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IN THE MATTER OF the Resource Management Act 1991 

AND 

IN THE MATTER OF a resource consent application by Jace 

Investments Limited to the Western Bay 

of Plenty District Council to develop land 

at 404 Omokoroa Road for mixed use 

commercial town centre purposes 

STATEMENT OF EVIDENCE OF IAN CARLISLE 

Introduction 

1. My name is Ian Carlisle. I am a Principal Transportation Engineer at Stantec NZ,

in Tauranga, an international design and consulting professional services

company.

2. I hold the qualifications of a Bachelor of Engineering (Honours) and a Master

of Civil Engineering, both from the University of Canterbury.  I am a Chartered

Professional Engineer (CPEng), a Chartered Member of Engineering New

Zealand (ENZ) and a member of the ENZ Transportation Group.

3. I have 36 years’ experience in civil engineering and have specialised in traffic

and transportation engineering for the last 30 years.  I have worked for a

government agency, local authority and as a consultant.  In my role as a

consultant, I have advised central and local government agencies and the

private sector on traffic and transportation matters associated with

developments and their potential impact on the surrounding road network.
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4. The Transportation Assessment (“TA”) for the Omokoroa Town Centre (OTC) 

development, which was issued on 14 May 2020, was prepared under my 

direction. In response to the transport related comments in the Request for 

Further Information (“RFI”) dated 18 June 2020, I issued a response dated 23 

September 2020 and a Further Information Memorandum (“memorandum”) 

providing an update of modelling dated 24 November 2020 and attached as 

Appendix A. 

 

5. I have read and am familiar with the submissions, the section 42A report and 

the proposed consent conditions.  

 

6. I conducted a site visit on 26 April 2020 and on other occasions. During my site 

visit I observed the surrounding transport network. My site visit observations 

informed my assessment and consequent transportation advice.  

 

Code of Conduct for Expert Witnesses 

 

7. I confirm that I have read the Code of Conduct for Expert Witnesses contained 

in the Environment Court Practice Note 2014 and that I agree to comply with 

it.  I confirm that I have considered all the material facts that I am aware of 

that might alter or detract from opinions that I express, and that this evidence 

is within my areas of expertise. 

 

Scope of Evidence 

 

8. My evidence will cover with reference to the TA and responses to further 

information requests:  

 

(a) The existing transportation environment; 

 

(b) The proposed vehicle access strategy; 
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(c) The assessment of traffic and transportation effects including 

mitigation measures; 

 

(d) Transport related matters raised through submissions; and 

 

(e) The section 42A report and the proposed consent conditions. 

 

Executive Summary 

 

9. A masterplan has been developed for the OTC to a concept level appropriate 

to the consenting requirements.  In recognition that the layout will be refined 

and finalised in the developed design phase, conditions of consent have been 

proposed to guide the process.  

 

10. There are two key findings raised in the Section 42A report with respect to 

traffic: the right turn into the northern access and the vehicle link to Kaimai 

Views.  I have found the modelling undertaken by Aurecon does not reflect the 

stated scenarios and for this reason I do not agree with the conclusion reached 

that the northern access will not perform adequately. Notwithstanding my 

assessment, I consider the alternative access arrangements proposed by 

Council to be acceptable. 

 

11. In conclusion, I consider the proposed OTC, with recognition to my 

recommendations on the proposed conditions of consent, will result in an 

acceptable level of effects pertaining to the transportation environment. 

 

Existing Transportation Environment 

 

12. The site is located on commercially zoned land on the western side of 

Omokoroa Road, which is classified as a Secondary Arterial in the Western Bay 

of Plenty District Council (“Council”) District Plan and provides the only linkage 
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between SH2 and the peninsula. As a Secondary Arterial, Omokoroa Road 

forms part of the strategic road network in the Western Bay of Plenty. 

 

13. The town centre location is currently surrounded by residential development 

at varying stages of completion including the Kaimai Views, Harbour Ridge and 

Te Awanui Waters. The town centre provides for a mix of commercial and 

residential activities. 

 

14. A local road network has been formed to service the new residential 

subdivisions adjacent to Omokoroa Road. On the eastern side of the road 

opposite the site, the residential areas are accessed by Flounder Drive at the 

south, and Ridge Drive at the north. On the western side, north of the site, the 

subdivision is accessed by Settler Avenue, which has a roundabout at the 

intersection with Omokoroa Road and Ridge Drive.  

 

15. The current speed restriction on Omokoroa Road adjacent to the site (and back 

to Prole Road) is 60 km/h as approved by Council on 17 December 2020. 

 

16. Omokoroa Road was upgraded and widened to approximately 10 m nominal 

seal width adjacent to the site in 2018, and a shared path was established on 

the western side of the road. In December 2020 Council consulted with the 

Omokoroa Community with respect to a further proposed upgrade of 

Omokoroa Road from Prole Road to the railway line, which incorporates road 

widening and a physical median between Founder Drive and Ridge Drive as 

well as a further shared path on the eastern side of the road.   

 

17. The current 7-day average daily traffic volume on Omokoroa Road north of 

Flounder Drive is 6,005 veh/d1  with 634 veh/h2  in the peak traffic period. The 

forecast growth in traffic has been modelled in the Tauranga Transport 

 
1 Vehicles per day. 
2 Vehicles per hour. 
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Strategic Model3 (“TTSM”), as updated in November 2020, which indicates that 

the average daily traffic on this section of Omokoroa Road is modelled to reach 

15,600 veh/d and 1,498 veh/h in 2048.   This represents an increase in peak 

hour traffic on this road section of 136%, which does appear high in 

comparison to expected further development north of the site4.   

 

18. Omokoroa is currently served by one bus service, managed by the Bay of Plenty 

Regional Council and linking Omokoroa with Tauranga. There are existing bus 

stops just north of the Settlers Avenue roundabout, which is within easy 

walking distance to the Town Centre site. 

 

19. The operative structure plan for Omokoroa (Appendix 7 of the District Plan) 

includes two items for treatment of the intersection of Omokoroa Road and 

Flounder Drive.  Item O-07-1 is for the construction of a right turn bay at the 

intersection (now complete) and Item O-07-2 is described as a single lane 

roundabout construction. 

 

20. In relation to road safety in the vicinity of the site, between 2015 and 2019 

there has been two recorded crashes. One was a minor injury crash near Ridge 

Drive involving a single vehicle loss of control, and prior to more recent road 

upgrades. The other was a non-injury crash north of Flounder Drive also 

involving a single vehicle loss of control. This crash record does not exhibit any 

trend in crash type or frequency that would warrant further safety assessment 

of this section of road.   

 

Proposed Masterplan Layout and Access   

 

21. The site layout is developed to a level of detail appropriate to a Master Plan 

for the town centre.  It was acknowledged at the time of the TA report that 

 
3 Tauranga Transport Strategic Model TTSM 5.12 updated data provided from Council November 2020 that uses 
Urban Form Transport Initiative UFTI and Transport System Plan TSP project land use and transport network 
assumptions for 2048 Core Option Case and Omokoroa Stage 3 Structure Plan” inputs. 
4  The actual population increase expected north of the railway is estimated at closer to 48 % and it is acknowledged 
that the TTSM notes indicate the model is a high-level view only with further refinement by Council required. 
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refinement of the plan would be required at detailed design stage.  Subsequent 

to the preparation of the TA, the Master Plan has been progressed in response 

to further information requests, consultation with Council and the community, 

client requirements and the concept design road safety audit.  The revised 

proposed Master Plan layout is depicted in Figure 1. Notwithstanding the 

improved level of detail on the masterplan it is acknowledged that further 

refinement of the design is required at the detailed design stage and various 

conditions of consent are proposed to this end. 

 

 

Figure 1 Proposed Masterplan (Rev 3)  

 

22. To provide a good level of connectivity between the OTC and the existing 

transport environment, several points of access are proposed as follows: 

 

(a) The primary access which links the mainstreet (Road 501) with 

Omokoroa Road is proposed by way of a 4-legged roundabout located 

adjacent to Founder Drive and with two circulatory lanes for through 

traffic on Omokoroa Road.  As noted in the Structure Plan, a 

roundabout intersection has been anticipated at this location and 
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included in the Omokoroa Structure Plan Roading Schedule for the 

area.  

 

(b) A left turn slip lane from Omokoroa Road north of Road 501 is 

proposed.   This left turn slip lane will enable delivery vehicles and more 

particularly semi-trailers associated with a supermarket, to exit directly 

off Omokoroa Road, traverse along the private way parallel to 

Omokoroa Road into the loading area and exit back onto Omokoroa 

Road using the proposed northern access.  The roundabout to the 

north at Settler Avenue will provide a safe turning area from which to 

then head south. This avoids the need for a semi-trailer to traverse 

through the town centre.  The tracking path for this movement has 

been provided in the S92 response.    

 

(c) An access providing for all movements - except a right turn out - is 

proposed at the northern end of the site approximately 110 m south of 

the Settler Avenue / Ridge Drive roundabout. As recommended in the 

TA, a right turn-in facility has been discussed in principle with Council 

in order to provide convenient access for traffic to and from the 

northern peninsula that minimises the likelihood of using the local 

residential street network to access the OTC.  The Master Plan has been 

updated to show the proposed intersection layout which incorporates 

physical median islands to prevent right turns out of the access.  

 

(d) A local road link will be provided to the existing Kaimai Views 

residential area by way of a connection to the end of Sentinel Avenue 

which has been constructed to enable this future extension. This 

connection is intended for movements to and from Kaimai Views estate 

only and has been designed with a moderate to steep gradient (around 

9%) and raised safety platforms that will both control vehicle speeds 

and discourage use of the link by any traffic other than local traffic.  As 

noted in (c) the refined access arrangements provide a more direct and 
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efficient route between Omokoroa Road (north) and the OTC which will 

address the needs of traffic to the north of the site (without the need 

to use Sentinel Avenue).   

 

(e) Additionally, the development of the western portion of the land parcel 

is yet to be determined and therefore there remains opportunity to 

provide further linkages to adjacent sites and /or to Prole Road beyond.  

Any additional linkages provided between Prole Road and the OTC 

would reduce the expected traffic using Omokoroa Road to access the 

site from the south and reduce demands at the associated 

intersections.  While the option for an additional connection(s) to the 

west is encouraged, it has not been presupposed in my assessment. 

 

Traffic Effects  

 

23. The effects of the traffic associated with the OTC on the existing road network 

have been modelled at each access connection. The models included in the TA 

have been updated to account for the revised access provisions and the 

background forecast traffic flows as provided from the Tauranga Transport 

Strategic Model TTSM 5.12, as described in the memorandum dated 24 

November 2020 (Appendix A).    

 

24. The trip generation forecasts for OTC are set out in the TA and total 

1,221 veh/h for the evening peak hour. The trip directional distribution for all 

activities has been sourced from available reference sources principally ITE 

data for the closest activity class and the adopted directional flows for the 

morning and evening are given in the memorandum. 

 

25. The background traffic flows on Omokoroa Road have been adopted from 

TTSM for the 2028 and 2048 years as appropriate.   
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Roundabout at Omokoroa Road/ Flounder Drive/ OTC   

 

26. The roundabout has been modelled using Council supplied base data for 

Omokoroa Road as detailed in the memorandum. The modelled traffic flows 

are based on the expectation that the majority (70%) of traffic with an origin 

or destination north of the OTC will utilise the proposed northern access.  

Similarly, it is expected that a proportion (40%) of the entering traffic from the 

south will make use of one of the proposed left turn accesses located north of 

the proposed roundabout. 

 

27. The modelling results show the proposed roundabout will perform with a 

satisfactory level of service with minimal average delay and queues (95 

percentile) of less than 30 m.   

 

28. However, it is noted that a single lane roundabout may satisfy both short and 

long-term requirements depending on the actual traffic flows that eventuate 

within the OTC, on Omokoroa Road and the network connections that are 

provided.  The modelling to date has adopted the TTSM volumes as base 

volumes acknowledging that the volumes are conservatively high and could be 

refined with additional research and data collection if warranted. The 

variabilities in the flow data include: 

 

(a) Omokoroa Road forecast volumes as modelled in the TTSM indicate up 

to 1087 veh/h north of Settler Avenue (which excludes the modelled 

commercial centre traffic).  The existing traffic count for this section of 

road is 594 veh/h which makes the forecast flows equivalent to an 86% 

increase in traffic in comparison to the planned 50% increase in number 

of residential lots north of the railway line.    On this basis it is likely that 

the forecast traffic growth on Omokoroa Road in the TTSM is 

overestimated. 
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(b) The intersection modelling is based on the proposed access locations 

shown on the OTC masterplan.  Additional connections are indicated in 

the TTSM model to Prole Road from the OTC property.  Such additional 

connections would provide good connectivity to the Prole Road 

catchment and if they are able to be accommodated by adjacent 

landowners would reduce traffic demands on the proposed OTC access 

roundabout at Omokoroa Road.  The OTC masterplan includes 

provision for such a potential future linkage to be provided. 

 

(c) The residents of Omokoroa are already satisfying their commercial 

needs with trips to somewhere in the Bay of Plenty, and the proposed 

OTC will enable that shopping to occur within the peninsula. This means 

that many of the peak hour trips on the current network will simply 

change destination and therefore the total modelled traffic volume on 

Omokoroa Road will likely change by less than that forecast by the 

simplified method adopted. 

 

29. As acknowledged at paragraphs 17 and 28, the base traffic flows supplied by 

the TTSM and the simplified analysis method used in the intersection 

modelling will likely over-estimate the forecast traffic volumes on Omokoroa 

Road which have resulted in a proposed two-lane roundabout form, and 

further refinement of the background traffic flows would likely reduce the 

number of lanes necessary.  It is suggested that the conditions of consent 

enable flexibility to determine the final roundabout size at the time of detailed 

design.  

 

30. The roundabout diameter has been discussed with Council5 and it has been 

agreed that a central island diameter of 22 m or greater will be adequate 

subject to detailed checks of vehicle tracking with the number of circulatory 

lanes to be confirmed later following monitoring.  This approach will enable 

 
5 Meeting on 21 December 2020. 
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the operation of the currently proposed single lane roundabout6 to be 

monitored as the OTC grows with a review condition requiring additional lanes 

to be added as and when necessary unless provided at the outset. 

 

Northern access 

 

31. Modelling of the northern access, as based on the traffic demands described 

in the memorandum, shows that the right turn movement would operate at a 

Level of Service C; that is with average delays less than 25 s and with expected 

queues of less than 20 m for both the left turn out and the right turn-in (95th 

percentile queues).  In the event that peak traffic demands are higher than 

modelled and the queue extends further, it is expected that driver behaviour 

would result in drivers choosing the main roundabout entry in preference to 

joining a queue with longer delays, and therefore the queue is expected to be 

self-regulating.  Further, the right turning traffic at the roundabout will create 

gaps in the northbound traffic stream allowing the right turn in at the northern 

access and in this manner the traffic preferences at each junction will find a 

natural balance of traffic flows. 

 

32. Further sensitivity testing of this access performance has been undertaken and 

it is concluded that based on scenarios suggested by Aurecon with respect to 

variation in either the trip generation or distribution, the intersection will still 

lead to a satisfactorily performing intersection. 

 

33. Furthermore, with reference to the matters described in paragraph 28 I note 

the modelled traffic flows are expected to be conservative in nature. 

 

34. The inclusion of right turns into OTC at this intersection was recognised as a 

desirable intersection form at the time of the TA subject to confirmation of 

future traffic volumes, and it was recommended the option be explored in 

consultation with the Council at the detailed design stage. The option was 

 
6 Council proposed works (WSP drawing titled OMOKOROA RD - PROLE RD TO RAILWAY (CONCEPT PLAN). 
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discussed with Council at a meeting in September 2020, and it was understood 

that Council accepted that it had some merit subject to modelling.  Whilst the 

modelling indicates the intersection performance is adequate, it is understood 

that Council no longer support the principle of an additional right turn on 

Omokoroa Road and I expand on this matter below. 

 

Kaimai Views  

 

35. The Kaimai Views residential area has been developed with the knowledge that 

commercial zoning exists, and a connected road network is provided 

consistent with good transport planning practice, and consistent with 

connections that would have been envisaged at the time of planning of both 

the commercial area and the residential area.   

 

36. The refined access arrangements provide a more direct and efficient route 

between Omokoroa Road and OTC via the northern access and is expected to 

result in negligible use of the Sentinel Ave link to enter OTC from anywhere but 

the local neighbourhood.  

 

37. Traffic calming measures are proposed on the road connection between 

Kaimai Views and OTC to reduce traffic speed and discourage any traffic other 

than that associated with local residents.  The traffic calming is proposed to 

comprise of two raised safety platforms and the road link itself will have a 

steep grade of around 9% which further reduces the attractiveness of this 

connection to all but local traffic. 

 

Omokoroa Road Mid-block Capacity (Prole Road to OTC roundabout) 

 

38. The modelled traffic flows7 for the section of Omokoroa Road south of the OTC 

roundabout for 2048 are: 

 

 
7 Updated from memorandum to account for refinements including Flounder Drive flow distribution. 
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(a) AM: 480 veh/h northbound and 995 veh/h southbound. 

 

(b) PM: 1124 veh/h northbound and 642 veh/h southbound. 

 

These peak hour flows are within the expected capacity of a two-lane road with 

no side friction. However, it is understood that Council are planning a two-lane 

roundabout at the intersection of Prole Road and Omokoroa Road and 

therefore Council may wish to consider four-laning of the section between the 

two roundabouts, but I do not consider this to be a direct consequence of this 

development. 

 

Parking 

 

39. Following revisions to the Masterplan, the current proposed parking supply is 

around 654 spaces.  I note that the there is sufficient room on the balance site 

to accommodate additional parking should this prove necessary.  

 

40. Irrespective of the actual number of spaces eventually provided, it was 

recognised in the TA (Section 9.4.3) that allowance should be made for any 

shortfall in parking either due to reduced supply or increased demands by 

including appropriate conditions.  It is recommended that conditions are 

developed that require monitoring of actual supply and demands with the 

ability to extend parking to the west within the future urban zoned area if 

necessary. It is understood the following condition of consent is proposed by 

the applicant: 

 

That biannually for a period of 6 years after consent is given effect to, pursuant 

to S128 RMA or equivalent, the applicant shall complete a car park survey to 

monitor the performance with respect to the supply of car parks within the 

town centre. If the car parking is shown to be inadequate for the peak demand 

then an independent traffic engineer will assess and confirm the number of 

additional car parks needed. These will be provided within 12 months of the 
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assessment confirming additional car parks area required.  This report will be 

submitted to Council for comment and confirmation of the necessary additional 

car parks, if any area required. 

 

41. Furthermore, as the subdivision is expected to be developed in stages, 

additional conditions are recommended that require parking supply to be 

progressively developed at a rate commensurate with the demands for the 

relevant stage. I note that the proposed conditions address this matter. 

 

OTC Layout  

 

42. The OTC layout has been developed, reviewed and audited to sufficient detail 

to demonstrate its feasibility. As it is acknowledged that further refinement of 

the design is required at the detailed design stage, various conditions of 

consent are proposed to this end with respect to matters discussed at 

Section 10 of the TA.  Conditions are recommended to provide certainty of 

design standards including: 

 

(a) Intersection and access design (reference to Council Development 

Code is appropriate); 

 

(b) Parking layouts; 

 

(c) Detailed design of the road, intersection, entrances and car parking 

areas will be reviewed by a suitably qualified independent traffic 

engineer;  

 

(d) The lot boundaries will be flexible and responsive to minor changes as 

necessary at detailed design. 

 

43. I am satisfied that the proposed conditions of consent together with my 

comments to follow, will address these matters. 
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Submissions 

 

44. I have read the submissions and many of the submissions include a common 

focus.  I respond to the transport related matters on a topic basis in the 

following paragraphs. 

 

45. Many submissions relate to the road connection through Kaimai Views and the 

ability of Sentinel Avenue to cater for the expected traffic.  The effects on 

Sentinel Avenue have been considered as outlined in paragraphs 35-37.  In 

particular, the northern access is proposed to include a right turn-in from 

Omokoroa Road which, together with a left turn out, will cater for traffic from 

the north without the need to use Sentinel Avenue.  A linkage through to the 

Kaimai Views subdivision has been recommended and retained to provide 

good connectivity for the residents to the commercial area (not the other way 

around), although I note that the proposed development is not dependent on 

this connection and the traffic related consequences of closing this entry to 

vehicular traffic are negligible.  I recommend that a pedestrian and bicycle 

connection should be retained with or without vehicle connectivity. 

 

46. With respect to provision for pedestrians and cyclists within the site, I confirm 

the design philosophy to provide pedestrian footpaths on all roads and provide 

a shared use environment for cyclists within the carriageway.  Pedestrian 

crossing points have been provided at all intersections in conjunction with 

raised platforms, and also at mid-block locations resulting in a maximum 

distance between crossing points on the main road of 55 m.  Bicyclist access is 

afforded from the shared path on Omokoroa Road at any of the three accesses 

and a bicycle parking area is proposed near Building C. Within the site OTC is a 

low-speed environment which is supplemented by the use of raised safety 

platforms and bicyclists will be able to share the proposed carriageway. 
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47. Pedestrian crossings are also proposed at the intersection of OTC/ Flounder 

Drive and Omokoroa Road roundabout.  A raised safety platform crossing is 

proposed immediately north of the roundabout on the OTC access leg to slow 

traffic entering the OTC as well as the roundabout itself.  Additional raised 

safety platforms are also recommended to slow vehicles on the other 

approaches as part of the design to be undertaken by Council. 

 

48. Public transport has been mentioned in one submission.  A bus bay is proposed 

within the OTC on the main access road between Omokoroa Road and the 

internal roundabout.  Buses would be able to use this bus bay in conjunction 

with the roundabouts for both directions of travel.  However, I note that 

Council are proposing bus stops on both sides of Omokoroa Road in the vicinity 

of the Flounder Drive roundabout and these bus stops would provide 

convenient access to the site without the need for buses to divert from the 

main arterial route whilst retaining a maximum distance to all parts of the site 

of 300 m.  

 

49. The strategy to the provision of adequate carparking spaces is to provide 

spaces conveniently located throughout the site and monitor use over the first 

stages of the project with additional spaces able to be provided within the 

overall site should this be required.  This strategy is supported as not only does 

it enable the appropriate number of spaces to be provided, but also reduces 

the likelihood of excessive use of space for parking that is not well utilised or 

only utilised for very short peaks of the year.   

 

Section 42A Report  

 

50. I have read the planners Section 42A report with respect to transportation 

matters and note the overall conclusion that matters of concern raised in the 

report can be adequately conditioned to mitigate the effects to an acceptable 

level. I support this view. 
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51. The Section 42A references a review by Ms Fosberry and her key findings are 

summarised at paragraph 151 of the 42A report. The key transportation 

matters raised in the report relate to the proposed right turn movements at 

the northern access, the proposed connection to Kaimai Views residential 

area, parking supply and an Omokoroa Road mid-block pedestrian crossing.  

 

Northern Access Right Turns 

 

52. The report draws on the matters discussed in Ann Fosberry’s review in 

concluding that the proposed right turn-in movement at the northern access 

will create more than minor effects based on some sensitivity modelling. I 

firstly note that there is no supporting modelling performance data included 

in the report (at least at time of writing to support this recommendation) 

although I have separately been supplied with a summary.  Moreover, I 

disagree with this conclusion and have set out at Appendix B my reasoning for 

this position.  In summary, I consider that Ms Fosberry has not appropriately 

allocated pass-by trips to the road network when modelling the northern 

access intersection with Omokoroa Road.  Ms Fosberry’s modelling of Scenario 

1 shows the right turn in movement operates at a LOS E while my modelling 

using her same assumptions yields a satisfactory LOS C.  Additionally, both sets 

of modelling show that the 95th percentile back of queue can be 

accommodated by the proposed turn bay.   

 

53. I also highlight that the modelled sensitivity models are all based on testing 

higher traffic flows than assessed in the TA with no analysis of the likelihood of 

those scenarios occurring.  None of the sensitivity models consider the 

likelihood that the background traffic volumes on Omokoroa Road are 

unrealistically high.  I have commented on the reasons for this in 

Memorandum at paragraph 28 and assess the actual peak hour flow on 

Omokoroa Road is overestimated by around 150-200 veh/h, and possibly 

more.  While I was comfortable to adopt the TTSM flows in my modelling 

knowing they are likely conservative, I am concerned in adopting further 
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sensitivity tests resulting in higher still traffic flows without acknowledging this 

issue. The resulting outcome being intersections and road corridors being 

designed for a much greater footprint or inappropriate form than is necessary.  

 

54. Furthermore, as described at paragraph 31, even should delays increase for 

the right turn movements for short periods then a natural balance of traffic 

flows will occur as southbound drivers would be able to bypass any queues and 

use the southern roundabout instead. 

 

55. A safety audit has been undertaken8 of the proposed intersection layout and I 

note that the auditors support the use of a channelised intersection layout to 

physically prevent the right turn out movement in conjunction with the 

proposed right turn-in movement.  

 

56. In summary, I have modelled the northern access operation and find that it 

operates at an acceptable level of service both with the base flows and with 

the sensitivity scenarios and there is no data presented that supports the 

Planner’s recommendation to restrict movements at the northern access. 

 

Kaimai Views Link 

 

57. The Section 42A report (paragraph 152) refers to Ms Fosberry’s report and 

recommends omitting the vehicular link between OTC and Kaimai Views on the 

basis of the Aurecon modelled performance of the northern intersection.  

However, as outlined at paragraphs 52 to 56 I do not agree that there is 

sufficient evidence to draw this conclusion. 

 

58. Notwithstanding that the Kaimai Views link provides a useful connection 

between the adjacent subdivision and OTC, I have no traffic related concerns 

 
8 Harrison Transportation Concept Stage Road Safety Audit Report, 408 SA v2, dated October 2020 emailed to 
Council on 30 November 2020. 



 

LCM-978371-10-1056-1 

19 

should the link be severed to vehicular traffic as proposed in the Planner’s 

report. 

 

Parking 

 

59. I agree with the conclusion reached at paragraph 165 that the carparking 

proposal is acceptable subject to conditions requiring monitoring and review 

and I have proposed such conditions (at paragraphs 40 and 41).  

 

Omokoroa Mid-block Crossing  

 

60. Ms Fosberry has raised a concern with respect to crossing of Omokoroa Road 

by pedestrians west of Anglers Way.  I confirm the recommendation of the TA 

that it is desirable for a safe crossing point to be established on Omokoroa 

Road in the vicinity of the pedestrian link to Anglers Way.  I also note that road 

infrastructure associated with the land zoning would typically be incorporated 

into the structure plan developed at the time.  

 

Pedestrian and Bicycle Crossings 

 

61. At paragraph 46 and 47 I have addressed matters raised in some submissions 

with respect to the provision of safe and convenient pedestrian crossings and 

the strategy in catering for cyclists.  In particular, pedestrian crossing points 

have been provided at all intersections in conjunction with raised platforms, 

and also at mid-block locations resulting in a maximum distance between 

crossing points on the main road of 55 m.  The proposed raised safety 

platforms will be designed to achieve appropriate vehicle speeds entering and 

within the town centre commensurate with the pedestrianised environment. 
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Proposed Conditions 

 

62. I have reviewed the proposed conditions produced by Council’s Planner. In 

general, I consider the conditions relating to transport are reasonable and 

provide a basis for guiding the developed design.  However, I do have some 

recommendations as follows.  

 

63. Condition 3 o) iv. requires the quantum of parking to be in accordance with the 

TA.  I consider this should read “in accordance with the Masterplan”.  The 

number of spaces has changed subsequent to the preparation of the TA, 

however the overall principal remains the same and a suggested additional 

review clause is described in paragraph 40. 

 

64. Condition 32 refers to the assessment in Condition 31 and this should be stated 

for clarity.  Moreover, the parking allocation for the childcare centre was 

assessed in the TA and therefore I do not consider further assessment of 

parking supply for the childcare centre is necessary. 

 

65. If the vehicular access to Kaimai Views was to be closed (as I have discussed at 

paragraphs 57 and 58) then I support Condition 66 if it is amended to read 

“…dead end of Road 1” not “Sentinel Avenue” as the turning head is to serve 

the OTC not Sentinel Avenue. I also recommend reference to Development 

Code Drawing W 406 for detail of turning head options. 

 

66. Condition 67 should also recognise the roading design may have agreed 

departures as proposed at Condition 3 h) ii. and I suggest the addition of the 

words “or other agreed alternatives”, or similar. 

 

67. I do not consider Condition 68 to be required as I have set out in paragraphs 

57 and 58 and based on the proposed access layout.  
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68. I do not consider Condition 69 to be required as I have set out in paragraphs 

52-56.    

 

69. With respect to Condition 71 a), as I have set out in paragraph 29, I consider 

that the condition of consent enable flexibility to determine the final 

roundabout size and lane configuration at the time of detailed design. To this 

end I suggest adding the words “if required” after the reference to a two lane 

roundabout. 

 

70. With respect to Condition 71 b), as I have described at paragraph 38, I do not 

consider that four-laning of Omokoroa Road between Prole Road and Flounder 

Drive is required as a direct consequence of this development and therefore 

any contribution would need to reflect the actual effects from OTC. 

 

71. Condition 75 requires 701 parking spaces.  While this is consistent with the TA 

and therefore acceptable, I note that the proposed Condition described in 

paragraph 40 is designed to enable the development to monitor parking 

requirements as development proceeds and provide additional parking as 

necessary and I recommend that the ability to construct additional parking, 

within the balance lot, is secured.  On this basis, I consider a requirement for 

an initial minimum of 654 spaces as shown on the revised Masterplan to be 

equally acceptable.  

 

72. I consider the proposed condition described at paragraph 40 should replace 

Condition 76 as it provides better clarity of the parking review process. 

 

Conclusion 

 

73. There are two principal findings raised in the Section 42A report: the right turn 

into the northern access and the vehicle link to Kaimai Views.  I have found the 

modelling undertaken by Aurecon does not reflect the stated scenarios and for 

this reason I do not agree with the conclusion reached that the northern access 
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will not perform adequately. Notwithstanding my assessment, I consider the 

alternative access arrangements proposed by Council to be acceptable. 

 

74. In conclusion, I consider the proposed OTC, with recognition to my 

recommendations on the proposed conditions of consent, will result in an 

acceptable level of effects pertaining to the transportation environment. 

 

 

Ian Carlisle 
19 February 2021 
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Appendix A 

Further information Memorandum:  Modelling : 24 November 2020 
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To: Richard Coles  From: Ian Carlisle 

   Stantec, Tauranga 

File: 310203882 Date: November 24, 2020 

 

Kiwigreen Omokoroa Town Centre (OTC) Access Modelling – Further Information 

Further to the S92 request, the WBOPDC has requested copies of the Sidra models for the Omokoroa access 

intersections.  Attached are the SIDRA modelling files for the OTC access intersections namely the roundabout 

at the intersection of Omokoroa Road / Flounder Drive and the OTC main access road, and the northern 

priority access which all movements with the exception of right turn movements out. The two files are: 

• OR/OTC RBT nov20 being the roundabout at the intersection of Omokoroa Road and OTC; and 

• OR/Road 4 nov20 being the priority intersection of the north access Road 4 and Omokoroa Road.  

The models have been updated to account for background forecast traffic flows as provided from the 

regional model Tauranga Transport Strategic Model TTSM 5.12.  Attached is a copy of the TTSM notes, flows 

and select zone analysis for the modelled commercial zone. 

Modelled Inputs 

The modelled inputs are based on the following input parameters: 

i. Trip Generation: 

The trip generation forecasts for OTC are set out in the Transportation Assessment (TA) and total 1221 

vehicles per hour (veh/h) for the evening peak hour (as reproduced in table below): 

 

Trip generation for the morning peak hour period is based on 25 % of the retail activity peak hour as 

above and the with the balance activities as for the evening peak and summarised below.  

 

ii. Trip Distribution 

Activity Trip Rate % Entering In Out Total

Town Centre 13780 m2 GFA 7.7 per 100m2 GFA 48% 509 552 1061

Office 6155 m2 GFA 1.6 per 100m2 GFA 17% 17 82 98

Residential 27 units 1.1 per unit 63% 19 11 30

Motel 40 units 0.8 per unit 53% 17 15 32

Total 562 660 1221
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The trip directional distribution for all activities has been sourced from available reference sources 

principally ITE1 data for the closest activity class and the adopted directional flows for the morning and 

evening are given in (i). 

The proportion of trips that are new trips on the network versus existing trips (such as pass-by trips and 

diverted trips) have also been adopted from ITE publications for retail activities with 35% primary or “new”, 

40% pass-by and 25% diverted.  

Pass-by trips have been allocated in proportion to the modelling passing flow on Omokoroa Road for 

each period. 

Primary trips have been distributed at 41 % to the north on Omokoroa Road and 59% to the south based 

on a broad assessment of the future OTC catchment (with approximately 2265 lots within the peninsula 

located north of the rail line and 2476 lots located to the south of the railway line, and allowance for up 

to 30% of the traffic to come from the state highway). 

Diverted trips are based on 80% of the diverted trips to be sourced from south of the OTC site. 

The other activities have been conservatively assessed as primary trips with the north: south split of 50:50, 

25:75 and 25:75 for the office, residential and motel activities respectively. 

iii. Background Traffic Flows  

The background traffic flows on Omokoroa Road have been adopted from TTSM for the 2028 and 2048 

years as appropriate.  To avoid double counting of the commercial zoned land the select zone traffic 

flows for the modelled commercial are have been deducted from the forecast traffic on Omokoroa 

Road, and summarised in tables below: 

 

 

HCV proportions have been modelled as 6% on Omokoroa Road through movement and 2% on all other 

movements (which is based on Omokoroa Road 7 day counts but expected to overestimate the 

proportions for a peak period. 

An estimate of the traffic flows on the Founder Road leg of the roundabout has been made at 120 veh/h 

for the peak periods, and the traffic has been split equally between all movements into and out of the 

leg. 

iv. Access Splits  

 
1 Institute of Transportation Engineers  

TTSM Model pm 2048 (north of Flounder) (veh/h)

Northbound Southbound

68% 32%

1018 480

less commercial zone 115 108

Net Traffic 903 372

TTSM Model am 2048 (north of Flounder) (veh/h)

Northbound Southbound

28% 72%

399 1019

Less commercial zone 38 83

Net Traffic Flows 361 936
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It is expected that the majority of traffic with an origin or destination north of the OTC will utilise the 

proposed northern access and the SIDRA modelling is based on 70% of such traffic using the northern 

access.  Similarly, it is expected that a proportion of the entering traffic from the south will make use of the 

proposed left turn-in only access located immediately north of the proposed roundabout. 

v. SIDRA Modelling 

The attached SIDRA file (OR_OTC roundabout) include firstly for the proposed roundabout at OTC/ 

Omokoroa Road: 

(a) 2028 pm Single Lane Roundabout OTC/ Omokoroa Road 

Operates at LOS A/B on all approaches except the OTC approach which operates at LOSC with 

average delay of 27 s and queuing (95th percentile) up to 106 m long.  Providing a flared approach 

(short left turn lane of 10 m long) reduces the average delay to 10.7 s and queue to 46 m.  

(b) 2048 pm Single Lane roundabout (with short left turn flare on town centre approach) 

Operates at LOS A/B on all approaches except the OTC approach which operates at LOSC with 

average delay of 25 s and queuing (95th percentile) up to 82 m long. 

(c) 2048 pm Two-lane roundabout  

Operates at LOS A/B on all approaches with worst delay on the OTC approach with average delay 

of 19 s and queuing (95th percentile) up to 72 m long. With flared OTC approach lane queue 

reduces to 32 m. 

(d) 2048 am Two-lane roundabout 

Operates at LOS A/B on all approaches with maximum approach queue of 26 m. 

The attached SIDRA file (OR_Road4 nov20v1) includes the evening peak model for the northern Road 4 

access at Omokoroa Road which comprises of all movements bar a right turn out. 

(e) 2048 pm (priority layout) 

Operates at LOS C for both the left turn out and the right turn in with 95%ile queues up to 29 m (left 

turn) and 21 m (right turn) which is contained within the proposed lane lengths. 

vi. Discussion – OTC Roundabout  

Based on the above modelling the SIDRA Modelling the proposed roundabout concept layout to cater 

for the ultimate traffic flows is depicted below with the exact lane lengths and island size to be agreed 

with Council once the posted speed on Omokoroa Road has been set. Further the OTC approach is 

shown with a short left turn lane whilst in reality, this will likely be marked as a flared approach. 

However, it is noted that a single lane roundabout may satisfy both short- and long-term requirements 

depending on the actual traffic flows that eventuate within the OTC, on Omokoroa Road and the 

network connections that are provided.  These variabilities include: 

• Omokoroa Road forecast volumes as modelled in the TTSM indicate up to 1087 veh/h north of 

Settler Avenue.  The existing traffic count for this section of road is 594 veh/h which equates to an 

expected 86 % increase in traffic in comparison to the planned 50% increase in number of 

residential lots north of the railway line2.    On this basis it is likely that the forecast traffic growth on 

Omokoroa Road is overestimated. 

 
2 Reference Council current and planned subdivisions Omokoroa peninsula 
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• The intersection modelling is based on the proposed access locations shown on the OTC 

masterplan.  Additional connections are indicated in the TTSM model to Prole Road from the OTC 

property.  Such additional connections would provide good connectivity to the Prole Road 

catchment and if they are able to be accommodated by adjacent landowners would reduce 

traffic demands on the proposed OTC access roundabout at Omokoroa Road.  The OTC 

masterplan includes provision for such a potential future linkage to be provided. 

 

vii. Omokoroa Road Mid-block Capacity (Prole Road to OTC roundabout) 

The modelled traffic flows for the section of Omokoroa Road south of the OTC roundabout for 2048 are: 

• AM: 527 veh/h northbound and 1051 veh/h southbound. 

• PM: 1227 veh/h northbound and 803 veh/h southbound. 

These peak hour flows are within the expected capacity of a two-lane road with no side friction3. 

However, it is understood that Council are planning a two-lane roundabout at the intersection of Prole 

Road and Omokoroa Road and therefore Council may wish to consider four-laning of the section 

between the two roundabouts. 

Stantec NZ 

Attachments: SIDRA Files:    OR_OTC roundabout nov20v1 and OR_Road4 nov20v1 

TTSM – Combined Flow Plots 

TTSM Omokoroa Stage 3 Model Update note 

TTSM Select Zone traffic flows 

 

 
3 Reference Austroads Guide to Traffic Management Part 3. 
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Appendix B 

Modelling of Northern Access – Review of Aurecon Memorandum dated 05/02/21 

I raised concerns with the Aurecon modelled traffic flows as discussed at meeting on 
21 December 2020 when it was agreed Aurecon would update trip modelling to 
account for pass by trips and reduce the background traffic to match the TTSM.  
Updated data provided on 27 January 2021 did not appear to have been updated and 
a request was made for the supporting references to formula in included in the 
provided spreadsheet. 
 
I remain of the opinion that the Aurecon sensitivity testing does not reflect the stated 
description of the applied traffic flows.  To support my conclusion, I have set out below 
my analysis of some of critical elements of the Aurecon spreadsheet to show where 
the traffic modelling has over-estimated the Omokoroa Road traffic flows at the 
proposed northern access. This is important as many of the recommendations from 
Ann Fosberry are derived from the modelling assessment. 
 
For the Aurecon Scenario 1 (Acc spl ST-1) the Aurecon modelled flows for the northern 
access in the pm peak are given in Figure A1. 
 

 
Figure A1 : Aurecon Modelled Flows North Access Scenario 1 

 
While no reference diagram have been provided I have deduced from the data in 
Figure A1 that the modelled northbound traffic movement on Omokoroa Road at the 
northern access is 1069 veh/h comprising of 903 veh/h from TTSM (base flow without 
development) plus 166 veh/h attributed to the development (highlighted in figure). 
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The base flow (903) is consistent with my assessment.   
 
However, the additional traffic (166) used by Aurecon due to the development traffic 
does not properly account for the pass-by trips.  To understand the Aurecon 
methodology has necessitated a detailed inspection of the various formulas and the 
166 veh/h (highlighted in purple in Figure A1) has been derived as follows: 
 

• 166 veh/h    = -262*0.68*0.2 +202 
o Where 0.68  = proportion of pass-by traffic northbound; 
o 0.2   = Proportion of traffic from the south of site using the 

north access; 
o 202   = modelled traffic left turning out of the South access; 
o 262   = 1364*0.48*0.4 

▪ Where 1364 is the total inbound retail trips ; 
▪ 0.4  = proportion of inbound trips that are pass -by 
▪ 0.48  = percentage of total trips that are inbound 

 
What Aurecon have omitted from their above formulae, is to remove the pass-by trips 
that enter the site through the southern access (roundabout) which reduces the 
through flow at the northern access by 142 veh/h ie the northbound flow (movement 
2 above) is 927 veh/h NOT 1069 veh/h.  
 
I have compared the intersection modelling at the northern access using the traffic 
flows modelled by Aurecon in Figure A1 and corrected for pass-by traffic as detailed 
in Figures  A2 and A3 for the original Aurecon flows and the updated flows accordingly.  
 
I note that the Aurecon reports provided as part of the Section 42A report do not 
include the results summary table referenced at the bottom of page 2 of the 
memorandum dated 05/02/21 titled Stantec Traffic Modelling Sensitivity Testing.  This 
means there appears to be no nexus between the modelling and the conclusions 
drawn in the report as to acceptability. 
 
To verify consistency of the intersection modelling parameters (used in SIDRA) I have 
compared my outputs in Figure A2 with a previously supplied spreadsheet from 
Aurecon in January 2021 as shown in Figure A4.  The modelled flows and performance 
are both in agreement which indicates the SIDRA models are identical. 
 
The modelling with the updates traffic flows to reflect the changes I have described 
above show that the intersection right turn in at the northern access operates with a 
LOS C significantly better that the LOS E indicated by Aurecon. Similarly the left turn 
out of the access operates at LOS C under the updated model. 
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Figure A2: Aurecon Flows North Access pm peak performance  

 
Figure A3 : Aurecon Flows Adjusted for Pass-by trips performance 

 
Moreover, the queuing of vehicles for the right turn movement into site is modelled 
at 12 m (for the 95th percentile queue) which is well within the proposed right turn 
bay length and available space back to the Settler Avenue roundabout. 
 
Subject to confirmation that Aurecon have used the same methodology with all the 
tested scenarios, it is expected that all Aurecon sensitivity modelling of the northern 
access is unreliable. 
 
 

 
Figure A4:  Aurecon Supplied Intersection Performance for pm north access (earlier correspondence) 


