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Executive Summary 

This Integrated Transportation Assessment (ITA) has been prepared in support of the Fast-track 
application for the proposed Harlow Lifestyle Village at 2025 Ōhaupō Road (SH3), Te Awamutu, on 
behalf of Te Awamutu Developments Limited (TADL). The proposal comprises a comprehensively 
planned retirement village including approximately 414 independent living units, a 100-bed Care Home, a 
Community Hub, associated road and transport infrastructure, and supporting open space, wetland and 
ecological enhancement areas. The development is proposed on approximately 25.78 hectares and will 
be delivered in stages.  

The assessment has considered the existing and future transport environment, relevant national, regional 
and local transport policy frameworks, the proposed internal transport network, traffic generation 
characteristics, transport modelling outcomes, intersection performance, active transport accessibility, 
parking provision and construction traffic effects.  

The site occupies a strategic location immediately adjoining Ōhaupō Road SH3, providing direct access 
to Te Awamutu, Hamilton and the wider Waikato transport network. While the site is not identified within 
the District's planned residential growth cells, the national, regional and district growth frameworks 
expressly provide for consideration of unanticipated or out-of-sequence development.  The assessment 
demonstrates that the proposal can be effectively integrated with existing and planned transport 
infrastructure and can achieve the transport outcomes sought through the applicable policy framework.  

The key findings of the assessment can be summarised as follows: 

• A new single-lane roundabout will provide the primary site access from SH3 from the commencement of 
the development, consistent with NZTA's stated preference, and support safe and efficient traffic 
operations.  

• Optioneering of priority-controlled, signalised and roundabout intersection forms, undertaken in 
engagement with NZTA, confirmed the roundabout as the safest and most efficient long-term 
access arrangement. The roundabout will introduce a lower-speed, safe system intersection 
environment that reduces the likelihood and severity of potential conflicts and provides a wider 
road safety benefit for existing users of SH3.  

• The internal transport network provides a clear road hierarchy, comprehensive pedestrian 
facilities, active mode connections and public transport opportunities.  

• Provision has been made within the site for potential future connections to adjoining land to the 
north, west and south, including a future active mode link to Innes Place, ensuring that future 
connectivity and integration with the surrounding transport network is not foreclosed.  

• Full development is forecast to generate approximately 162 AM peak hour trips and 176 PM peak hour 
trips which can be readily accommodated by the surrounding network.  

• Strategic WRTM modelling and detailed SIDRA analyses demonstrate no material deterioration 
in wider network performance attributable to the proposal.  

• The proposed SH3 roundabout is expected to operate efficiently, with a worst movement LOS B, through 
all development stages and to the 2045 assessment horizon with substantial reserve capacity.  

• Sensitivity testing confirms the assessment outcomes remain robust under alternative trip 
distribution scenarios.   

• The proposed roundabout will have a marginal effect on SH3 travel times, with geometric delay 
increasing by approximately 0.5 to 0.6 seconds and a less than minor increase in travel time 
along the assessed sections of the state highway corridor.  



 

 

• Parking provision, comprising a minimum of 414 residential spaces, 120 apartment spaces, 55 Care Home 
spaces, 29 Community Hub spaces and 49 on-street spaces, is sufficient to support the anticipated 
operational requirements of the retirement village, Care Home and Community Hub.  

• Walking, cycling and public transport accessibility have been integrated into the development through a 
2.5m wide internal shared path, shared path connections to the Te Awamutu urban area and two bus stops 
on SH3 at the proposed roundabout. 

• Early and ongoing engagement has been undertaken with NZTA, Waikato Regional Council and 
Waipa District Council, with feedback incorporated into the design of the roundabout, shared path 
and bus stop proposals. Engagement with NZTA is continuing in relation to detailed design 
matters.  

• Construction traffic effects can be managed through staging controls, temporary traffic 
management measures and implementation of a Construction Traffic Management Plan.  

Overall, the ITA concludes that the Harlow Lifestyle Village can be developed and operated in a manner 
that is safe, efficient and consistent with the objectives of the wider transport network. The transport 
effects associated with the proposal are assessed as no more than minor and can be appropriately 
managed through the proposed design and transport conditions. Accordingly, the findings and 
recommendations of this ITA should be considered together with, and subject to, the recommended 
transport conditions included as Appendix 29 – Draft WDC Conditions in the Substantive Application 
Report.  
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1.0 Introduction 

1.1 Statement of Experience 
My full name is Mark John Apeldoorn. I am a Transport Planner and Partner at Boffa Miskell 
having held that position for about 3 years.  I am the principal transportation advising expert to 
this development proposal and a principal author of this assessment.  I have been supported in 
the preparation of this assessment by others whom are specified in the above Quality 
Assurance sheet. 

I hold a Bachelor's degree with honours in Civil Engineering, a postgraduate Certificate of 
Proficiency in Transportation Planning and a postgraduate Diploma in Business Management, 
all from the University of Auckland.  I am a Chartered Professional Engineer (CPEng) New 
Zealand, a Fellow of Engineers New Zealand (FENZ), an International Professional Engineer 
(IntPE), and a member of the Resource Management Law Association (RMLA) and New 
Zealand Planning Institute (NZPI). 

I have over thirty years of experience as a practising traffic and transportation engineer.  I have 
worked as a local authority engineer and as a traffic engineering consultant.  As a consultant, I 
have been engaged by local authorities, and private concerns to advise on traffic and roading 
development issues covering safety, management and planning matters of many kinds. 

I have also advised extensively on traffic and transportation matters involving significant plan 
changes, designations, and resource consents, with many of these based in the Waipa, 
Waikato and Bay of Plenty areas.  

I confirm that I have read the Code of Conduct for Expert Witnesses contained in the 
Environment Court Practice Note 2023, I agree to comply with it, and this assessment has been 
prepared in accordance with the requirements of the Code.  I confirm that the issues described 
and addressed in this assessment are within my area of expertise, except where I state that I 
have relied on the evidence of other persons.  I have not omitted to consider material facts 
known to me that might alter or detract from the opinions I have expressed. 

1.2 Fast Track Development Introduction 
The Harlow Lifestyle Village Development (the development) is being undertaken by Te 
Awamutu Developments (the Applicant) as a comprehensively planned residential retirement 
community at 2025 Ōhaupō Road State Highway 3 (SH3), Te Awamutu. The development area 
comprises approximately 25.78 hectares (ha) of existing rural land located on the northern edge 
of the Te Awamutu urban area. The development is intended to provide a retirement village 
accommodating approximately 414 independent living units, together with a Care Home and 
Community Hub, integrated with supporting internal roads, open space, landscaping and 
ecological wetland areas. 

Traffic and transportation considerations are central to this project. The site is strategically 
located adjacent to Ōhaupō Road SH3, providing direct connectivity to Te Awamutu, Hamilton, 
and the wider Waikato transport network. The location enables efficient access for residents, 
visitors, service providers and staff while maintaining proximity to key services and facilities 
within the Te Awamutu urban area. The internal transport network has been planned to provide 
safe and efficient circulation within the retirement village and to support future integration 
opportunities with the surrounding transport network where appropriate. 
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The purpose of this report is to bring together the transportation planning, traffic assessment 
and supporting information that underpins the Harlow Lifestyle Village Development. The 
assessment has a particular focus on: 

• Understanding the existing transport environment and travel patterns surrounding the 
site; 

• Assessing the transportation demands generated by the proposed development and the 
relationship of these demands to development staging; 

• Evaluating the effects of the development on the surrounding road network, including 
Ōhaupō Road SH3; 

• Identifying appropriate access arrangements, intersection treatments and active mode 
facilities to support safe and efficient transport outcomes; and 

• Demonstrating how the transport framework will enable the retirement village to 
integrate effectively with the surrounding transport network and community. 

This report is structured to describe the following elements: 

• Current transportation environment; 

• Future transportation environment; 

• Strategic policy context; 

• Harlow Lifestyle Village plan and proposal; 

• Transport corridors and form of infrastructure; 

• Transport demands and transportation modelling; 

• Access, parking, loading and servicing and waste collection; 

• Walking, cycling and public transport; 

• Alignment with District Plan provisions and transportation standards;  

• Construction traffic management matters; and 

• Recommendations and conclusions. 

Based on the assessments undertaken to date, the following transport outcomes are anticipated 
for the Harlow Lifestyle Village Development: 

• A transport system that integrates appropriately with the existing SH3 corridor and the 
surrounding local road network; 

• Safe and efficient access arrangements for residents, visitors, staff and service 
vehicles; 

• Transportation effects that can be appropriately managed through access design, 
intersection treatments and network integration measures; 

• Walking and cycling connections that support accessibility to surrounding residential 
areas and nearby destinations; 

• Transport infrastructure that aligns with the operational requirements of the retirement 
village; and 
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• A transportation environment that contributes to the safe, efficient and sustainable 
functioning of the surrounding network while supporting the needs of an ageing 
population. 

Overall, the transport elements of the Harlow Lifestyle Village Development are assessed as 
being appropriately planned to deliver a safe, integrated and efficient transport environment that 
supports the operation of the proposed retirement village while maintaining the function and 
performance of the surrounding transport network. 
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Figure 2 Project Overview (Source: Pacific Environments Architects) 

 

The properties and the surrounding land use zoning context are shown on the following Figure 3 
below. The development area is substantially undeveloped at present and is currently used for 
rural purposes, with the exception of one residential dwelling. The southern boundary adjoins 
the Medium Density Residential zone, with industrial zones located further to the southeast and 
southwest of the site. 

 
Figure 3 Land use zoning context (Source: Waipa District Council ePlan) 
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2.2 Growth Area Context 

2.2.1 Planned Te Awamutu Growth Cells 

The Waipa District Plan Appendix S1 – Future Growth Cells identifies currently planned future 
Growth Cells for Te Awamutu in both the pre and post 2035 periods. The Te Awamutu Growth 
Cell map from Appendix S1 is shown in the following figure, together with the site's location 
adjoining the town's northern edge. 

 
Figure 4 Waipa District Plan Appendix S1 – Future Growth Cells (Source WDC) 

Further detail on the growth area is provided in Section 3.2.  The site adjoins the northern extent 
of the developed Te Awamutu urban area.  It is positioned north of the future T13 Residential 
Growth Area and west of the urban development edge on the eastern side of SH3. 
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2.3 Road Network Hierarchy and Layout 
Ōhaupō Road SH3 forms the primary transport corridor adjacent to the site and is managed by 
NZTA. The section of SH3 adjacent to the development is classified as a Regionally Strategic 
State Highway and a Limited Access Road by NZTA, and runs generally north-south towards Te 
Awamutu in the south and Hamilton in the north. 

Ōhaupō Road SH3 is classified as a Major Arterial Road in the Waipa District Plan road 
hierarchy (Appendix T5) and is also a Significant Road Corridor as identified in the Waikato 
Regional Policy Statement. 

Figure 5 shows the roading network in the vicinity of the site as classified by WDC. 

Greenhill Drive and Taylor Avenue, located to the south of the site, are classified as local roads. 
Racecourse Road, also to the south, is classified as a Collector Road and forms a priority t-
intersection with Ōhaupō Road SH3. 

Te Rahu Road and Ngaroto Road form a priority crossroad intersection on Ōhaupō Road SH3 
approximately 3.3km to the north of the site. Te Rahu Road is classified as a Local Road, and 
Ngaroto Road is classified as a Collector Road. 

 

    
Figure 5  Road Hierarchy as classified by WDC (Source WDC) 

By way of a comparison, the NZTA One Network Road Hierarchy classifies the road network as 
indicated on the following Figure: 



 

 Boffa Miskell Ltd | Harlow Lifestyle Village Fast Track Application | Integrated Transportation Assessment | 29 October 2026 10 
 

 
Figure 6: NZTA One Network Road Hierarchy 

The corresponding classifications are summarised as follows: 

• SH3 – Regional route; 

• Ngaroto Road, Te Rahu Road, the section of Greenhill Drive west of SH3 to Taylor 
Drive and Racecourse Road – Secondary Collector; and 

• The remaining local road network as Access or low volume routes. 

 

The posted speed limit of Ōhaupō Road SH 3 is 70km/h adjacent to the site, changing to 
100km/h at about the northern boundary of the site. 

Greenhill Drive, Racecourse Road and Taylor Avenue, to the south of the site, have a posted 
speed limit of 50km/h, while Ngaroto Road has a posted speed limit of 80 km/h. 

Along the site frontage, Ohaupo Road SH3 slopes upwards towards the site from the south, 
with a curved horizontal alignment. It has a sealed carriageway approximately 13.5m wide, 
featuring a two-lane road with a central painted median. The painted median extends 
approximately 3.3km north of the site and past Te Rahu Road intersection, and approximately 
800m south of the site to Racecourse Road. 

These intersections and network features are shown in Table 2-1 below. 
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speed limit change is established.  The results are included at Appendix 2.  The count data has 
enabled specific identification of the 5-Day ADT AM and PM peak hour traffic volumes past the 
site as follows: 

• AM peak period northbound / southbound: 813 / 560 vphr; and 

• PM peak period northbound / southbound: 702 / 828 vphr. 

 

The week-long traffic count profile indicates the following characteristics: 

• The busiest days were Wednesday and Friday; 

• Weekend traffic volumes were approximately 75% of peak weekday flows; 

• Distinct AM and PM peak periods are evident, with the PM peak marginally higher than 
the AM peak; 

• Midday traffic flows are approximately 65% of peak-period flows. 

The volume / speed plots indicate the following: 

• The mean and 85th percentile speeds are marginally lower through the peak hour 
periods and throughout the middle part of the day. The mean speed was recorded as 
within the range 68 to 72km/h and the 85th percentile speed in the range 75 to 80km/hr; 

• In the period prior to the AM peak at around 5:00am the mean speed was recorded as 
71 to 76km/hr and the 85th percentile as 82 to 86km/hr; and 

• The corresponding post PM peak period recorded slightly lower speeds with the mean 
about 72 to 74 km/hr and the 85th percentile about 79k to 82m/hr. 

These recordings are typical of speed recordings which indicate the 85thpercentile speed is 
often in the order of 10 - 12km/h above the mean speed and where the mean speed is 
represented as generally consistent with the posted speed limit.  At this site, the mean speed is 
generally about 2 to 4km/h higher than the posted speed limit. The recorded southbound speed 
was approximately 5 km/h higher than the northbound speed. This reflects southbound drivers 
transitioning from the 100 km/h speed zone to the 70 km/h speed zone. 

An assessment of the expected future traffic conditions has been assessed using the strategic 
transport modelling described later in Section 0 of this report. This modelling incorporates 
infrastructure changes, background network growth and traffic associated with planned 
development in the wider eastern Waikato area, as well as what is proposed as part of the 
development. 
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3.0 Future Transport Environment 

3.1 Overview 
This section of the report describes planned changes to the transport network and land use 
environment around the site. It is structured to summarise planned:  

• growth within Te Awamutu and Kihikihi;  

• changes to the road network;  

• walking and cycling improvements; and  

• changes to public transport.  

3.2 Te Awamutu and Kihikihi Growth 
Council anticipates continued growth within Te Awamutu and Kihikihi, with the combined 
population expected to reach approximately 17,000 people by 2051. Council 
has identified approximately 201 ha of residential and large-lot residential land to accommodate 
this growth. 

The identified growth areas are distributed around the existing Te Awamutu and Kihikihi urban 
areas, as illustrated earlier on Figure 4. These include a combination of residential, large-lot 
residential and industrial growth cells, with development anticipated across different time 
horizons. The site is located immediately north of the existing Te Awamutu urban area but is not 
within one of the growth areas identified in Council's planned growth framework.  

Development is already occurring within a number of these areas. Council identifies the T3 and 
Bond Road Industrial growth areas as underway, while the first development within T8 has been 
completed. Infrastructure planning and delivery is also underway to support other identified 
growth areas, including water infrastructure serving T1 and T2 and planning for a new 
roundabout associated with the T11 and T14 growth areas at Cambridge Road. 

Appendix S1 of the Waipa District Plan anticipates the existing Te Awamutu growth areas 
accommodating 6,024 dwellings, however an independent assessment carried out by BBO has 
identified a lower residential yield of approximately 4,719 dwellings, a shortfall of 1,188 
dwellings or about 20%.  This reduction reflects constraints such as, flooding, topography, 
stormwater, infrastructure sequencing, structure plan requirements or practical land availability.  

The planned growth of Te Awamutu and Kihikihi will result in progressive changes to travel 
demand and the transport network serving the urban area. The transport infrastructure and 
services planned to support this future urban environment are described in the following 
sections. 

3.3 Future Road Network 
 

The future road network within Te Awamutu is expected to continue to develop in response to 
planned urban growth, including intersection, road and connectivity improvements required to 
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enable individual growth cells as development occurs. A broader programme of strategic 
transport planning is also underway to address existing and future network issues.  

The WDC 2025-34 Long Term Plan (LTP) identifies the radial form of the existing Te Awamutu 
road network as an ongoing issue, with heavy vehicle movements directed through residential 
streets and the town centre. The LTP also identifies increasing traffic volumes on SH3 and 
SH39 as contributing to community separation and environmental effects within Te Awamutu 
and other settlements. Council intends to continue working with NZTA to plan for improvements 
to address these effects.  

Council has previously provided for a western arterial road around Te Awamutu. The LTP 
records that the case for this route has been reviewed and Council has decided to uplift part of 
the existing designation, on the basis that the full route would be unaffordable and would not 
provide sufficient benefits. Instead, alternative strategic transport improvements have 
been identified for Te Awamutu and are intended to be pursued through future LTPs. The LTP 
notes that parts of the former western route may still be delivered in association with future 
urban growth.  

Consistent with this direction, the Waikato Regional Land Transport Plan 2024-2054 (RLTP) 
includes a Detailed Business Case for the Te Awamutu Strategic Network within the Metro 
Spatial Plan - Waikato Expressway Local Effects Waipa programme. The activity is identified as 
contributing primarily to growth and economic development. The RLTP programme represents 
activities for which funding is sought from the National Land Transport Fund and inclusion within 
the RLTP does not in itself indicate that subsequent physical works are committed. 

The same RLTP programme identifies implementation activities associated with the local effects 
of the Waikato Expressway on SH3 at Ohaupo, together with smaller implementation 
programmes relating to SH3 at Kihikihi and SH39 at Pirongia/Ngahinapouri. These activities 
form part of the wider programme of transport responses within Waipa and are not expected to 
materially change the form or operation of SH3 near the site. 

At a wider network level, the 2024-27 National Land Transport Programme (NLTP) identifies 
Hamilton Southern Links as a Road of National Significance intended to support growth in 
southern Hamilton and improve transport connections within the wider Waikato network. The 
September 2025 NZTA regional update records that an investment case is being developed to 
determine the form, consenting, funding and construction pathway for the project. 

Overall, the current planning framework indicates that the future Te Awamutu road network will 
be characterised by progressive growth-related local improvements and further development of 
a strategic network response, rather than delivery of the previously contemplated western 
arterial route. No major committed state highway projects are identified on 
SH3 immediately adjoining the site within the current 2024-27 NLTP programme. 

3.4 Future Walking and Cycling Network 
WDC's Transport Strategy 2022-2052 identifies completion of the urban mobility network as a 
key transport project for Te Awamutu. The Strategy seeks to provide a well-connected and safe 
active mode network and identifies continued investment in walking, wheeling and cycling 
infrastructure as part of providing a greater range of transport choices.   

The urban mobility programme identifies a 37 km network of planned walking and cycling routes 
across Cambridge, Te Awamutu and Kihikihi, intended to connect key destinations including 
schools, shops and community facilities. The programme is intended to be implemented 
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progressively and is subject to future LTP reviews.  The planned Te Awamutu and Kihikihi 
Urban Mobility Network is shown below as Figure 8. 

 
Figure 8 Te Awamutu and Kihikihi Urban Mobility Network (Map 10 – WDC Transport Strategy 2022-2052) 
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Of particular relevance to the site, the network identifies a proposed shared path extending 
north from central Te Awamutu and running north along Ohaupo Road (SH3) and west along 
Racecourse Road, passing the southern end of Taylor Street. The wider planned network 
provides connections through Te Awamutu to key destinations and to existing and proposed 
walking and cycling facilities elsewhere in the town.   

The Transport Strategy also identifies a role for new development in progressively delivering the 
urban mobility network, with some proposed shared paths specifically identified as developer-
built. More broadly, the Transport Strategy seeks provision for walking and cycling within new 
growth areas and developments and identifies the need to work with NZTA to address 
pedestrian and cyclist safety and accessibility on state highways.   

The LTP provides for the continued integration of new residential and industrial growth areas 
with walking and cycling connections. However, it does not provide for a material increase in 
transportation levels of service over the 2025-34 period, with continued development of urban 
mobility networks, including paths and cycle paths, identified as a longer-term initiative beyond 
the current LTP period. A number of previously identified cycling projects around Te Awamutu 
are also not funded within the current LTP and may be reconsidered through future LTP 
processes. 

3.5 Future Public Transport Network 
The Waikato Regional Public Transport Plan 2022-2032 (RPTP) identifies Route 24 between 
Hamilton, Ohaupo and Te Awamutu as part of the future Waipa public transport network, 
classified as a Metro Coverage service.   

The longer-term strategic direction is towards improved public transport connections between 
Te Awamutu and Hamilton. The WDC Transport Strategy identifies an aspiration for a rapid and 
frequent multi-modal network connecting Te Awamutu with Hamilton and other key destinations. 
Council also identifies a need to work with Waikato Regional Council and Future Proof partners 
to grow public transport demand through faster and more frequent services and supporting 
infrastructure.   

The RPTP similarly provides for the progressive development of the regional public transport 
network. However, its future network represents the intended direction for public transport rather 
than a committed programme of service changes, with implementation dependent on 
subsequent planning and funding processes.  

Of particular relevance to the site, the strategic direction anticipates that new growth and 
development will support improved public transport accessibility. The WDC Transport Strategy 
seeks provision within new growth areas and developments for bus transport, together with 
walking and cycling, as viable alternatives to private vehicle travel.   

Accordingly, while no committed extension or significant service upgrade is currently identified 
in the immediate vicinity of the site, the future transport framework anticipates improved public 
transport provision between Te Awamutu and Hamilton and provision within new development 
to support future public transport accessibility. 
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4.0 Strategic Policy Context 

4.1 Overview 
The proposal sits within a comprehensive national, regional, sub-regional and local policy 
framework addressing the relationship between urban growth, land use and transport. This 
section reviews the transport-related provisions of the principal policy and strategy documents 
relevant to the proposal.  

At a national level, these are the:  

• National Policy Statement on Urban Development 2020 (NPS-UD);   

• Government Policy Statement on Land Transport 2024 (GPS 2024); and   

• New Zealand's Second Emissions Reduction Plan 2026–30 (ERP2).   

At a regional and sub-regional level, the relevant framework includes the:  

• Waikato Regional Policy Statement (RPS);  

• Future Proof Strategy;  

• Hamilton-Waikato Metropolitan Spatial Plan (MSP);  

• Waikato Regional Land Transport Plan (RLTP); and   

• Waikato Regional Public Transport Plan (RPTP).   

The local framework is provided by:  

• Ahu Ake Waipa Community Spatial Plan;  

• Waipa 2050 Growth Strategy;  

• Waipa Transport Strategy 2022–2052;  

• WDC 2025–34 Long Term Plan (LTP); and   

• the transportation provisions of the Waipa District Plan.  

A number of consistent transport-related themes emerge from these documents. These 
are summarised below, followed by brief snapshots of the individual documents 
and commentary on their particular relevance to the proposal. 

4.2 Key Themes 
The policy and strategic framework generally seeks to direct urban development to planned 
growth areas and to coordinate the timing and location of development with transport and other 
infrastructure.  The individual policy summary descriptions are included at Appendix 1.  The 
key and summary themes from these are described in the following paragraphs. 

The subject site is outside the growth areas currently identified for Te Awamutu and the 
proposal therefore represents development that was not anticipated through the established 
settlement pattern.   
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However, both the national and regional frameworks expressly provide for consideration of 
significant unanticipated or out-of-sequence development where it can contribute to a well-
functioning urban environment and be appropriately integrated with existing and planned 
infrastructure.   

Within this context, the transport-related themes most relevant to the proposal are:  

• Integration of land use and transport infrastructure.  

o Development should be coordinated with existing and planned transport 
infrastructure, including its timing, funding and delivery.   

o Development outside planned growth areas places particular importance 
on demonstrating that its transport requirements can be appropriately 
accommodated without undermining infrastructure investment intended to support 
planned growth.   

• Safe and efficient operation of the transport network.  

o The function, capacity and safety of existing and planned transport corridors should 
be maintained.   

o This is particularly relevant to the site's access to SH3 and its location on the 
strategic Hamilton-Te Awamutu corridor.   

• Accessibility and transport choice.  

o Development should provide good accessibility and enable practical alternatives to 
private vehicle travel through connected walking, cycling and public transport 
networks.   

o This is reinforced locally through the planned Te Awamutu urban mobility network 
and the longer-term direction for improved public transport between Te Awamutu 
and Hamilton.   

• Connectivity and integration with the existing urban area.  

o New development should be well connected with the existing urban transport 
network rather than operate as an isolated development.  

o This includes connections to surrounding land and existing and planned transport 
networks and provision for their future development.   

• Accessibility for an ageing population.  

o The regional and local framework recognises the changing mobility needs 
associated with an ageing population, including the importance of accessible 
pedestrian environments, public and community transport and provision for people 
with restricted mobility.   

o These considerations are particularly relevant to the proposed development and its 
future residents.   

• Efficient and coordinated infrastructure provision.  

o The framework seeks effective use of existing infrastructure and well-
considered investment in new infrastructure.   

o The committed future transport environment does not include major transport 
investment immediately adjoining the site, meaning that the proposal's transport 
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effects and infrastructure requirements need to be assessed without reliance on 
uncommitted future network improvements.   

These themes provide the strategic context for the assessment of the proposal presented in 
the subsequent sections of this ITA. 
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5.0 Development Proposal 

5.1 Overview 
The Harlow Lifestyle Village is proposed over an area of approximately 25.78 ha, and is 
intended to accommodate approximately 414 independent retirement units, a 100 bed Care 
Home and a Community Hub over a staged development timeframe. The proposal also includes 
open space and ecological wetland areas. A concept masterplan showing the proposed layout of 
lots and internal road corridors are shown as follows: 

 

Figure 9 Concept Masterplan (Source: Pacific Environments Architects) 

 

Development will occur within a connected multi-modal transport network that integrates with 
the surrounding transport system and provides access to the strategic road network via a new 
proposed access to Ohaupo Road SH3. 

The internal roading network has been designed with the ability to vest the roads (outlined in 
green in the figure below) with council in the future. The remainder of internal road network 
outlined in blue are intended to be private roads. 
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Figure 10 - Roading Plan (Source: Maven Consultants) 

The transport framework for the development has been designed around a clear road hierarchy. 
A collector road running in an east-west direction distributes traffic through the development 
area from Ohaupo Road SH3, while local residential streets provide property access. All of the 
internal roading network is designed to operate as low-speed neighbourhood environments. 

The proposed street network also incorporates facilities for walking and cycling and is designed 
to provide connectivity between areas of the development and to the surrounding 
neighbourhoods. In particular, the new proposed shared path provides the primary connection 
for active modes between the development and the Te Awamutu urban area to the south. 

Further detail on the structure of the internal transport network, typical street cross-sections and 
key transport infrastructure elements is provided in the following sections of this report, with 
supporting drawings included in Pacific Environments’ drawing package. 

5.2 Staging 
A preliminary staging plan for the development is included in the concept masterplan shown as 
Figure 9 above. 

The staging of transport infrastructure has been aligned with the proposed development 
programme to ensure that transport facilities are provided in step with development demand.: 

• Stage 1 (Stages 1A-1D) are proposed to establish the principal site access from 
Ohaupo Road SH 3, which forms the first section of the main internal road spine of the 
development, 134 residential lots and the 100-bed Care Home.  

• Stage 2 (Stages 2A-2C) intend to extend the transport network through the central 
areas of the site, enabling further residential development of 200 residential units and 
the Community Hub.  

• Stage 3 is shown to provide transport infrastructure to serve the northern residential 
area of 44 residential units, while Stage 4 will complete the western residential area, 
including 36 residential units and the final sections of the internal road network.  
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The incremental development of staging will partially form some of the internal roading sections 
with these to be extended in subsequent stages.  The development proposal intends the 
formation of temporary turning areas at the extent of each stage to support local movement and 
servicing outcomes for the staged development. 

As a result of the staging, each stage is designed to have appropriate access, connectivity and 
servicing available upon occupation, while maintaining safe and efficient operation of the 
transport network throughout the village's staged construction. 

5.3 Road Network Structure, Hierarchy, Connectivity and 
Integration 

5.3.1 Internal Road Network Structure and Hierarchy 

The internal road network (shown in Figure 10) has been structured around a primary and 
central east-west corridor (Road 1).  This establishes a natural hierarchy for access, movement, 
circulation and distribution via the roundabout on SH3.  A first point of internal distribution is 
shown via a roundabout at the intersection of Road 1 and Road 3.  This provides for movement 
to/from the north and south, access to the 100-bed Care Home and the Community Centre, 
both to the north.  The Road 1 section between the SH3 roundabout and Road 3 is proposed to 
be vested as a public road and has been provisioned to be constructed to Collector Road 
standards. The proposed vested section of Roads 2 and 3 are proposed as public local road 
environments, supporting a distributed hierarchy of movement transitioning from SH3 through 
and into the site.  The proposed roading cross section details are described in the following 
sections. 

The southern (Road 3) section provides access for residential unit accommodation and is the 
provisioned route to link with Innes Place where that is established in future.  The Road 1 
section between the state highway and the Road 3 roundabout together with Roads 2 and Road 
3 are indicated as vested roading which will enable public accessibility and future integration 
outcomes to the north and south and establish local road network connectivity for the remaining 
development areas to the west. 

A second east- west (Road 2 west) is proposed as a private road and supports the Road 1 
function and establishes further residential unit and private way access and distribution. 

Traffic calming features and street design elements are incorporated to support reduced 
operating speeds and to create a neighbourhood-focused street environment. These are 
described later in Section 7.10. 

The overall network structure has been designed to accommodate higher (albeit relatively low) 
traffic volumes on the entrance and principal east-west spine road, while the narrower local 
streets primarily provide access to adjacent dwellings and support low-speed internal circulation 
within the village. 
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5.3.2 Connectivity and Integration 

Provision has been made for a potential future connection to Innes Place (and Taylor Avenue) 
and the local road network to the south, and to adjoining land to the north. The development 
layout also safeguards opportunities for future potential access and connection to the west, 
north and south. These potential connections enable integration with surrounding development 
if and when those areas are developed. A plan showing the extent to which future connectivity 
and integration has been provided for is shown on the following Figure.  A larger scale plan has 
been included at Appendix 11 – Connectivity and Integration Plan of this report. 

 

Figure 11: Planned Provision for Future Connectivity and Integration 

The Figure shows the following strategic future network integration provisions included within 
the proposed development site: 

• Multiple connection opportunities to the north linking with the current paper road 
corridor; 

• Multiple westerly connection provisions with the potential to connect to a future 
extension of the northern paper road, particularly where that is progressed south to link 
with the current T13 Growth Cell; 

• Connection provisions between the site and both the T13 Growth Cell at multiple 
locations; and 

• A future connectivity provision between the site and Innes Place. 

The Applicant has actively investigated the connectivity options and has advised it does not own 
or control and is not able to reasonably or practically secure the adjoining land parcels at the 
present time. It has determined that connections to the local road network are not required to 
safely, conveniently, or efficiently enable the proposal, which has been accepted through the 
Fast Track application gateway.  Accordingly, access via the proposed safe system roundabout 
on SH3 has been assessed as the best and safest arrangement for the site. 
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Specific assessment has been made in relation to the potential for connectivity and integration 
with Innes Place.  These have determined that:  

• The constraining boundary width of the property at 56 Innes Place is about 11.5m at the 
road interface; 

• Incorporation of the property at 48 Innes Place would establish a width of about 19m; 

• The boundary width of Innes Place approaching its intersection with Greenhill Drive 
measures about 15.0m, as shown on the following image: 

 

Figure 12: Innes Place Road Corridor Dimensions (Source: Grip Maps) 

• The Waipa District Plan Appendix T4 – Criteria for Public and Private Roads specifies a 
Road Reserve Width of 21.0m for a Residential Local Road; 

• The implication of these dimensions is that a full vehicular access to Greenhill Drive is 
not able to be established in accordance with the District Plan and would necessitate 
the acquisition of all of the 10 properties to enable a complying boundary adjustment to 
align with the District Plan. The requirement is assessed as impractical and 
unreasonable; 

• Notwithstanding this, the potential for a non-vehicular connection to support, walking, 
cycling, scooter and public transport access continues to have merit having regard for 
the alignment of Innes Place with Taylors Ave.  For these reasons the Applicant has 
determined to future-proof the potential for an alternative transport mode link within its 
site. 
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Alternative connectivity between the site and the western end of Greenhill Drive has also been 
investigated.  Again, an unowned land parcel would need to be crossed.  The shortest possible 
distance to enable a connection would involve a distance of about 330m of roading as shown on 
the following image:   

 

Figure 13: Indicative Connectivity Distance between the Subject Site and Greenhill Drive (Source: Grip Maps) 

To enable access and an extension of the Greenhill Drive road boundary width, the acquisition 
of 3 parcels would be required as shown on the following image: 

 

Figure 14: Land Parcels between the Subject Site (to the north) and Greenhill Drive (Source: Grip Maps) 

Further connectivity investigations have been progressed in terms of linkages to the north and 
west, with a paper road corridor.  Again, unowned property separates the site from the paper 
road, as is shown on the following image: 
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Figure 15: Land Parcels between the Subject Site (to the south) and the Paper Road (to the north) (Source: Grip Maps) 

The shortest boundary crossing is about 90m to 110m in length.  Subject to the point of access 
to the unformed paper road corridor, up to about a 1.2km length of road would also need to be 
established and would continue to rely on access via an intersection with the state highway. 

On the basis of these further investigations the Applicant has determined that making an 
appropriate provision within the subject site, which is able to be controlled, and to enable future 
connectivity and integration, not foreclosing the potential, is the safest and best transport 
outcome for the proposal. 

5.4 Multi-Modal Transport Network  
 

The proposed transport network has been developed to support a range of travel modes 
including walking and cycling. The proposed multi-modal network is shown as Figure 16 below. 
A higher definition version of the plan can be found in Appendix 22a - Landscape 
Architecture Plans of the Substantive Application Report. 
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Figure 17 - Vested Collector Road 1 (between Ohaupo Road SH3 and internal roundabout) typical cross-section: 
(Source: Maven Consultants) 

 
Figure 18 - Private Collector Road 1 (west of internal roundabout) typical cross-section: (Source: Maven Consultants) 
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Figure 19 Vested Local Road 2 and 3 typical cross-section: (Source: Maven Consultants) 

 

 
Figure 20 - Private Local Road 2, 5 and 7 and part of 13 typical cross-section: (Source: Maven Consultants) 
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Figure 21 Private Local Roads 4, 6, 9-11, 13-16 typical cross-section: (Source: Maven Consultants) 

 
Figure 22 Private ROW 08 typical cross-section: (Source: Maven Consultants) 

 

As can be seen, a range of cross sections are proposed and respond to the hierarchical 
function and use demands.  The more significant cross-sectional width are proposed in 
response to the public access areas and proposed vested parts of the road network. The 
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proposed vested parts of the road network have been designed to reflect the local and potential 
through movement function.  Based on engagement and assessment of the public transport 
network it has been assessed that these roads will not be required to support public transport 
servicing in future, with this being consolidated in a higher frequency service within the state 
highway corridor.  An assessment and further description of the proposed cross section is set 
out at section 7.10. 

5.6 Intersections 
Conceptual designs for a range of intersections within the development site are documented 
within the civil design package prepared by Maven Consultants (Appendix 17 – Civil 
Engineering Plans of the Substantive Application Report). This package includes the design of 
the proposed roundabout on Ohaupo Road SH3, as well as the internal roundabout within the 
site. 

5.6.1 Ohaupo Road SH 3 Roundabout 

In collaboration with NZTA, the intersection layout for the Ohaupo Road SH3 roundabout has 
been informed by the transport modelling undertaken for the development, including the 
strategic WRTM, and supplementary SIDRA assessments. This modelling has identified key 
movement patterns, turning demands, and network sensitivities, which have in turn informed the 
selection of intersection form, lane configurations, and control type. Several design options have 
been explored for the intersection of the development access road and Ōhaupō Road 
SH3.These options are discussed further in Section 7.4.  

The proposed layout of the roundabout is shown below as Figure 23. The roundabout design 
incorporates two bus stops, located on Ohaupo Road SH 3, north and south of the entrance 
road to the development. These stops will provide public transport connections to/from Te 
Awamutu and to/from Hamilton and Cambridge. The roundabout also includes footpaths and 
pedestrian crossing points, to ensure pedestrians can access all properties and bus stops 
adjacent to the roundabout. 

The plans and diagrams in Appendix 17 – Civil Engineering Plans of the Substantive 
Application Report demonstrate that the proposed design, including its horizontal and vertical 
alignment, achieves the relevant sight distance and visibility requirements in accordance with 
Austroads guidance. 
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Figure 23 Concept design of proposed roundabout on Ohaupo Road SH 3 (Source: Maven Consultants) 

While the recorded crashes discussed in Section 2.4 indicate a range of driver behaviours and 
external factors, rather than any one underlying safety issue, they do demonstrate the potential 
consequences of driver error within the existing road environment. The proposed roundabout 
will introduce a lower-speed, channelised intersection environment that will better define vehicle 
paths and reduce the likelihood and severity of potential conflicts. The proposal will therefore 
safely accommodate development-generated traffic while also providing a providing a wider 
road safety benefit for existing users of SH3. 

5.6.2 Internal Roundabout and Intersections 

Within the development area, intersections have been designed to align with the proposed road 
hierarchy and intended street functions, supporting appropriate operating speeds and safe 
interaction between vehicles, pedestrians and cyclists. The selection of intersection types 
(including the internal roundabout and priority-controlled intersections) reflects the expected 
traffic volumes and movement patterns at each location. 

The detailed design of all intersections will be confirmed at detailed design stages, in 
consultation with the relevant road controlling authorities. This will include confirmation of 
geometry, lane arrangements, traffic control, and any associated safety or operational features, 
consistent with the applicable design standards and the conditions framework outlined in 
Section 14.0.  Proposed conditions require designs to be in accordance with the RITS and/or 
relevant (Austroads) roading design standards and further safety audit procedures are 
recommended in accordance with the RITS requirements. 

5.7 Car Parking 
Car parking is proposed to be provided through a combination of on-site parking within 
individual residential lots, on-street parking within the road network, and dedicated car parking 
spaces for the residential apartments, Care Home (55 spaces) and Community Hub (29 
spaces). This approach is consistent with the intended urban form of the development and 
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The pedestrian access gate will operate in conjunction with the vehicle gates and will remain 
unlocked during the same opening hours. When the gate is locked, pedestrian entry will be 
managed through a similar intercom and keypad system, enabling residents to enter directly 
and visitors to contact the relevant resident for access. Pedestrian egress will be available via a 
gate-release button located on the internal side of the gate. 

There will also be vehicle and pedestrian gates at the western end of Private Local Road 05 and 
Private Local Road 02, as shown in the Figure below. These gates will open and close 
automatically at the same time as the main gates and will not feature or be controlled through 
an intercom and keypad system for vehicles. This ensures all vehicle access outside of the gate 
opening hours is via the main gate. 

 

Figure 24 - Concept designs of the three gates at Private Local Road 02, 05 and Private Collector Road 01, respectively 
(Source: Earl Design) 
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• Connectivity and access: the context and information related to this is incorporated at section 5.3.2 of this assessment.  The site and 
proposal demonstrate a comprehensive provision for and ability to be integrated with adjacent land parcels and current Te Awamutu Growth 
Areas. 

• Roundabout design, operation and visibility at the roundabout: The matters relate particularly to detailed design aspects for the roundabout 
and will be responded to min detail.  By way of a summary, the matters on inquiry are not matters that affect the ability to achieve an 
appropriately safe and efficient roundabout within the road and land area indicated and proposed to be set aside.  Further supporting the 
responses, transport conditions have been prepared and are proposed at Appendix 29 – Draft WDC Conditions of the Substantive 
Application Report. 

• Active modes, public transport and pedestrian provision: These inquiries relate to the proposed shared path to be established linking the 
roundabout to Greenhill Drive. There is ample space and width within the current berm to accommodate the proposed shared path and 
further, conditions are proposed at Appendix 29 – Draft WDC Conditions of the Substantive Application Report to ensure the safety of the 
proposal through the detailed engineering design phase. 

• Safe System Audits, lighting and approvals: Provision is proposed within the conditions at Appendix 29 – Draft WDC Conditions of the 
Substantive Application Report to require these well-established practices assuring a safe roundabout design is delivered for all users. 

By way of an overall summary, the developed concept design for the proposed roundabout within the state highway environment has incorporated 
the requirements that have been engaged with NZTA and further the recommended conditions have been developed to ensure the ultimate design 
outcome is appropriately safe, efficient and convenient for all road users.  The proposal demonstrates that the roundabout, associated path and 
public transport elements is the safest and best traffic outcome.
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7.3.1 Area of Influence of Proposed Development 

An area of influence has been defined to identify the extent of the surrounding transport network 
over which the proposed development may reasonably be expected to generate material traffic 
effects.  

Establishing this area enables the assessment to focus on those parts of the network where 
development-related traffic has the potential to materially affect operation. It also assists in 
distinguishing the effects of the development from changes in traffic conditions that arise from 
background growth or other unrelated developments on the wider network.  

The defined area therefore provides a proportionate basis for determining where detailed 
assessment is required and where any transport effects can appropriately be attributed to the 
development. 

In this case, the area of influence was identified by comparing WRTM volume and LOS 
performance outputs for: 

• The do-minimum 2045 2-hour model network without the development; against 

• The 2045 2-hour model network with the development.  

Comparison of these scenarios for each assessment year enables locations where the 
development is predicted to influence traffic conditions to be identified, and the proportional 
contribution of development-generated traffic to those locations to be quantified. 

Two screening criteria were developed and applied to identify links and intersections where the 
development has the potential to result in material transport effects.  

The first criterion is a change in traffic demand of 10% or more, assessed using peak hour (AM 
or PM) for links and total peak hour intersection volumes (AM or PM) for intersections.  

The second criterion is an operating performance change to LOS E or worse, assessed at either 
the link or intersection level in the AM or PM peak period, consistent with WRTM performance 
measures. 

The potential area of influence impact assessments are described in the following sections. 

7.3.2 Link Level of Service 

The link level of service plots are included at Appendix 5.  The key observations evident from 
the link LOS are summarised in the following table: 

Table 7-5: Link Volume and Level of Service Change Assessment – AM and PM Peak, Northbound and Southbound 
Summaries 
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The Tables show the following link-volume and LOS changes: 

• There are no AM peak period northbound traffic volume effects of more than a 10% 
volume change.  In the AM, the southbound traffic volume immediately north of the 
proposed site access road indicates a potential 14.1% volume change.  This occurs 
within the context of a link LOS C operating environment and therefore does not 
indicate an effect that warrants mitigation; 

• A minor change from LOS B to LOS C in each of the AM peak periods, indicates there 
remains ample capacity within the mid-block sections of the road network; 

• There are no PM peak period volume changes of more than 10% evident across the 
network; 

Road Network Link Section - 
Northbound

Do Min Link 
Volume (2hr)

Development 
Link Volume 

(2hr)

Development 
Link Volume 

Change %
Do Min LOS

Development 
LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact
SH3 - North of Te Rahu Road 
Intersection

1449 1551 7.0% B C C Nil

SH3 - North of Site Access Road 1333 1442 8.2% B B - Nil
SH3  -Site to Racecourse Road 
Intersection

1281 1282 0.1% B B - Nil

SH3 - Racecourse Road to Mutu St 
Intersection

1203 1204 0.1% B B - Nil

SH3 - Mutu Street to Arawata Street 
Intersection

1185 1186 0.1% B B - Nil

Road Network Link Section - 
Southbound

Do Min Link 
Volume (2hr)

Development 
Link Volume 

(2hr)

Development 
Link Volume 

Change %
Do Min LOS

Development 
LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact
SH3 - North of Te Rahu Road 
Intersection

1587 1688 6.4% C C - Nil

SH3 - North of Site Access Road 1449 1653 14.1% B C C Nil
SH3  -Site to Racecourse Road 
Intersection

1542 1504 -2.5% C C - Nil

SH3 - Racecourse Road to Mutu St 
Intersection

1384 1385 0.1% B B - Nil

SH3 - Mutu Street to Arawata Street 
Intersection

1152 1155 0.3% B B - Nil

2045 AM Peak Area of Influence Assessment - Links

2045 AM Peak Area of Influence Assessment - Links

Road Network Link Section - 
Northbound

Do Min Link 
Volume (2hr)

Development 
Link Volume 

(2hr)

Development 
Link Volume 

Change %
Do Min LOS

Development 
LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact
SH3 - North of Te Rahu Road 
Intersection

2530 2506 -0.9% E E - Nil

SH3 - North of Site Access Road 2336 2297 -1.7% D D - Nil
SH3  -Site to Racecourse Road 
Intersection

2444 2316 -5.2% E D - Nil

SH3 - Racecourse Road to Mutu St 
Intersection

2313 2103 -9.1% E D - Nil

SH3 - Mutu Street to Arawata Street 
Intersection

1940 1764 -9.1% D C - Nil

Road Network Link Section - 
Southbound

Do Min Link 
Volume (2hr)

Development 
Link Volume 

(2hr)

Development 
Link Volume 

Change %
Do Min LOS

Development 
LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact
SH3 - North of Te Rahu Road 
Intersection

1862 1929 3.6% C C - Nil

SH3 - North of Site Access Road 1702 1781 4.6% C C - Nil
SH3  -Site to Racecourse Road 
Intersection

1737 1804 3.9% C C - Nil

SH3 - Racecourse Road to Mutu St 
Intersection

1622 1598 -1.5% C C - Nil

SH3 - Mutu Street to Arawata Street 
Intersection

1306 1284 -1.7% D B - Nil

2045 PM Peak Area of Influence Assessment - Links

2045 PM Peak Area of Influence Assessment - Links



 

 Boffa Miskell Ltd | Harlow Lifestyle Village Fast Track Application | Integrated Transportation Assessment | 29 October 2026 48 
 

• Some of the northbound links are described as operating at LOS D or E in the PM peak 
period.  Introduction of the development proposal does not contribute to a change in the 
operational LOS, and when considered together with the contributing traffic volume 
levels at less than 10%, there are no identified areas warranting mitigation as a result of 
the development proposal; 

• Some link sections indicate a minor negative change in traffic volume.  The degree of 
change impact is indicative of some transport model redistribution outcomes.  
Assessment of the local and surrounding model network indicates this may be 
principally driven by individual turning movement levels of service at some intersections, 
however the net change in traffic volume on alternative travel routes or links does not 
indicate any change effect of more than a negligible degree and there are no 
consequent effects warranting mitigation; 

Overall, it is evident from the transport modelling that the proposed development will not result 
in a change in the road network performance to more than a minor extent.  No link related 
capacity mitigation is warranted. 

7.3.3 Intersection Level of Service 

The intersection level of service plots are included at Appendix 5.  The key observations 
evident from the intersection LOS are summarised in the following Table: 

Table 7-6: Intersection Volume and Level of Service Change Assessment 

 

The Tables show the following link volume and LOS change effects: 

• There are no intersection volume changes of more than 10% evident across the 
network; 

• None of the intersection LOS results indicate a change or deterioration in performance 
due to the proposal; 

• As has been described in relation to the link sections of the models, there are some 
evident improvement change outcomes produced by the model.  Again, an assessment 
of the reason for this is that it appears to be due to particular and individual turning 
movement levels of service at some intersection.  These have been further assessed 
and are described in the following sections that consider the specific intersection 
operational performance changes in more detail.   

Road Network Link Section
Do Min 

Intersection 
Volume (2hr)

Development 
Intersection 

Volume (2hr)

Development 
Intersection 

Volume 
Change %

Do Min LOS
Development 

LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact

SH3 - Te Rahu Road Intersection 3093 3312 7.1% E D - Nil
SH3 - Racecourse Road Intersection 2784 2786 0.1% B B - Nil
SH3 - Mutu St Intersection 3073 3075 0.1% C C - Nil
SH3 - Arawata Street Intersection 3867 3873 0.2% B B - Nil

Road Network Link Section
Do Min 

Intersection 
Volume (2hr)

Development 
Intersection 

Volume (2hr)

Development 
Intersection 

Volume 
Change %

Do Min LOS
Development 

LOS

Development 
LOS Change 

Effect

Area of 
Influence 

Impact

SH3 - Te Rahu Road Intersection 4438 4507 1.6% F F - Nil
SH3 - Racecourse Road Intersection 4081 3825 -6.3% B B - Nil
SH3 - Mutu St Intersection 4225 4015 -5.0% D C - Nil
SH3 - Arawata Street Intersection 5508 5405 -1.9% B B - Nil

2045 AM Peak Area of Influence Assessment - Intersections

2045 PM Peak Area of Influence Assessment - Intersections
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Overall, it is evident from the transport modelling that the proposed development will not result 
in a change in the road network intersection performance to more than a minor extent.  No 
intersection related capacity mitigation is warranted on the basis of these WRTM model 
assessments. 

7.3.4 Select Link Plots 

The WRTM select-link plots are included at Appendix 6. These plots show the modelled 
distribution of arrivals and departures as being attributable to the proposed activities.  These 
have been prepared for the AM and PM peak periods for each of the 2025, 2035 and 2045 
staged development cases.  The following key observations can be made: 

• 2025 to 2035 Stage 1 AM peak departures from the site are expected to distribute traffic 
demands in the order of two-thirds to the south towards Te Awamutu and one third to 
the north; 

• The AM peak arrivals are also expected to be distributed in the same northern and 
southerly travel distributions; 

• The PM peak departures are more evenly distributed north and south from the site; 

• PM peak arrivals, however, are shown to involve about two-thirds of travel originating 
from the south; 

• The introduction of the second stage 336 retirement units (i.e.: full development of the 
site), results in an increased trip arrival/departure distribution to/from the north.  This 
indicates the transport movements associated with the independent retirement units are 
more strongly linked with travel to/from the north, whereas the employment/staffing 
movements associated with the Care Home are more strongly linked with the local Te 
Awamutu community environment. 

The overall transport network distributive effects associated with the full development are 
indicative of the potential for predominant transport movement to/from the north.  The transport 
modelling brief however indicated the specific distributive outcomes due to retirement living may 
not be able to be fully represented in the model, this being simulated in effect by a more 
generalised living environment activity.  The assessments that follow have therefore been 
developed to include a sensitivity assessment to examine and test the potential impacts arising 
from an alternative trip distribution case, to ensure the assessment is robust in terms of the 
potential effects outcomes associated with transport. 

7.4 Development Site Intersection Optioneering 
Early development and access planning examined a range of access options for the site.  
These included priority-controlled (Give Way), roundabout and signalised intersection options.  
These various intersection forms, their relative performance, shape and form and potential for 
staging were engaged with the NZ Transport Agency and are documented in information 
responses dated 19 February 2026, 21 May 2026 and subsequent engagement.   

The key summary outcomes identified are as follows: 
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• The signalised options have proven impractical, with the potential to result in lengthy 
queuing, queuing on the northbound uphill gradient of SH3, and potentially complex to 
effectively and safely integrate residential access driveways on the eastern side of SH3; 

• The priority-controlled arrangements maintain an uninterrupted traffic flow along the 
highway corridor and have some capacity to accommodate an early stage of 
development activity generated by the site.  Traffic delay effects are internalised to the 
site generated traffic demands with any effect on the state highway traffic movement 
minimised.  Development staging could potentially be established, defining a specific 
trigger at which a roundabout will need to be established to safely and efficiently provide 
for all movements; 

• The roundabout controlled intersection results in efficient traffic flow outcomes long-
term for all movements, it is significantly more efficient for state highway traffic 
compared to the traffic signal case and will provide a safe long-term intersection 
arrangement. 

7.4.1 Intersection Performance Optioneering Evaluations 

Results from the staged development assessments comparing staged establishment of a T-
intersection for Stages 1A-D and introduction of a roundabout to support the remaining 
development are summarised in the following Table: 
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Table 7-7: SH3 / Development Site Intersection Optioneering Assessment – Intersection Modelling Performance 

 

 

The following key performance outcomes are evident from the Table: 

2026 Demands 

• In 2026, the T-intersection and approach levels of service are in the range of LOS A-D 
for the proposed Stages 1A -D; 

• The right turn movement from the site is indicated as LOS E in the PM peak only.  The 
average delay is 43 seconds per vehicle (marginally over the LOS D – E threshold), 
only 14 vehicle movements are impacted and the 95% back of queue is just one (1) 
vehicle; 
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2035 Demands 

• In 2035, for Stages 1A-D, the right turn from the site just passes from LOS D to E in 
the AM and deteriorates to LOS F in the PM peak. 

• The PM peak delay increases to 88 seconds per vehicle, which is not inconsistent 
with delay typically encountered at peak times at major or signalised intersections 
on the network.  Notably, only the site traffic movement is impacted involving just 14 
vehicle movements, the 95% back of queue is just one vehicle; 

• Overall, it is apparent that Stages 1A-B are at or about a threshold beyond which a 
roundabout would be required, whether or not further development occurs on the 
site. 

 
2045 Demands 

• Traffic demands beyond 2035, including full development of the site by 2045, 
warrant implementation of a single-lane roundabout; 

• A single lane roundabout is assessed as operating at LOS A – B on all 
approaches. 

 

On the basis of these assessments it is evident that: 

• The capacity of a T-intersection could support development up to Stages 1A-D only and 
to 2035 forecast growth levels only; 

• State highway traffic movements, both northbound and southbound, are unaffected in 
terms of movement capacity for the period 2026 to 2035 minimising the potential traffic 
impacts for those movements in the case of a T-intersection; 

• Beyond 2035, whether or not further development is progressed, a roundabout would 
be warranted; and 

• A single lane roundabout will have adequate capacity to support full development of the 
proposal to 2045 with an operating LOS B at that time and ample residual capacity to 
support future growth. 

7.4.2 Intersection Safety Optioneering Evaluation 

A review of the NZTA CAS database indicates that four crashes were recorded adjacent to the 
site between 2015 and 2026. Of these, three were classified as non-injury crashes and one as a 
serious crash. The serious crash involved a northbound vehicle crossing the centreline into the 
path of an opposing southbound vehicle, while the three non-injury crashes were attributed to 
driver fatigue and a vehicle following too closely as another pulled out of a driveway.  

To further inform the forecast road safety risk environment, the relative safety performance of 
the T-intersection and the roundabout has been assessed in accordance with the NZ Transport 
Agency Crash Estimation Compendium guidance. The results of the assessment are 
summarised in the following Table: 
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Table 7-8: Comparative Safety Evaluation and Comparison of a T-Intersection and a Roundabout at the Site 
Intersection 
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The key findings can be summarised as follows: 

• At 2026 a T-intersection is generally equivalent to or safer than a roundabout with an 
assessed exposure of 1 crash every 3.1 to 5.5 years depending on development 
staging from Stages 1A through to 1D. The roundabout is expected to produce about 1 
crash per 3.4 years on average.  

• At 2035 a T-intersection is generally equivalent to or safer than a roundabout with an 
assessed exposure of 1 crash every 3.2 to 5.0 years depending on development 
staging from Stages 1A through to 1C. The roundabout is expected to produce about 1 
crash per 3.2 years on average.  

• Full development of the site at 2035 yields 1 crash every 2.7 years on average and is 
materially less safe than a roundabout at these traffic flow levels. 

• At 2045 a T-intersection is equivalent to or safer than a roundabout with an assessed 
exposure of 1 crash every 3.4 to 4.5 years for development staging from Stages 1A 
through to 1B. The roundabout is expected to produce about 1 crash per 3.2 years on 
average.  

On this basis, the recorded crash history does not indicate a concentration or pattern of crashes 
that would suggest the site frontage is inherently unsafe or that there is an existing crash issue 
directly attributable to either the road environment overall or to any local property access at the 
proposed access location.   

The forecast crash analysis indicates a T-intersection has the potential to perform better or 
generally equivalent to a roundabout at lower traffic demand levels, generally associated with 
those generated by Stages 1A – D of the development. For demand levels beyond 2035 and to 
accommodate full development of the proposal, a roundabout is assessed as necessary. 

 

7.4.3 Optioneering Evaluation Assessment Summary and 
Recommendation 

Further engagement with the NZ Transport Agency identified further considerations, including 
its stated desire to minimise the potential for successive temporary traffic management resulting 
from staged construction of a T-intersection and subsequent formation of a roundabout.  The 
potential staging conditioning of development to enable early establishment of a T-intersection, 
the ability to require future upgrading to a roundabout resulting from regional growth demand 
effects irrespective of whether or not the remaining stages of the development progressed were 
also identified as potential risk outcomes.   

In terms of the comparative transport safety assessments, a roundabout is assessed as a safe 
system intersection that will have the effect of lowering the local environment operating speed of 
vehicles, thereby lessening the potential for and impact of crash events.  It also has the 
potential to more safely consolidate and integrate access for individual sites on the eastern side 
of SH3 and deliver a safety betterment outcome in terms of access for those existing properties. 

On the basis of these considerations, and the NZ Transport Agency’s stated preference for a 
roundabout intersection form, the Applicant has adopted and proposes to establish a single lane 
circulating roundabout to support the development from its commencement. 
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7.5 Detailed Intersection Performance Assessment 
The WRTM model interfaces with the Sidra intersection software in terms of its intersection and 
overall trip distribution methods.  The indicative intersection levels of service described above 
are therefore based on these underlying applications. However, the following assessments have 
been prepared to enable a more particular assessment of the potential transport effects due to 
the proposal on specific movements within key and local intersections.  Early engagement with 
WDC identified that it would be desirable to include assessments for the following intersections 
to confirm the potential transport effects of the proposal: 

• The proposed site access roading intersection; 

• SH3 / Racecourse Road Give Way controlled intersection; 

• SH3 / Mutu Street Give Way controlled intersection; and 

• SH3 / Arawata Street / Cambridge Road roundabout controlled intersection. 

 

The specific performance of movements at these intersections has been assessed and is 
described in the following assessments. 

7.5.1 Traffic Demands for SH3 Road Corridor Intersection 
Performance Assessment 

The WRTM transport modelling is based on earlier traffic flow data and includes information 
from the 2023 NZ Census. This information has been evaluated to establish the 2025 base year 
model for regional assessment of land use and growth proposals. 

To further inform the relevance and applicability of the modelling within the current transport 
environment, the Applicant commissioned an independent week-long traffic and speed count on 
SH3. The count was undertaken for the 7-day period 6 March to 12 March 2026, which was 
specifically selected to be detached from school and/or public holiday period influences. The 
count site is located about 150m north of the proposed site roading intersection and is therefore 
specifically representative of the local traffic environment reasonably expected at the subject 
site intersection in the current environment.   

A copy of the week-long traffic count results is included at Appendix 2.  The count data has 
enabled specific identification of the 5-Day ADT AM and PM peak hour traffic volumes past the 
site as follows: 

• AM peak period northbound / southbound: 813 / 560 vphr; and 

• PM peak period northbound / southbound: 702 / 828 vphr. 

 

These surveyed traffic counts were found to be different to the WRTM modelled demands on 
this stretch of the road network.  The AM peak northbound and PM peak southbound counts are 
higher than the model indicates.  The AM peak southbound and PM peak northbound counts 
were lower. The nature of these differences were determined to be of a level that warranted a 
validation change to the modelled flows for the purposes of evaluation of the specific 
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intersection performance expectations.  The modelled flows have therefore been adjusted to 
represent 2026 base year, and the WRTM modelled future growth demands (2025 to 2035 and 
the 2035 to 2045 growth demands) have been retained and applied to the new count-based 
peak hour traffic volumes.   

This traffic volume demand validation exercise was undertaken for the following modelled 
scenarios and is included at Appendix 7 as a point of reference: 

• 2026, 2035 and 2045 AM and PM peak Do Min; 

• 2035 AM and PM peak Stage 1A-D; 

• 2035 AM and PM peak Full Development; 

• 2045 AM and PM peak full development; and  

• 2045 AM and PM peak full development – sensitivity test.   

 

These validated traffic demands have been adopted as the basis for the intersection evaluations 
described in the following sections. 

7.5.2 SH3 Road Corridor Validated Intersection Modelling 

On the basis of the preceding validated traffic demands, detailed intersection (Sidra) modelling 
has been undertaken for the proposed site roading intersection and the three key SH3 
intersections to the south.  The results of the modelling assessments, including specific 
reference to the worst performing movement at the intersection are summarised in the following 
Table.  The modelled intersection forms and turning movement results for the full development 
at 2045 are included at Appendix 8: 

Table 7-9:Validated Intersection Modelling Results 
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The following key observations are made from the Tabled results: 

• The proposed intersection point of access for the site is proposed to comprise a single 
lane roundabout.  The modelling results demonstrate this is expected to operate with a 
worst movement LOS B through all development stages and including full development 
at 2045.  The intersection therefore demonstrates ample capacity and continued 
efficiency for the north – south through movements on the state highway corridor as 
well as the site access.  

• At SH3 / Racecourse Road intersection, the worst performing movement is the right turn 
from Racecourse Road to SH3 southbound at LOS D – AM and LOS D - E PM peak.  
There is a slight differential in the Do Min and proposal LOS for the PM peak that 
occurs as a result of the WRTM distribution modelling.  The turning volume on this 
movement is very low and WRTM modelling did not identify any demand for it to occur.   
The development proposal does not add to the traffic demands on this movement as its 
origin and destination movements are not associated with travel to or from the site.  The 
site generated demands do further contribute to opposing traffic flows for this 
movement.  The consequent effect however is established in the Do Minimum 
environment without the development proposal and is a consequence of wider district 
and regional growth planning.  Accordingly, no mitigation is necessary or due to the 
proposal at this intersection. 

• A similar performance and operational outcome is evident at the SH3 / Mutu Street 
intersection.  Again, the Mutu Street right turn to SH3 southbound is the most 
constrained movement operating at LOS E in both the Do Min and in the development 
proposal case. Site generated traffic demands do not add traffic volume to this 
movement.  All other movements at the intersection, including those where site 
generated traffic demands are distributed to and from are assessed to operate at an 
efficient LOS B or C, or better.  No mitigation is warranted or due to the development 
proposal. 

• The SH3 / Arawata Street / Cambridge Road intersection is controlled by a dual 
circulating lane roundabout.  All entries and exits to the intersection are established with 
2-lanes.  Consequently, the worst performing movement is expected to operate at a 
LOS C with the development at 2045. 

On the basis of these assessments, it can be seen that the site generated traffic demands will 
not adversely impact the operation of other adjacent intersections.  The proposed development 
will be readily accommodated by way of establishment of a single lane roundabout at its 
intersection with SH3.  The traffic demands on SH3 will be readily accommodated with an 
operational LOS B or better. 

7.5.3 SH3 Road Corridor Sensitivity Assessment 

The earlier assessments and descriptions have described two factors to be considered in terms 
of a sensitivity analysis.  These are the total number of units adopted in the modelled 
assumptions and the traffic distributive pattern adopted in the model resulting from its 
representation of a retirement living activity.   

In relation to the number of unit assumption, the modelled results have been based on an 
assumed 438 independent units plus 100 care beds.  The plans presented with the application 
indicate a developed site design that supports approximately only 414 independent units and 
100 care beds.  The modelled demands have therefore been based on a 7% greater unit 
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development demand than is represented by the proposal and therefore is taken to reasonably 
represent an appropriate level of confidence in relation to the total potential demand generated 
effects.   

The trip distributive pattern generated by the WRTM has indicated an emphasis on distribution 
to/from the north in relation to the independent units.  While for typical residential housing, this 
may present as a practical outcome, particularly in relation to journey to work and associated 
employment/job opportunities, it may not wholly or best represent a retirement trip distribution 
outcome.   

An alternative trip distribution case has been developed to examine the potential for the network 
to accommodate a greater weighting of trips being distributed to/from the Te Awamutu Town 
Centre area.  The north-south directional peak period traffic volumes at the site frontage 
indicate a more balanced distribution of movement may be applicable, with a slight weighting 
northbound in the AM and southbound in the PM peak.  The distributive sensitivity approach 
however has been prepared to even more strongly distribute site generated traffic demands 
to/from the south in both the AM and PM peak periods to enable a comprehensive assessment 
of the potential sensitivity of intersections to the south of the site.  The redistributed traffic 
demands are included on sheet 3 at Appendix 7.  

The 2045 modelled assessment represents a 91% AM peak and an 87% PM peak distribution 
from the site towards the south, the Te Awamutu Town Centre area. The assessment has been 
undertaken to include the subject site access roundabout and the three intersections described 
in the preceding sections.  Turning movement distributions to/from the SH3 road corridor have 
been applied in the same proportions as determined by the WRTM. There is no consequent 
wider network redistribution effect incorporated in this assessment, as is evident in the Do 
Minimum modelling for the corridor.  The consequence of this is an over-representation of the 
sensitivity trip assessment at these intersections.  The modelled results are summarised in the 
following Table and the intersection turning movement results are included at Appendix 9: 

Table 7-10:Validated Intersection Sensitivity Modelling Results 
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The key observations from the performance assessments described in the Table are as follows: 

• There are no consequent change effects at the single lane roundabout at the site 
intersection.  A LOS B 2045 operating environment is expected at this location; 

• At the SH3 / Racecourse Road intersection, the sensitivity assessment appears to 
indicate a potential shift to LOS E in the AM peak period only for the southbound right 
turn from Racecourse Road. All other movements at the intersection are expected to 
operate at LOS C or better. The average delay for the right turn from Racecourse Road 
shifts slightly due to the increased opposing traffic volumes, however the 95% back of 
queue is maintained at just 1 vehicle.  The consequent change effects are less than 
minor and no development activity generated mitigation response is assessed as 
warranted; 

• At the SH3 / Mutu Street intersection, the additional opposing traffic volume movements 
north and south of SH3 indicate a shift to LOS F in the AM peak period only for the 
southbound right turn from Mutu Street.  The average delay is indicated to increase to 
59 sec/veh however the consequent 95th percentile queuing effect is an increase of 1 
vehicle to 4 vehicles in total. All other movements at the intersection are expected to 
operate at LOS C or better.  Assessment of the transport network and origin/destination 
for these travel movements indicates a ready availability of alternative travel paths and 
a high likelihood that consequent network redistribution would occur as wider regional 
growth demands increasingly impact right turning at the intersection.  Accordingly, the 
sensitivity assessment does not indicate any particular or adverse impact due to the 
development generated traffic demands; 

• At the Arawata Street roundabout, the sensitivity distribution indicates a shift in the 
worst performing movement, the southbound through and right turn, to LOS D in the PM 
peak period only.  LOS D operation indicates a highly demanded traffic movement but 
remains within accepted and reasonable long-term operational performance 
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expectations.  The intersection as a whole is indicated in the modelling results, as 
operating at LOS B.  It is therefore concluded that the expected operational 
performance of the intersection with the development proposal demands added, is not 
expected to be materially different from that required to support the 2045 Do Minimum 
demand traffic flows.  Accordingly, the sensitivity assessment does not indicate a need 
for development generated mitigation at this intersection. 

7.5.4 Summary of Intersection Performance 

The intersection modelling and sensitivity assessment can be summarised as follows: 

• Proposed site access: The proposed single-lane roundabout is expected to operate 
efficiently through all development stages, with the worst-performing movement 
operating at LOS B at full development in 2045. The roundabout will therefore provide 
sufficient capacity for the development while maintaining efficient operation of SH3. 

• SH3 / Racecourse Road: The right turn from Racecourse Road onto SH3 southbound is 
the worst-performing movement, operating at LOS E in the sensitivity assessment. 
However, this is a low-volume movement, the constraint is primarily attributable to 
background growth, and queuing remains limited to approximately one vehicle. As 
shown in the table below the Racecourse Road West Approach operates at LOS C in 
the 2045 Do Min scenario and the 2045 Full Development scenario, during both the AM 
and PM peaks. No development-related mitigation is therefore considered necessary. 

• SH3 / Mutu Street: The right turn from Mutu Street onto SH3 southbound is expected to 
operate at LOS E under both the Do Min and Full Development scenarios in 2045, 
potentially reducing to LOS F in the AM peak under the sensitivity assessment. 
However, site-generated traffic does not use this movement, the associated increase in 
queuing is limited, and alternative travel routes are available. The SH3 South Approach 
arm of the intersection operates at LOS C in the 2045 Do Min scenario, and LOS D in 
the 2045 Full Development scenario. No development-related mitigation is considered 
necessary. 

• SH3 / Arawata Street / Cambridge Road: The roundabout is expected to continue 
operating efficiently, with the worst-performing movement operating at LOS C under the 
principal modelling. Under the sensitivity assessment, the southbound through and 
right-turn movement reduces to LOS D in the PM peak, while the intersection overall 
continues to operate at LOS B. 

• Sensitivity assessment: The sensitivity assessment applies a conservative distribution 
of site-generated traffic towards Te Awamutu and does not account for likely 
redistribution across the wider network. Despite these conservative assumptions, the 
modelling does not identify any material deterioration in overall intersection 
performance or any requirement for development-related mitigation. 

The table below summarises the overall intersection LOS, calculated as the average of the LOS 
across all approaches. An overall intersection LOS is not available for the priority-controlled 
SH3 / Racecourse Road and SH3 / Mutu Street intersections, as the through movements on 
SH3 are unopposed and experience no delay. For these intersections, the LOS of the minor-
road approach is provided instead. 
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The results show that the overall intersection LOS, where available, remains unchanged 
between the 2045 Do Minimum and 2045 Full Development scenarios. The only change in 
approach LOS occurs on the SH3 south approach at the SH3 / Mutu Street intersection, which 
changes from LOS C to LOS D during the AM peak. LOS D indicates a highly demanded traffic 
movement but remains within accepted and reasonable long-term operational performance 
expectations. The LOS results demonstrate that the forecast traffic volumes can be 
accommodated while maintaining acceptable operating conditions across the assessed 
intersections, with no material deterioration in overall intersection performance. 

Table 7-11 - Summary of overall intersection and approach LOS results from SIDRA modelling analysis 

 

 

Overall, the assessments above, along with Area of Influence and Intersection Level of Service 
assessments provided in Section 7.3.3, demonstrate that the proposed development can be 
readily accommodated by the surrounding existing and proposed intersections on the network. 

7.6  Travel Time and Operational Performance Assessment 
An assessment has been undertaken to identify the potential effects of the proposed 
roundabout on travel times and network performance along the state highway. The assessment 
compares the time taken to travel through the location under the existing (2026) road 
arrangement, without the roundabout, against the predicted travel time with the proposed 
roundabout in place in 2035 and 2045 full development scenarios, over the AM (7:00-8:00) and 
PM (16:00-17:00) peak periods. The assessed change due to geometric delay associated with 
negotiating the roundabout and giving way to circulating traffic, as well as the resulting change 
in travel time over several sections of the wider highway corridor are summarised below. 

The assessment uses geometric delay, caused by slowing and accelerating through the 
intersection geometry, and stop delay, which is the average time spent slowing, queueing or 
giving way at the roundabout. The average delay represents the total delay due to both 
geometric delay and the stop delay changes. 

Under the existing arrangement, geometric delay for the assessed roadway section is 1.9 
seconds northbound and 1.8 seconds southbound. This delay changes to 2.4 seconds in both 
directions with the proposed roundabout, an increase of 0.5–0.6 seconds. The average total 
delay (geometric + stop delay) and geometric delay figures are summarised in the following 
table. 
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Figure 25: 2045 Full Development AM Peak Road1 / Road 2 / Road 3 Roundabout Performance 

 

Figure 26: 2045 Full Development PM Peak Road1 / Road 2 / Road 3 Roundabout Performance 

The following key performance outcomes are evident: 

• A single lane roundabout will readily accommodate the ultimate and full development 
flows, operating at LOS A; 
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• The 95th percentile back of queue on the east approach from SH3 is a maximum of 1 
vehicle in either peak period and well clear of the potential for interaction with the SH3 
roundabout, which is located about 90m east of the limit line; 

• The 95th percentile back of queue on the west approach from the security gate is 1 
vehicle and also well clear and separated from the security gate, which is located about 
20m west of the roundabout.  The security gates are planned to remain open 
continuously through the day with a low flow night-time closure only. 

The preceding assessments for the proposed roundabout on SH3 indicate the maximum 95th 
percentile peak hour back of queue from the SH3 roundabout west towards this site is expected 
to be about 1 to 2 vehicles or about 10m in length.  On this basis, it is also evident the SH3 
roundabout operation at 2045 full development flows, will remain well clear of the Road1 / Road 
2 / Road 3 roundabout intersection.   

7.8 Safe Intersection Sight Distance Provisions 
Maven Consultants has progressed the developed engineering roading design and the off-site 
mitigation transport infrastructure.  These drawings are included in Appendix 17 – Civil 
Engineering Plans of the Substantive Application Report. 

Safe sight distances have been assessed in accordance with Austroads Guide to Road Design 
Part 4A: Unsignalised and Signalised Intersections design guidance. The drawing package 
includes an overall sight distance compliance assessment check sheet confirming the ability for 
the proposed designs to achieve compliance.  

The assessment drawings have been assessed on the basis of a standardised assumption of a 
67m sight distance, equating to an approach speed of 40km/h in accordance with Austroads 
Guide to Road Design Part 4A: Unsignalised and Signalised Intersections, Table 3.2: Safe 
intersection sight distance (SISD) and corresponding minimum crest vertical curve size for 
sealed roads (S < L).  The drawing set identifies the potential for non-compliance in relation to 
these standard design criteria and don’t have regard for any other localised environmental 
consideration such as the presence of a nearby corner reducing the actual and practical 
approach speed.  An assessment of the identified and standardised methodology non-
compliances is itemised as follows: 

• Sheet C354-1 of the drawing set indicates 62m visibility to the east is available from the 
northern Road 3 limit line at the internal roundabout where 67 is required.  The line of 
sight is shown obstructed by the position of a retaining wall.  Further investigation with 
the designer and discussion with the Applicant has confirmed it is possible to reposition 
the retaining wall to enable a complying 67m sight distance and that this should be a 
requirement to be addressed at detailed design stage; 

• Sheet C354-3 shows a 36m sight distance to the east on Road 2 from the Road 9 limit 
line.  At this location, the retaining wall to the proposed property is the cause of the 
restriction.  The design engineer has advised that multiple properties may be impacted 
if sight distance to accommodate a 40km/h approach speed is maintained.  The 
Applicant has advised that while the operational speed environment for the site is yet to 
be determined, a 40km/h operational speed would be considered relatively high for the 
village.  Based on the Austroads guidance, it is evident that reducing the internal private 
road approach speed through the introduction of traffic management measures to 
25km/h aligns with a 38m safe intersection sight distance and produce a complying and 
safe operating environment; 
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• Sheet C354-3 shows a 32m sight distance to the south of Road 11 on Road 11.  An 
adjacent intersection about 40m south controls the entry speed of vehicles on the 
approach from the south to about 10 – 15km/h, which is equivalent to less than 22m 
safe intersection sight distance. Design solutions to address the maintenance of either 
safe intersection sight distance of an equivalent safe approach speed environment 
through traffic calming measures are both available options at this location; 

• Sheet C354-5 indicates three potential sight distance limitations on Roads 14 and 15.  
These are however all related to a 90-degree low radius curve limiting the sight lines.  
The navigation speed on the curve is assessed to be less 10 to 15km/h and require a 
safe intersection sight distance of just 22m.  This is well within the minimum 28m 
available.  Therefore, no further design mitigation is necessary at this location in order 
to achieve a safe operating environment; and  

• Sheet C354-5 indicates a constrained safe intersection sight distance on Road 15 to the 
west along Road 13.  Again, either a boundary and retaining wall amendment of traffic 
calming intervention are available to readily resolve this matter. 

On the basis of these assessments it is evident that the potential for constrained safe 
intersection sight distance is indicated on the plans.  In all cases, there are readily available 
remedies that are able to be determined by the Applicant and designer, whether involving minor 
adjustment to the property, retaining infrastructure or operating speed environment through 
traffic calming measures.   

On the basis of these assessments and to ensure a safe sight distance outcome for the 
development a specific condition of consent is recommended to be incorporated within 
Appendix 29 – Draft WDC Conditions of the Substantive Application Report as follows: 

Safe sight distances at intersections, accessways and vehicle crossings shall be established in 
accordance with Austroads Guide to Road Design Part 4A: Unsignalised and Signalised 
Intersections unless otherwise approved by the relevant Road Controlling Authority. 

7.9 Access Gates and Security Control Assessment  
The Applicant has described the proposed gate operation remaining open generally aligned with 
daylight hours to provide for site securing during the night-time hours.  This means that access 
to and from the site will be unimpeded for movements that occur through the day and including 
through both the AM and PM peak hour periods on the road network.   

The peak period for assessment of the potential for queuing at the gate is therefore, the PM 
peak period immediately adjoining the assessed and indicative 6:00pm daylight change time.  
An assessment on this basis enables evaluation of the potential for queuing and the extent to 
which queuing is safely contained and separated from the adjacent roundabout for inbound 
traffic to the Village. 

The vehicular arrival demand at 6pm can be determined by factoring the PM peak inbound 
arrival flow (99 vph – WRTM model distribution inbound through movement at the roundabout) 
by the ratio between the 6 - 7pm (0.125 trips per dwelling unit based on Appendix 4 – Figure 4) 
and PM peak hour trip rate (0.23 trips per dwelling unit).  The assessed PM inbound trip rate is 
therefore assessed to be 54 vehicles per hour. 

Research into gate service times indicates the time from activating the gate to being able to 
drive through is generally as shown in the following Table: 
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recommended that an earliest closing time for the gate be specified as the subsequent 7:00 – 
8:00pm period, where the inbound demands are lesser and the margin and confidence limits 
are greater.  On this basis, the operational parameters across the 7:00 – 8:00pm period are 
assessed as follows: 

• Typical 95th percentile queue length: 1 vehicle or 6.5m; 

• Sensitivity 95th percentile queue length: 2 vehicles or 13m. 

 

Further, the roundabout performance assessment identifies the peak period queue length for 
eastbound vehicles entering the roundabout as 2.9m AM and 4.1m PM 95th percentile peak 
period queuing.  In practice, queuing for 1 full vehicle length (6m) will be required and is readily 
provided.   

On the basis of these assessments, it is recommended the gates are established in the open 
position between the hours of 6:00am and 7:00pm daily.  This arrangement will establish 
suitable separation from the peak traffic demand periods, ensure safe and appropriate 
separation of queued vehicles from the adjacent roundabout wit margin to accommodate an 
additional queued vehicle beyond the 95th percentile level. 

7.10 Traffic Calming and Speed Management 
Traffic calming and speed management measures have been incorporated into the internal road 
network to support safe operating speeds and to create a street environment that safely 
accommodates vehicles, pedestrians and cyclists. 

This is achieved through a combination of network design, intersection control and traffic 
calming devices. These measures are distributed throughout the development to reinforce 
appropriate speed environments consistent with the function of each street type. 

Key traffic management measures include: 

• A roundabout on Ohaupo Road SH 3 at the entrance to the development site; 

• A roundabout within the development; 

• At grade traffic calming textured material changes along residential streets and near key 
destinations;  

• Development of the detailed engineering design arrangements prior to construction is 
also proposed to consider further local area traffic calming and speed management 
interventions to support safe intersection and safe road crossing operations, to align 
with and support the determined operational speed limit environment; 

• The applicant also intends to establish an appropriate operating speed limit within the 
private road part of the site through the detailed engineering design phase. 

The currently planned distribution of these measures across the development is illustrated on 
Figure 27. A higher definition version of the plan can be found in Appendix 22a - Landscape 
Architecture Plans of the Substantive Application Report. 
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Figure 27 Traffic Calming and Speed Management Measures (Source: Pacific Environments Architects) 

 

Together these measures act to regulate vehicle speeds, improve pedestrian crossing and 
intersection safety throughout the private network.  The outcome will be a transport environment 
that both minimises the potential for crash events and further minimises the potential for injury in 
the event of a crash.  To ensure this outcome a condition to the consent is recommended and 
has been incorporated into the Appendix 29 – Draft WDC Conditions of the Substantive 
Application Report as follows: 

The consent holder shall confirm the private roading speed limit to be established, on the 
detailed engineering design plans prior to construction. 

And, 

The consent holder shall confirm that the location and form of traffic calming and/or speed 
management devices to be placed within the private road network to ensure safe intersection 
sight distance compliance with the operating speed. 
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8.0 Proposed Roading Cross Sections 

A range of proposed vested and internal public roads have been proposed and are described at 
section 5.5 of this report and included at Appendix 17 – Civil Engineering Plans of the 
Substantive Application Report.  The District Plan Appendix T4 - Criteria for Public and Private 
Roads is based on a zoned land use approach which is not directly applicable in this greenfield 
case.  Notwithstanding this, some correlation can be made between the proposed land use and 
the indicative zoning requirements described in the District Plan.  The context for the proposed 
cross sections and the relationship with the District Plan Appendix T4 is described and 
assessed as follows.   

8.1 Collector Road (Road 1 proposed vested road), Cross 
Sections A and B 

The Road 1 Collector Road proposed to be vested is shown with a 20m leal road boundary, 
3.30m traffic lanes, a central median island (or central painted median in part) and no kerbside 
parking.  The function of the roadway section proposed is to provide an efficient link between 
the state highway and the site so as to avoid the potential for queuing or parking obstructions 
impacting its operation and any interactions with the roundabout on SH3.  The proposed lane 
widths are marginally below the District Plan 3.5m width requirements and reflect that frequent 
public transport servicing is not required and that the link does not support and extended 
through network connection and the traffic volume demands are relatively low due to the 
retirement land use.  Restricting parking along its length achieves this and essentially reduces 
the corridor with by 5.0m (2.5m parking bay depth each side).  This accounts for the 5.0m 
corridor width differential with the District Plan cross section.   

There are two residential with access onto this roadway section.  The dwelling units are well set 
back from the roadway and a visitor parking space for each dwelling is able to be 
accommodated within the driveway space clear of the road corridor. With peak traffic flows on 
the southern side of the carriageway comprising about 80 vehicles per hour, occupying only 
about 10% of the carriageway capacity on the assumption that capacity is disrupted by kerbside 
parking, it is evident there will be ample capacity to accommodate the driveway movements 
without adverse effects on the adjoining road network.   

The proposed cross section intends a 2.5m shared path on the southern side and 1.8m footpath 
on the northern side which is in excess of the District Plan 1.5m footpath both sides.  Back berm 
widths of 1.5m are proposed each side which are less than the District Plan 2.1m.  This 
recognises that Road 1 is not a through Collector road corridor and therefore is not planned to 
accommodate trunk infrastructure.  The provisioning and accommodation of servicing is shown 
as being accommodated within the berm provisions.  Indicative wastewater and stormwater is 
shown located within the carriageway areas.  The future integration and connectivity 
provisioning also separately provides for future trunk and urban infrastructure integration where 
that is needed to support other adjoining land development areas. 
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8.2 Local Road (Road 1 private road), Cross Sections C and 
D 

This section of the road network is generally west of the Road 3 roundabout.  It services internal 
purposes and is a private road.  The District Plan only provides for private rights of way serving 
up to 6 residential lots.  Road 1 has been designed as the principal internal distributing road 
corridor and has therefore been proposed as a 18m corridor with 2 lanes each 3.25m in width. 
The District Plan provisions for cul-de-sacs greater than 150m in length by comparison require 
only 3.0m carriageway widths.  A 2.5m shared path is located on the north and a 1.8m footpath 
on the southern side.  The 2.4m front berm amply accommodates landscaping, recessed 
parking and lighting if required. The 1.2m back berm amply accommodates the necessary 
underground services as are indicated on the plans. 

8.3 Local Road (Road 2 and 3 proposed vested road), 
Cross Section E 

These sections of road are proposed as 15.0m wide road corridors with 2 lanes each 3.0m in 
width.  These lane provisions accord with the District Plan Local Road cul-de-sacs greater than 
150m provisions. The function of the proposed roads has been planned primarily for 
conveyance and therefore no on-street parking is proposed.  The adjacent local side roads are 
readily accessible and closely located to support parking safely separated from these corridors. 
The proposed footpath provisions ate 1.8m and 1.5m which is consistent with and slightly 
greater on one side when compared with the District Plan. The servicing provisions are shown 
wholly accommodated within the 1.0m back berm areas. 

 

8.4 Private Roads, Cross Sections F, G and H 
Three types of private roads are proposed to service the local access functions of the site.  
These comprise 12.5, 10.0 and 8.5m corridors.  Their application is correlated with reducing 
dwelling unit access and associated traffic demands as development extends to the west.  All of 
these sections provide pedestrian paths separated from the carriageway area.  The cross 
sections show the associated provisioning for underground services.  Cross section H at 8.5m 
in width supports a 5.5m carriageway and provides for intermittent service access only.  No 
dwelling unit movements are proposed with access to it. 

By way of an overall summary, it is evident the cross sections have been specifically design in 
relation to the hierarchical function and traffic demand expected to be associated with their use.  
The functional elements of the cross section proposed to be vested demonstrate an ability to 
support the public function expected of them and provide an appropriately safe and efficient 
local roading environment to support the retirement land use and potential future adjacent 
connectivity where that eventuates.  On these bases, the cross sections are assessed as being 
appropriate to service their intended functions. 
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• One space per ambulance. 

The WDC District Plan3 requires one loading space and one ambulance space for the Care 
Home. The WDC District Plan does not include a provision for accessible parking spaces, 
and WDC instead refers to the Building Act 2004 and NZS 4121:2001 Design for access and 
mobility buildings and associated facilities (NZS4121) to ensure they are sufficiently 
provided. NZS4121 requires: 

• Not less than 2 spaces for 21-50 parking spaces 

• Not less than 1 space for every additional 50 parking spaces. 

Taking the requirements and recommendations into account, the Care Home development 
can be supported by the provision of a minimum: 

• 10 parking spaces for visitors; 

• 16 parking spaces for staff; 

• 26 in total car parking spaces 

• 1 space for loading; 

• 1 ambulance space; and 

• 3 accessible parking spaces. 

The proposal includes a total of 55 car parking spaces within the Care Home parking area. 
Three of these car parking spaces will be designated as accessible parking spaces, with one 
space reserved for ambulances and one loading space. This provision exceeds the minimum 
requirements recommended by the NSW GTIA, the Waipa DC and the NZS 4121. 

There are 12 parking spaces located adjacent to Local Road 03 within the Care Home car 
parking area, in close proximity to the serviced apartments in Block E and D. These spaces 
can provide additional visitor parking for the serviced apartments if required. 

The Community Hub is proposed to provide 31 on-site parking spaces, comprising 27 
standard spaces, two accessible spaces, one loading space and one ambulance space. 
Given that the Community Hub is intended primarily to serve residents of the Lifestyle 
Village, it is anticipated that most trips will be made on foot, or via cycle or mobility scooters. 
Consequently, demand for private vehicle parking is expected to be relatively low. On this 
basis, the proposed parking provision is considered sufficient to accommodate staff, visitors 
and external service providers, while supporting the internal, walkable nature of the 
development. 

 

 
3 Waipa District Council District Plan: Appendix T1 - Minimum Loading and Unloading Requirements for Retirement 
Village Accommodation and associated care facilities 
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10.0 Waste Collection and Management 

Waste collection along the vested road network will be undertaken as part of the public 
collection service. Waste collection throughout the remainder of the development, including the 
private-road areas, will be privately managed by an appointed waste collection provider. Figure 
10 provides a plan showing the vested road network within the development. This arrangement 
will ensure that all residential and communal areas are appropriately serviced without requiring 
the public collection service to enter the private-road network. Collection will be undertaken 
using a rigid refuse vehicle of up to 8 m in length. Units located along narrower lanes that 
cannot accommodate refuse vehicle access will place their bins at designated collection points 
on the adjoining private road, enabling safe and efficient collection. 

The detailed waste collection arrangements, including collection points, bin storage areas and 
vehicle access requirements, will be confirmed as part of the final design. Vehicle tracking 
shown in Appendix 17 – Civil Engineering Plans of the Substantive Application Report 
demonstrates that both an 8 m and a 11.5 m rigid truck can safely enter, manoeuvre within and 
exit the relevant parts of the development. An 8 m rigid truck represents a typical waste 
collection vehicle, while an 11.5 m rigid truck represents an emergency vehicle such as a fire 
appliance. 
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11.0 Walking, Cycling and Public Transport 

As described in Section 5.4, the internal transport network has been designed to support a 
range of travel modes, including walking and cycling. 

11.1 Walking and Cycling 
The internal cycling and walking routes are designed to connect with a proposed shared path 
running along Ohaupo Road SH 3, via Greenhill Drive and Taylor Avenue, through to a new 
proposed pedestrian crossing on Racecourse Road. The proposed path would link with the 
existing pedestrian footpaths on Racecourse Road and Ohaupo Road SH 3, as well as the 
future proposed shared path planned for Ohaupo Road SH 3 and Racecourse Road 
discussed in Section 3.4. 

Figure 28 below shows the proposed shared path and general crossing point of Racecourse 
Road. This allows the proposed shared path to link up with existing and proposed pedestrian 
and cycle facilities on Racecourse Road and Ohaupo Road SH 3, connecting further south 
towards Te Awamutu. Developed concept design has been advanced by Maven Consultants 
and is included at Appendix 17 – Civil Engineering Plans with the Substantive Application 
report. 

This shared path connection has been designed in conjunction with NZTA and WDC and 
would provide a new 2.2m wide shared path along Ohaupo Road SH 3, between the 
development entrance road and Greenhill Drive. The path then replaces and improves the 
existing footpath on Taylor Avenue, by increasing the width from 1.2m to 2.2m. This not only 
provides anew connection for future residents of the development but provides an improved 
shared path connection for residents in the Taylor Avenue area to connect into Te Awamutu, 
while also providing a new pedestrian route to the proposed bus stop facilities at the 
proposed roundabout on Ohaupo Road SH 3. 
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Figure 28 Proposed shared path linking the development site with Racecourse Road (Source: Maven Consultants) 

11.2 Public Transport 
Public transport is currently established on SH3 connecting the site with Te Awamutu and 
Hamilton, as has been described earlier. There is an existing bus stop location sign-posted 
on the western (northbound service) side of SH3 and to the north of Greenhill Drive.  Waipa 
District Council has advised that the service operates as a “hail and ride” service, meaning 
that passengers are able to signal the bus to stop at any location.  The bus driver is able to 
determine if it is safe to do so.  Council has advised that the southbound service operates 
this way.  It often stops in the southbound direction, in the traffic lane and periodically blocks 
southbound traffic movements, including at peak times.   

The northbound service is located on an uphill gradient and the bus stops partially in the lane 
as well and following vehicles utilise the central median and right turning lane established for 
Greenhill Dr, to overtake.   

There are no footpaths established on road verges, road carriageway crossing occurs in a 
relatively high-speed environment and there are no bus shelters established.  The 
northbound service stop is supported at present with a seat. 

 

The proposals intends the provision of two new bus stops, located on Ohaupo Road SH 3 
adjacent to the entrance to the development and each within a recessed bay to be located 
on the downstream, departure side of the roundabout controlled intersection. The stops will: 

• Better provide for safe access to stop locations through establishment of a shared 
path on the western side of SH3 connecting Greenhill Drive and Taylors Ave to the 
bus stops; 
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• It establishes staged crossing places at the roundabout, enabling passengers to 
cross each lane at a time and to pause within a protected central median space; 

• Crossings are located to occur within a lower speed environment, close to the limit-
line of the roundabout, lessening the potential for injury in the event of an incident; 

• Bus shelters are to be established supporting a sheltered and well-defined waiting 
area for passengers; 

• The recessed bus bays provide safe separation for passenger movements to/from 
the service.  They also provide for improved continuity of following traffic 
movements; 

• The proposed bus stop locations, shown on the following Figure, are also safely 
separated from the painted median right turning environment on SH3 at Greenhill 
Drive. 

 

 
Figure 29 - Proposed roundabout design showing bus stops pedestrian and crossing points (Source: Maven 
Consultants) 

The Applicant has engaged with Waikato Regional Council in relation to the proposed changes.  
The advice from Waikato Regional Council (WRC) dated 8 October 2026 is as follows: 

“Bus stops in Te Awamutu fall under Waipa District Council, you would want to contact them for 
assistance.” 

The advice confirms there are no changes to the service operation that warrant consideration by 
WRC.   

The bus stop facilities and their locations have been engaged with Waipa District Council on 8 
October 2026.  Council has advised there are a range of evidential safety, accessibility and 
performance issues with the current service stopping operation in the vicinity of Greenhill Dr.  
These have the potential to be resolved of significantly improved with introduction of the 
proposed safer crossing and stopping locations integrated with the bus stops as shown. On 16 
October Council provided a written response to the proposal and this is been included at section 
6.0 Transport Engagement and Table 6-1:  Summary of Transport Engagement.  It is evident 
there may be minor detailed design and implementation staging differences in relation to the 
positions advised by NZTA and Waipa District Council.  These are not matters of design with 
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the potential to impact the delivery of the proposal, but rather jurisdictional matters related to 
accountability for infrastructure, its timing, staging and maintenance, which are readily able to 
be resolved through the detailed design process prior to construction. Overall, a common 
position has been communicated about the design form, need and location of the proposed 
public transport infrastructure. 
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12.0 District Plan Assessment 

A detailed assessment of the development against the relevant transport-related provisions of 
the WDC District Plan is provided in Appendix 10. 

The assessment addresses the applicable rules within Section 16 (Transportation) of the District 
Plan. These provisions primarily relate to access design, internal road layout, parking and 
manoeuvring requirements, and the integration of the proposed network with the wider transport 
system. The remaining provisions within the District Plan are assessed within the planning 
report. 

The proposal generally complies, or is expected to comply, with the relevant transport 
provisions within the WDC District Plan. In particular, the proposal provides a connected street 
network and incorporates a network of footpaths and shared paths that connect with proposed 
and existing walking and cycling facilities in the surrounding area. The proposal also provides 
for on-street parking, pedestrian accessibility and active mode connectivity in a manner 
consistent with the objectives of the WDC District Plan. 

The assessment identifies transport-related non-compliance associated with the separation 
distances between some vehicle crossings and nearby intersections and the road hierarchy 
connections. 

While strict compliance with the specified separation distances is not achieved in all locations, 
the non-compliance occurs within low-speed residential environments that are expected to carry 
relatively low traffic volumes. The proposed road network incorporates traffic calming measures 
and is intended to function primarily as a local access environment, reducing the potential for 
adverse safety or operational effects. 

Similarly, strict compliance with road hierarchy connections is not achieved as the proposed 
collector road within the development provides the connection to the Major Arterial (State 
Highway) and is therefore not connecting to a road at the same level in the hierarchy, or directly 
above or below its place in the hierarchy. Access to the development is provided via a Collector 
Road connecting to the State Highway. The collector road performs its intended traffic 
distribution function by collecting vehicle movements from the internal local road network and 
directing them to the State Highway. The local roads primarily provide access to adjacent 
properties and do not perform a strategic movement function. The collector road is not proposed 
as a through road, and vehicle movements are limited to those with a destination within the 
development. This reinforces the intended hierarchy by ensuring the collector road serves a 
neighbourhood distribution function rather than a wider network movement function. 

On this basis, it is assessed that the reduced separation distances and the road hierarchy will 
not adversely affect the safe or efficient operation of the transport network and that the non-
compliance is acceptable from a transport perspective. 

Overall, the proposal is assessed as being consistent with the intent of the relevant transport 
rules of the WDC District Plan. 
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13.0  Construction Traffic Effects 

13.1 Overview 
The development of proposal will involve earthworks and civil infrastructure construction at 
scale, undertaken across a staged implementation programme. The Applicant has advised that 
construction is currently anticipated to commence from approximately 2027, with works 
progressing incrementally as land is developed and serviced.  The coordination and 
management of stormwater within the site is expected to be an early factor in terms of the initial 
earthworks required to support the initial development staging.  Additionally, some works, 
including the SH3 roundabout and pathway connection to Racecourse Road are required within 
the road corridor environments as mitigation to enable development staging. 

The construction traffic effects have the potential to incrementally interact with the surrounding 
road network both in order to support initial construction access and also periodically following 
this to establish the roundabout and support subsequent staged development of the site. These 
effects will be temporary in nature but, if unmanaged, could give rise to adverse safety and 
efficiency effects on the surrounding local road network and State Highway 3. 

The purpose of this section is to identify the potential construction traffic effects at a strategic 
level and to outline the framework through which those effects will be appropriately managed. 
Detailed construction methodology, earthworks fill source locations, haul routes, access 
locations and traffic management measures will be confirmed through a contractor-prepared 
Construction Traffic Management Plan (CTMP) and associated Temporary Traffic Management 
Plans (TTMPs), which will be subject to relevant authority authorisation prior to the 
commencement of works.   

13.2 Construction Activities and Earthworks Context 
Bulk earthworks and construction activity associated with the development will involve a 
combination of site preparation, platform formation, stormwater and utility infrastructure, road 
construction and servicing works to be followed by construction activities associated with the 
proposed buildings and structures on the site.   
 
Initial transport demands will be associated with site establishment, contracted staffing vehicle 
movements, the installation of contractor buildings and facilities and the formation of a yard to 
support operational and parking requirements.  The introduction and connection of key utilities 
such as power, water and waste collection services are also expected, however some of these, 
such as waste collection may be temporarily established as managed and/or standalone facilities. 
 
Preliminary earthworks assessments indicate that the development is planned to predominantly 
achieve a generalised cut to fill balance of earthworks across the site.   To achieve this, material 
is expected to be moved and managed within the overall extent of the site, minimising the need 
for off-site bulk earthworks related vehicle movements. 
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The formation of roading will necessitate the importation of road sub-base, basecourse and road 
surface finishing materials.  There has been no specific determination in relation to the source of 
quarry materials. This is expected to be determined by the appointed contractor.   
 
An area-based assessment however has identified that sand quarries are relatively plentiful within 
the region.   The most accessible of these are located generally to the north, northwest or 
northeastern areas of the site and within about a 20-minute period of travel of the site, as indicated 
on the following Figure: 
 

 
Figure 30: Indicative Sand Quarry Locations in Proximity to the Site 

 
The travel routes associated with these sites indicate the supply of material arriving and departing 
from/to the north via SH3 and potentially Ngaroto Road.  The potential travel routes associated 
with sand supply, if required, are recommended to consider the potential for route selection to 
minimise the extent that they travel on the Waipa District Council local road network, the 
avoidance or minimisation of travel through established communities and the need for safe turning 
management to/from the state highway road corridor including at the site access. 
 
The source of road construction metals is generally located in areas with a more 
hilly/mountainous terrain.  Sources for these are indicatively available within about a 30 to 40-
minute drive of the site.  These sites are located either on the northern side of Mt Pirongia, 
about 10 minutes south of Kihikihi on SH3 or to the east at Pukeatua.  Travel associated with 
these supply sites is therefore likely to be associated with movements to/from the west via 
Ngaroto Road or south via SH3.   



 

 Boffa Miskell Ltd | Harlow Lifestyle Village Fast Track Application | Integrated Transportation Assessment | 29 October 2026 82 
 

Overall, it is assessed the likely routes for importing materials are predominantly associated with 
SH3. Access and connectivity between the quarry sites and SH3 and the travel routes to and 
from the site are recommended to be given specific consideration and description within a 
Construction Traffic Management Plan (CTMP) to be prepared by the Contractor and submitted 
to Waipa District Council for authorisation prior to commencement of material importation to the 
site.   Turning to/from a potential construction site access on SH3 is recommended to be 
implemented under a site specific and approved temporary traffic management plan.  The 
relevant approving authority in this regard is the NZ Transport Agency. 

13.3 Indicative Construction Staging 
The provisionally planned construction staging approach to the development is indicated on the 
drawings prepared by Pacific Environments Architects (Sheet No. A0105).  This indicative 
staging is shown on the following Figure: 

 
Figure 31: Indicative Development Staging (Source: Pacific Environments Architects) 

The staging plan indicates up to 9 development stages.  Construction is intended to commence 
closest to SH3 and progress generally eastward across the site.   

Initial and temporary construction staging access to/from SH3 is proposed for the purposes of 
enabling establishment and the bulk earthworks associated with facilitating the establishment of 
the initial development stages on the site.  It is evident the proposed roundabout intersection 
control is important to the safe operation of the site for residents/staff as well as for the longer-
term transport movements associated with general construction.  It is therefore recommended 
that a temporary construction access be enabled to support initial site establishment and the 
initial construction phases.  To ensure the safe accommodation of residents/staff and 
subsequent site development stages, it is recommended the roundabout on SH3 is established 
prior to the occupancy of the first dwelling or other activity on the site. 

13.4 Indicative Construction Programme 
The development is proposed to be constructed progressively across four stages, together with 
the NZTA Corridor works. Stage 1 and the corridor works would be undertaken concurrently, 
followed by Stage 2, which includes critical culvert crossings and associated earthworks 
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The CTMP is to be prepared by the construction contractor and would be subject to 
engagement with, and certification by the relevant Road Controlling Authority (RCA) for works 
affecting roads under their respective jurisdictions. 

The CTMP will be required to: 

• Identify construction access locations and access layouts; 

• Confirm haul routes, including any restrictions on routes, times or vehicle types; 

• Manage the timing and frequency of heavy vehicle movements; 

• Provide for appropriate temporary traffic management measures in accordance with the 
New Zealand Guide to Temporary Traffic Management (NZGTTM); 

• Address the safety of all road users, including pedestrians and cyclists where relevant; 

• Ensure continued safe access for adjacent landowners, waste collection and 
emergency services; and 

• Include communication, stakeholder liaison and complaints management procedures. 

Where construction activities interact directly with the public road network, site-specific TMPs 
will be prepared and implemented in accordance with the approved CTMP and submitted to the 
relevant RCA for certification prior to works commencing. 

The following framework for a CTMP is recommended for inclusion in the conditions to ensure 
appropriate and ongoing consideration of the potential for effects within a changing future road 
network environment, to ensure appropriate engagement with the relevant authorities and to 
achieve mitigation of effects to a minor or less than minor degree: 

The CTMP shall: 

a. Identify construction access locations and access layouts; 

b. Identify the location of a site office, amenities and on-site parking areas; 

c. Confirm haul routes, including any restrictions on routes, times or vehicle types; 

d. Manage the timing and frequency of heavy vehicle movements; 

e. Provide for appropriate temporary traffic management measures in accordance with the 

NZGTTM; 

f. Include provisions for the avoidance of detritus tracking on public roads and measures to 

respond and address this in the event it occurs; 

g. Address the safety of all road users, including pedestrians and cyclists where relevant; 

h. Ensure continued access for adjacent landowners, businesses and emergency services; 

i. Include communication, stakeholder liaison and complaints management procedures;  

j. Include provisions for transport of over-size vehicles and associated permits; and 

k. Where construction activities interact directly with the public road network, require site-

specific TTMPs to be prepared and implemented as appropriate, in accordance with the 

approved CTMP and submitted to the relevant RCA for certification prior to works 

commencing. 
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14.0 Proposed Transport Conditions Framework 

The developed and proposed transport conditions have been integrated with the comprehensive 
conditions set included within Appendix 29 – Draft WDC Conditions of the Substantive 
Application Report. 
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15.0 Summary & Conclusion 

This Integrated Transportation Assessment has been prepared to evaluate the transportation 
implications of the proposed Harlow Lifestyle Village, comprising approximately 414 
independent living units, a 100-bed Care Home, Community Hub and associated infrastructure 
on a 25.78 ha site adjacent to Ōhaupō Road SH3, Te Awamutu. The assessment has 
considered the existing and future transport environment, strategic planning framework, 
transport network design, traffic generation, intersection performance, active mode connectivity, 
parking provision and construction traffic effects.  

By way of a summary, the conclusions from the assessment demonstrates that the proposed 
development can be integrated safely and efficiently with the existing and future transport 
network. Key findings are summarised below:  

• The site is strategically located adjacent to SH3 and in close proximity to Te Awamutu, 
enabling good accessibility for residents, staff, visitors and service providers.  

• The surrounding transport network currently operates generally in accordance with its 
intended function, with no existing safety or operational issues that would preclude the 
proposed development.  

• The proposal incorporates a comprehensive internal transport network with a clear road 
hierarchy, low-speed street environment, traffic calming measures, pedestrian facilities 
and shared path connections.  

• At full development, the proposal is forecast to generate approximately 162 vehicle trips 
in the AM peak hour and 176 vehicle trips in the PM peak hour, which is comparatively 
low relative to the capacity of the surrounding strategic road network.  

• Strategic WRTM modelling indicates that the proposal will not result in any material 
deterioration in link or intersection performance across the wider transport network, and 
no network capacity mitigation is required beyond the proposed site access 
arrangements.  

• Detailed intersection assessments confirm that the proposed single-lane roundabout at 
the SH3 site access will operate efficiently, with substantial reserve capacity through all 
development stages and at full development to 2045.  

• Sensitivity testing confirms that alternative trip distribution assumptions do not materially 
alter the assessment outcomes or create transportation effects warranting additional 
mitigation.  

• The proposal provides walking, cycling and public transport accessibility through a new 
shared path connection to Te Awamutu, improved pedestrian facilities and provision for 
bus stops on SH3.  

• Parking provision for the retirement village, Care Home and Community Hub is 
assessed as sufficient to accommodate anticipated demand and the operational 
requirements of the development.  
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• Construction traffic effects can be appropriately managed through staged infrastructure 
delivery, implementation of a Construction Traffic Management Plan and adherence to 
the recommended transport conditions framework.  

Overall, it is concluded that the Harlow Lifestyle Village can be developed and operated in a 
manner that maintains the safe and efficient functioning of the surrounding transport network 
while providing a high-quality and accessible transport environment for residents and visitors. 
Subject to implementation of the proposed transport infrastructure, staging requirements and 
recommended conditions, the actual and potential transportation effects of the proposal are 
assessed as no more than minor. 
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Appendix 1: Strategic Policy Summary and 
Assessment 
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Appendix 2: Traffic Count Volume and Speed 
Survey Results 
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Appendix 3: WRTM Model Scope and Brief 

 



 

 

Stantec New Zealand 
Level 3, 2 Hazeldean Road 
Addington, Christchurch 8024 
NEW ZEALAND 
Mail to: PO Box 13052, Christchurch 8140 

30 January 2026 

Project/File: 310206262 

Dear Saeid, 

Reference: Harlow Lifestyle Village for Boffa Miskell 

Please find below our Offer of Service to apply the WRTM for modelling the Do‑Minimum scenario and 

the two staged options as part of the Integrated Transport Assessment for Harlow Lifestyle Village. 

Scope of Services 

Overview 

The scope includes developing and running the Do‑Minimum and two staged option scenarios for the 

years 2025, 2035, and 2045. The Do‑Minimum scenario will be based on the WRTM base (V6) 

networks (E7, E8, E9) and the high‑growth land‑use projections (FH). The two staged option scenarios 

will then be added to this baseline. Further details of these scenarios are provided in the following 

sections. 

WRTM Zoning 

The proposed Harlow Lifestyle Village development is located on 2025 Ohaupo Road (State Highway 
3), Te Awamutu 3800, with its boundaries illustrated in Figure 1. Within the WRTM zoning system, the 
site falls within Zone 660, as shown in Figure 2. 
 
Three spare zones (682, 683, and 684) will be used to represent the proposed development in the 
modelling. This will further be detailed in the Development Networks Section. 
 

 

Figure 1:  Proposed development site boundaries  

 









29 January 2026 
Page 5 of 6  

Reference: Harlow LifeStyle Village for Boffa Miskell 

 Select Link analysis in PDF format. One Select Link location (with two directions) is shown in 

the figure below. This results in a total of 16 Select Link plots (8 with-development scenarios × 2 

directions). 

 

Figure 4:  Select Link Location 

 Matrix Assumptions 

 

All deliverables will be uploaded to Monday.COM and provided by a OneDrive or equivalent share. 

Timeline 

We anticipate that the work will be completed within three weeks of receiving CoLab approval 

confirming acceptance of this scope, together with the provision of either agreed trip rates or the 

conversion of the proposed numbers of retirement units and care-home beds into an equivalent number 

of households (as detailed in the Demographic Input section). 

Exclusions 

We have not allowed for the following elements: 

 Providing the LOS and Select Link outputs in PDF format 

 Daily flows can not be produced subsequently without running the interpeak model periods 

 The 2025 scenario is a FORECAST and unchecked against observed data. We are aware that 
in many locations, the 2025 scenario is lower than observed 2023/24 flows. We advise caution 
in interpreting the 2025 results. 

 

Fees 

The fixed fee for undertaking this task is $ 14,135, excluding GST. Note this amount is Stantec’s 

modelling fee. Co-lab have a 20% access fee ($2,827) which will be added to the total project cost. 

Total fixed fee for this work will be $16,962 excluding GST.   
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Reference: Harlow LifeStyle Village for Boffa Miskell 

We look forward to assisting you with this project. 

Regards, 

Stantec New Zealand 

 
Julie Ballantyne  
Technical Director - Transportation/ Practice Leader - 
Transportation Modelling 
Phone:  
Mobile:  

 

stantec.com/nz 
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Appendix 4: WRTM Trip Generation 
Memorandum 

 



 

 

 

 

 

The purpose of this memorandum is to provide the trips required by Stantec for the Waikato Regional 
Transport Model (WRTM), including analysis used to obtain the rates. The proposed Fast Track development 
is being included in the regional model as part of the fast track application. 
 
The following Table of Contents describes and references the provisional evaluations. 
 
 

Contents 
1. Introduction 3 

2. Existing Transport Infrastructure 3 

2.1 Site Location 3 

3. Fast Track Subdivision Proposal 5 

3.1. Overview 5 

4. Trip Generation 6 

4.1. Trip Generation Research and Investigation 6 
4.2. Personal Vehicle Trip Generation 7 

5. Conclusion 8 
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Level 1 
BDO Business Centre 
15 Porowini Avenue 
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Whangarei 0110 
+649 358 2526 
 

☐ Auckland 
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+649 358 2526 
 

☐ Hamilton 
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Hamilton 3240 
+647 960 0006 
 

☒ Tauranga 
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☐ Dunedin 
49 Water Street 
Dunedin 9016 
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Attention: Julie Ballantyne 

Company: Stantec  

Date: 18 February 2026 

From: Mark Apeldoorn / Tatai Dewes - Boffa Miskell 

Message Ref: Harlow Lifestyle Village – WRTM Trip Rates 

Project No: BM251067 
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Appendix 5: WRTM Level of Service Plots 
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Appendix 6: WRTM Select Link Plots 
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Appendix 7: Trip Distribution Validation Analysis 
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Appendix 8: 2045 Validated Sidra Modelling 
Results 
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Appendix 9: 2045 Validated Sidra Modelling – 
Sensitivity Results 
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Appendix 10: District Plan Transport Provisions 
Assessment 
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Appendix 11: Connectivity and Integration Plan 

 








