. It 

represents the interests of road users who collectively pay over $3 billion in taxes each year through 

fuel excise, road user charges and registration fees  The NZAA’s advocacy work mainly focuses on 

pushing for policy outcomes that reflect the needs and preferences of AA Members, enhancing the 

safety of all road users, and keeping the cost of motoring fair and reasonable. It is regarded as the 

leading advocate for NZ motorists. 

The Northland District Council of the NZ Automobile Association represents over 48,000 AA 

members who live in Northland. Its goal is to help represent the mobility interests of AA members in 

the wider Northland area. We are guided by a combination of regular surveys of AA members, 

independent research, and analysis from the AA Policy & Advocacy Team. 

The AA believes that we must keep aspiring to a transport network that is safe, efficient, resilient, 

and affordable, and that provides us with choices in the way we travel. 

In developing this submission, we have drawn on the findings of the AA’s 2021 District Concerns 

survey and 2023 General Election concerns survey (Election Calls), which explored the views of AA 

Members and Councillors across the country on a range of transport issues. This submission also 

builds on our earlier submission in 2021 on the RLTP 2021-2027. 

In addition, we have had regard to information, policies, objectives and statements contained within 

the following documents: 

1. NZTA State Highway Traffic Monitoring-AADT 

2. NZTA’s Mega Maps.  

3. NZTA’s One Network Road Classification (ONRC) Performance Measures – General Guide 

4. Arataki - Regional Direction Northland. Sept 2023, v1.1. 

5. Draft Government Policy Statement on land transport 2024/25-2033/34. [August 2023. Not 

Government policy.] 

6. Ministry of Transport – Safety – Annual Statistics 

7. NZTA Summer Renewal Programme, 2023-2024. 

8. Draft Government Policy Statement on land transport 2024/25-2033/34. [March 2024. Not 

Government policy.] 

 

____________________________________ 
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1. GENERAL COMMENTS: BACKGROUND TO SUBMISSION 

  

1.1 AA Member feedback 

 

1.1.1 The content of this submission draws upon the results of past member surveys, including most 

recently, the AA’s Election Calls.  

 

1.1.2 The top two Election Calls, developed through analysis and research on transport issues, 

surveys of AA Members and perspectives from our 18 district councils of AA Member volunteers 

around the country, were quite clearly: 

(i) Revive essential road maintenance. 

(ii) Make the road network resilient. 

1.1.3 In a 2021 AA members’ survey, areas of road maintenance that were of particular concern were 

surface quality (such as potholes), wasted money through repeat or poor quality work, and damage by 

heavy vehicles. Nearly two-thirds of respondents rated Northland’s road conditions as “poor” or “very 

poor”. The subsequent climatic events of 2023 have only worsened the maintenance situation and 

highlighted the totally inadequate level of resilience of Northland’s roading. A survey of AA members 

in 2023 to determine members’ greatest concerns again highlighted maintenance deficiencies and 

resilience. 

 

1.2 Importance of Northland’s Roading Infrastructure - NZTA’s Arataki – Regional Direction 

Northland Sept. 2023, Version 1.1 

1.2.1. NZTA’s Arataki- Regional Direction Northland, Version 1.1 Sept 2023 (see attached key 

extracts in Appendix I) emphasises the reliance and dependency of Northlanders on private vehicle 

use, its rapid population growth, and the region’s reliance on good connections south to Auckland for 

its social and economic development. 

1.2.2. However, while identifying Northland’s roading dependency, problems and needs, the report 

offers little by way of specific practical solutions. It offers general policies, such as “Key actions 

over the next 10 years to make progress on this outcome are: • continuing design and planning work 

to identify and prioritise responses to natural hazards in high-risk areas – this includes working with 

communities to identify plans for when to defend, accommodate, or retreat”. The document makes 

no specific reference to a Brynderwyn bypass or to the Warkworth to Te Hana motorway extension 

which are prioritised in the Draft GPS on Land Transport (“not government policy”) released by the 

previous government in August 2023. 

1.2.3 In our 2021 submission, we noted that NZTA’s Road Efficiency Group (REG)/RCA reports in 

2020 showed that all three local RCAs’ roads in Northland consistently showed a ‘ride quality’ 

below the peer group average (2018/2019 data). (See data in Appendix IV). We have noted that the 

self-explaining Road Efficiency Group (REG) was renamed ‘Te Ringa Maimoa’ in September 2022. 

[This has now reverted to REG with a renewed focus.] However, we have still been unable to locate 

any updated figures but given the further deterioration of Northland’s roads, it is reasonable to 

assume that the ‘ride quality’ situation has not changed. 
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1.3 Importance of Northland’s Roading Infrastructure - Draft Government Policy Statement 

on Land Transport 2024/25-2033/34. August 2023. [Not Government policy.] 

1.3.1. The draft 2023 GPS acknowledged the importance of road freight distribution and the 

consequent need for a resilient roading network, viz. 

“While it is important to boost the share of freight carried by lower emissions modes like 

rail and coastal shipping, 70 percent of freight travels under 100 km and is largely in 

urban settings. Therefore, the road freight sector will continue to carry the largest 

volume of freight in our supply chain. We will continue to work with the sector to build a 

resilient network, including through increased investment in maintenance. Consistent 

with the ERP, the Government will also work on policy options to accelerate the uptake 

of lower emissions road freight options.” 

[The new GPS endorses the importance of a safe and efficient land transport system, e.g. “This GPS 

reintroduces a focus on increasing economic growth and productivity as a priority for land transport 

expenditure. Including economic growth and productivity as a strategic priority will help to ensure 

we meet our full potential as a nation. Moving people and freight as efficiently, quickly, and safely as 

possible is critical to achieving these priorities.”] 

 

1.4 Draft GPS 2023 Strategic Priorities 

1.4.1. The draft GPS recognised Northland’s particular connectivity and resilience issues by rating 

major upgrades to the Warkworth to Whangarei State Highway 1 as being one of the highest 

strategic priorities, viz. 

“The Government has identified a number of strategic projects that it considers present 

an opportunity for transformational change, and to develop an integrated, sustainable, 

resilient, safe, and low-carbon land transport network. The projects included in the 

strategic investment programme are listed below.  

• Warkworth to Whangārei State Highway 1, including:  

– Te Hana to Brynderwyns  

– Warkworth to Wellsford  

– Whangārei to Brynderwyns  

• Auckland Northwest Rapid Transit 

•  (etc)” 

[The new GPS confirms this position, viz. “The Government expects that the NZTA will prioritise 

these strategic corridors in the development of the National Land Transport Programme [based on a 

number of factors] 

 

The Roads of National Significance 

The Roads of National Significance include: 

 Whangarei to Auckland, with the following stages prioritised:  

• Alternative to Brynderwyns  

• Whangarei to Port Marsden  

• Warkworth to Wellsford.”] 
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1.5 Importance of Well-Maintained Roads 

1.5.1 Road maintenance is one of the critical priorities for the AA. The biggest challenge we face is 

catching up with deferred maintenance funding over the next three years when the network 

increasingly needs restorative work to address network failures and prevent further failures. At a 

national level, the AA’s Motoring Policy and Advocacy team has continued to meet with the 

Ministers of Transport to reiterate our concern about the decline in the quality of our roads and the 

need for more funding for road maintenance. 

1.5.2 Well maintained roads are safe roads - road surface quality determines the grip a vehicle has 

with the road and its risk of skidding. Poor quality roads increase crash rates, especially loss of 

control crashes where vehicles cross the centre line or run off the road. Too many roads in Northland 

are slick with tar bleed that results, especially in wet conditions, in loss of control, a major factor in 

DSI crashes in Northland. Too many potholes cause costly mechanical damage to vehicles and 

unsafe driving practices avoiding potholes which can lead to crashes. 

 

1.5.3 Vehicle kilometres travelled by heavy vehicles, which are responsible for most road wear and 

deterioration, has increased by 24% since 2011 with Northland’s population increasing at an annual 

rate of almost 2.2% over the past 10 years. Traffic management accounts for an ever-increasing 

proportion of road maintenance expenditure (up to 30% has been reported) but funding on actual 

maintenance has not kept up, resulting in less-than-necessary lane-kms being resurfaced or 

rehabilitated each year. We are heartened to see that a new ‘risk-based’ approach is under 

development to replace the current, over-prescriptive, one-size-fits-all approach which is diverting 

scarce financial resources away from the actual goal of safe road maintenance. 

 

1.5.4 Consequently, adequate funding needs to be made available in order to bring Northland’s roads 

up to peer group standard, to bring about an appropriate level of road improvement (road 

rehabilitation, resurfacing and resealing) in order to provide safe and resilient routes and a safe 

surface for travel, not only in regard to SH 1, but also on other state highways and arterial routes.  

[The new GPS places a high level of importance of well-maintained roads, viz. “Maintaining the 

road network is a priority in GPS 2024. To fix the increasing number of potholes on our roads that 

has occurred in recent years, and to prevent further deterioration in roading quality, GPS 2024 

increases road maintenance funding by $640 million, compared to the draft GPS released by the 

previous Government in August 2023”.] 

 

1.6 Speed Management 

1.6.1 Targeted speed limit reductions at the highest risk locations are an essential part of bringing the 

road toll down, but they are not a panacea. Overseas experience on congested roads confirms that 

engineering work to improve junctions – pavement markings, traffic calming, pedestrian refuge and 

kerb extension, median barriers, roundabouts, right turn traffic calming techniques, speed tables and 

extra lighting - also have a critical role to play in bringing about crash reductions. (See 

https://at.govt.nz/media/1981261/summary-of-local-board-and-stakeholder-feedback-speed-limits-

bylaw-2019.pdf)  

https://at.govt.nz/media/1981261/summary-of-local-board-and-stakeholder-feedback-speed-limits-bylaw-2019.pdf
https://at.govt.nz/media/1981261/summary-of-local-board-and-stakeholder-feedback-speed-limits-bylaw-2019.pdf
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[The new GPS notes: “Upgrading road infrastructure to higher safety standards has a significant 

impact on improving road safety. Independent analysis has found the construction of eight new 

bypasses, between January 2009 and December 2016, resulted in up to a 37 percent reduction in 

deaths and serious injuries across those roads. Lower cost safety interventions should be retrofitted 

on high-risk parts of the network, where they provide value for money.” and “Speed limit reductions 

will also be tightened to focus on areas with high safety concerns. Where subsequent safety 

investments are made, speed limits should be restored to prior speed limits”.] 

 

1.7 Social Cost of Current Unsafe Roads 

1.7.1. A survey of Northland AA members’ District Concerns confirms a belief that funding for road 

maintenance has not kept pace with deterioration caused by increasing truck driving in recent years. 

This has resulted in a continuing decline in the surface quality of Northland’s roads. Poor quality 

roads increase crash rates, especially loss of control crashes which are predominant in Northland. BC 

ratios are comparatively high for road maintenance.  

 

1.7.2. In 2021, data from NZTA’s Mega Maps indicated that the annual social cost of deaths and 

serious injuries on three sections of SH 1 between Whangarei and Auckland amounted to 

approximately: 

 Whangarei to Port Marsden highway:      $25.5 million p.a. 

Port Marsden highway to Te Hana (via Brynderwyns): $33.7 million p.a. 

Te Hana to Warkworth:          $29.2 million p.a. 

      TOTAL:      $88.4 million p.a. 

 

1.7.3. 4-laning from Whangarei to Warkworth (all or in part) could potentially save much of this 

social cost, as well as providing the economic benefits of safer journeys and more resilient and faster 

travel times for freight.  

 

1.8 Funding.  

Various sources of funding are referred to in the Draft RLTP. Traditional sources of funding by 

government and local RCAs have been shown to be inadequate to meet the demands. The importance 

of PPP funding for major developments (as successfully used for the Puhoi to Warkworth motorway 

extension) should not be overlooked. 

[The new GPS addresses the issue of inadequate funding, viz. “Delivering the Roads of National 

Significance and public transport projects will require the use of alternative delivery models, and a 

broader range of funding options and financing models. The Government expects public private 

partnerships, and other opportunities to use private expertise and finance, will be considered for all 

major projects.”] 
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2. COMMENTS ON Draft RLTP: Section 1. REGIONAL LAND TRANSPORT STRATEGY 

2.1 Strategic Context (RLTP Section 1.1, p.12). 

2.1.1. Population Growth, p.13.  

We note that the population growth over the past 10 years has exceeded forecasts at 2.15% per 

annum. Although the latest annual growth rate since 2022 was below this, we submit that for a 

precautionary approach to infrastructure planning, it would be safer to assume a continuation of the 

trend over the past 10 years, rather than the low value of 0.9% which has been assumed.  

Arataki v.1.1, August 2023 notes that: “Key transport routes, such as SH1, are critical in connecting 

the towns and communities of [Northland]. As access along the corridor north of [Auckland] is 

improved, [Northland] will become an even more attractive region to live, work, and visit.”   

With continuing improvements in connectivity and the unaffordable cost of housing in Auckland, we 

can expect to see a continuation of population drift northwards. It is noted on p.16 of Aratiki v.1.1 

that: “As the population grows, it is important that … In order to [meet the needs of our people], land 

use and transport infrastructure must align.” 

We submit that forecast population growth on which infrastructure needs are based should be set at a 

precautionary 2%, not 0.9%.  

 

2.1.2. Road p.15. 

It is noted that there are reported to be 933 kms of sealed state highway in Northland. Allowing for 

passing lanes and slow vehicle bays (3-lanes), it is assumed that this length of road would equate to 

approximately 1900 lane-km. This figure will be used in subsequent calculations in this submission. 

 

2.1.3. Rail p.18. 

We suggest that it should be noted that, given the current extended closure due to slips and repair 

work, “Northland’s railway lines are under-utilised because of their condition to the extent that 

under normal circumstances, they currently only carry 2% of the region’s freight.” 

 

2.1.4. Air Travel p.20. 

We think it should be noted that more progress has been made on site selection than is indicated, viz: 

“At a Council meeting on 24 August 2022, Councillors agreed that Ruatangata (referred to as Site 9 

in the consultation document) was the best option for further investigation as a replacement airport 

location.” Further, “Whangarei District Council announced in an update in November 2023 that: “We 

have completed initial assessments of the geotechnical, flooding, transport, ecology, noise, visual, 

archaeological and social limitations of the potential Ruatangata site for a new District airport, since 

starting these in August 2022.”  

An error in the number of passengers using Whangarei airport has been acknowledged. 
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2.2 Strategic Framework (RLTP Section 1.2, p.22). 

We note that the 30-year vision for Regional Land Transport is consistent with the Land Transport 

Management Act 2003 which “seeks an effective, efficient, and safe land transport system.” 

 

2.3 Objectives and policies (RLTP Section 1.3, p.23). 

2.3.1. Objective 1, Resilience. We fully concur with the policies set out to achieve Objective 1, viz. 

“Northland has a resilient transport network that strengthens all parts of the transport system and 

enables economic and social development in Northland in a timely and sustainable manner.” 

The importance of a resilient network has been highlighted by the economic cost to Northland’s 

economy of the disruption of the past 2 years (viz. Mangamukas, Brynderwyns, Dome Valley).  

[Resilience is a key focus of the new GPS, viz. “Strategic Priority: Increased maintenance and 

resilience. Increasing maintenance levels and improving resilience on our state highways, local and 

rural roads is critically important in achieving the Government’s overall objective of supporting 

economic growth and productivity”.]  

2.3.2. Objective 2. Transport Choices. While we recognise the desirability of transport choices, we 

also recognise that because of Northland’s geography and low population density, all reports forecast 

that vehicles will remain the dominant mode of transport in Northland for both people and freight in 

the foreseeable future. 

2.3.3. Objective 3, Safer Choices and Safer Behaviour. The benefit of central wire rope barriers in 

lowering the DSI rate is well proven. However, they do prevent safe passing manoeuvres which were 

previously possible on sections of straight road. As a result, it has been observed that traffic tends to 

move in platoons led by a slower vehicle over distances of several km. We support this objective and 

the associated policies. In particular: 

• We strongly support Policy 3.1, viz. “Encourage the installation of permanent road safety 

barriers in appropriate locations on the Northland State Highway network while maintaining 

or improving passing opportunities, including the construction of new passing lanes.”.  

• We strongly support Policy 3.2 which relates to targeting “the highest risk roads” (for 

engineering upgrades or lower speed limits) and the highest risk “road users”. We do not 

support blanket speed limit reductions, including lowered speed limits on numerous roads 

with Low Personal and Low Collective Risk as have recently occurred. 

The new GPS emphasises the need to target the highest risk roads and drivers, viz.  

“The Government expects Police to provide sufficient enforcement levels of traffic laws to achieve 

specific, as well as general, deterrence aims.”  

“The Government also expects Police to identify high-risk drivers and proactively intervene to 

reduce opportunities for offending. As a result, a number of these penalties are poorly targeted, too 

low to deter unsafe behaviour, or misaligned with risk (which weakens the signal of risk to the 

public).”  

“The Government will be introducing a new set of objectives and intended actions for road safety 

that will focus on safer roads, safer drivers and safer vehicles.” 

“While speed is a contributing factor to safety outcomes on our roads, the Government will not be 

continuing with a blanket approach to reducing speed limits. Instead, we will be focused on 

improving road safety by building safer infrastructure, investing in safer drivers, and requiring safer 

vehicles.”  
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We note that of the 138 roads analysed in the Statement of Proposal for reduced speed limits in the 

Pouto-West Coast area, 101 were classed as Low for both Personal and Collective Risk. Personal and 

Collective Risk Ratings are based on actual recorded crash rates for each stretch of road.  

We also note that: “On 12 December 2023, the Minister of Transport announced amendments to the 

Land Transport Rule: Setting of Speed Limits 2022 (the Rule) as part of the Government's 100-day 

plan commitment to stop blanket speed limit reductions and start work on replacing the Rule.” 

We further note that: “studies around the world suggest inattention contributes to about a third of 

serious crashes and about 80 per cent of all crashes”. (NZ Herald, 26.12.2023). We would like to 

see a greater focus on education and advertising campaigns highlighting the dangers of inattention. 

We support in Policy 3.3 “regionally consistent speed management approaches in line with national 

direction.” We have previously stated our opposition to inconsistent speed limits through towns and 

settlements, frequent speed limit changes and unrealistically low speed limits which result in 

community backlash, all of which we have seen implemented in Northland in the past 2 years (note 

Whangarei Heads Road). The roading environment needs to relate to the speed limit, this also refers 

to changes in speed limits.  Hundreds of thousands of dollars have been spent on new signage. This 

could have been more effectively spent elsewhere, such as on engineering safety upgrades, in our 

opinion. High risk motorists who grossly exceed speed limits are considered to be more of a problem 

than motorists who drive to the conditions while observing speed limits. Greater emphasis on 

detection, enforcement and heavier penalties are suggested to be warranted for high-risk drivers. This 

is mentioned again later in our comments on RLTP Section 2.4, Relationship with Police Activities. 

[The new GPS notes the importance of enforcement and deterrent penalties, as referred above]. 

2.3.4. Objective 5. We support Objective 5: “Improve integration of transport needs in land use 

planning” and the associated policies. In particular, it is important that Policy 5.3 “Collaborate with 

neighbouring cities and regions to support the inter-regional function of strategic transport corridors” 

should involve collaboration with Auckland to promote the earliest construction of the consented 

Warkworth to Te Hana extension of the northern motorway, bypassing the slip-prone Dome Valley 

and the bottleneck of Wellsford. 

[“To accelerate transport projects that support housing development.”] 

 

2.3.5. Three Year Priorities, p.26.  

We strongly support the top 3 priorities, viz. Priority 1 Route resilience and security; Priority 2 

Reducing transport related deaths and serious injuries; & Priority 3 Regional and national 

connectivity. We believe that improving our connectivity by way of improved maintenance and 

upgrades to State Highways and major connector roads (e.g. Warkworth to Wellsford, Brynderwyns, 

SH14) will have a significant positive effect road safety. We suggest that Priority 7 should be 

promoted to Priority 4 for reasons discussed below in the Ten Year Priority section. 

The economic cost to Northland and impeded access by emergency vehicles of our current 

vulnerable roading is well documented. 
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2.4 Ten Year Priorities: Priorities 1-7. (RLTP Section 1.4, pp.27-78). 

2.4.1 The Ten Year priorities are the same and in the same order as the three year priorities. In this 

section, we discuss the priorities in greater detail. The priorities as listed are: 

Transport priority 1: Route resilience and route security  

Transport priority 2: Reducing transport-related deaths and serious injuries;  

Transport priority 3: Regional and national connectivity  

Transport Priority 4. Economic and tourism development;  

Transport Priority 5. Reducing the environmental effects of the transport;  

Transport Priority 6. Provide people with better transport options and consider the 

needs of the transport disadvantaged (including transport choices in rural 

communities); and  

Transport Priority 7. Future proofing and long-term planning. 

[Compare these seven priorities with the four new GPS priorities, viz.  

“The Government has four Strategic Priorities which this GPS will deliver against:  

• Economic Growth and Productivity  

• Increased maintenance and resilience  

• Safety  

• Value for money.” 

Note that the first priority includes the re-introduction of ‘Roads of National Significance’ which 

were canned in 2017. The economic benefit of the Warkworth to Wellsford motorway extension has 

been calculated at up to $500 million p.a., viz. “The New Zealand Institute of Economic Research 

carried out a report that was focussed on two proposed RoNS, Warkworth to Wellsford and 

Cambridge to Piarere, finding significant economic benefits with these projects. The report found 

that, once operational, each of these RoNS would contribute up to $500 million a year to New 

Zealand’s GDP. All Roads of National Significance will be four-laned, grade-separated highways, 

and all funding, financing and delivery options should be considered to deliver them in stages and as 

quickly as possible.” 

  

 

2.4.2. We support Transport priority 1: ‘Route resilience and route security’ being accorded the 

top ranking.  

 

2.4.3. Re-Transport priority 2, AA Northland shares the concerns expressed about the lack of 

respect shown by a minority of drivers towards other road users and the Road Code rules, especially 

their non-compliance with seatbelt wearing and speed limits. 44% of Northland fatalities involve 

lack of restraints. Using restraints would have saved many of these lives. High risk drivers account 

for about half of all fatal crashes. The goal of a 40% reduction in DSIs could almost be achieved if 

all drivers wore seatbelts, complied more closely with speed limits and drove to the conditions.   A 

new approach to education for road safety needs to be investigated as the current status quo is failing.  

A greater level of detection and enforcement, coupled with harsher penalties comparable to other 

countries, would appear to be warranted rather than the present pre-occupation with minor speed 
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limit infringements as evidenced by the relative number of fines imposed. This is highlighted further 

in section 3.3 as noted above. 

 

2.4.4. Re-Transport priority 3, AA Northland acknowledges the issues described (in particular, 

problems with pinch points and land instability) and the level of investment required to address the 

problems.  

Pinch Points.  

At Wellsford over summer weekends, it is not unusual to see stop-go traffic backed up for several 

kilometres on both SH 1 approaches to Wellsford (4 km and 7 km recorded on one occasion), with 

delays of ½ to 1 hour. The reference on pp. 48-49:  

• “The southern section of this route regularly exceeds capacity at peak times (between 

Warkworth and Te Hana) and is below the level of service that would be expected for a 

national high-volume route.”  

This would recognize that with the opening of the Puhoi to Warkworth motorway, the former 

bottleneck at Warkworth has been alleviated but this has probably resulted in an increased traffic 

flow into, and congestion at, Wellsford. 

Such stop-go delays add to freight costs, add to driver stress, deter tourists from coming to Northland 

and increase CO2 emissions. An analysis undertaken in the UK found that “with the acceleration and 

braking associated with traffic jams, fuel consumption increases by 175% in urban areas. As a 

result, traffic jams are costly and generate significant air pollution.” 

(https://www.viamichelin.com/magazine/article/traffic-jams-our-tips-for-saving-fuel/)  

Detour Routes 

The recommended detour routes through Paparoa or Cove Road are not constructed to withstand 

high HGV volumes and with their one-way bridges, are not suitable for high volumes of state 

highway traffic. Experience with a similar SH1 detour through Woodcocks Road at Warkworth 

showed every one-way bridge to be a pinch point. 

The importance for the tourism industry of SH1 north of Whangarei is acknowledged, and the 

resilience issues are noted. This road has not been constructed to withstand the high amount of wear 

and degradation from the large volume of heavy trucks using it (see more detail below). We 

acknowledge the recent safety improvements made with the construction of roundabouts at the 

previous unsafe congestion points at Kawakawa, Waipapa and Puketona, along with the new 2-lane 

bridge at Kaeo.  

Classification of SH1, Whangarei to Kawakawa (p.50).  

Regarding the ONRC classification and consequent level of service, we note that the AADT HGV 

volume between Whangarei and 1.1 km south of Corbett Road, north of Hikurangi, exceeds 800 

which is the qualifying volume for upgrading the road’s status from Regional to National. We note 

that a continuous telemetry site just south of Kawakawa also recorded more than 800 (825) HGVs 

per day in 2022. We also note that AADT between Corbett Road and south of Kawakawa is based on 

only 24 days’ counts but is still close to 800.  Given that HGVs account for the bulk of wear and 

deterioration of our roads, and have been increasing at about 2% p.a., we estimate that the AADT of 

https://www.viamichelin.com/magazine/article/traffic-jams-our-tips-for-saving-fuel/
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800 HGVs per day would now be exceeded along the entire route. We therefore propose that NZTA 

should be requested to review this road’s classification and consequent level of service. [Footnote: At 

an RLTP consultation meeting on 15 March, we understood from NZTA’s Steve Mutton that a 

review of the application of ONRC classifications is under way.] 

Also given Northland’s very high seasonal tourist traffic variation, we must question whether the 

classification level and level of service should not relate to peak traffic flows (say the upper quartile) 

rather than the daily average.  

Rail, p.50. AA Northland supports the view that transferring heavy goods to rail will have some 

benefits for road users and for road maintenance costs. Any major expansion of sea freight 

throughput at Marsden Point could result in major increases in HGVs using the SH1 link to 

Auckland. We see a rail link to Marsden Point as being an essential adjunct to any major expansion 

at Marsden Point. If, say, 10% of HGVs could be removed from our roads, this could extend the life 

and lower the maintenance costs of this road by a commensurate amount. 

It is noted that “Investments in rail should be focused on the busiest and most productive parts of the 

existing rail network .” and “The Government expects that activities funded through this [Rail 

Network] activity class will be targeted to parts of the rail network where the most significant 

economic benefits and opportunities for boosting the productivity of freight movement exist, i.e., 

Auckland, Hamilton, and Tauranga.” 

“.. projects and programmes that are currently identified for Crown funding [include] Roading 

project: SH1 Whangarei to Port Marsden; and Rail project: Whangarei to Otiria”.  

These two projects were part of the $700 million NZUP package for Northland which comprised:  

• Rail link from the North Auckland rail line to Northport and other enabling rail works.  

• Large scale safety improvements on SH1.  

• Otiria to Whangārei rail line upgrade to take 18 tonne axle loads. 

The Marsden Point rail spur is not mentioned in the new GPS.   

In May 2023, it was reported (Northern Advocate) that: “KiwiRail has finalised the business case for 

the spur to the port and has sent it to the Government for consideration. And an update from the 

Government on the business case, and where to from here, could be only weeks away.”  

As at 2 October 2023, Kiwirail reported that: “KiwiRail has now purchased 73 % of the land needed 

to construct the Marsden to Port line excluding iwi land, the Coastal Marine Area and Port/Marsden 

Maritime Holding lands. We have another large transaction close to completion. The duration of our 

funding arrangement is being extended so we can complete all necessary acquisitions for the 

project.” “The Marsden Rail Link project recently received further funding from the NZUP fund in 

July 2023 to advance value engineering and geotechnical design as we do need to get a sounder view 

on construction costs to inform the Business Case.” 

It would appear that cost blow-outs may have seen the Marsden Point rail link put on hold.  

  

2.4.5. The remaining four Transport Priorities are acknowledged, viz. Transport Priority 4. 

Economic and tourism development; 5. Reducing the environmental effects of the transport; 6. 

Provide people with better transport options and consider the needs of the transport 

disadvantaged (including transport choices in rural communities); and 7. Future proofing and 
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long-term planning. However, as previously noted, we consider that Priority 7 should be elevated 

to Priority 4 as this would have significant flow-on benefits to the other three Priorities.  

 

2.4.6. Regarding Transport Priority 6 (transport options), it has been reported that half-price bus 

fares in Whangarei did not result in a noticeable increase in passenger numbers, suggesting that total 

travel time (including walking to and from bus stops) and convenience (time-tabling and frequency) 

are the key determinants in public transport use. Many of the investments in cycling and walkways 

may be of benefit to recreational users rather than relieving commuter traffic. This can perversely 

result in increased vehicle usage to arrive at the cycle trails and walkways. However, we would hope 

that shared paths (such as the Kamo to Whangarei shared path) would reduce some of the school-

bound commuter vehicles, reducing the term-time pre-and after-school congestion periods.  

A National Travel Survey in the UK in 2019 found that although walking accounted for 26% of all 

trips, it only accounted for 3% of distance travelled. Bicycles accounted for 2% of all trips but only 

1% of distance travelled. A New Zealand Travel Survey covering 2015 – 2018 (pre-covid) showed 

that in Northland, walking and cycling respectively accounted for only 7% and 0.8% of all trips, and 

only 0.6% and 0.16% of distance travelled. (Note that sample numbers were small and margins of 

error could be large.) For all New Zealand, distance mode share was about 1% for walking and 0.6% 

for cycling. Clearly, increasing the number of walking and cycling trips will not have a great effect 

on distance travelled by private car but could assist in reducing school-time travel congestion. 

 

2.4.7. We re-iterate that cars will continue to be the principal mode of travel for Northlanders, for 

reasons as outlined in the draft RLTP, and the primary RLTP focus needs to be on roading resilience 

and connectivity. 

 

3. COMMENTS ON Draft RLTP: Section 2 REGIONAL LAND TRANSPORT PLAN 

3.1 Programming & Funding. (RLTP Section 2.1, p.79) 

The AA has long advocated a policy that revenue collected from motorists should be ring-fenced for 

roading, not used to support coastal shipping, recreational cycleways, etc. 

 

3.2. Funding Plan. (RLTP Section 2.2, p.81) 

We question whether the importance of PPP funding, such as used to bring forward the Puhoi to 

Warkworth motorway extension, should be recognised. Such funding, with possibly associated 

tolling, could be effective in accelerating the construction of the Warkworth to Te Hana motorway 

extension and the Brynderwyn bypass. 

See comments on funding options in 2.4.1 above. 
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3.3. Relationship with Police Activities. (RLTP Section 2.3, p.84) 

3.3.1 We note the following: “Prevention is an important part of road policing. Police will play their 

part in preventing crashes and road trauma by targeting high-risk drivers, such as repeatedly 

impaired (alcohol and drugs) drivers”. 

3.3.2 AA Northland supports the concept of targeted prevention but considers that the application of 

the concept is deficient. The current approach to dealing with hoon (high-risk) drivers is for local 

RCAs to install speed bumps which are unpopular with local residents and the average motorist, and 

create their own problems (such as increased noise from braking and accelerating). The proliferation 

of skid marks from burnouts (sustained loss of traction) has increased exponentially in recent 

months. In Whangarei, millions of dollars are being spent on installing speed bumps to address the 

reckless actions of a few. This money would be better spent on greater detection and enforcement. It 

is clear that the current approach is not working. 

3.3.3 This section notes that the measures that the Police will take to contribute to the Road to Zero 

approach include: 

• Police will contribute to the Road to Zero approach by: focusing on measures to reduce 

fatalities and serious crash injuries on our roads;  

• building trust and confidence in Police, resulting in encouragement of all road users to 

observe and abide by the road rules because they want to” 

and 

• “This is supported by the following desired activity: ensuring those behaviours that most 

contribute to death and serious injury are a primary focus of enforcement;” 

3.3.4 (p.86) We strongly support the establishment and strong enforcement of VSLs around all 

schools. Many schools operate these at present. We note that NZTA has a current policy of 

establishing VSLs around schools on state highways. A frequent police presence is essential to alter 

driver behaviour. 

It seems to be widely accepted that Road to Zero, with its heavy focus on lower speed limits, has not 

worked. Road to Zero is not mentioned in the new GPS.  

The new GPS notes: “The Government will be introducing a new set of objectives and intended 

actions for road safety that will focus on safer roads, safer drivers and safer vehicles. 

The Government will make a number of reforms to improve road safety during the timeframe of this 

GPS. These reforms will be targeted towards the highest contributing factors in fatal road crashes.”   

 

3.3.5 In 2020 -2022, speed (MoT Annual Statistics: defined as driving “too fast for the conditions”, 

not just exceeding the speed limit) was a factor in 34% of fatal crashes. 23% also involved 

drugs/alcohol. Only 11% involved speed only. 

  

3.3.6 In 2021, speed limit infringements amounted to 89% (990 000) of all traffic infringement 

notices issued (1 110 000) and 75% of infringement notices issued by police. The average fine issued 

by mobile speed cameras was $76, being less than the $80 fine for exceeding the speed limit by 11-

15 k/h. Hence, many of the speed infringements would be for minor exceedances of less than 11 k/h. 

These figures suggest that it is debateable whether resources are focussed on the root causes of fatal 
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crashes and whether the focus on minor speed infringements builds public trust. However, it must be 

noted that in 2022, the average speeding fine issued by officers was close to $120, indicating that 

officers are more effective than mobile cameras at apprehending higher speed drivers. 

We acknowledge that inattention and fatigue, believed to be major causes of crashes, are difficult to 

detect. This is where we see a greater emphasis on education and advertising as having a significant 

benefit, rather than the millions of dollars spent on speed advertising.  

The new GPS notes:” GPS 2024 directs investment towards road policing and enforcement, which is 

one of the most important tools for improving safety on New Zealand’s roads.” 

 

4. COMMENTS ON APPENDIX 5: DETAILED THREE YEAR PROGRAMME proposed for 

inclusion in RLTP. (Ref Appendix 5 of RLTP, Appendix III of this report.) 

4.1 General Comments 

4.1.1 We strongly support projects that address the major issue of the resilience of Northland’s 

lifeline – State Highway 1 – to Auckland and to the rest of New Zealand, and of improved 

connectivity. We support projects involving engineering up and which are road safety related, create 

better traffic flow, reduce congestion and reduce reckless driving. 

4.1.2   Too many sections of state highway in Northland show excessive tar bleed, creating unsafe 

conditions as noted in 1.5.2 above. Sufficient funding needs to be made available to maintain our 

state highways in a safe condition. 

4.1.3 We acknowledge recent improvements at dangerous Northland intersections which have been 

upgraded to roundabouts to improve safety and traffic flow. We support Prioritised State Highway 

Improvement projects involving ongoing engineering upgrades for which 2021-2027 funding is 

committed.  

 

4.2 State Highway improvement projects - prioritised (includes new and improvements). p.103. 

4.2.1 We have referred previously to the Draft GPS of August 2023. This identified as being a key 

strategic project the Warkworth to Whangarei section of SH1, including:  

– Te Hana to Brynderwyns  

– Warkworth to Wellsford   

– Whangārei to Brynderwyns.   

4.2.2 We support the highest prioritisation of Te Hana to the Brynderwyns, on the understanding that 

this includes a Brynderwyns bypass. However, we need to comment on the implied Te Hana to 

Brynderwyns time frame. 

4.2.3 Given that the current high-level maintenance repairs being undertaken on the south side of the 

Brynderwyns are to extend the life by 5-7 years, we see it as essential that an appropriate time frame 

though to completion of construction of a Brynderwyn bypass is undertaken within this same period, 

i.e. 5-7 years by the end of 2030/2031.  In our opinion, an urgent schedule needs to be developed 

accordingly.  
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• It is not acceptable to allow 2 years to the end of 2025/2026 to complete a business case. This 

could and should be done within 6 months in the first half of 2024/2025. Much preliminary 

work would have been done on this in 2016/17 when route selection was being considered. A 

template is available from the Puhoi to Warkworth section. What actions need to be taken to 

achieve this shorter time frame? 

• It is not acceptable to complete property purchases within 6 years to the end of 2029/2030. 

This needs to be completed within 6 months of the DBC, i.e. by the end of 2024/2025. What 

needs to be done to achieve this?  

• It is not acceptable, given the urgency of the situation in which Northland finds itself, to 

allow 6 years to complete a business case, to arrange pre-implementation (which may include 

resource consenting) and to complete property acquisition.  

•  Resource consenting, including any Environment Court appeals, needs to be completed by 

the end of 2025/2026, i.e. in not less than 2 years. What needs to be done to achieve this? 

• Construction then needs to be undertaken over the 5-year period from 2026/2027 to 

2030/2031. What needs to be done to achieve this? Provision needs to be made for this, 

whether it be a capital cost or PPP cost. 

• It is noted that although resource consents for the Warkworth to Wellsford motorway 

extension were granted in March 2021, appeals to the Environment Court were not resolved 

until November 2023. This type of delay needs to be avoided as it not only delays 

construction but the delays raise construction costs. 

It is noted that concern about these consenting delays and subsequent costs and cost increases is 

addressed in the new GPS, viz. “Fast tracking of consents for major infrastructure projects. 

Legislation is already underway to provide fast-track consenting approvals. The changes are 

expected to support the major transport projects within this GPS, including the Roads of National 

Significance and rapid transit projects.”   

 

4.2.4 We are uncertain as to the implications of the listed second highest priority project, Whangarei 

to Dome Valley resilience, with expenditure of over $125 million p.a. applied for over each of the 

next 6 years. We do not understand what this includes. Does it include part of the Warkworth to 

Wellsford motorway extension? Is it purely safety upgrades of the existing road? More information 

would be helpful. 

The new GPS specifically prioritises • Alternative to Brynderwyns • Whangarei to Port Marsden 

(Crown funding) • Warkworth to Wellsford. 

 

4.2.5 We support in principle prioritised Projects 3 and 4, being respectively Far North Resilience 

Response and SH14 Transport Improvements, although again, there is no detail as to what is actually 

involved. We would hope that Project 4 relates to upgrading the existing bottleneck in the vicinity of 

Whangarei hospital by (i) in the short term, improving the phasing of the traffic lights at Hospital 

Road to allow for peak directional traffic flow; and (ii) in the slightly longer term, 4-laning should be 

provided to improve traffic flow and prevent daily tail-backs and gridlock. However, we note that 

there is no provision for WDC funding at Whangarei hospital until 2026/27. It is of concern that 

expenditure of $5 million for SSBC is proposed for the next 2 years, no funding for route protection 

is proposed until 2027/29, and funding of $26 million for property purchase is proposed from 2027 – 

2030. With the extend of development taking place along SH 14 beyond the hospital, traffic 

congestion (currently of the order of 20 minutes delay, and gridlock back to the city centre at peak 
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times) will only worsen over the intervening 6 years prior to any construction commencing. We 

believe that this preliminary process should be expedited, with possible temporary improvements to 

traffic management.  

 

  

4.3 State Highway improvement projects - Speed and Infrastructure Programme – prioritised, 

p.105. 

4.3.1 We note the focus on installing median barriers and we recognise the safety benefits that these 

bring. However, we are also aware that they can significantly reduce passing opportunities where the 

barriers extend along straight sections of road over several kms. As has been observed south of 

Whangarei, this tends to result in platoons of vehicles behind the slowest vehicle in front and is 

likely to cause frustration, especially when the slow vehicles speed up at a passing lane then slow 

down again. As previously noted in our comments on Objective 3, Policy 3.1, the installation of 

central WRBs needs to be accompanied by the provision of adequate safe passing opportunities such 

as passing lanes at frequent intervals, and reminders to slower drivers to let other vehicles pass. 

 

4.4 State Highway maintenance, operations and renewals - non-prioritised (includes 

maintenance, operations and renewals), p.106. 

4.4.1 It is imperative that adequate funding is applied for to undertake the necessary maintenance and 

rehabilitation of Northland state highways.  

4.4.2 RLTP Appendix 5 shows the projected spend by NZTA on sealed road pavement rehabilitation, 

sealed road resurfacing and sealed road pavement maintenance. Projected annual costs are of the 

order of $11 million, $13 million and $11 million p.a. respectively. These figures are converted 

approximately to lane-km as a ‘back-of-the-envelope’ assessment as follows. 

4.4.3 Figures supplied by NZAA (derived from NZTA data) show the average NZ cost of state 

highway rehabilitation per lane km was $421 000 in 2019/20. This is projected to now be in excess 

of $500 000 per lane-km. (Note that these are average, unverified figures.) The estimated expenditure 

of the order of $11 million would appear to equate to the order of 20 – 22 lane-km p.a., or about 

10km of highway length, out of a total state highway length of 933 km, or 1.1%. This implies a 

useful road structure life of 93 years between rehabs. This would appear to be grossly inadequate to 

maintain even the present level of inadequate service. The acceptable target should be 2% p.a. of 

state highway rehabilitation with commensurate funding. 2% was the average between 2011 and 

2015, before financial constraints saw this fall back to an average of 0.46% between 2015 and 2023. 

This has resulted in a backlog of remedial work amounting to 188 lane-km. If these estimates are 

correct and only 1.1% is achieved, we can expect to see further significant deterioration of our state 

highways and an increase in the backlog. 

2% annual rehabilitation is NZTA’s target as reported to the Minister in a briefing paper. The 

Minister has adopted this target in the new GPS, viz. “This [State Highway Pothole Prevention] 

activity class is paired with a focus on achieving long-term maintenance outcomes of 2 percent of the 

state highway network renewed each year and 9 percent of the state highway network resealed each 

year, and increasing requirements for potholes to be fixed within 24 hours.” We can expect to see an 

increase (doubling?) in proposed lane-km to be rehabilitated each year. 
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4.4.4 Similarly, adequate provision should be made to achieve NZTA’s targets for resurfacing and 

resealing. We have no cost per lane-km data on which to assess the number of lane-kms scheduled 

for resurfacing and for resealing over the next 3 years. It would be helpful if NZTA were to provide 

this information so that the adequacy can be assessed. 

4.4.5 However, as assessed and totalled from an online map, and subject to confirmation, we note 

that NZTA’s summer programme for Northland shows totals of only 11 lane-km (0.6% of 1900 lane-

km total) scheduled for rehabilitation and 8 lane-km (0.4% of 1900) scheduled for asphalt renewal, 

out of a reported total of 156 lane-km scheduled for “renewal” in the summer of 2023/2024 (see 

extracted and tabulated data in Appendix II) . The balance of 137 km (7% of 1900) is assumed to be 

the total lane-km proposed for resealing. These figures appear likely to see the backlog of 

maintenance further increase as the overall 1% of lane-km scheduled for foundation replacement 

falls well short of the target 2%. 

4.4.6 We note that annual dollar increases of only 1.8% and 1.3% for resurfacing and 1.3% and 0.2% 

for rehabilitation, are proposed between 2024 and 2027. These increases will probably not keep pace 

with increasing costs so will result in an ongoing decrease in lane-km per annum. RBNZ forecasts 

for inflation, which is currently 4.7%, are 3.22-3.6% in a year’s time, 2.5-2.76% in 2 years’ time and 

2.25% in 5 years’ time. 

4.4.7 NZTA’s own “Ministerial Briefing Note on State Highway Asset Condition and Maintenance”, 

dated 30 November 2023 included: “Maintenance costs from one three-year period to the next, 

typically require a 15 percent increase in the three-year total expenditure to sustain service levels.” 

4.4.8 We submit that the annual percentage increases need to keep pace with NZTA’s expected cost 

increases. 

The new GPS addresses this matter. 

 

4.5 Local road improvement and other significant capital projects - prioritised by Regional 

Transport Committee, p.107. 

We accept the RTC’s prioritisation. 

We note that the activity class ‘Local Road Pothole Prevention’ in the new GPS “is for the purpose 

of investment in resealing, rehabilitating, and drainage maintenance on the local road network. .. 

{It} will not fund other maintenance activities.” These will be funded by the Local Road 

Improvements activity class.  

 

 

4.6 Local road maintenance - non prioritised (includes maintenance, operations and renewals), 

p.108-110. 

4.6.1 We acknowledge the maintenance, operations and renewals project submitted by the RCAs. 

4.6.2 As a general principle, we submit that maintenance funding from the NLTF should be 

sufficient to: 

(i) Maintain an appropriate level of road rehabilitation and maintenance to provide safe 

surfaces for travel throughout Northland. 
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(ii) Enable all local RCAs to meet their targets for sealed road maintenance and sealed 

road rehabilitation. 

(iii) Enable road condition (ride quality) across the region to be improved to be on a par 

with peer group.   

See note in 4.5 above. Projects may have to be re-assigned to the new activity classes. 

4.7 Climate Emergency Response Fund (CERF) / Infrastructure Acceleration Fund - non-

prioritised, p.111.  

4.7.1 We acknowledge the projects submitted by the RCAs. We note that the total cost estimates for 

local road improvements by FNDC and WDC are comparable to the cost estimates submitted by 

NZTA for state highways. 

4.7.2 We also note and concur with there being no proposed expenditure on Road to Zero, pending 

the release of the new government’s road safety policy. We do note the provision of approximately 

$3.5 million p.a. on road safety (ref. RLTP p.117, Road safety promotion and demand management – 

non-prioritised). 

4.8 Low-cost / low-risk improvements – non-prioritised, p.112. 

4.8.1 We acknowledge the projects submitted by the RCAs. We strongly support measures to 

improve the efficiency of the existing roading network. In particular, we support measures to 

improve the flow of traffic through traffic lights in Whangarei. Very short green phases, such as the 

right turn from Riverside Drive at the Town Basin, are observed to often allow only 4 vehicles on 

green, typically followed out of frustration by 2 on amber and 1 on red. Even then, only half of the 

lane clears while phases on the other roads typically allow for total clearance. Phasing needs to take 

account of traffic volumes. 

 

5. CLOSING REMARKS 

5.1 Once again, we thank you for the opportunity to submit. We would be pleased to meet at any 

point with the team overseeing the development of the RLTP review to discuss the content of this 

submission.  

5.2 It is encouraging to see that the new GPS addresses many of the concerns that we wrote in our 

submission prior to the release of the GPS. 

 

 

Steve Westgate/Tracey Rissetto 

015/03/2024 

For AA Northland District Council 

 

______________________________
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APPENDIX I: EXTRACTS FROM WAKA KOTAHI ARATAKI Version 1.1 

August 2023: 
 

“Northland depends on its rail and road connections south to Auckland and the rest of New Zealand. 

These connections support social benefits, like helping communities thrive, and economic 

opportunities for the key industries of tourism, horticulture, forestry, and manufacturing.” 

“[Northland] has a spread-out population and limited public transport services beyond Whangārei. 

This means people are highly dependent on private vehicles to access key services, such as tertiary 

education, training, and healthcare.”  

“The freight task in Te Tai Tokerau in 2017–2018 was 16.6 million tonnes, or around 6% of the 

Aotearoa total.16 A total of 81.3% of the freight task in Te Tai Tokerau was moved by road, 17.5% 

by coastal shipping, and less than 1% by rail.” 

“The region’s transport system is vulnerable to sea-level rise, flooding, intense storms, and slips. 

Many communities in [Northland] are often accessed by one road or state highway. The region’s 

transport network is also vulnerable to resilience challenges. This is because the only road and rail 

connections from the region to the rest of the country is through [Auckland].” 

The solutions, reflecting previous government policy, are set out as: 

“Steps to make progress towards transport outcomes in a more efficient and cost-effective way 

include:  

• a renewed focus on small-scale projects and getting more from existing infrastructure  

• reallocating existing road space and making temporary or low-cost improvements  

• influencing travel behaviour and growth patterns  

• creating a more resilient network  

• implementing a targeted safety programme.” 

It is noted that this document makes no mention of the much-changed Draft GPS on Land Transport 

(“not government policy”) released by the previous government in August 2023 so is presumed to 

have been written on the basis of an earlier, no-longer-relevant GPS. While recognising Northland’s 

needs and roading dependency, it makes no reference to a Brynderwyn bypass or the Warkworth to 

Te Hana motorway extension which are prioritised in the newer GPS.  

“Making progress  

The transport system needs an ongoing focus on maintaining existing assets along with targeted 

improvements to reduce risks. We also need to expand our understanding of resilience in urban 

environments, to ensure planning work is flexible and adaptable to change. Key actions over the 

next 10 years to make progress on this outcome are:  
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• continuing design and planning work to identify and prioritise responses to natural hazards in high-

risk areas – this includes working with communities to identify plans for when to defend, 

accommodate, or retreat  

• fast-tracking a business case to identify short- and longterm options for the Mangamuka Gorge 

closure  

• supporting local government, communities, iwi, and hapu through Climate Adaptation Te Tai 

Tokerau (CATT) and the proposed projects around understanding climate adaptation for at-risk 

communities  

• continuing work to better understand routes that provide critical connections, the conditions of 

these, the pressures, and the level of investment needed to address impacts – this includes 

identifying priorities for network resilience and long-term strategic planning for key areas of risk, 

such as SH1, SH10, SH12, and sections of SH14  

• engaging in local planning processes to avoid infrastructure and development in areas at risk of 

natural hazards and climate change  

• seeking continuous improvement in network resilience through maintenance, renewals, and ‘low 

cost/low risk’ investments  

• improving operational responses to events to support quick recovery following disruption to the 

land transport system  

• shifting to more adaptable ‘scenarios-based’ planning • improving personal security for people 

using the region’s transport system.” 

Other than identifying Northland’s problems and offering general policy directions, Arataki version 

1.1, Sept 2023 makes no specific proposals. 

______________________________ 
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APPENDIX II. NZTA FORWARD WORKS PROGRAMME (SUMMER PROGRAMME 

2023/2024) for NORTHLAND  

The figures below are derived from NZTA’s map which shows work areas for pavement 

rehabilitation, asphalt renewal and resealing. Sites for the first two have been identified on the map 

and details for each site listed and tabulated as below. An example of the site details shown on the 

larger map is shown on the following page.  Resealing sites are numerous and have not been listed. 

State  

Highway 

Location Rehabilitation (lane-metres) Asphalt Renewal (lane-

metres) 

10 Kaeo 694  

12 Kaikohe  1494 (806+120+568) 

12 Oue 1126  

12 Mitimiti (south) 2608  

12 Paparoa 290  

12 Maungaturoto 396  

15 Twin Bridges 

(north) 

 220 

1 Towai 1456 (920+536)  

1 Hukerunui  468 (300+168) 

1 Hikurangi bypass 1082 (706+376) 116 

1 Kauri  172 

1 Toetoe  3142 (1072+2070) 

1 Oakleigh (north)  399 

1 Mata 1150  

1 SH15 roundabout  212 (152+60) 

1 Waipu  416 (216+200) 

1 Kaiwaka 1750 950 (850+100) 

1 Topuni  178 

 TOTALS 10 552 lane-m (11 lane-km to 

nearest whole number) 

7857 lane-m (8 lane-km to 

nearest whole number) 
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Appendix II (contd). Example of NZTA Summer Work Programme for 

Northland, 2023-2024. 
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APPENDIX III: EXTRACTS FROM  NORTHLAND’S Draft REGIONAL LAND TRANSPORT PLAN 2021/2027, (2023 

review).  RLTP APPENDIX 5: Detailed three year programme 
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ix 
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xvii 

 

 
Heading below should presumably read: “Three-year total budgeted expenditure for 2024-2027 funding period, not “… budgeted expenditure for 2021-

2024.” 



xviii 

 

 



xix 

 

 
 

This should presumably refer to 2024-2027, not 2021-2024. The link cannot be found. 

 

 

 

 

______________________________  
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APPENDIX IV: NOTES FROM ROAD EFICIENCY GROUP/ RCA Reports 

2018/19 

(covering FNDC, KDC and WDC) 

 

1. Maintenance of the Sealed Road Network. (2015/16; 2016/17; 2017/18; 2018/19.) 

(a) FNDC. Annual Target not met all 4 years. 

(b) KDC. Annual Target not met 2016/17. 

(c) WDC. Annual Target not met 2018/19. 

 

2. Road condition (Ride quality).  

(a) FNDC. Significantly below peer group. 

(b) KDC. Significantly below peer group. 

(c) WDC Significantly below peer group. 

Difference between TA and peer group worsening, showing ongoing deterioration compared to peer 

group. 

 

3. Condition of the Sealed Road Network. 

(a) FNDC. Annual Target achieved (4 years) 

(b) KDC. Annual Target achieved (4 years) 

(c) WDC Annual Target not achieved (all 4 years). 

 

4. Pavement resurfacing. 

(a) FNDC. Below planned kms. 

(b) KDC. Achieved planned kms. 

(c) WDC Exceeded planned kms. 

 

5. Pavement rehabilitation.  

(a) FNDC. On average, planned kms achieved. 

(b) KDC. No planned kms but rapidly diminishing kms each year. 

(c) WDC Less than 50% planned actually achieved. 

 

6. Condition of the footpaths within the local road network. 

(a) FNDC. Annual Target not achieved (all 4 years). 

(b) KDC. Annual Target not achieved (all 4 years). 

(c) WDC Annual Target achieved (all 4 years). 
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7. Cost Efficiency. (Total expenditure $1000/km) 

(a) FNDC.} 

(b) KDC. } All about 50% greater than peer group.  

(c) WDC } 

 

_________________________________________ 

 


