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1. Statement of Qualifications and Experience 
 

1.1 Sivakumaran Balachandran 
 
My name is Sivakumaran Balachandran. I am a Senior Transportation Engineer at Bloxam Burnett & Olliver 

(“BBO”), a firm of consulting engineers, planners and surveyors based in Hamilton. I have been employed by 
BBO since 2017. 
 

I hold a Bachelor of Engineering (Honours) degree in Civil Engineering from the Nanyang Technological 
University, Singapore (2014). I am a Chartered Professional Engineer (CPEng), a Chartered Member of 

Engineering New Zealand (CMEngNZ), and a member of the Engineering NZ Transportation Group. 
 
I have over eleven years’ experience in transportation and traffic engineering, including eight years in New 

Zealand and three years in Singapore. My experience includes transportation planning, integrated transport 
assessments, traffic modelling, road safety engineering, subdivision design, active mode infrastructure, 
intersection design, and the assessment of transport effects for resource consent applications, plan changes 

and structure plans. 
 

My experience relevant to this Project is as follows: 
 

• I was the design lead for the Cambridge Pathways project for Waipā District Council, involving active 

mode infrastructure connecting the Te Awa River Ride path, Hamilton Road Cycleway, Victoria high-
level bridge, schools, the Cambridge town centre and Leamington. My role includes design of 
protected cycling and walking facilities, raised safety platforms / intersections, contract 

documentation, stakeholder consultation, and catchment analysis to inform facility provision.  

• I am the transportation assessment lead for the proposed Calcutta Farms Ltd industrial rezoning at 

Matamata, including assessment of effects on the local and state highway networks, consultation 
with Matamata-Piako District Council and NZ Transport Agency Waka Kotahi, intersection modelling, 
and concept design of SH24 roundabout upgrades. 

• I was the traffic design engineer for the Ruakura Road urban upgrade for Hamilton City Council,  
including intersection review, complex intersection modelling, preliminary and detailed design inputs 
for two signalised intersections, full walking and cycling crossing provision, and preparation of signal 

design drawings. 

• I was the traffic design engineer for the Peacocke Strategic Transport and Whatukooruru Drive 

projects, including detailed signal design and intended operations for multiple signalised 
intersections. The designs supported mode-neutral outcomes through fully separated walking and 
cycling crossings and bus priority. 

• I authored and led the Integrated Transport Assessment for the Te Rapa Racecourse Medium Density 
Plan Change, including intersection modelling, preliminary intersection upgrade and signalised mid-
block crossing designs, and presentation of expert transportation evidence at the Commissioner-led 

hearing in August 2023. 

• I have led and been a member of Safe System Audit and Road Safety Audit teams for a range of 

projects, including Kihikihi Township, Te Kowhai Road and the Lockerbie residential subdivision.  
 
I confirm that I have read and abided by the Code of Conduct for Expert Witnesses contained in the 

Environment Court Practice Note 2023 and referred to in the Fast-track Approvals Act 2024: Panel Convenors’ 
Practice and Procedure Guidance. This Integrated Transport Assessment has been prepared in compliance 
with that Code. 
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1.2 Cameron Beswick Inder 
 

My name is Cameron Inder. I am a Principal Traffic and Transportation Engineer at BBO, a company of 
consulting engineers, project managers, planners and surveyors in Hamilton and Tauranga.  

 
I hold a Bachelor of Engineering (Hons) from the University of Auckland and have 27 years’ experience in 
traffic and transportation engineering. I am a Chartered Professional Engineer (CPEng) with Engineering New 

Zealand. I have extensive experience in transportation planning, modelling, and the design of urban and rural 
transport networks, with particular experience in large-scale infrastructure projects, intersection design, and 
the assessment of transport effects.  

 
My experience relevant to this Project is as follows: 

 

• I led all traffic and transportation assessments for Takitimu North Link Stage 2, authoring the 
Integrated Transport Assessment and numerous supporting assessments, and contributing to 

concept design development for the future four-lane expressway, interchanges, and tie-ins to the 
existing SH2 at both termini, including the link to Takitimu North Link Stage 1.  

• I led transportation assessments for the rezoning of 176 ha at Ohinewai (Comfort Group), supporting 

a manufacturing / industrial business park and 1,100 residential units. Provided expert witness 
evidence, participated in joint witness conferencing and stakeholder consultation, and presented 

evidence at the Commissioner hearing (2020). Continuing to lead transport planning and design as 
the development progresses. 

• I led traffic and transport assessments for the proposed rezoning of 130 ha north of Hamilton Airport. 

Responsibilities included ITA authorship, supplementary assessments, and concept design of new 
roundabout access at SH3 / Raynes Road and SH21. Prepared and presented expert evidence for the 
public hearing. Integrated multi-modal planning, including a strategic bi-directional cycle connection 

to the Peacocke growth area.  

• I project managed the design and delivery of two new rural intersections on SH34 and 400 m of new 

access road for an industrial business park funded through the regional Infrastructure Fund in 2022. 
I led and co-ordinated all design inputs from concept through to detailed design, wrote the contract 
documentation, led the construction procurement phase, and provided design support during 

construction. I also managed all stakeholder engagement with NZ Transport Agency Waka Kotahi,  
NOC, Kawerau District Council, and safety auditors. 

• Updated and extended the Te Rapa North VISSIM micro-simulation model for Hamilton City Council 

to assess network effects of a proposed Pak’nSave development. This included commissioning and 
analysing OD surveys, model calibration (2018 base), and future modelling (2031) with and without 

development scenarios.  

• I led the traffic, walking, and cycling design for the Papamoa Eastern Interchange, including three 
signalised intersections. Delivered modelling and concept/preliminary design supporting a mode-

neutral network, with strong emphasis on safe, fully separated walking and cycling infrastructure.  

• I was the lead traffic design engineer for complex intersection modelling and design inputs for the 
Wairere Drive / Cambridge Road network and diamond interchange in Hamilton. The design 

integrated raised safety platforms (in collaboration with NZ Transport Agency Waka Kotahi trials),  
full pedestrian / cycle crossings, and future bus priority, with connections to key cycle networks.  

• I reviewed transportation assessments and provided expert advice for a Board of Inquiry hearing 
relating to a proposed prison expansion, including consultation with Waipā District Council and NZ 
Transport Agency Waka Kotahi.  
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• I authored the Integrated Transport Assessment report for a private plan change for Hobbiton Movie 

Set Tours, assessing the transport effects of increasing permitted visitor numbers from 300,000 to 
650,000 annually. I identified the required network and travel demand management responses to 

accommodate the significant visitor numbers, and I presented expert evidence for the applicant at 
the Commissioner-led hearing.  

• I have extensive experience preparing Integrated Transport Assessments for resource consent 

applications and private plan changes, including regular attendance at hearings and provision of 
expert transportation evidence. 

 

I confirm that I have read and abided by the Code of Conduct for Expert Witnesses contained in the 
Environment Court Practice Note 2023 and referred to in the Fast-track Approvals Act 2024: Panel Convenors’ 

Practice and Procedure Guidance. This Integrated Transport Assessment has been prepared in compliance 
with that Code. 
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2. Executive Summary 
 
This Integrated Transport Assessment (“ITA”) supports the Fast-track substantive consent application for the 

SL1 Project, which comprises the proposed Industrial Development and Residential Development on the 
southern edge of Hamilton. The assessment has been prepared with regard to Hamilton City Council and NZ 

Transport Agency Waka Kotahi requirements and assesses the transport effects of the Project in the context 
of the existing and planned transport network. 
 

The Project comprises two related development areas: 
 

• SL1 Industrial, comprising approximately 60 hectares (“ha”), of which approximately 40 ha are 

expected to be developable for industrial activities, with the balance associated with the Hamilton 
Southern Links (“HSL”) designation, proposed wetland areas and an existing developed lot.  

• SL1 Residential, comprising approximately 46 ha, with an anticipated yield of approximately 938 
dwellings, together with a small neighbourhood centre and local open space.  

The assessment recognises that development at this scale cannot rely on unconstrained growth in private 

vehicle travel. Accordingly, the transport strategy incorporates a combination of road network 
improvements, public transport integration, walking and cycling infrastructure, and staged development 
controls intended to support a more balanced transport network over time.  
 
HSL forms an important part of the future strategic transport context, but whilst a Road of National 

Significance its timing remains subject to future funding and delivery decisions. The ITA therefore considers 
both interim and future network scenarios and identifies staging controls and mitigation measures that 
respond to different levels of network delivery. 
 
The ITA assesses the existing transport environment, including the road network, public transport services, 
walking and cycling facilities, traffic volumes and crash history. It also assesses site access arrangements, trip 

generation, strategic transport modelling using the Waikato Regional Transport Model (“WRTM”), and 
intersection performance using SIDRA Intersection software. 
 
The key findings are: 
 

• The proposed transport network incorporates walking, cycling and public transport infrastructure 
that supports the mode share assumptions adopted in the assessment and provides connectivity 

between the Developments and the wider transport network.  

• HSL remains an important long-term component of the future transport network and would improve 
wider network performance and resilience once delivered. However, the transport strategy adopted 

for the Project does not rely on HSL being delivered within a specific timeframe, with interim access 
arrangements, transport infrastructure upgrades and staging measures identified to manage 
transport effects under interim network conditions. 

• For the Industrial Development, Interim Option B has been identified as the preferred interim access 
strategy. The assessment demonstrates that the full assessed Industrial Development can proceed 
independently of HSL delivery, while maintaining flexibility to integrate with the ultimate HSL-based 

transport network should it be delivered in the future.  

• For the Residential Development, the Ohaupo Road / Saxbys Road / Tomin Road roundabout 

represents the principal transport constraint within the assessed network. Subject to 
implementation of the transport infrastructure upgrades identified in this ITA, the assessment 
indicates that Residential Development can be accommodated with acceptable transport effects up 

to approximately 543 dwellings under a network scenario that does not rely on HSL delivery.  
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• Development beyond approximately 543 dwellings should be supported by a future transport 

reassessment to confirm whether the assumptions underpinning this ITA remain representative of 
the receiving transport environment at that time and to identify whether any additional mitigation 

measures or staging controls are required. 

 
Overall, the ITA concludes that the SL1 Industrial and Residential Developments can proceed without 

unacceptable transport effects, subject to implementation of the transport infrastructure upgrades, staging 
framework and reassessment provisions identified in this report.   
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3. Introduction 
 
The Project relates to land at the south-western edge of Hamilton and seeks to enable industrial and 

residential development, together with the associated transport infrastructure required to support that 
growth. 

 
The Project has two distinct components, an Industrial Development area and a Residential Development 
area, both bordered in red in Figure 1. The Project will enable: 

 

• Approximately 46 hectares (“ha”) of land with residential activities, resulting in an anticipated yield 
of 938 residential units, a small local neighbourhood centre and supporting infrastructure; and 

• Approximately 60 ha of land with industrial activities and supporting infrastructure. 
 

 
Figure 1: SL1 Industrial and Residential Sites 
 

The Project will provide additional housing and industrial land within the southern Hamilton environs over 
the short, medium and long term due to the proposed Project size. It gives effect to a large-scale urban 

development growth cell recognised in Future Proof (“FP”) / Future Development Strategy (“FDS”) spatial 
planning documents.  
 

The Project will integrate with the existing Hamilton urban fringe, facilitate improved connectivity and 
support the implementation of Hamilton Southern Links (“HSL”), which is designated and identified in the 
Government Policy Statement on land transport (“GPS 2024”) as a Road of National Significance (“RoNS”), to 

“unlock housing”. 
 

The Project area is in the Waipā District, but forms part of the future southern Hamilton City growth area and 
will become part of Hamilton City in time. Neither of the development areas require access from existing 
Waipā District Council roads.  
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Accordingly, the Integrated Transport Assessment (“ITA”) primarily refers to the transport provisions of the 

Hamilton City Operative District Plan (“ODP”), planned transport infrastructure and the surrounding 
Hamilton transport network. This approach is appropriate given the direct urban integration of the Project, 

its intended future transport connections and the strategic planning framework applying to the area.  
 
This ITA provides an overview of the traffic and transportation investigations undertaken to support the 

Project. It addresses: 
 

• The existing transport environment in the vicinity of the sites, including the surrounding road 
network, public transport provision, walking and cycling facilities, traffic volumes and crash history. 

• The nature and scale of the Project. 

• The level of travel demand expected to be generated by the Project and its distribution on the 
surrounding network. 

• The effects of development traffic on the adjacent road network, including localised intersection 

analysis at the sites’ interfaces with Ohaupo Road (SH3) and Greenwood Street (SH1C), to assess 
future roading infrastructure performance with development traffic added. 

• The transport mitigation and infrastructure required to support the Project, including provision for 

active modes and public transport. 
 

This ITA does not assume unconstrained growth in private vehicle travel. It recognises that public transport,  
walking and cycling will need to accommodate an increasing share of future travel demand as development 
proceeds. This will be supported through subdivision design, the provision of connected walking and cycling 

infrastructure, integration with the future public transport network, staged transport infrastructure delivery,  
and wider strategic transport investment. 

4. Site Location 
 
The Project area adjoins Hamilton City Council’s (“HCC”) south-western boundary. Located approximately 3.5 

km southwest of Hamilton City Centre, the wider SL1 urban development growth cell site stretches from 
south Frankton to the southwestern edge of the Peacocke Structure Plan area. The Industrial and Residential 

sites are partially bounded by State Highway 3 (“SH3”) to the southeast, the North Island Main Trunk Rail 
(“NIMTR”) to the northeast and the HSL designation to the west. 
 

The sites are currently zoned Rural under the Waipā District Plan and comprises a mix of rural, rural-
residential and peri-urban land uses. 
 

The Industrial Development area is located adjacent to the Frankton industrial area and is well positioned to 
connect to Greenwood Street (SH1C), Kahikatea Drive and the wider strategic freight network. 

 
The Residential Development area adjoins the existing urban neighbourhoods of Glenview, Resthill and 
Deanwell and is connected to the surrounding network primarily via Ohaupo Road, Collins Road, Saxbys Road, 

MacMurdo Avenue and surrounding local streets. Hamilton Airport and Titanium Park industrial business 
precinct are approximately 4.5 km to the south-east and Waikato Hospital is approximately 3 km to the north. 
 

The location of the SL1 Development areas is relevant to the transport assessment because it places the 
Project at the interface between the existing urban area and future growth areas, with access to established 

strategic transport corridors, public transport services and planned network upgrades to support future 
growth. The transport implications of that setting are outlined in the following section. 
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urban arterial routes to support Hamilton’s planned growth to the south. In 2024, HSL was identified in the 

GPS 2024 as a RoNS. 
 

As outlined in the GPS 2024, HSL is intended to “reduce congestion, improve safety, support housing 
development, boost economic growth, and provide a more resilient roading network”, and specifically 
recognised as key infrastructure required to unlock land for significant new housing supply. In this context, 

HSL is particularly relevant to the Residential Development area because it has the potential to redistribute 
a proportion of future traffic demand away from the Ohaupo Road corridor and improve wider network 

connectivity within southern Hamilton. 
 
NZTA completed an Investment Case for HSL. While the completed Investment Case identifies a preferred 

corridor and staging framework, the most recent NZTA Major Transport Projects Pipeline (“MTPP”)11 
identifies that HSL has not yet progressed to the pre-implementation phase and future progression remains 
subject to funding availability and National Land Transport Programme priorities.  Accordingly, the delivery 

timing of HSL remains uncertain. 
 

Notwithstanding, HSL remains an important component of the long-term transport plan for southern 
Hamilton and provides relevant strategic context for understanding the future operation of the transport 
network serving the SL1 Industrial and Residential Development areas. 

 
Based on the completed Investment Case, the recommended staging framework for HSL comprises the 
following four stages as shown in Figure 6): 

 

• Stage 1 – Greenwood Street to SL1 roundabout 

This involves widening Greenwood Street from two lanes to four lanes from Kahikatea Drive to 
Killarney Road. A new three-arm roundabout is proposed at the Greenwood Street / Kahikatea Drive 
intersection with no access to Kahikatea Drive Extension. A roundabout is also proposed allowing 

access to the Industrial Development area. 

• Stage 2 – SH1 to SH21 

This includes a new interchange on SH1 Waikato Expressway between the Pickering Road overbridge 

and Tamahere Interchange, with the road heading west on a new bridge over the Waikato River to 
connect with a new interchange to be built where HSL meets SH21. 

• Stage 3 – SL1 roundabout to SH3 

The largest stage in road length, this connects the Industrial Development roundabout at Greenwood 
Street corner with SH3 and includes an overbridge of the NIMTR and SH3. 

• Stage 4 – SH3 to SH21 including central interchange and north-south connection 

The final stage completes the east-west connection, including building a new central interchange to 
connect to the Peacocke Structure Plan Area. It will also see a new stretch of road from the SH3 / 

SH21 roundabout to connect at the central interchange. 

 

 
11 https://www.nzta.govt.nz/assets/projects-and-consultations/major-projects/major-transport-projects-pipeline-
infographic.pdf 
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Figure 6: HSL Recommended Staging 

 
The HSL designation borders the southwest edge of the Residential Development area. The HSL designation 

presently has no direct access to Glenview other than a half-diamond grade separated intersection with 
Collins Road. However, this location has limited accessibility to Glenview and the wider Hamilton network 
other than through the intersection of Ohaupo Road / Collins Road.  Complicating accessibility matters is the 

existence of the Collins Road / NIMTR level crossing adjacent to the planned HSL half -diamond interchange. 
 

An alternative interchange arrangement at Houchens Road has been considered as part of strategic transport 
investigations to improve accessibility between the Residential Development area, Glenview, Deanwell and 
the wider transport network. The concept has been explored with NZTA and assessed using the Waikato 

Regional Transport Model (“WRTM”) to understand its potential transport benefits. However, the ultimate 
form, location, timing and delivery of any future HSL interchange remains subject to future NZTA 
investigation, approvals, funding decisions and statutory processes.  

 
For the purposes of this ITA, HSL has been considered as part of the future strategic transport environment. 

However, the transport conclusions contained within this assessment do not rely on HSL being delivered 
within any specific timeframe. Rather, the assessment identifies both interim and future network scenarios 
and recommends appropriate mitigation and staging measures under each scenario.  
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6.2 Waikato Metro Spatial Plan 
 

The Waikato Metro Spatial Plan (“MSP”) identifies “Short list Option C”12 as the recommended programme 
to “support a radical transport shift and support the transformative move to a Rapid Transit Network future” 

in Hamilton.   
 
The MSP illustrates the Rapid Transit (“RT”) Network13 components of this programme as follows: 

 

 
Figure 7: Proposed Rapid Transit Corridors (Source: MSP Business Case Executive Summary)  
 

RT4 is one of four key rapid transit routes across Hamilton. It will service Waikato Hospital and Glenview 
West, with potential to be extended in the long-term to Te Awamutu. The Residential Development area is 

located adjacent to the RT4 corridor identified in the MSP and is therefore well positioned to access future 
rapid transit services envisaged within the wider Hamilton transport network. 
 

The MSP describes RT4 (and RT3) as a service supporting Light Rail Transit (“LRT”) or Bus Rapid Transit (“BRT”) 
on RT1 and RT2 routes, by way of bus priority. This suggests RT4 is not envisaged as a BRT or LRT service itself  

 
12 Waikato Metro Spatial Plan Programme Business Case report. Revision D, Section 6.2.2  
13 Waikato Metro Spatial Plan Executive Summary report. Revision C, Figure 1-8 
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but a frequent bus service on a route with bus priority measures including bus lanes and signal priority at 

intersections. The diagram suggests the route may use the Ohaupo Road corridor although that is not 
determined in the MSP business case report. 

  
The use of the Ohaupo Road corridor by RT4 will require significant modifications to existing road 
infrastructure and space allocation, including bus priority upgrades at the key intersections identified earlier 

as network constraints.  
 

One of the key requirements for BRT or LRT to be viable is sufficient medium to high-density residential 
population surrounding the transit route. The MSP states “The routes designated as RT3 and RT4 will deal to 
increased density of existing neighbourhoods and aligns with the existing and proposed community facilities.  

Although these routes may not ultimately be able to achieve the demand for a full BRT – they are key routes 
that will require early investigation and investment to deliver bus lanes and bus priority for service functions 
and reliability.”.  

 
The above refers to existing neighbourhoods potentially not being dense enough to achieve the demand for 

full BRT.  It should be noted that while the SL1 growth cell near the RT4 corridor is identified as a future 
growth cell in the MSP land-use framework, it is unlikely to reflect the proposed detailed land use 
understanding, density and residential typologies. These elements could potentially propel RT4 to be viable 

as a full BRT corridor. 
 
The MSP also identifies a recommended timeframe to implement the programme as shown below. This 

indicates RT4 coming online from Year 20 onwards (year 1 is 2025).  
  

 
Figure 8: Recommended RT Network Staging Approach (Source: MSP Business Case Executive Summary)  
 

6.3 Hamilton Waikato Metro Spatial Plan - Public Transport Pathways 
 

The Hamilton Waikato Metro Spatial Plan - Public Transport Pathways Technical Report 2 (“PT Pathways 
Report”) identifies the Comet bus service as a strategic cross‑city service linking Glenview, the central city, 
The Base and major growth areas including Peacocke and Te Awa Lakes. The report also identifies Ohaupo 

Road as an important future public transport corridor and supports the continued development of public 
transport services and infrastructure along the corridor. Future public transport improvements relevant to 

the Project are discussed further in Section 6. 
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The Comet is classified as a Tier 2 frequent service by 2030, transitioning to a Tier 1 frequent service by 2038, 
and is aligned in full with “Line 2” of the Bus Rapid Transit Proof of Concept. As a Tier 1 frequent route, the 

Comet service is expected to operate at a 10‑minute peak frequency under the adopted service standards. 
The report further identifies Ohaupo Road (SH3) as a priority corridor for bus priority infrastructure, noting 
that such infrastructure is required to support higher‑frequency services and improve speed and reliability,  

and that Tier 1 frequent routes are expected to transition to Bus Rapid Transit in the longer term, although 
BRT‑level infrastructure is not assumed to be delivered within the twelve‑year study period. 

 

6.4 Waikato Regional Public Transport Plan 2022 - 2032 
 

According to the Waikato Regional Public Transport Plan, it is projected that a future frequent network to be 
implemented over 10 years (refer to Figure 9) and a future ‘BRT lite’ network to be implemented over 30 

years (refer to Figure 10) along Ohaupo Road.  
 
For clarity, frequent services are described as “15-minute frequency or better, bus priority measures sufficient 

to enable competitive and reliable journey times regardless of traffic conditions. On board fare collection, 
zero emission vehicles, quality stops. Enables and requires moderate or greater land use.”, and BRT lite is 
described as “high service frequencies, extensive bus priority measures, traffic signal priority, may have off 

board fare collection, zero emission vehicles, high quality passenger stops. Enables and requires moderate to 
high intensity land use.”. 

 

 
Figure 9:  Future frequent network to be implemented over 10 years, 2022-2032 (Source: Waikato Regional 

Public Transport Plan Network Diagram 1) 
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Figure 10:  Future frequent network to be implemented over 30 years, 2022-2052 (Source: Waikato 

Regional Public Transport Plan Network Diagram 2) 
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The Industrial Development is expected to occur progressively between 2030 and 2045. Access for the 

Industrial Development has been assessed “without” and “with” HSL, referred herein as the interim and 
ultimate network arrangements. Both are detailed further in Section 8.1.  

 

7.2 Residential Development 
 
The Residential Development forms part of the residential component of the wider SL1 Growth Cell. The 
Residential Development area is approximately 46 ha and comprises 938 residential units consisting of: 

 

• 347 Low density dwellings (minimum 10 m lot width for detached or duplex dwellings)  

• 298 Medium density dwellings (front-access terraced or duplex dwellings)  

• 293 High density dwellings (rear-access lane terraced dwellings) 
 
The Residential Development area also includes 1,000 m2 of commercial land area for a neighbourhood 

centre and 3,200 m2 for a neighbourhood park.  
 

Access for the Residential Development has been assessed and detailed further in Section 8.2. 
 
The Residential Development is underpinned by a comprehensive Master Plan which is illustrated in Figure 

12. 
 

 
Figure 12: Residential Development Master Plan 
 
Indicative development staging is presented in Figure 13 below. 
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Figure 13: Residential Development - Indicative Staging 

 
Stage 1 is anticipated to be completed by 2030, Stages 2 and 3 are anticipated by 2035, and Stages 4 and 5 

by 2045. These staging timeframes are indicative only and have been adopted for the purposes of the 
transport assessment. 

8. Access Strategy 
 
SL1 access arrangements have been designed to provide for the safe and efficient movement of people (and 

freight for the Industrial Development) with mode-choice including vehicles, walking, cycling, and public 
transport. A high degree of flexible transport choice is expected to assist in managing the transport effects 
of the development. 

 

8.1 Industrial Development 
 
Three access options were evaluated to assess how Industrial Development could proceed: 
 

8.1.1 Option A: Ultimate Network Arrangement (once HSL Stage 1 is Delivered) 
 

Once HSL is delivered in the future, the Industrial Development has been designed so that it can integrate 
with the ultimate HSL transport network without precluding future infrastructure. Under the ultimate 
arrangement, the following infrastructure may be provided: 
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• An east-west collector road forming the primary internal movement corridor through the site.  

• A temporary T-intersection on the HSL corridor connecting the interim access road to the east-west 
collector road. 

• Extension of the interim access road further south to provide access to the eastern part of the 
Industrial Development. 

• A walking and cycling network connecting to the existing Greenwood Street shared path and wider 

active mode network via Wickham Street. 
 
These infrastructure requirements are necessary to ensure Industrial Development traffic is served by an 

appropriate intersection form and access route, rather than relying on the existing Greenwood Street / 
Kahikatea Drive priority-controlled intersection or on access through local industrial streets alone.  

 
The Interim Option B access arrangement can accommodate the full assessed Industrial Development and is 
assessed in detail in Section 15.1.1. 

 
A conceptual layout of the four-arm Greenwood Street / Kahikatea Drive roundabout is shown in Figure 16 
and is based on the ultimate HSL roundabout arrangement to minimise rework in future. Interim Option B 

has been discussed with NZTA, who advised that, the option appears to be worth exploring. NZTA also noted 
that the interim roundabout would need to be sized consistently with the ultimate HSL layout and that any 

interim access road should be future-proofed so that it could be incorporated into the future state highway 
network without significant upgrading or utility relocation. 
 

On that basis, the interim access road south to the east-west collector road would be designed and 
constructed to the required HSL standard, but with only the carriageway width required for an interim two -

lane operation rather than the full four-lane divided carriageway. The central median and two additional 
traffic lanes would be delivered with the future HSL works. NZTA has not provided in-principal approval to 
Interim Option B, and the detailed form, staging, funding, ownership and transition to the ultimate HSL layout 

would remain subject to further design development, staging review and NZTA approval.     
 
Access is intended to transition to the ultimate network arrangement when HSL is delivered in future by 

NZTA. The ultimate access arrangement is described in the following sections. 
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Figure 16: Interim Option B - Greenwood St (SH1C) / Kahikatea Dr Roundabout Concept Plan 
 

8.1.3 Option C: Interim Option 
 

Like Option B, this option is based on HSL Stage 1 construction commencing sometime after 2035.  
  
This option involves upgrading Greenwood Street / Kahikatea Drive intersection to a three-arm roundabout 

as shown in Figure 17. with access to SL1 Industrial Development via Wickham Street extension. 
 
However, this option has a developable area limitation of 23 ha due to capacity constraints with the three-

arm roundabout. Development beyond 23 ha requires construction of either:  
 

• HSL Stage 1; or  

• Interim Option B four-arm roundabout arrangement and the interim access road on HSL corridor. 
 

This is presented as Option C Stage 2 (represented by blue lines) in Figure 18.  
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The SL1 roundabout is proposed at this location for the following reasons: 

• A position further south on HSL would result in less direct access between the Industrial Development 

area and the strategic road network. This may encourage some industrial traffic to utilise alternative 
local routes to travel north to Greenwood Street and Kahikatea Drive, which is inconsistent with the 
objective of directing industrial and freight traffic to the strategic road network.  

• It supports a direct and intuitive east-west collector road corridor between Tuhikaramea Road and 
HSL, which in future will replace the existing function of Kahikatea Drive Extension that passes 
through a residential suburb. The new collector road route will maintain a strategic road connection 

between Hamilton’s western fringe and the Frankton industrial area. Relocating the roundabout 
further south creates a convoluted alignment that risks rerouting some traffic north through 

residential streets. 

• It allows the east-west collector road to be aligned strategically between two SL1 landowners’ lots 
without dissecting lots to any owner’s disadvantage. This provides important continuity for both 

applicants to progress their land development aspirations. 
 

Intersection modelling for the SL1 roundabout and the future HSL roundabout at Greenwood Street / 
Kahikatea Drive intersection demonstrates that the proposed 520 m separation distance is suitable for both 
intersections to function well under the predicted future traffic volumes without causing adverse capacity 

and efficiency effects to the HSL network. Refer to Section 15.1.1. 
 
It is acknowledged that NZTA is undertaking more detailed Aimsun modelling to inform future HSL design 

decisions, including the operation of Duke Street and the separation between the future Greenwood Street 
/ Kahikatea Drive roundabout and the proposed SL1 roundabout. The modelling undertaken for this ITA 

demonstrates that the proposed separation distance is expected to function well from a capacity and queuing 
perspective under the assessed concept layout and traffic demands. However, the final form and location of 
infrastructure within the HSL corridor will remain subject to NZTA’s future design development, modelling 

and approval processes to ensure that future HSL design options are not precluded. 
 

8.2 Residential Development 
 
Transport access for the Residential Development is designed to provide for the safe and efficient movement 

of people in a higher density living environment with mode-choice including vehicles, walking, cycling, and 
public transport. A high degree of flexible transport choice is expected to assist in managing the transport 
effects of the development. 

 
Three road access points are proposed to the Residential Development area: 

 

• Saxbys Road 

• McMurdo Avenue 

• Forth Crescent 
 
A new intersection on Saxbys Road will be formed at a location approximately 65 m west of Saxbys Road / 

Deanwell Avenue intersection.  
 

MacMurdo Avenue and Forth Crescent are proposed to be extended into the site. Further details on each of 
these specific site connections is provided in the subsequent sections. 
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Forth Crescent extension is proposed to have a 16.8 m wide road reserve width as shown in Figure 22. 
 

 
Figure 22: 16.8 m Wide Forth Cres Extension 

 

8.2.3 Saxbys Road Access 
 

The access intersection proposed on Saxbys Road will operate as a priority-controlled T-intersection. Traffic 
exiting the Residential Development will give way to traffic on Saxbys Road. Saxbys Road is closed at its 
western end and therefore functions as a no-exit local road. 

 
A stop control may be required on the site access approach as preliminary assessment indicates that sight 

distance measured from a point 9 m back from the limit line may be restricted by the existing boundary 
fencing at 55 and 57 Saxbys Road. This will be confirmed through detailed design. Notwithstanding this 
potential constraint, the straight alignment of Saxbys Road provides available sight distances of 

approximately 300 m to the east and 400 m to the west. These distances exceed the minimum safe 
intersection sight distance (“SISD”) of 114 m specified in Austroads Guide to Road Design Part 4A: 
Unsignalised and Signalised Intersections (“AGRD Part 4A”), Table 3.2, for a 60 km/h design speed. 

 
A review of the projected turning movement volumes at the proposed access, relative to the future through 

volumes on Saxbys Road in the 2045 full-development scenario (i.e. Modelling Scenario 4 in Section 13.2),  
indicates that auxiliary turning lanes or a channelised layout are not warranted under the relevant Austroads 
criteria14. Accordingly, the access intersection is expected to be appropriately designed in accordance with 

Traffic Control Devices Manual Part 4 (“TCDM Part 4A”), Figure 4-14 or Figure 4-17. 
 

The final form of control and detailed intersection layout will be confirmed at the detailed design stage.  

9. Public Transport Provision 
 

Public transport accessibility is a key component of the transport strategy for the proposed developments, 
particularly in managing future travel demand and reducing reliance on private vehicle travel. This section 

considers the extent to which the proposed Development layouts supports the existing and enables the 
planned bus networks identified through consultation with Waikato Regional Council (“WRC”).   

 
14 Austroads Guide to Traffic Management Part 6, Figure 3.25 
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continuity of active mode access from the existing Greenwood Street shared path into the Industrial 

Development area. 
 

In the longer term, the east-west collector road is expected to be extended westwards through the adjacent 
Rogerson Block towards Tuhikaramea Road. This would enable the shared path to form part of a broader 
east-west active mode corridor linking the Frankton industrial area, Greenwood Street shared path and 

cycling facilities on Tuhikaramea Road. While the timing and delivery of these wider connections are 
dependent on future development outside the Project area, the proposed shared path has been designed to 

support that future network integration. 
 

10.1.2 New Footpath Connection (Blue Line) 
 
A new 1.5 m wide footpath (in alignment with the ODP requirements for a collector industrial road) is 
proposed to provide pedestrian connectivity between the Industrial Development and existing public 

transport services west of the site. The footpath will enable pedestrians to access existing bus stops on 
Kahikatea Drive, Higgins Road and Lethborg Street and maintain connectivity to the surrounding pedestrian 

network. 
 

10.1.3 Mixed Traffic Lanes (Yellow Line) 
 
Kahikatea Drive Extension will experience substantially lower traffic volumes and operating speeds following 

its permanent closure at the Greenwood Street / Kahikatea Drive intersection as part of HSL Stage 1 
implementation. This will create an environment suitable for mixed traffic lanes, providing an on-road cycling 
connection between the Industrial Development, Greenwood Street shared path and the wider active mode 

network. Supporting measures such as sharrow markings, wayfinding and traffic-calming treatments could 
be considered during the detailed design phase. 
 

10.2 Residential Development Walking and Cycling Connections 
 

Walking and cycling wider network connectivity general arrangement plans for the Residential Development 
are attached as Appendix A.  
 

The proposed active mode network has been developed as an integrated network that connects the 
Residential Development to key destinations including Deanwell School, Waikato Hospital, the Western Rail 

Trail, MacDonald Road, Greenwood Street and the wider Hamilton cycling network. The proposed facilities 
have been selected having regard to corridor function, expected active mode demand, safety outcomes, and 
the physical constraints of the existing road reserve. 

 
The form of facility varies by location, reflecting the surrounding street environment, available corridor width 
and the role each corridor performs within the wider network. Higher levels of separation are proposed 

where cyclist volumes, school travel demand or traffic exposure are expected to be greater, while lower-
speed local roads are proposed to accommodate cyclists within the mixed traffic environment.  
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Recognising general guidance for shared paths, the width of the shared path on the collector road is proposed 

at 3.5 m while the shared paths on existing residential streets are proposed at 3.0 m wide due to space 
constraints with existing trees and infrastructure.  This is wider than the “desirable minimum width15” of 2.5 

m for a local access path, and consistent with the typical maximum width included in Austroads Guide to 
Road Design Part 6A: Paths for Walking and Cycling Edition 2.1 (“AGRD Part 6A”).  The increased width 
supports the multi-user nature of the paths and reduces the risk of pedestrian – cyclist conflict. 

 

10.2.1 Saxbys Road 
 
Although Saxbys Road is identified as a local road in the ODP transport corridor hierarchy, it already performs 
a collector-type function by facilitating movement of people and goods between local destinations and 

higher-order corridors (i.e. Ohaupo Road). The Residential Development will reinforce that existing function, 
particularly following development beyond Stage 1, as Saxbys Road will provide the primary connection 
between the development’s internal collector road network and Ohaupo Road.  

 
In this context, corridor-wide upgrades to fully achieve the ODP collector road cross-section are not 

considered necessary. Instead, targeted improvements are proposed, comprising the walking and cycling 
connections described in Section 10.2 and localised rationalisation of on-street parking where required to 
accommodate those facilities. These works are proposed to be delivered through the development staging 

framework and associated consent conditions and are to be completed prior to occupation of the relevant 
stage of Residential Development that relies on access via Saxbys Road. This is reflected in the recommended 

transport infrastructure staging framework set out in Table No: 44. 
 
The ODP collector road standard recommends a 24.6 m (based on single direction separated cycle paths on 

both sides of the road) or 23.3 m (based on bi-directional cycle path on one side of the road) road reserve 
with 6.8 m wide carriageway, 2.1 m wide recessed parallel parking bays and 2 m wide footpaths on both sides 
of the road. However, given the existing 20.1 m road reserve and carriageway width of approximately 10 m 

to 12 m, it is not practicable to fully achieve all elements of that cross-section without significant widening 
and associated effects. In this instance, the Project adopts a targeted, network-based response that is 

proportionate to the corridor’s existing and future function.  
 
Cycle facilities and a footpath on the southern side of Saxbys Road are not proposed as part of the upgrade. 

Instead, cycle movements are directed to an alternative parallel route via Deanwell Avenue, Mount View 
Road and Prisk Street, which provides a lower volume and lower speed environment that is more suitable for 
active mode users than the Ohaupo Road arterial corridor, while still providing direct access to key 

destinations including Waikato Hospital and the Western Rail Trail.  
 

A pedestrian refuge island is proposed east of Leslie Place, as shown in Figure 24, to enable pedestrians to 
cross from the proposed shared path to the existing footpath on the opposite side of the road.  This approach 
reflects a deliberate network design response that prioritises low speed and low volume routes for walking 

and cycling, rather than duplicating facilities on both sides of a constrained corridor.  
 
As shown in Figure 28, a 3 m wide walking and cycling shared path could potentially be accommodated within 

the existing 4.5 m wide berm on the southern side of Saxbys Road between Leslie Place and Deanwell Avenue. 
This would likely require the removal or relocation of existing trees and power/communications feeder poles 

along approximately 150 m of the road corridor. 
 
The final design and configuration of Saxbys Road will be confirmed at the detailed design stage, having 

regard to corridor constraints, safety outcomes, and input from HCC. The 3.0 m wide shared path along 
Saxbys Road, together with the associated wetland connection to the development, is to be delivered as part 

of Stage 1A and prior to occupation of any Stage 1A lots. 

 
15 Austroads Guide to Road Design Part 6A: Paths for Walking and Cycling, Edition 2.1, Table 5.3 
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Figure 29: Prioritisation of Road Space (HCC Parking Policy – Principle Two) 
 

The walking and cycling connection along MacMurdo Avenue, and continuing to MacDonald Road and 
Lambert Court, is to be delivered prior to Stage 1C of the Residential Development (approximately 198 

dwellings). This reflects the point at which active mode demand is expected to become more established,  
and the route begins to perform a stronger wider-network function.  
 

This is on the basis that in Stage 1A and 1B, the demand for walking and cycling infrastructure is expected to 
still be low, whereas cycling trips in Stage 1C are expected to increase to more than 10 users per hour based 
on the calculation method described in Section 12.2.2 and an aspirational active mode share target of 11.4% 

(i.e. target for 2045 with full development within Residential Development).  
 

AGRD Part 6A, Figure C1 identifies that fewer than 10 users (cyclists or pedestrians) per hour is considered 
low volume demand. As the path volumes (i.e. both pedestrians and cyclists) on MacMurdo Avenue are 
expected to range between 10 to 30 users per hour across all horizon years, the risk of conflict between 

pedestrians and cyclists is low and therefore does not justify a bi-directional cycle path separate from the 
footpath.  
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However, the proposed collector road cross-section does not fully align with the ODP standard, which 

recommends a 27.8 m or 26.5 m wide road reserve and provision of a separated bi-directional cycleway and 
footpath on both sides of the road.  

 
This assessment finds that a single 3.0 m wide shared walking and cycling path on one side of the road is 
sufficient active mode infrastructure because future use is unlikely to be high as through trips by walking and 

cycling are expected to be low in this location on the southeastern perimeter of Hamilton. Accordingly, a 25.5 
m wide road reserve width is considered appropriate. Furthermore, a shared path facility is consistent with 

nearby active mode facilities, including the primary network path on Greenwood Street. 
 

 
Figure 33: Industrial Development – Collector Road Indicative Typical Cross-section 

 
Industrial Local Road 
 

Local roads within the Industrial Development will fulfil ODP minimum requirements for a local industrial 
road as shown in  Figure 34. 

 

 
Figure 34: Industrial Local Road Indicative Typical Cross-Section 

 
Industrial Private Right-of-Ways (“ROW”) / Jointly Owned Access Lots (“JOAL”)  

 
All ROWs / JOALs are expected to be private roads. However, they have a carriageway width of 7 m which is 
in accordance with the Regional Infrastructure Technical Specifications V2 (“RITS”). The RITS Section 3.3.11.4 

(c) specifies a minimum carriageway width of 6.4 m for an industrial private way serving two or more lots. 
The ROWs / JOALs can accommodate a 12.6 m rigid truck in accordance with RITS.  
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Figure 35: Industrial ROW Indicative Typical Cross-Section 

 

11.1.2 Residential Development 
 
Figure 36 illustrates the proposed road network for the Residential Development, and the road hierarchy and 
widths are shown in the legend. The road corridor typologies are designed to appropriately cater for vehicle 

traffic that is typically anticipated, along with safe provision for walking and cycling and PT.  
 

 
Figure 36: Residential Development – Road Carriageway Width Hierarchy 
 

Residential Minor Arterial Road 
 

A 500 m long section of the minor arterial road is proposed to be constructed as part of the Residential 
Development along the southern boundary of the site. This road is expected to be extended northwards with 
a connection to Saxbys Road, and southwards towards Houchens Road when land surrounding the road (but 

not included in this Project) is developed in future. 
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The ODP requires minor arterial roads within a residential land use environment to be a two-lane transport 
corridor with a 3 m flush median. All bus stops along a minor arterial corridor are expected to be kerbside 

and separated cycle lanes on both sides or bi-directional off-road separated from carriageway one side is to 
be provided. 
 

To maintain flexibility for the minor arterial road to potentially serve as a future bus route or frequent transit 
corridor, the corridor has been designed and safeguarded to enable future public transport priority 

measures, if required. This ITA does not assume or require dedicated public transport lanes as part of the 
Project. Figure 26 illustrates a representative typical cross-section. 
 

Delivery of the full minor arterial road carriageway is not required to support the level of development 
proposed by the Residential Development. Accordingly, only one half of the ultimate carriageway (i.e. one 
lane in each direction) is proposed to be constructed initially. The balance of the carriageway can be delivered 

at a later stage when the wider SL1 growth cell to the south and west of the minor arterial road (not part of 
this Project) is developed. This will include connection of the minor arterial road to Saxbys Road and 

Houchens Road. 
 

 
Figure 37: Residential Development – Minor Arterial Rd Indicative Typical Cross-section 

 
Residential Collector Road 
 

The primary access through the Residential Development is proposed via the north-south collector road. The 
indicative cross-section of the residential collector road is illustrated in Figure 38. This road typology provides 

a carriageway width of 7.0 m within a 23.0 m wide road reserve. Certain sections of the collector road include 
a 3.3 m wide flush median as shown in Figure 39 to facilitate right turning movements into side local roads  
 

A 3.5 m wide shared walking and cycling path is provided on one side of the road and recessed parallel parking 
bays are provided on both sides of the carriageway. While separated cycleways (Table 15-5aii of the ODP) 

were considered during development of the cross-sections, they were not preferred due to the existing 
walking and cycling shared paths in the adjoining road network. A shared path will ensure the continuity of 
the facility type. 
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Figure 38: Residential Development – Collector Rd Indicative Typical Cross-section 
 

 
Figure 39: Residential Development – Collector Rd with Flush Median Indicative Typical Cross-section 

 
Residential Local Road Type 1 
 

Refer to Section 8.2.1 with regards to proposed MacMurdo Avenue extension. 
 

Residential Local Road Type 2 
 
All other internal roads will be designed as per the cross-section illustrated in Figure 40. This local residential 

road typology provides a carriageway width of 6 m within a 16.8 m wide road reserve in accordance with the 
ODP. 1.8 m wide footpaths and 2.1 m wide recessed parallel parking bays are provided on both sides of the 
carriageway. It is intended that cyclists can safely share the road with vehicles on local roads given the low 

vehicle speeds and volumes on these roads. 
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Figure 40: Residential Development – Local Rd Type 2 Indicative Typical Cross-section 

 
JOAL / Rear Lanes 

 
JOAL or rear lanes where proposed, will be designed in accordance with the ODP and confirmed through 
detailed design. 

 

11.2 SL1 Development Intersections 
 
The RITS requires the following separation distance between intersections. The proposed internal 
intersections fulfil these minimum requirements. 

 

 
Figure 41: Minimum Intersection Spacing (Source: RITS) 

 
Local road intersections are expected to be designed and constructed as priority-controlled intersections, 
either in the form of a T-intersection, or a crossroad with the side road giving way (or stopping). Kerb buildout 

could potentially be provided to support reduced pedestrian crossing lengths. This is a design detail that can 
be addressed at Engineer Plan Approval stage with HCC. 
 

Specific intersections within the site will be in the form of a compact roundabout with a raised central island 
and mountable apron/collar. 

 
Internal intersection designs will be addressed in detailed design phase. 
 

Recommended Condition 
 
All new road intersections shall be designed in accordance with the relevant Austroads Guide to Road Design 

and applicable Waikato Regional Infrastructure Technical Specifications, with final designs confirmed through 
the detailed design and engineering approval process. 
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The additional Residential Development traffic was applied to the relevant residential development-related 

turning movements at each assessed intersection, using the WRTM distribution patterns as the basis for 
assigning the uplift across the surrounding network. This adjustment is modest and does not materially alter 

the strategic distribution of trips within the network but ensures that the intersection assessments are based 
on a conservative demand scenario. 
 

In addition, the site’s urban context, proximity to local employment and services, and the provision of 
walking, cycling, and future public transport connections support reduced reliance on private vehicle travel 

over time. In this context, the adopted trip generation assumptions are considered appropriate and, when 
combined with the applied adjustment, provide a robust and proportionate basis for assessing transport 
effects at the intersection level. 

13. Transport Modelling 
 

BBO has undertaken a transport modelling exercise as a key input to this transport assessment.  This task 
included undertaking trip generation calculations for the Project (refer to the previous Section 12.2), and 
transport modelling of those future trips on the surrounding network using the WRTM to assess the trip 

distribution and any resulting capacity or safety effects on affected intersections and the proposed accesses 
to the Site. 

 

13.1 WRTM Validity 
 

The WRTM is presently the most appropriate strategic transport planning tool for predicting transport 
demands of proposed and consented land-use activity zones in the Waikato. 

 
BBO obtained the latest WRTM model run (“HSL Scenario 31”) from CoLab that was developed for NZTA’s 
Investment Case for HSL. HSL Scenario 31 included the following key network infrastructure for HSL:  

 

• HSL Central interchange south of Peacocke, as designated 

• North-south corridor (Greenwood Street), 2+2 lanes with 100 km/h posted speed limit 

• SL1 at-grade roundabout, approximately 970 m south of Greenwood Street / Kahikatea Drive 
intersection 

• Half-diamond interchange at Collins Road, as designated 

• Greenwood Street / Duke Street left-in-left-out intersection  

• Three-arm roundabout at Greenwood Street / Kahikatea Drive intersection with no access via 

Kahikatea Drive Extension.  
 

BBO conducted a review of the WRTM network and zone structure surrounding the SL1 development areas 

and identified refinement work shown in Figure 43 was required to better reflect the future road network 
surrounding the sites.  
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Scenarios 1A to 1E were analysed to determine if any development within the SL1 Residential Development 
area could be progressed in advance of HSL construction, and if so, identify the transportation infrastructure 

required to support the development. Scenarios 1A to 1E are assumed to be developed within the first five 
years (i.e. approximately 2030) which is sooner than the predicted timeline to construct HSL.  
 

The 2030 baseline traffic volumes were derived from the surveyed peak hour traffic flows 23 and include an 
allowance for background traffic growth independent of the proposed development. This approach 

recognises that future traffic volumes on the state highway network will not be attributable solely to trips 
generated by the proposed developments. From the most recent data extracted from the NZTA TMS State 
Highway records, Greenwood Street and Ohaupo Road (SH3) have had an approximate average baseline 

growth of 1.2% and 1.5% per annum respectively. 
 
A seasonal factor is applied to the surveyed traffic flows to account for traffic flow variation throughout the 

course of the year. To determine an appropriate factor, traffic counts from the Greenwood telemetry site on 
SH1C (i.e. site 97) and Ohaupo telemetry site on SH3 (i.e. site 119) have been assessed. Both telemetry sites 

indicate an average daily factor of 1.14 for the month of October 2025 during which the intersection count 
surveys were undertaken.  
 

Additional traffic associated with the Residential Development area (i.e. Scenarios 1A to 1E) were then added 
to the 2030 baseline volumes to understand the effects on the intersections for a future year scenario.  
 

13.3 Key Findings from WRTM Modelling 
 

The following key findings have been drawn from the WRTM outputs and have informed the subsequent 
intersection capacity assessments in Section 15: 
 

• Ohaupo Road traffic distribution:  

Earlier HSL Scenario 31 outputs indicated that approximately 10% of traffic from the Residential 

Development zones would use the Ohaupo Road / Lambert Court intersection, compared with 
approximately 30% using the Ohaupo Road / Resthill Crescent intersection. On that basis, Ohaupo 
Road / Resthill Crescent was initially considered for signalisation. However, the subsequent SL1 

project WRTM model runs indicate that a greater proportion of Residential Development traffic is 
distributed to Ohaupo Road / Lambert Court. Accordingly, the intersection capacity assessment in 
Section 15.2.3 identifies Ohaupo Road / Lambert Court as the appropriate location for signalisation, 

rather than Resthill Crescent. On this basis and noting the proposed signalisation of both Ohaupo 
Road / Lambert Court and Ohaupo Road / Houchens Road, together with the nearby mid-block 

signalised crossing on Ohaupo Road, signalisation of Ohaupo Road / Resthill Crescent is no longer 
proposed. Instead, the right-turn movement out of Resthill Crescent is proposed to be removed, with 
southbound traffic redirected via the signalised Lambert Court intersection. This is assessed further 

in Section 15.2.4. 

• Adjustment of modelled development traffic:  

Following consultation with NZTA and HCC, the updated trip generation calculations presented in 

Section 12 indicate that the development trips represented in the WRTM are lower than the refined 
estimates for both developments. Specifically, the WRTM modelled demand is approximately 13% 

lower for Industrial Development and approximately 10% lower for Residential Development. The 
modelled development trips have therefore been increased by these respective percentages for the 
intersection performance analyses presented in Section 15. 

 
23 Based on 2025 intersection count surveys undertaken by BBO. 
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Figure 45: Greenwood St (SH1C) / Kahikatea Dr Roundabout Indicative Layout – NZTA Concept 
 

 
Figure 46: Greenwood St (SH1C) / Kahikatea Dr Roundabout Indicative Layout – SL1 Recommended Design 
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Figure 48: Proposed SL1 Roundabout Connection Scenario 2 

 
When HSL Stage 3 is delivered, the eastern arm at the roundabout will provide access to the eastern side of 

the Industrial Development while HSL extends south of the SL1 collector road. at which point the intersection 
operates as a four-arm roundabout (Figure 49). 
 

It is to be noted that the HSL / SL1 roundabout was modelled in SIDRA as part of a network with the proposed 
layout for future Greenwood Street / Kahikatea Drive three-arm roundabout (Figure 46). The results of the 

intersection performance for the various modelling scenarios during the peak periods are presented in Table 
No: 28. 
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273 seconds per vehicle during the AM peak period, with 95th percentile queues increasing to approximately 

1,381 m.  
 

It is important to note the modelling shows the roundabout could experience significant congestion by 2035 
even without traffic generated by the Residential Development. The SIDRA modelling indicates that both the 
Saxbys Road and Tomin Road approaches are forecast to experience high delays under future background 

traffic conditions. This suggests that some form of upgrade is likely to be required irrespective of the 
Residential Development, with the Residential Development primarily influencing the timing at which those 

upgrades become necessary. To address this constraint, an alternative roundabout configuration has been 
assessed comprising: 
 

• Four-laning of Ohaupo Road between Saxbys Road and Lambert Court. 

• Additional approach lanes on Saxbys Road and Tomin Road. 

• Metering of the Ohaupo Road southbound approach during the AM peak period. 

 
The assessed layout is shown in Figure 54, with the modelling results presented in Table No: 33. 

 
The primary constraint at the roundabout is the high northbound traffic demand on Ohaupo Road during the 
AM peak period, which restricts opportunities for vehicles from Saxbys Road to enter the circulating 

carriageway. Metering of the southbound Ohaupo Road approach creates gaps within the circulating traffic 
stream, improving entry opportunities for vehicles from Tomin Road. This in turn increases opportunities for 
vehicles from Saxbys Road to enter the roundabout as northbound vehicles on Ohaupo Road will have to give 

way to the right (i.e. Tomin Road approach). The additional approach lanes on Saxbys Road and Tomin Road, 
together with four-laning of Ohaupo Road between Saxbys Road and Lambert Court, further improve the 

capacity and operation of the intersection. 
 
The SIDRA modelling indicates that metering is only required during the AM peak period when southbound 

traffic demand on Ohaupo Road is highest. The PM peak period continues to operate at an acceptable level 
without requiring metering. 
 

The metering arrangement assessed in SIDRA represents a conceptual operational treatment intended to 
create acceptable gaps in the circulating traffic stream. The detailed signal phasing, timing parameters, 

detection strategy and operational settings would be determined through subsequent design and 
consultation with NZTA. 
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The metered roundabout substantially improves performance under Scenario 2 in addition to the two 
southbound exit lane option assessed in Table No: 32. The average intersection delay reduces from 

approximately 273 seconds to 19 seconds per vehicle and the 95th percentile queue reduces from 
approximately 1,381 m to 126 m. This demonstrates that the identified capacity constraint can be effectively 
managed through the proposed metering and lane improvements. 

 
The modelling indicates that the upgraded roundabout continues to operate at an acceptable level under 

Scenario 2. While the Saxbys Road approach experiences unacceptable delays in Scenarios 4 and 5 during the 
AM peak period, these scenarios either assume that HSL is operational or represent development levels 
beyond those assessed under a without-HSL network scenario. The PM peak period continues to operate at 

an acceptable level in all assessed scenarios.  
 
Based on the assessment undertaken, the Residential Development can be demonstrated to operate with 

acceptable transport effects up to approximately 543 dwellings (Scenario 2) under a network scenario that 
does not rely on the delivery of HSL, subject to the transport infrastructure upgrades identified in this ITA 

being delivered. The modelling indicates that the identified roundabout constraint can be managed through 
the proposed upgrades at this level of development. 
 

While Scenario 3 (730 dwellings) demonstrates that the wider transport network can continue to operate  
efficiently, this scenario assumes that HSL is in place and therefore does not provide a direct assessment of 
higher residential yields under a without-HSL network scenario. 

 
The WRTM scenarios assessed as part of this ITA demonstrate that the operation of Ohaupo Road 

intersections is influenced by broader land use, transport infrastructure and travel behaviour assumptions. 
These include the scale and timing of development within the Airport Business Zone, Peacocke Structure Plan 
area and other growth areas, together with assumptions regarding HSL delivery, public transport uptake and 

active mode uptake. Further discussion of these matters is provided in Table No: 45 in Section 15.5.2. 
 

Accordingly, the results of this assessment should not be interpreted as indicating that development cannot 
proceed beyond 543 dwellings prior to HSL being delivered. Rather, the assessment demonstrates that 
development up to approximately 543 dwellings can be accommodated under a without-HSL scenario based 

on the assumptions adopted for the current modelling. 
 
To ensure that those assumptions remain representative of the receiving transport environment as 

development progresses, a further ITA should be prepared before development exceeds approximately 543 
dwellings. The purpose of that assessment would be to reassess the operation of the Ohaupo Road corridor, 

having regard to the transport network conditions, land use development, travel behaviour and transport 
infrastructure (existing and committed at the time (including HSL)), and to identify any further mitigation 
measures available to support development beyond 543 dwellings if HSL delivery remains uncertain. 

 
This assessment requirement should be regarded as a transport reassessment trigger rather than a 
permanent development limit. Its purpose is to provide a mechanism for confirming whether the 

assumptions underpinning the current assessment remain appropriate as development progresses and 
whether any additional transport mitigation is required. 

 
The reassessment trigger relates specifically to the performance of the Ohaupo Road (SH3) corridor and 
should not be interpreted as a constraint on the operation of the recommended Industrial Development 

access arrangements, or the wider strategic transport network. 
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The right turn movements from Lambert Court and the residential service lane fail (LOS F) in the 2030 baseline 

scenario. The average delay experience by these movements only worsens in Scenario 1A when the 
development traffic (59 dwellings) is added to the adjoining road network. Accordingly, an upgrade of the 

intersection to signal control is necessary before trips are generated by the first stage of Residential 
Development. Figure 56 presents the upgraded intersection layout. 
 

The separation distance between the proposed Ohaupo Road / Lambert Court intersection and the existing 
signalised mid-block crossing is approximately 105 m. It is not unusual to have closely spaced signal-

controlled intersections as these can operate with coordinated signal timings. Below are some examples of 
reduced separation distances25 between other signalised intersections in Auckland and Hamilton: 
 

• Teed Street to Remuera Road (Newmarket, Auckland) = 53 m 

• Ward Street to Bryce Street (Hamilton Central, Hamilton) = 115 m 

• Sky City Hamilton to Collingwood Street (Hamilton Central, Hamilton) = 144 m 

 
The close spacing between the proposed signalised intersection and the existing pedestrian crossing can be 

managed through coordinated signal operation. The pedestrian crossing is demand responsive and only 
interrupts traffic flow when activated.  
 

Table No: 35 presents the modelled performance results and Figure 59 presents the optimised phase 
sequence. 
 

 
Figure 56: Proposed Ohaupo Rd / Lambert Ct Signalised Intersection Layout – Scenario 1A to 1C 

 

 
25 Separation distance is measured between primary signal displays of both the upstream and downstream signalised 
intersections in the same approach. 
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Figure 57: Proposed Ohaupo Rd / Lambert Ct Signalised Intersection Layout – Scenario 1D 

 

 
Figure 58: Proposed Ohaupo Rd / Lambert Ct Signalised Intersection Layout – Scenarios 2 to 5 
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approximately 75 m, indicating that such occurrences are infrequent and not representative of typical 

operating conditions. On this basis, the modelling demonstrates that the proposed Ohaupo Road / Lambert 
Court signalised intersection can accommodate the forecast traffic demand. 

 
It is noted that a signalised intersection form supports Ohaupo Road being a bus priority corridor in the 
future. Detailed signal phasing, pedestrian crossing arrangements, geometric design and visibility 

requirements will be confirmed during subsequent engineering design phases. 
 

Consideration has been given to removing access to the Ohaupo Road service lane (northern leg of the 
Ohaupo Road / Lambert Court intersection), since an alternative is already provided further north on Ohaupo 
Road. However, it is expected that the likelihood of crashes at the alternative northern access could 

potentially increase as vehicles exiting and heading north will have to cut across two lanes (i.e. one 
southbound land + flush medium existing arrangement and two southbound lanes future arrangement) to 
merge with through traffic. Similarly, vehicles turning right into the access will have to cut across two lanes.  

 
To mitigate the safety risk, a central median island could be introduced on Ohaupo Rd at the alternative 

northern access limiting movements at the access to left-in-left-out. However, this could in return increase 
unsafe U-turn movements at both signalised intersections (i.e. Saxbys Rd and Lambert Ct) on either end of 
this section of road. 

 
On balance, retaining the service lane as the fourth leg of the signalised intersection is considered preferable 
to closing the access, having regard to the operational and safety implications associated with diverting 

movements to the alternative northern access. 
 

15.2.4 Ohaupo Road / Resthill Crescent Intersection 
 
The existing intersection layout modelled within SIDRA is shown in Figure 60. The results of the intersection 

performance during the peak periods are presented in Table No: 36. 
 

 
Figure 60: Existing Ohaupo Rd / Resthill Cres Intersection Layout 
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Figure 66  illustrates the future 2035 and 2045 Comet bus routes, aligned with the WRC 2028 and 2037 

Network Plans (refer to Figure 23and Figure 24). Table No: 42 compares route performance for buses, light 
vehicles and heavy commercial vehicles using four indicators: average travel speed, average control delay, 

degree of saturation and effective stop rate. These indicators collectively describe travel efficiency, delay 
exposure, capacity resilience and stop-start operating conditions along the corridor.  
 

The modelling indicates that bus services generally achieve travel performance comparable to, and in many 
cases better than, light vehicles and heavy commercial vehicles across the assessed scenarios.  Bus 

movements typically experience lower average control delays and lower effective stop rates than other 
vehicle classes, indicating reduced exposure to stop-start conditions and supporting improved service 
reliability. 

 
In Scenario 2 (2035 without HSL), the corridor experiences its most constrained operating conditions, 
particularly in the Houchens Road to Saxbys Road direction during the AM peak and the Saxbys Road to 

Houchens Road direction during the PM peak. Despite these conditions, buses continue to achieve 
comparable or higher travel speeds than general traffic and generally experience lower delays.  

 
The introduction of HSL in Scenarios 3 and 4 generally reduces corridor degrees of saturation and provides 
additional network capacity, reflecting the redistribution of traffic across the wider transport network. While 

changes in travel speed and delay vary by direction and time period, buses continue to perform competitively 
relative to light vehicles and heavy commercial vehicles under all assessed scenarios.  
 

The effective stop-rate results also indicate that buses generally experience fewer stop-start events than 
other vehicle classes across most scenarios. This supports smoother progression through the corridor and 

contributes to travel time reliability for future public transport services. 
 
It is noted that the assessed network includes transport interventions that support public transport operation 

at key locations along the corridor. However, the purpose of this assessment is not to confirm the detailed 
design of future bus-priority measures. Rather, it is to assess the relative performance of future bus services 

within the wider transport network scenarios considered by the ITA. 
 
Overall, the route travel performance results indicate that future public transport services can operate 

efficiently within the assessed transport network. While HSL provides additional network capacity and 
generally reduces corridor saturation, the modelling demonstrates that bus services remain a competitive 
transport option across all assessed scenarios, achieving travel speeds and operating conditions that are 

comparable to, and often better than, general traffic. 
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16.2 Rule 25.14.4.1 (e) Minimum Sight Distance from any Vehicle Crossing 
 
The ODP requires the following minimum sight distances: 

 

• 45 m on a 40 km/h posted speed limit local road. 

• 60 m on a 50 km/h posted speed limit local road.  

• 70 m on a 50 km/h posted speed limit collector road.  
 

Potential non-compliances with this rule are generally associated with lots located adjacent to intersections, 
on the inside of horizontal curves, or on corner sites where achieving the minimum sight distance 
requirements can be challenging within a higher-density urban subdivision layout. The precise compliance 

position for individual vehicle crossings will depend on their final location and detailed engineering design.  
 
Table 15-5aii of the ODP specifies target operating and design speeds of 40 km/h or lower for all local and 

collector roads. For this reason, the rule appears to mandate a sight distance that exceeds what is necessary 
given the proposed operating speed. 

    
A more practical approach is to reference the stopping sight distance (“SSD”) specified in Austroads Guide to 
Road Design Part 3: Geometric Design (“AGRD Part 3”). A minimum SSD of 22 m and 34 m are required for 

30 km/h and 40 km/h operating speed environment based on 1.5 seconds reaction time. These minimum 
requirements are expected to be fulfilled by the proposed development scheme layouts. 

 
The sight distance from a vehicle crossing on a minor road downstream from an intersection is mainly 
influenced by turning speed, which depends on the kerb corner radius and carriageway widths. Based on 

Austroads GTRD Part 3, a turning speed of 15–20 km/h corresponds to a stopping sight distance of 9–13 m. 
This sight distance requirement is generally expected to be achieved, or alternatively the location of the 
vehicle crossing can be optimised through detailed design.  

 
Similarly, vehicle crossings located adjacent to horizontal curves are expected to operate safely due to the 

reduced vehicle operating speeds typically associated with curved alignments. Any reduction in operating 
speed correspondingly reduces the stopping sight distance required. 
 

The identified non-compliances are generally associated with urban subdivision design rather than locations 
where material safety concerns are anticipated. The ODP specifically recognises that compliance may not 
always be achievable on local roads and provides an exception pathway requiring vehicle crossings to  be 

located to achieve the maximum sight distance possible. Having regard to the proposed low-speed road 
environment, the anticipated departures are not expected to result in material safety or operational effects 

and can be appropriately managed through detailed engineering design. 
 

16.3 Reversing onto Local Roads 
 
The proposed front‑loaded terrace, duplex and detached typologies within the Residential Development will, 

in some instances, result in vehicles reversing from residential lots onto adjoining roads. This is a typical and 
accepted outcome for higher‑density residential development and is common within the Hamilton urban 
environment. 

 
The potential effects of reversing manoeuvres have been assessed in the context of the receiving road 
environment. The majority of affected lots will access low‑speed local roads, where traffic volumes and 

operating speeds are expected to be low, and where driver awareness of frontage activity is high. In this 
context, occasional reversing movements can be undertaken safely and do not give rise to significant 

transport effects. 
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It is recognised that reversing manoeuvres are generally avoided on higher‑order roads. However, the 
Residential Development scheme plan and access arrangements are primarily oriented to local roads, with 

no reliance on direct access to arterial routes. The Project is therefore consistent with the intent of the ODP 
in managing vehicle manoeuvring effects. 
 

Overall, the proposed access arrangements are considered appropriate for the scale and typology of 
development and are not expected to result in adverse safety or operational effects on the surrounding road 

network. 

17. Construction Traffic 
 

The sites are currently vacant. To facilitate bulk earthworks and associated construction traffic,  further 
assessment will be undertaken following resource consent to confirm staging arrangements and access 

points for construction vehicles, including heavy vehicle movements. 
 
The proposed development will be undertaken in stages. Detailed design and construction sequencing will 

be confirmed following resource consent approval and appointment of a construction contractor.  
 

As is typical for developments of this scale, a Construction Traffic Management Plan (“CTMP”) will be required  
as a condition of consent. The CTMP will be prepared as part of the Construction and Earthworks 
Management Plan (“CEMP”) and submitted to the relevant road controlling authorities for approval or 

certification, as required by consent conditions. The CTMP will outline construction staging, access 
arrangements, haul routes, anticipated construction traffic volumes for each stage, and the associated traffic 
management measures. 

 
It is anticipated that construction access to the Industrial Development will primarily be provided via the 

proposed Greenwood Street / Kahikatea Drive interim four-arm roundabout and associated north-south 
access road. Wickham Street and the existing right-of-way may be used as a secondary construction access 
where required, subject to confirmation through the final CTMP and any necessary approvals. Construction 

access to the Residential Development is anticipated to be provided via Saxbys Road, Forth Crescent and 
MacMurdo Avenue. 
 

The site will be managed to enable vehicles, where practicable, to enter and exit in a forward direction 
without reversing onto the adjoining road network. Where site constraints or delivery requirements 

necessitate temporary traffic management measures, these will be implemented in accordance with 
approved procedures and to the satisfaction of NZTA and HCC. The CTMP will include, but not be limited to: 
 

• timing and sequencing of construction activities 

• anticipated traffic volumes and access arrangements for each stage 

• haul routes and heavy vehicle routing arrangements 

• measures to maintain safe and efficient pedestrian and vehicle movements 

• wheel washing and debris management 

• route management for heavy and over‑dimension vehicles 

• temporary traffic management arrangements, including impacts on parking, servicing and adjacent 
land uses 

• contact details for key site personnel. 
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All temporary traffic management measures will be designed and implemented in accordance with the New 

Zealand Guide to Temporary Traffic Management (“NZGTTM”). Appropriate signage and traffic control will 
be provided to safely manage construction impacts on the surrounding network.    

 
It is to be noted that construction activities are temporary in nature and, with the implementation of 
appropriate management measures through the CEMP and CTMP, potential construction‑related effects on 

the surrounding transport network are expected to be appropriately managed such that any adverse effects 
are no more than minor. 

18. Transport Strategies and Policy  
 

18.1 Government Policy Statement on Land Transport 2024 – 34 
 
GPS 2024 was confirmed in June 2024, and it outlines the coalition Government’s priorities for expenditure 

from the National Land Transport Fund over the next 10 years. It also provides guidance to decision-makers 
about where the Government will focus resources, consistent with the purpose of the Land Transport 
Management Act 2003, which is:   

 
“To contribute to an effective, efficient, and safe land transport system in the public interest.”26 

 
The four Strategic Priorities of GPS 2024 are: 
 

• Economic Growth and Productivity 

• Increased maintenance and resilience  

• Safety 

• Value for Money 
 

The expected outcomes of the GPS 2024 are defined further as follows:  
 

• Economic Growth and Productivity:  

o Reduced journey times and increased travel time reliability.  

o Less congestion and increased patronage on public transport.  

o Improved access to markets, employment and areas that contribute to economic growth.  

o More efficient supply chains for freight.  

o Unlocked access to greenfield land for housing development and supporting greater 

intensification. 

• Increased Maintenance and Resilience:  

o More kilometres of the road network resealed and rehabilitated each year.  

o Fewer potholes.  

o A more resilient road and rail network. 

• Improved Safety:  

o Reduction in deaths and serious injuries.  

 
26 Section 3 of the Land Transport Management Act 2003 
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o Increased enforcement.  

o The primary focus of this priority is to make transport substantially safer for all.  

• Value for money:  

o Better use of existing capacity.  

o Less expenditure on temporary traffic management. 
 

The Project is generally consistent with the GPS 2024, particularly the strategic priorities of Economic Growth 
and Productivity, Safety, and Value for Money. It supports the release of industrial and residential land within 

an identified future growth area, enables improved access to employment and freight networks, and 
incorporates a staged transport response that focuses on targeted upgrades, mode shift, and efficient use of 
existing and planned infrastructure including interim transport solutions that enable development to proceed 

independently of HSL delivery. The Project also aligns with the resilience objectives of GPS 2024 by 
maintaining flexibility to integrate with future strategic transport improvements, including HSL, should those 
improvements proceed. 

 

18.2 NZ Transport Agency Waka Kotahi Statement of Intent 2024 – 2028 
 
This statement of intent (“SOI”) presents a new strategic direction for NZTA and sets out how it will respond 
to the expectations of GPS 2024 for the next four years. The following system outcomes are the long-term 

changes to the transport system that NZTA is focusing on to realise its vision: 
 

• Meeting current and future needs - Enabler of other system outcomes and is about ensuring that the 
way NZTA works enables it to meet the needs of current and future users and aligns to the priorities 
of GPS 2024. 

• Effectively and efficiently moving people and freight - Ensuring networks are available and reliable at 
consistent levels of service with a focus on increasing the uptake of efficient, cost-effective, low carbon 
transport options. 

• Safe - Ensuring no one is killed or seriously injured when using or working on the transport system. 

• Environmentally sustainable - Reducing harm to and improving the environment, with a focus on 
reducing greenhouse gas emissions and climate change adaptation, including reflecting expectations 

on NZTA set by the Carbon Neutral Government Programme. 
 

The Project is consistent with the SOI by supporting the outcomes of meeting current and future needs, 
effectively and efficiently moving people and freight, safety, and environmental sustainability. The Project 
provides for planned residential and industrial growth within an identified future growth area, while adopting 

a staged transport response that integrates with existing and planned strategic infrastructure, including HSL. 
It also supports improved travel choice through provision for public transport, walking and cycling, and 

identifies the transport upgrades required to maintain safe and efficient network operation as development 
occurs over time. 
 

18.3 Waikato Regional Land Transport Plan 2024 – 2054 
 

The Waikato Regional Land Transport Plan (2024 – 2054) (“WRLTP”) sets out the strategic direction for land 
transport in the Waikato region over the next 30 years. The WRLTP is built around the region’s key transport 
issues, namely: 

 

• Climate Change: an environmentally sustainable, energy efficient and low-carbon transport system that 
delivers emissions reductions and enhances communities’ long-term resilience to the effects of climate 

change. 
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• Resilience: an efficient and resilient land transport system that ensures communities have route security 

and access to essential services. 

• Growth and Economic Development: an integrated transport system that supports compact urban form 

and planned future growth; AND an efficient and resilient strategic corridor network that advances 
regional economic and social wellbeing. 

• Accessibility and Transport Options: an integrated transport system that provides transport options for 

differing community access and mobility needs. 

• Safety: a safe, accessible transport system in the Waikato region where no one is killed or seriously 
injured. 

 
The Project is aligned with the WRLTP because it supports planned growth in a way that integrates with the 

strategic transport network, improves travel choice, responds to identified safety and resilience issues, and 
supports a gradual shift toward public transport and active modes over time. 

19. Stakeholder Engagement 
 
To date, engagement with NZTA has been undertaken around the extent of assessment required to 

understand the traffic impacts arising from the proposed developments’ traffic on the operation of the 
adjacent state highway corridor, trip generation calculation and assumptions as well as form and design of 
the proposed intersection upgrades. These discussions have informed the scope of the traffic analysis 

reported in this ITA. Comments from NZTA on the draft ITA (dated 19 March 2026 and 23 June 2026) are 
attached as Appendix C. 

 
Similarly, discussions have also been held with HCC, Waipā District Council and WRC to ensure this ITA 
appropriately addresses the key transport matters. 

 
Continued liaison with all stakeholders is expected during the Fast-track process and subsequently as the 
detailed design for the proposed transport infrastructure is refined.   

20. Conclusions 
 

This ITA has assessed the transport effects of the proposed Industrial and Residential Developments with 
regard to existing transport conditions, committed and planned network upgrades, and the relevant national,  

regional and local transport policy framework. 
 
The assessment is informed by site access design, staged trip generation analysis, strategic transport 

modelling using the WRTM, and detailed intersection capacity assessments using SIDRA Intersection 
software. 
 

The key conclusions of the assessment are as follows: 
 

• Industrial Development 

o The preferred interim access strategy is Interim Option B. This arrangement enables the full 
assessed Industrial Development to proceed independently of HSL delivery through 

provision of a four-arm Greenwood Street / Kahikatea Drive roundabout, an interim access 
road on the HSL corridor, and delivery of the proposed internal collector road network. 

o The assessed interim access arrangement provides a practical and flexible transport solution 

given the uncertainty surrounding the timing of HSL delivery. 
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o When HSL is delivered in future, the Industrial Development transitions to the ultimate 

access arrangement via the proposed HSL / SL1 roundabout and east-west collector road. 

• Residential Development 

o The Residential Development can be accommodated through a staged transport 
infrastructure framework comprising intersection upgrades, walking and cycling 
improvements, and provision for future public transport services.  

o The assessment indicates that Residential Development can be accommodated with 
acceptable transport effects up to 543 dwellings under a network scenario that excludes HSL 

delivery, subject to implementation of the transport infrastructure upgrades identified in this 
ITA. 

o Subdivision exceeding 543 dwellings should be supported by a further / updated ITA to 

confirm the assumptions underpinning this ITA (2026 ITA) remain relevant for the receiving 
transport environment and to determine whether any additional mitigation measures or 
factors exist to enable further development if HSL delivery remains uncertain.  

• Multi-modal transport network 

o The proposed transport network has been designed to support increased travel choice and 

reduce reliance on private vehicle travel over time. 

o The proposed walking, cycling and public transport infrastructure provides a high level of 
connectivity in and between the Development areas with the surrounding transport 

network. The infrastructure proposed is comprehensive and necessary to support the 
increasing mode share rates that support the effects assessment. 

• Hamilton Southern Links 

o HSL remains an important long-term component of the future transport network for 
southern Hamilton. Modelling shows it will improve the distribution of traffic through 

southern Hamilton, provide network resilience and spare capacity on Ohaupo Road through 
Glenview. 

o However, the transport strategy adopted for the Project does not rely on HSL being delivered 

within a specific timeframe. Interim access arrangements, transport infrastructure upgrades 
and staging measures have been identified to manage transport effects under both interim 
and future network conditions. 

 
Subject to implementation of the recommended transport infrastructure upgrades, staging measures and 

reassessment provisions identified in this ITA, the proposed Industrial and Residential Developments can 
proceed without resulting in unacceptable transport effects. 

21. Recommendations 
 
The following recommendations are made based on the findings of this ITA. Detailed infrastructure staging 

and upgrade requirements are summarised in Table No: 43 and Table No: 44. 
 

• Development should proceed in accordance with the staged transport infrastructure framework 

assessed in this ITA, with the access, intersection and corridor upgrades identified in Table No: 43 
and Table No: 44 delivered at the relevant development stages. 

• Up to 1 ha of Industrial Development may be occupied prior to any upgrade at the existing 
Greenwood Street / Kahikatea Drive intersection, relying on the existing local industrial road network 
and existing access arrangements. 
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• Where HSL Stage 1A has not been delivered, occupation of Industrial Development beyond the initial 

1 ha threshold should be supported by Interim Option B. Prior to occupation beyond this threshold, 
the following infrastructure should be delivered and operational: 

o an interim four-arm Greenwood Street / Kahikatea Drive roundabout; 

o an east-west collector road forming the primary internal movement corridor through the 
site. 

o an interim access road between Greenwood Street / Kahikatea Drive and the east-west 
collector road; and 

o the interim access road / east-west collector road connection required to serve the Industrial 
Development. 

• Interim Option B should be designed and staged to remain compatible with the ultimate HSL-

integrated transport network and not preclude future implementation of the HSL / Greenwood 
Street layout. 

• Residential Development should proceed generally in accordance with the infrastructure staging 

framework identified in Table No: 44, including delivery of the identified intersection, corridor and 
active mode improvements at the relevant stages of development. 

• Prior to construction of any dwelling that would result in more than 543 dwellings being established 
within the Residential Development, an updated ITA should be prepared by a suitably qualified and 
experienced transport engineer in accordance with the reassessment framework outlined in Section 

15.5.2. The updated ITA should confirm whether further Residential Development can be 
accommodated within the receiving transport environment at that time and identify any additional 
mitigation measures or staging controls that may be required. 

• Walking and cycling infrastructure, public transport-enabling road cross-sections, and provision for 
future bus routing and in-lane stops should be delivered in accordance with the staging framework 
relied on in this ITA. 

• Detailed design should be undertaken in consultation with the relevant road controlling authorities 
to confirm the final form, timing and layout of the identified transport improvements, while 

maintaining consistency with the infrastructure and staging framework assessed in this ITA. 

• A CTMP should be prepared for the relevant stages of works to manage temporary access 
arrangements, construction vehicle routing, effects on the surrounding road network, and protection 

of vulnerable road users. 
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Appendix A – Intersection Upgrade and Walking and Cycling 
Wider Connectivity Concept Plans 
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Appendix B – SIDRA Movement Summaries 
 

  





























 

TV8 

Appendix D – Intersection Traffic Counts 
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Appendix E – Draft Construction Traffic Management Plan 
 

 
 
 

 
 
 

 




