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Executive Summary 

±ƛŀ{ǘǊŀŘŀ [ƛƳƛǘŜŘ Ƙŀǎ ōŜŜƴ ŎƻƳƳƛǎǎƛƻƴŜŘ ōȅ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ (TDC) to prepare a speed 
ƳŀƴŀƎŜƳŜƴǘ Ǉƭŀƴ ŦƻǊ ǘƘŜ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘΦ ¢ƘŜ {ǇŜŜŘ aŀƴŀƎŜƳŜƴǘ tƭŀƴ ƛǎ ōŀǎŜŘ ƻƴ ǘƘŜ ²ŀƪŀ YƻǘŀƘƛ 
(NZ Transport Agency) Speed Management Guide and will lead to the creation of an implementation 
Ǉƭŀƴ ŦƻǊ ǎŀŦŜǊ ǎǇŜŜŘǎ ƛƴ ¢ŀǳǇǁΦ 

Following review of the relevant local, regional and national policies, and in discussion with TDC staff, 
a series of speed management principles were developed to establish criteria for using different speed 
limits for different road environment situations. 

! ǇǊƛƻǊƛǘƛǎŀǘƛƻƴ ǇǊƻŎŜǎǎ ǿŀǎ ŘŜǾŜƭƻǇŜŘ ǘƻ ƎǊƻǳǇ ŎƘŀƴƎŜǎ ƻƴ ǘƘŜ ¢ŀǳǇǁ ƴŜǘǿƻǊƪ ƛƴǘƻ ǘƘǊŜŜ ǇǊƛƻrity 
categories for implementation. The main focus for Priority 1 changes (within the next two years) are: 

¶ streets arounds schools 

¶ rural roads with high safety issues or community concerns 

¶ ǊŜŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘƘŜ ¢ŀǳǇǁ ǘƻǿƴǎƘƛǇ ŎŜƴǘǊŜ 

¶ community centres in Kinloch and Turangi 

¶ ratification of new or unclassified roads (including new subdivisions) 

¶ additional roads adjacent to these to provide logical network completeness  

Other roads, including those requiring additional engineering measures to support changed speed 
limits, will be implemented at a later date. 

 
  



¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ς Speed Management Plan 

 

 iv ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ 

 

Table of Contents 

Executive Summary iii 

1 Introduction 2 

2 What is Speed Management and why do we need it? 2 

 A safe system 2 

 Strategic context 3 

 /ƻǳƴŎƛƭΩs obligations for setting of speed limits 3 

 Speed Management Guide and the Speed Management Framework 4 

3 Development of the plan 5 

 ²Ƙŀǘ ŀǊŜ ǘƘŜ ŜȄƛǎǘƛƴƎ ƛǎǎǳŜǎ ŦƻǊ ¢ŀǳǇǁΚ 5 

 ²Ƙŀǘ Ƙŀǎ ¢ŀǳǇǁ ŘƻƴŜ ƻƴ ǎǇŜŜŘ ƳŀƴŀƎŜƳŜƴǘ ƛƴ ǘƘŜ ǇŀǎǘΚ 6 

 Engagement undertaken 7 

 Projects undertaken 7 

4 {ǇŜŜŘ ƳŀƴŀƎŜƳŜƴǘ ǇǊƛƴŎƛǇƭŜǎ ŦƻǊ ¢ŀǳǇǁ 7 

5 {ǇŜŜŘ ƳŀƴŀƎŜƳŜƴǘ ǇǊƛƻǊƛǘƛŜǎ ŦƻǊ ¢ŀǳǇǁ 8 

 Prioritisation method 9 

 Speed Management Toolbox 9 

 Engineering and Infrastructure 9 

 Stakeholder and Community Engagement 13 

 Education & Enforcement 13 

6 ¢ƘŜ ǇǊƻǇƻǎŜŘ Ǉƭŀƴ ŦƻǊ ¢ŀǳǇǁ 14 

 Schools 15 

 Rural roads 15 

 Poihipi Road 15 

 Mapara Road 16 

 Whangamata Road 17 

 Broadlands Road 18 

 ¢ŀǳǇǁ ǘƻǿƴǎƘƛǇ 18 

 Other Urban Settlements 19 

 Kinloch 19 

 ¢ǹǊŀƴƎƛ 21 

 Wairakei and Whareroa 22 

 Ratification of new or unclassified roads 23 

7 Next steps 23 

 



¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ς Speed Management Plan 

 

December 2021 v  
 

List of Appendices 

Appendix A Strategic context A-1 

A.1 Government Policy Statement on Land Transport 2021/22 - 2030/31 A-1 

A.2 Vision Zero and the Safe System A-2 

A.3 Road to Zero 2020-2030 A-3 

A.4 Arataki A-4 

A.5 Road to Zero for the Waikato 2020-2030 and Land Transport Plan A-6 

A.6 One Network Road Classification/One Network Framework A-9 

Appendix B /ǊŀǎƘ ƛƴŦƻǊƳŀǘƛƻƴ ŦƻǊ ǘƘŜ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ B-12 

B.1 Fatal Crashes B-13 

B.2 Serious Crashes B-13 

B.3 ¢ŀǳǇǁ /ŜƴǘǊŀƭ B-15 

B.4 ¢ŀǳǇǁ ¢ƻǿƴǎƘƛǇǎ B-16 

Appendix C aŜƎŀaŀǇǎ ŦƻǊ ǘƘŜ ¢ŀǳǇǁ District C-18 

C.1 Posted Speed Limits C-18 

C.2 Mean Operating Speeds C-19 

C.3 Safe and Appropriate Speeds C-19 

C.4 Risk Metrics C-20 

C.5 High Benefit Speed Management C-23 

Appendix D {ŎƘƻƻƭǎ ƛƴ ǘƘŜ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ D-25 

Appendix E Proposed Priority 1 Speed Limit Changes E-26 

Appendix F Rationale where recommended speed is different from SAAS F-33 

Appendix G Infrastructure and Costs G-38 

 
  



¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ς Speed Management Plan 

 

 2 ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ 

 

1 Introduction 

A road network needs to have an appropriate balance between providing an efficient system for 
moving people and goods to various destinations, and a safe system that protects road users and other 
people nearby. It also needs to take into account other considerations such as amenity, environment, 
travel behaviour change, and the overall views of the local community. A speed management plan is 
a key tool to help achieve many of these objectives. 

By having a consistent speed management strategy for ¢ŀǳǇǁ, it will be easier to communicate the 
key issues requiring attention and to present a common rationale to the public and elected members. 

Road safety risk can be reduced by investing in infrastructure improvements to make a road safer at 
current speeds, or by managing speeds down through a combination of road design, risk targeted 
enforcement and education on safe behaviour, all reinforced by speed limits appropriate for the roads. 
Infrastructure improvements can be costly and not justified on lesser roads; therefore lower speed 
limits can provide a cost-effective way to achieve significant safety gains across a network at minimal 
expenditure. 

The plan sets out what work needs to be done, by who, where and finally an indication of funding to 
implement this work, with a focus on the next three financial years of the 2021-24 National Land 
Transport Programme (NLTP). 

2 What is Speed Management and why do we need it? 

 A safe system 

The management of vehicle speed is a crucial element of the Safe System. Travel speed leading up to 
a potential crash directly impacts upon both the likelihood and severity of a crash1. One way to reduce 
the rate of death and serious injury is to set safe and appropriate speeds, recognising that the 
traditional default 50 km/h and 100 km/h speed limits are no longer fit for purpose.  

At lower speeds, the available travel time between recognising a hazard and avoiding a collision 
increases, providing the driver with greater chance of avoiding a collision or minimising crash speed. 
If there is a collision, there is less impact energy involved and this will result in less severe injuries. A 
reduction of as little as 1ς2% of the average speed can result in substantially greater reductions in 
fatalities and serious injuries. 

The chance of surviving a crash (or not suffering serious injuries) decreases markedly above certain 
speeds, depending on the crash type. The critical crash speeds for various crash types are:  

¶ pedestrian struck by vehicle = 30 km/h  

¶ motorcyclist struck by vehicle = 30 km/h  

¶ vehicle striking a pole or tree = 40 km/h  

¶ side impact vehicle-to-vehicle crash = 50 km/h  

¶ head-on vehicle-to-vehicle (equal mass) crash = 70 km/h.  

Managing the inter-relationship between travel speed, road infrastructure design and vehicle safety 
is central to the Safe System approach. Speed management considers the function of the road within 
the transport network along with how the road is designed, managed and used. 

 
1 https://austroads.com.au/publications/road-safety/agrs01/media/AGRS01-
21_Guide_to_Road_Safety_Part_1_Introduction_Safe_System.pdf  

https://austroads.com.au/publications/road-safety/agrs01/media/AGRS01-21_Guide_to_Road_Safety_Part_1_Introduction_Safe_System.pdf
https://austroads.com.au/publications/road-safety/agrs01/media/AGRS01-21_Guide_to_Road_Safety_Part_1_Introduction_Safe_System.pdf
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 Strategic context 

Speed management plans are long-term plans that work in line with the development of regional land 
transport plans. Regional Speed Management Plans should cover interactions with the National Speed 
Management Plan and the Regional Speed Management Plans of adjacent regions. They should: 

¶ take a whole-of-network approach, consider speed limits 
and engineering changes in the relevant region, 

¶ address Government outcomes outlined in the Road to 
Zero strategy, Action Plan and Government Policy 
Statement (GPS), 

¶ generally align with the calculated ά{afe and Appropriate 
Speedέ (SAAS) for travel, 

¶ be consulted on by Regional Transport Committees/RCAs, 
and 

¶ outline how they will be implemented. 

This approach has been used to develop the ¢ŀǳǇǁ District Speed Management Plan. Appendix A 
summarises how this Plan aligns with other local, regional and national strategies and plans. 

 /ƻǳƴŎƛƭΩǎ ƻōƭƛƎŀǘƛƻƴǎ ŦƻǊ ǎetting of speed limits 

The Land Transport Act 1998, the Land Transport Management Act 2003, and the Land Transport Rule: 
Setting of Speed Limits 2017 ǎŜǘ ƻǳǘ /ƻǳƴŎƛƭΩǎ current obligations and requirements for setting speed 
limits. 

The proposed Tackling Unsafe Speeds programme2, will include a framework to improve how councils 
and Waka Kotahi (NZ Transport Agency) plan for, consult on and implement speed management 
changes. It will also mean lowering speed limits around schools and a new approach to using safety 
cameras for enforcement. 

This framework will introduce a more consistent and transparent process to how speed limits are 
planned, managed, and put in place through State highway and regional speed management plans. It 
also formalises and streamlines the regional approach to speed management Waka Kotahi is taking 
with RCAs and aligns decisions about speed limit changes with investment in road safety 
infrastructure. 

Under the framework, RCAs will introduce safer speed limits around schools over the 10 years of the 
Road to Zero strategy, which will include reducing speed limits: 

¶ around urban schools to 30 km/h, with the option of allowing 40 km/h speed limits if 
appropriate 

¶ around rural schools to a maximum of 60 km/h. 

In addition, ownership and operation of the camera network will transfer from the police to Waka 
Kotahi, and safety cameras will be located on the highest risk parts of the network and have clear 
signage. 

 
2 See https://www.transport.govt.nz/area-of-interest/safety/tackling-unsafe-speeds/  

The Road to Zero for Waikato 
Strategy envisions 

άŀŎŎŜǎǎƛōƭŜ ƧƻǳǊƴŜȅǎ ŦǊŜŜ ƻŦ 
deaths and serious injuriesέΦ 

 Refer to Appendix A for more 
of the important strategic 

context underpinning speed 
management 

https://www.transport.govt.nz/area-of-interest/safety/tackling-unsafe-speeds/
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 Speed Management Guide and the Speed Management Framework 

The Speed Management Guide 20163 was created to ensure a consistent sector wide approach is 
adopted to manage speeds so they are safe and appropriate. It ties in with the ONRC so travel speeds 
are appropriate for the road function, design, safety and use. Speed management should be targeted 
to two areas: 

¶ Where there is greatest potential to reduce death and serious injuries; and 

¶ Where there are high benefit opportunities to improve the credibility of speed limits. 

The Speed Management Guide draws on four key principles: 

1. Functionality ς Differentiate speeds and speed limits according to a hierarchical classification, with 
clear differences between levels, to support self-explaining road systems. 

2. Predictability and consistency ς Support road user expectations through consistency and 
continuity of design, speed limit setting, enforcement, communication, adherence to standards 
and collaboration between partners. 

3. Homogeneity ς Keep like with like (mode separation) and encourage speeds within a narrow band 
to increase both safety and efficiency. 

4. Credibility ς Identify and manage safe and appropriate speeds for an entire route (and manage 
out of context risks by exception) to support the overall credibility of the limits and of 
enforcement. 

The Guide sets out safe and appropriate speed ranges which consider road function, design, safety 
and use. The proposed safe and appropriate speeds for different types of road fall within the ranges 
shown in Table 1. The ranges are not themselves speed limits. 

Table 1: Safe and appropriate speed ranges (adapted4 from the Speed Management Guide 2016) 

Classification 

Straight open road / urban 
motorways 

Curved  
open road 

Winding  
open road 

Urban (not motorways) 

Class 1 

High volume 
national 

100-110 km/h 

Depends on design and 
safety risk (e.g. divided 4-5 
star, grade separated 
intersections, safety barriers) 
and factoring in enforcement 
thresholds 

  N/A 

Class 2 

National 
Regional, Arterial 

80 ς 100 km/h 

Depends on safety risk and 
whether volumes justify 
investment to bring the road 
up to 3-star equivalent,  

 60-80 km/h 

50 km/h generally 

60-80 km/h where safety risk 
allows, e.g. fewer 
intersections, mode 
separation for active users 

 

Class 3 Primary 
and secondary 
collector 

 

also enforcement thresholds 

  30 ς 50 km/h 

Class 4 60-80 km/h   
30 km/h if high volumes of 
cyclists/pedestrians 

 
3 https://www.nzta.govt.nz/assets/Safety/docs/speed-management-resources/speed-management-guide-
first-edition-201611.pdf  
4 The table has been adjusted to remove the erroneous colour from the first column of road classes, because 
the intention is to read across all columns (e.g., a Class 2 road may be 50 km/h or 100 km/h). 

https://www.nzta.govt.nz/assets/Safety/docs/speed-management-resources/speed-management-guide-first-edition-201611.pdf
https://www.nzta.govt.nz/assets/Safety/docs/speed-management-resources/speed-management-guide-first-edition-201611.pdf
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Access and low 
volume access 

All winding / 
tortuous  

Depending on roadside 
development, pedestrian 
and cyclist volumes, whether 
sealed or not 

Recognise access and place 

10 km/h for shared spaces 

¢ƘŜ {ǇŜŜŘ aŀƴŀƎŜƳŜƴǘ DǳƛŘŜ ƛǎ ǎǳǇǇƻǊǘŜŘ ōȅ άaŜƎŀaŀǇǎέΣ ǿƘƛŎƘ ƛǎ ŀƴ ƻƴƭƛƴŜ information mapping 
system, developed and maintained by Waka Kotahi to capture key safety, risk and speed management 
metrics. Appendix C ǎǳƳƳŀǊƛǎŜǎ ǘƘŜ ƪŜȅ aŜƎŀaŀǇǎ ƛƴŦƻǊƳŀǘƛƻƴ ŦƻǊ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘΦ 

3 Development of the plan 

 What are the existing issues for ¢ŀǳǇǁ? 

Lƴ ǘƘŜ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘΣ the movement network comprises both rural roads that are winding, hilly and 
usually two-lane, and also urban streets from central city shopping streets and local residential 
neighbourhoods to those that move more strategic traffic around the district. There are also many 
different road users, including pedestrians, cyclists, horses, campervans and tourist vehicles, 
agricultural vehicles, and heavy vehicles. 

A review of the past 10 years (2011-2020) ŦǊƻƳ ǘƘŜ /ǊŀǎƘ !ƴŀƭȅǎƛǎ {ȅǎǘŜƳ ǎƘƻǿǎ ǘƘŀǘ ƻƴ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ 
roads (excluding State Highways) there have been 147 crashes resulting in fatal injury (22) and serious 
injury (125), including 27 fatalities (see Figure 1).  

 

Figure 1 5ŜŀǘƘǎ ŀƴŘ {ŜǊƛƻǳǎ LƴƧǳǊƛŜǎ ƻƴ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ǊƻŀŘǎ нлмм-20 

The number of fatalities peaked in 2017-2019 when the numbers rose from 0-1 a year to 4 a year 
consistently for 3 years before coming down to 3 fatals in 2020. 2019 was the worst year for serious 
injury crashes with a peak of 18, with an average of 12.5 serious crashes occurring a year for the past 
10 years. More detail is provided in Appendix B. 

Speed was reported to have played a factor in 36% of the fatal and 20% of the serious crashes. 
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 What has ¢ŀǳǇǁ done on speed management in the past? 

In May 2018, ¢ŀǳǇǁ District Council consulted on proposed speed limit changes5 and the changes came 
into effect on 1 December 20186. 

Over 20 maps were used to show the proposed speed limits for the different urban areas of the District 
and the rural roads that connect the communities. The changes to high-risk roads were publicised as 
shown in Figure 2.  

 
Figure 2 Recommended Safe and Appropriate speed ranges for road classes 

 
5 https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/our-
council/consultation/documents/speed-limit-
changes/TDC%20Speed%20Limit%20Changes%20Consultation%20Document.pdf  
6 https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/Rules-regulations-
and-licences/Bylaws/Speed%20Limits%20Bylaw%202018.pdf   

https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/our-council/consultation/documents/speed-limit-changes/TDC%20Speed%20Limit%20Changes%20Consultation%20Document.pdf
https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/our-council/consultation/documents/speed-limit-changes/TDC%20Speed%20Limit%20Changes%20Consultation%20Document.pdf
https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/our-council/consultation/documents/speed-limit-changes/TDC%20Speed%20Limit%20Changes%20Consultation%20Document.pdf
https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/Rules-regulations-and-licences/Bylaws/Speed%20Limits%20Bylaw%202018.pdf
https://www.taupodc.govt.nz/repository/libraries/id:25026fn3317q9slqygym/hierarchy/Rules-regulations-and-licences/Bylaws/Speed%20Limits%20Bylaw%202018.pdf
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 Engagement undertaken  

¢ŀǳǇǁ District Council have ongoing conversations with the community around speed. The Customer 
Service Requests received show that the community is concerned about speed, with over 30 concerns 
raised with Council in the past year alone. There has also recently been a petition for a speed reduction 
on Hirangi Road, Tǹrangi (86 signatures). 

 Projects undertaken  

¢ŀǳǇǁ District Council have been undertaking (or planning to undertake) projects to improve safety in 
the District. These are as follows: 

¶ ¢ŀǳǇǁ Town Centre Transformation  

¶ Kiddle Drive / Napier Road Roundabout 

¶ Broadlands Road upgrades 

¶ Poihipi Road upgrades 

¶ Whangamata Road upgrades 

4 Speed management principles for ¢ŀǳǇǁ 

Safety is ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭΩǎ ǘƻǇ ǘǊŀƴǎǇƻǊǘ priority, and council is committed to reduce harm on 
their roads and streets.  

The overall vision for the Connecting ¢ŀǳǇǁ 2020-2050 - ¢ŀǳǇǁ Transport Strategy (Dec 2020) is: 

Making it easier to get to the people and places we want, safely and sustainably. 

In order of priorities safety remains the top priority. The strategy states: 

Deaths and injuries on our roads are a huge trauma for the people and families involved ς and a 
massive social and economic toll for our communities. Although most fatal and serious crashes in 
¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ƻŎŎǳǊ ƻƴ {ǘŀǘŜ IƛƎƘǿŀȅǎΣ ǿƘƛŎƘ ŀǊŜ ǘƘŜ ǊŜǎǇƻƴǎƛōƛƭƛǘȅ ƻŦ ²ŀƪŀ YƻǘŀƘƛ όǘƘŜ b½ ¢ǊŀƴǎǇƻǊǘ 
Agency), the local impacts are significant. Local communities should not have to fear for their safety. 
²Ŝ ǿŀƴǘ ¢ŀǳǇǁ ǘƻ ōŜ ŀ ǎŀŦŜ ŘƛǎǘǊƛŎǘ ŦƻǊ ǇŜƻǇƭŜ ǘƻ ƭƛǾŜ ŀƴŘ ǾƛǎƛǘΦ 

There are six deliverables in the strategy: 

¶ Work in partnership with central government and Waka Kotahi (the NZ Transport Agency) to 
address unsafe or not fit-for-purpose State highways (Short-term). 

¶ Undertake rural road safety assessments and deliver a Rural Road Safety Programme of 

works (ongoing). 

¶ undertake urban road safety assessments and deliver an Urban Road Safety Programme of 

works (ongoing). 

¶ Implement and regularly review a district wide speed management plan (short-term). 

¶ Deliver a programme of safety awareness and education (ongoing). 

¶ Play an active role in road safety, alongside our road safety partners (ongoing). 

Following ƻƴ ŦǊƻƳ ǘƘŜ ƴŀǘƛƻƴŀƭ ŀƴŘ ǊŜƎƛƻƴŀƭ ǎǘǊŀǘŜƎȅΣ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ Řƻ ƴƻǘ ōŜƭƛŜǾŜ ŀƴȅ ƭƻǎǎ 

of life is acceptable on the network. Based on the strategic principles summarised in Appendix A.5 of 

this report (including the safe and appropriate speed ranges shown in Table 1 on page 4), the speed 

limits and accompanying typical situations are listed in Table 2.  

The changes need to be logical and consistent so that users know how to behave in the different 

speed zones. 
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Table 2: Proposed speed limit principles 

Speed limit Typical situations 

 

Town centres or other community areas with high concentrations of pedestrians, 
cyclists, and άplaceέ functions (e.g. community shopping centres) 

 

Urban residential streets; may include rural town residential streets if the alignment and 
road stereotype is suitable, and some streets near to schools. 

  

School variable speed limits7 ς often a static sign for cost reasons. The following are 
starting points. If it is a high priority school location, a lower limit may be adopted. 

A 30 km/h speed may be applied during school times where the normal speed limit is 
higher. 

 

 

Urban and rural town collector and arterial streets, where the movement function 
and/or road stereotype (alignment, land use, intersection density etc) are not aligned 
with a 40 km/h speed limit. May require appropriate pedestrian and cyclist facilities 
(crossings, cycle lanes). 

 

Rural local roads [depending on their function, safety and infrastructure risk profiles]. 
Typically have a winding or tortuous alignment and includes most unsealed roads. May 
have high community safety concerns. 

 

70 km/h is a traditional semi-rural speed limit. Following speed reviews, most of these 
segments should be either up-rated to 80 km/h (with any required engineering) or 
down-rated to 60 km/h (subject to appropriate road safety measures). 

 

Rural local roads [depending on their function, safety and infrastructure risk profiles]. 
Typically straight/curved undivided roads with few hazards but limited protection such 
as barriers. 

 

Interim 90 km/h speed limit on economically important state highways and rural arterial 
roads where MegaMaps recommends a lower safe and appropriate speed, until such 
time as these roads can be engineered up to appropriate standards. In practice most 
such roads should be 80 km/h. 

 

100 km/h for roads with good alignments and accompanied by suitable engineering such 
as shoulders, clear zones, horizontal separation (barriers). 

5 Speed management priorities for ¢ŀǳǇǁ 

This plan aims to provide an implementation programme for the next 10 year including:  

¶ The proposed changes to speed limits  

¶ Infrastructure to support SAAS limits  

¶ A timeframe when each change will occur  

¶ A more detailed programme for the first 3 years  

¶ Overview of the programme from year 3 to year 10 of the plan 

 
7 The current setting of speed limits around schools is set in accordance with the Land Transport Rule: Setting 
of Speed Limits (Rule 54001/2017), the NZ Speed Management Guide (November 2016) and Traffic Note 37. 
Under the proposed Tackling Unsafe Speeds change to the legislation, 30 km/h zones are being encouraged 
around schools. It is proposed to seek feedback on this speed at school locations. ! ƴŜǿ άY¦w! ς {/Ihh[έ 
sign (shown here) ƛǎ ŀƭǎƻ ŎǳǊǊŜƴǘƭȅ ƻǳǘ ŦƻǊ ǇǳōƭƛŎ Ŏƻƴǎǳƭǘŀǘƛƻƴ ǘƻ ǊŜǇƭŀŎŜ ǘƘŜ ŜȄƛǎǘƛƴƎ άǎŎƘƻƻƭ ȊƻƴŜέ ǎƛƎƴǎΦ 
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 Prioritisation method 

Table 3 outlines the methods proposed to assign relative priority to speed management measures in 
¢ŀǳǇǁ ƻǾŜǊ ǘƘŜ ƴext decade; roughly aligning with the next three 3-years NLTP periods. The initial 
focus is on roads where need has been identified by safety and community demands, particularly 
ǿƘŜǊŜ ǘƘŜȅ ŀǊŜ ŀƭǊŜŀŘȅ άǎŜƭŦ-ŜȄǇƭŀƛƴƛƴƎέ ŀƴŘ ǘƘǳǎ ƴƻǘ ǊŜǉǳƛǊƛƴƎ ŎƻƴǎƛŘŜǊŀōƭŜ Ŝngineering or 
community buy-in to successfully introduce them. There is also a need to formally ratify speed limits 
for newly created roads, such as subdivisions. 

The delivery needs to be prioritised to align with funding for delivery. Initial changes do not have to 
be expensive (e.g. just road marking and signage) to establish new speed management zones, while 
other more expensive infrastructure can be provided later, when funding can be sought, to help 
reinforce proposed speeds for other sections. 

Table 3: Priority assignment method 

Priority 
Timeframe 

Typical situations 
Consult NLTP Implementation 

1 2021/22 Years 1-3 

(2021/22 ς 2023/24) 

¶ Town centres / high people άplaceέ function 

¶ School frontages / accesses 

¶ Top 10% DSI saving network sections 

¶ High level of public service requests 

¶ Logical network implementation (e.g. 
adjacent/parallel to other Priority 1 roads) 

¶ Confirmation of new subdivision speed limits 

2 2023/24 Years 4-6 

(2024/25 ς 2026/27) 

¶ Self-explaining roads not in Priority 1 

¶ Next 10% DSI saving network sections 

¶ Priority roads requiring engineering to achieve SAAS 

3 2026/27 Years 7+ 

(2027/28 onwards) 

¶ Remote rural roads to align with SAAS, including 
unsealed roads 

¶ Other roads requiring engineering to achieve SAAS 

¶ Other remaining roads identified for change 

 Speed Management Toolbox 

The Waka Kotahi Speed Management Toolbox8 identifies key treatment philosophies as infrastructure 
improvements, enforcement methods, education and vehicle technology based on level of risk, road 
classification and the key crash types. Effective speed management is likely to be because of a 
combination of measures.  

 Engineering and Infrastructure  

These measures are effective treatments in helping manage speeds and severity outcomes. When 
developing the plan, the treatment must be location specific but there are a wide range of tools that 
can be applied. 

These can be corridor applications for neighbourhood areas such as slow streets (30 km/h or 40 km/h) 
and cycle lanes or can be for individual spots such as raised platforms, signalised crossings, or a 
combination of the two. Figure 3 to Figure 6 illustrate some of the possible treatments that can be 
used. 

 
8 https://www.nzta.govt.nz/assets/planning-and-investment/knowledge-base/Uploads/Documents/Speed-
Management-Toolbox-and-Appendices-combined-Final-July-2016.pdf  

https://www.nzta.govt.nz/assets/planning-and-investment/knowledge-base/Uploads/Documents/Speed-Management-Toolbox-and-Appendices-combined-Final-July-2016.pdf
https://www.nzta.govt.nz/assets/planning-and-investment/knowledge-base/Uploads/Documents/Speed-Management-Toolbox-and-Appendices-combined-Final-July-2016.pdf
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Figure 3 Low speed street with raised platform and markings 

 
Figure 4 Separated cycle facilities 
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Figure 5 Raised platform priority crossing 

 
Figure 6 Signal controlled crossing for people walking and cycling 

In rural locations and more traffic dominated/high speed environments, other tools such as barrier 
systems may be applied, in addition to gateways/thresholds for rural townships to alert drivers to the 
change in environment (see Figure 7 and Figure 8). If the safety issue is largely confined to isolated 
intersections, then dynamic speed reduction signs triggered by side road traffic (see Figure 9) could 
be a more targeted solution. 

Road marking measure are a low-cost method to influence existing road user speeds on roads. For 
example, removal of centrelines (see Figure 10) has been shown to reduce observed travel speeds ς 
as well as having the advantage of reducing marking maintenance costs. 
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Figure 7 Flexible road safety barrier and guardrail on rural roads (Waka Kotahi) 

 
Figure 8 Gateways to townships on rural roads 

 
Figure 9 Rural intersection activated warning signs (RIAWS) 

 
Figure 10 Removal of centreline on rural road 
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Appendix G summarises the estimated capital and operating costs for the Priority 1 sites. These costs 
include new static and variable message signs, associated road-marking, traffic calming measures, and 
pedestrian crossing upgrades. 

 Stakeholder and Community Engagement 

To change speed limits on the network or to introduce speed calming measures TDC work closely with 
the community and stakeholders (businesses, schools, organisations) to inform people and seek 
feedback on the proposals.  

For changing the speed limits, a set process is included within the Setting of Speed Limits Rule. This 
process will be followed for the Speed Management Plan, and initial discussions have been held with 
interest groups, Community Boards and the Council.  

 Education & Enforcement 

TDC work with road safety partners to deliver a number of campaigns across the network to educate 
people about road safety and reducing speed whilst travelling (see Figure 11). The latest campaigns 
are targeted to the following: 

¶ Driving courses and workshops 

¶ Sharing the road 

¶ Cycling courses 

¶ Distractions 

¶ Drive straight campaign 

¶ Be prepared 

¶ Intersections 

¶ Motorcycle safety 

¶ Pedal Safe cycle and road safety skills 

¶ Speed is one risk good drivers can 
minimise 

¶ Young drivers 

 

  
Figure 11 Recent publications for road safety programmes 
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6 The proposed plan for ¢ŀǳǇǁ 

As well as seeking agreement on the speed management principles for the District outlined in Section 
4, this first Plan also proposes identifying the initial ǎǳƛǘŜ ƻŦ άǇǊƛƻǊƛǘȅ мέ ǎǇŜŜŘ ƳŀƴŀƎŜƳŜƴǘ ŎƘŀƴƎŜǎ 
for implementation in the 2022-24 period, based on the priorities identified in Section 5.1. Figure 12 
provides an overview of the Priority 1 speed management changes. The sections below discuss the 
areas considered for consultation in this first phase.  

Other areas of the District warranting changes will be rolled out in the subsequent priority periods. 
This Plan will be updated in 2024 and 2027 to provide specific details of the implementation for Priority 
2 and 3 roads respectively. 

 

Figure 12 Overview of Priority 1 speed management proposals 

Appendix E lists the relevant roads/sections proposed for change. 

This priority plan does not highlight sections of State Highway in the District warranting speed limit 
changes, e.g. parts of SH41 near Tokaanu. Discussion with Waka Kotahi should be undertaken to align 
any relevant local road changes with adjacent state highway ones. 



¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ς Speed Management Plan 

 

1158-01, Dec 2021 15  

 

 Schools 

Appendix D summarises all ƻŦ ǘƘŜ ǎŎƘƻƻƭǎ ƛƴ ǘƘŜ ¢ŀǳǇǁ ŘƛǎǘǊƛŎǘ; most of them are in urban areas 
including smaller towns, with five on rural routes. Three are on state highways, including two in rural 
areas, and so discussion would be needed with Waka Kotahi regarding changes to speed limits at these 
locations. 

 
Figure 13 Tauhara Primary School along Taharepa Road 

Depending on their location and other adjacent land uses, some streets adjacent to schools will 
warrant permanent speed limit changes, e.g., YƻǘŀǊŜ {ǘǊŜŜǘ ŀŘƧŀŎŜƴǘ ǘƻ ōƻǘƘ ¢ŀǳǇǁ LƴǘŜǊƳŜŘƛŀǘŜ ŀƴŘ 
¢ŀǳǇǁ IƻǎǇƛǘŀƭ. For others, a part-time variable speed limit might be more appropriate on busier 
roads, e.g., {Ǉŀ wƻŀŘ ƴŜŀǊ ¢ŀǳǇǁ-nui-a-Tia College, Taharepa Road near Tauhara Primary School (see 
Figure 13). 

 Rural roads 

Four specific sections of rural corridor with high safety concerns have been identified for Priority 1 
treatment. At the same time, any adjacent cul de sac side-roads off these routes will also be changed 
to the same speed limit, if not already changed. 

 Poihipi Road 

Poihipi Road is identified as one of the top 10% DSI reducing roads in MegaMaps. However, the section 
analysed is one continuous section approximately 25 km long (probably explaining why it garnered 
enough expected DSI reductions over its length), which does not accurately reflect the differences in 
road geometry and crash history along it. 
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Figure 14 Western end of Poihipi Road 

The westernmost section from SH32 to Wereta Road is relatively narrow and winding with a moderate 
crash history, and thus easily justified in being reduced to an 80 km/h speed limit (see Figure 14). The 
section east of this to the current 80 km/h limit at Tukairangi Road is largely of a better geometric 
standard (with further plans to improve this corridor) and may be hard to get support for introducing 
a lower speed limit, despite a reasonable cluster of crashes between Whangamata and Oruanui Roads.  

One alternative option is to retain the existing 100 km/h limit (or a 90 km/h speed limit if allowed) 
together with the installation of 70 km/h activated intersection warning signs at the problematic 
intersections of Whangamata, Mapara and Oruanui Roads. For now, the proposal is to introduce an 
80 km/h section at the easternmost end (~5 km) until the Kinloch turn-off (Whangamata Road) and 
the westernmost section (~9 km) until Tirohanga Road, with the section in between (~13 km) being 
posted at 90 km/h. 

 Mapara Road 

The southernmost section of this route near Acacia Bay was reduced from 100 km/h to 70 km/h in 
2006; however the immediately adjacent 1 km section is identified as a top 10% DSI saving section, 
and land use intensity is increasing here. In addition, at least three service requests for traffic calming 
or speed limit changes have been made along the rural section of this road. The northern section from 
Poihipi Road is relatively narrow and winding, and an 80 km/h limit is recommended here (see Figure 
15). Approaching Acacia Bay, we suggest a 60 km/h limit until reaching the existing 50 km/h limit. 
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Figure 15 Mapara Road south of Poihipi Road 

 Whangamata Road 

This is thŜ Ƴŀƛƴ ǊƻǳǘŜ ƛƴǘƻ YƛƴƭƻŎƘ ŦǊƻƳ ¢ŀǳǇǁ ŀƴŘ ƛǎ ŎǳǊǊŜƴǘƭȅ ǇƻǎǘŜŘ ŀǘ млл km/h. As well as a few 
service requests, there have been a handful of crashes recorded through to the turnoff to the 
township. We propose an 80 km/h speed limit from the turn-off at Poihipi Road to west of Oakdale 
Drive and the turn-off to Ruru Lodge, to reflect the level of peri-urban development in the vicinity of 
Kinloch (Figure 16). 

 
Figure 16 Whangamata Road just east of Kinloch 
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 Broadlands Road 

The ƎǊƻǿƛƴƎ ƭŜǾŜƭ ƻŦ ŘŜǾŜƭƻǇƳŜƴǘ ƻƴ ǘƘŜ ŦǊƛƴƎŜ ƻŦ ¢ŀǳǇǁ ǿŀǊǊŀƴǘǎ ŜȄǘŜƴŘƛƴƎ ǘƘŜ ŎǳǊǊŜƴǘ рл km/h 
limit to the Eastern Arterial (SH1). Further north-east, the level of peri-urban development and some 
crashes warrant having an 80 km/h speed limit to the View Road intersection. 

 ¢ŀǳǇǁ township 

The immediate areas of focus for the first phase of speed limit changes are: 
The central town area (see Figure 17 ¢Ŝ IŜǳ IŜǳ {ǘǊŜŜǘ ƛƴ ŎŜƴǘǊŀƭ ¢ŀǳǇǁ 

¶ Various streets adjacent to schools, as discussed in section 6.1. 

¶ Some community shopping centres, especially those in proximity to schools, pedestrian 
crosssings, and other areas with high people use. 

¶ The southernmost sections of Crown Road and Lake Terrace, which are both seeing increasing 
levels of adjacent development and accompanying intersections. 

¶ ), in conjunction with the Town Transformation works (generally all streets west of 
Titiraupenga Street and south of Spa Road). For consistency, this should also include the 
tourist park areas of Ferry Road, Redoubt Street and Story Place. 

 
Figure 17 ¢Ŝ IŜǳ IŜǳ {ǘǊŜŜǘ ƛƴ ŎŜƴǘǊŀƭ ¢ŀǳǇǁ 

¶ Various streets adjacent to schools, as discussed in section 6.1. 

¶ Some community shopping centres, especially those in proximity to schools, pedestrian 
crosssings, and other areas with high people use. 

¶ The southernmost sections of Crown Road and Lake Terrace, which are both seeing increasing 
levels of adjacent development and accompanying intersections. 

A case could be made to also introduce a lower (40 km/h) speed limit on Lake Terrace along the 
shoreline section in town (approximately west of Taharepa Road), particularly in light of the most 
recent double-fatality there. 
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 Other Urban Settlements 

 Kinloch 

Many new residential streets in Kinloch have wide cross sections and gentle curves. Although nearly 
all Kinloch streets ŀǊŜ ŎƭŀǎǎƛŦƛŜŘ άŀŎŎŜǎǎέ ƛƴ ǘƘŜ hbw/Σ ǘƘŜ ƴŜǘǿƻǊƪ ǇŀǘǘŜǊƴ ƛǎ ŎƻƳǇǊƛǎŜŘ ƻŦ ŎƻƭƭŜŎǘƻǊǎ 
and culs-de-sac. While MegaMaps treats them all uniformly with a SAAS of 40 km/h, it will be very 
difficult to achieve an operating speed substantially below 60 km/h on those functioning as collectors 
(e.g. Kenrigg Road and Oakdale Drive ς see Figure 18) while the culs-de-sacs are typically so short that 
30 km/h would be achievable (see Figure 19).  

{ƛƎƴǇƻǎǘƛƴƎ ŀ ǾŀǊƛŜǘȅ ƻŦ ǎǇŜŜŘ ƭƛƳƛǘǎ ŎƻǳƭŘ ōŜ ŎƻƴŦǳǎƛƴƎ ŀƴŘ ƭŜŀŘ ǘƻ ŀ άŦƻǊŜǎǘέ ƻŦ ǎƛƎƴǎΣ ȅŜǘ ŀŎƘƛŜǾƛƴƎ ŀ 
safer residential speed environment could require substantial and costly traffic calming.  

 

Figure 18: rural residential roads like Oakdale Drive have a rural cross section and again will be difficult to 
achieve operating speeds of even 50 km/h 
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Figure 19: New short/narrow  streets like Sherwood Way have tighter curves and pedestrians walking in the 
ǎǘǊŜŜǘΣ ƘŜƴŎŜ Ƴŀȅ ƘŀǾŜ ƭƻǿ ƻǇŜǊŀǘƛƴƎ ǎǇŜŜŘǎ ŀƴŘ ōŜ άǎŜƭŦ-ŜȄǇƭŀƛƴƛƴƎέ ŀǘ пл ƪƳκƘ ƻǊ ƭŜǎǎ 

Options for setting lower and safer speed limits in Kinloch include: 

¶ Set differential limits with collectors retaining 50 km/h and narrower/shorter streets at 40 
km/h9. With this option, the community should be consulted regarding Mata Place, Marina 
Terrace and Kinloch Esplanade (see Figure 20). These streets have a high density of driveways 
ŎƻƳǇŀǊŜŘ ǘƻ ǘƘŜ ƴŜǿŜǊ ǎǳōŘƛǾƛǎƛƻƴǎ ŀƴŘ άŦŜŜƭέ slower, as well as many pedestrians near the 
lakeshore. However, drivers accessing the marina may not be locals as invested in community 
safety so achieving a lower speed limit while minimising noise may require a number of 
horizontal deflection devices. 

¶ Make the majority of the town 40 km/h. This is easy to understand and can be achieved with 
gateway signs on Kinloch Road and Oakdale Drive. As previously noted, the design of many 
streets communicates a higher operating speed and therefore substantially more traffic 
calming treatments will be required. 

 
9 This is the option displayed in the current version of the online map 
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Figure 20: Mata Place, adjacent to the marina, will have a lot of activity happening during the summer periods 

Timing: while a few roads are already self-explaining (e.g. Candu Lane), it is recommended to consider 
changes in phase 3 as most roads fall into the prioritisation ŎŀǘŜƎƻǊȅ ƻŦ άƻǘƘŜǊ ǊƻŀŘǎ ǊŜǉǳƛǊƛƴƎ 
engineering to achieve SAASέ. As a priority 1 initiative, we propose a 30 km/h for the streets bordering 
the marina, and recording the new subdivision roads not already captured in the speed limits register. 

 Tǹrangi 

As with Kinloch, most urban residential roads are fairly wide and have gentle curves. Unlike Kinloch, 
most Tǹrangi roads are generally flat with excellent sight lines. Therefore, immediate attention is 
focused on the sections of road where concerns have been raised, namely: 

¶ Te Rangitautahanga Road near Tongariro School  

¶ Hirangi Road from SH41 to the urban limit (see Figure 21) 

¶ Atirau Road near the industrial area and UCOL 
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Figure 21: Hirangi Road on the outskirts of Tǹrangi 

The central shopping area also warrants a lower speed limit to reflect the level of activity there, and 
this is well supported by the road cross-section (see Figure 22). For consistency, connecting this with 
the section adjacent to Tongariro School makes sense. 

 
Figure 22: Te Rangitautahanga Road through the centre of Tǹrangi 

 Wairakei and Whareroa 

It is proposed to trial (in the first tranche of changes to be consulted this year) a wholesale lowering 
of speed limits across two entire villages as a pilot for the wider application of the Safe and Appropriate 
Speed approach. Wairakei has been selected because it is relatively homogenous, small, and has 
ƎŜƴŜǊŀƭƭȅ ƴŀǊǊƻǿ ǎǘǊŜŜǘǎ ǘƘŀǘ ŀǊŜ άǎŜƭŦ-ŜȄǇƭŀƛƴƛƴƎέ όŦŜŜƭ ǎƭƻǿŜǊύ ǘƻ ŘǊƛǾŜǊǎ. With only two access 
streets, signposting should be straightforward and may be accompanied by new welcome signage 
incorporating cultural elements. Whareroa, ƛƴ ǘƘŜ ǿŜǎǘŜǊƴ ōŀȅǎ ƻŦ [ŀƪŜ ¢ŀǳǇǁΣ has only one road 
access, but the streets are wider. 
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 Ratification of new or unclassified roads 

There are a number of roads in the TaǳǇǁ ƴŜǘǿƻǊƪ ǘƘŀǘ Řƻ ƴƻǘ ȅŜǘ ŦƻǊƳŀƭƭȅ ƘŀǾŜ ŀ ǎǇŜŎƛŦƛŜŘ ǎǇŜŜŘ 
limit in the current Council register. Typically they fall into three categories: 

¶ New subdivisions recently constructed, where the speed limits have yet to be confirmed, e.g. 
bƎņǊƻǘƻ Estate (Wharewaka, ǎƻǳǘƘ ¢ŀǳǇǁύΣ hŀƪŘŀƭŜ and Okaia Drive / Sherwood Way 
(Kinloch). Typically they will be 30-50 km/h. 

¶ Some minor rural roads (often unsealed) not captured by the existing bylaws, e.g. Rotongaio 
Road and Blake Road (Waitahanui) and streets within Waitetoko. There are also some paper 
roads identified in the network that have not been made into formed roads to date, e.g. 
Okahuroa Road south of Waitetoko. 

¶ Private roads not captured by existing bylaws, typically either small residential lanes (e.g. 
Hansen Court, Birchwood Lane) or forestry roads (e.g. Tram Rd, Kaiangaroa Off-road 
Highway). Technically it is the responsibility of the relevant road owner to determine an 
appropriate speed limit on each of these roads. 

Under the forthcoming proposed 2021 Setting of Speed Limits Rule, a default speed limit is allowed to 
apply if speed limit is not recorded either under the new speed limit register or an existing bylaw. We 
recommend that a default limit of 30 km/h apply to any new road in the future until the appropriate 
limit is confirmed. 

7 Next steps 

This Plan has been developed ƛƴ ŎƻƴƧǳƴŎǘƛƻƴ ǿƛǘƘ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ ǎǘŀŦŦ ŀƴŘ ƛƴŦƻǊƳŜŘ ōȅ 
preliminary feedback from a full Council workshop (Oct 2021). Feedback was also sought from staff at 
Waka Kotahi (NZ Transport Agency) and the Regional Safe Network Working Group (supported by 
RATA, the Regional Asset Technical Accord). 

Following presentation of the draft Speed Management Plan and Priority 1 roads for consultation to 
Council in February 2022, the draft Plan will go out for public consultation, with an expected 
consultation period through to May 2022. 

Following any changes identified to the draft Plan, it is expected that the final Plan will be presented 
to Council for approval in June 2022, with implementation of the Priority 1 works in the financial year 
from 1 July 2022. 

In keeping with the likely process outlined in the draft Setting of Speed Limits Rule 2021, the Plan will 
be updated in 2023/24, with current Priority 2 speed management works (amended if necessary) 
targeted for implementation from 1 July 2024. A similar cycle is proposed for three years later when 
the Plan will be further updated, and the current Priority 3 works implemented. 
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Appendix A Strategic context 

A.1 Government Policy Statement on Land Transport 2021/22 - 2030/31 

The Government Policy Statement10 sets out how investment is allocated towards achieving the 
DƻǾŜǊƴƳŜƴǘΩǎ ǘǊŀƴǎǇƻǊǘ ǇǊƛƻǊƛǘƛŜǎΦ  

The Government has identified four strategic priorities for land transport investment to best contribute 
ǘƻ ƛƳǇǊƻǾƛƴƎ ƻǳǊ ŎƻƳƳǳƴƛǘƛŜǎΩ ǿŜƭƭōŜƛƴƎ ŀƴŘ ƭƛǾŜŀōƛƭƛǘȅΦ ¢ƘŜǎŜ ŀǊŜ ǎǳƳƳŀǊƛǎŜŘ ƛƴ Figure 23. 

 

Figure 23 Government Strategic priorities 

¢ƘŜ ǇǳǊǇƻǎŜ ƻŦ ǘƘŜ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳ ƛǎ ǘƻ ƛƳǇǊƻǾŜ ǇŜƻǇƭŜΩǎ ǿŜƭƭōŜƛƴƎΣ ŀƴŘ ǘƘŜ ƭƛǾŜŀōƛƭƛǘȅ ƻŦ ǇƭŀŎŜǎΦ Lǘ 
ŘƻŜǎ ǘƘƛǎ ōȅ ŎƻƴǘǊƛōǳǘƛƴƎ ǘƻ ŦƛǾŜ ƪŜȅ ƻǳǘŎƻƳŜǎΣ ƛŘŜƴǘƛŦƛŜŘ ƛƴ ǘƘŜ aƛƴƛǎǘǊȅ ƻŦ ¢ǊŀƴǎǇƻǊǘΩǎ ¢ǊŀƴǎǇƻǊǘ 
Outcomes Framework11, as shown in Figure 24. 

 
10 See https://www.transport.govt.nz/area-of-interest/strategy-and-direction/government-policy-statement-on-
land-transport/  
11 See https://www.transport.govt.nz/area-of-interest/strategy-and-direction/transport-outcomes-framework/  

https://www.transport.govt.nz/area-of-interest/strategy-and-direction/government-policy-statement-on-land-transport/
https://www.transport.govt.nz/area-of-interest/strategy-and-direction/government-policy-statement-on-land-transport/
https://www.transport.govt.nz/area-of-interest/strategy-and-direction/transport-outcomes-framework/
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Figure 24 Transport Outcomes Framework 

 

¢ƘŜ ǇǊƛƳŀǊȅ ŦƻŎǳǎ ƻŦ ǘƘŜ ǎŀŦŜǘȅ ǇǊƛƻǊƛǘȅ ƛǎ ǘƻ ŘŜǾŜƭƻǇ ŀ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳ ǘƘŀǘ ŀŘǾŀƴŎŜǎ bŜǿ ½ŜŀƭŀƴŘΩǎ 
vision that no-one is killed or seriously injured while travelling. New Zealand roads will be made 
substantially safer. Safer travel will also improve wellbeing and liveability through providing inclusive 
access, economic prosperity and resilience.  

A.2 Vision Zero and the Safe System 

Vision Zero is a global movement to end traffic-related fatalities and serious injuries by taking a systemic 
approach to road safety12. The premise of this strategy is that road deaths and injuries are unacceptable 
and preventable. First implemented as the national road policy in Sweden in 1997, Vision Zero has now 
been adopted by more than 20 cities around the world. 

Underlying the Vision Zero strategy is the Safe System ς a holistic safety approach that shifts 
responsibility from the people using roads to the people designing them, integrating core management 
and action areas to create a safe mobility system forgiving of human error. The structure of an effective 
Vision Zero strategy embodies the Safe System approach. As the policy concept of Vision Zero gains 
ǘǊŀŎǘƛƻƴΣ ŎƛǘƛŜǎ Ƴǳǎǘ ŜƴǎǳǊŜ ǘƘŀǘ ǘƘŜ {ŀŦŜ {ȅǎǘŜƳΩǎ ƪŜȅ ǇǊƛƴŎƛǇƭŜǎ ŀƴŘ ŀŎǘƛƻƴ ŀǊŜŀǎ ŀǊŜ ŀǇǇƭƛŜŘ ǘƻ ŜŀŎƘ 
new context, considered holistically both in policy documents and practical implementation as cities 
develop their road safety strategies.13 

The Safe System approach seeks to create a safe and forgiving road system that makes the safety of 
people a priority. It does this through four guiding principles: 

¶ We promote good choices but plan for mistakes. 

¶ We design for human vulnerability. 

¶ We strengthen all parts of the road transport system. 

 
12 See https://www.nzta.govt.nz/safety/what-waka-kotahi-is-doing/nz-road-safety-strategy/road-to-zero-
resources/vision-zero-for-system-designers/  
13 https://visionzerochallenge.org/vision-zero  

https://www.nzta.govt.nz/safety/what-waka-kotahi-is-doing/nz-road-safety-strategy/road-to-zero-resources/vision-zero-for-system-designers/
https://www.nzta.govt.nz/safety/what-waka-kotahi-is-doing/nz-road-safety-strategy/road-to-zero-resources/vision-zero-for-system-designers/
https://visionzerochallenge.org/vision-zero
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¶ We have a shared responsibility. 

A.3 Road to Zero 2020-2030 

Road to Zero14 ƛǎ ǘƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ǊƻŀŘ ǎŀŦŜǘȅ ǎǘǊŀǘŜƎȅ нлнл-2030 and replaces the Safer Journeys 
Strategy 2010-2020. It sets out a vision of a New Zealand where no one is killed or seriously injured in 
road crashes. This means that no death or serious injury while travelling on our roads is acceptable. 

There are five key focus areas under Road to Zero (summarised in Figure 25): 

¶ Infrastructure improvements and speed management 

¶ Vehicle safety 

¶ Work-related road safety 

¶ Road user choices 

¶ System management 

 

 
14 See https://www.transport.govt.nz/area-of-interest/safety/road-to-zero/  

https://www.transport.govt.nz/area-of-interest/safety/road-to-zero/
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Figure 25 Five focus areas for Road to Zero 

There is a need to strengthen all parts of the system so that, if one part fails, other parts will still protect 
the people involved. 

A.4 Arataki 

Arataki15 tells the national story of the land transport system and is made up of three pan-regional and 
14 regional, place-based summaries. The Government Policy Statement sets out how investment is 
allocated ǘƻǿŀǊŘǎ ŀŎƘƛŜǾƛƴƎ ǘƘŜ DƻǾŜǊƴƳŜƴǘΩǎ ǘǊŀƴǎǇƻǊǘ ǇǊƛƻǊƛǘƛŜǎΦ  

The regional summary for the Waikato16 states that the region has a very poor safety record, with issues 
around crashes at intersections, runoff road and head-on crashes, and crashes involving vulnerable road 
users, speeding, alcohol and drug impairment, and people not wearing seatbelts. These are exacerbated 
by the complexity of the network and high proportion of road transport movements through and within 
the region (see Figure 26).  

 
15 See https://www.nzta.govt.nz/planning-and-investment/planning/arataki/  
16 See https://www.nzta.govt.nz/assets/planning-and-investment/arataki/docs/regional-summary-waikato-
august-2020.pdf  

https://www.nzta.govt.nz/planning-and-investment/planning/arataki/
https://www.nzta.govt.nz/assets/planning-and-investment/arataki/docs/regional-summary-waikato-august-2020.pdf
https://www.nzta.govt.nz/assets/planning-and-investment/arataki/docs/regional-summary-waikato-august-2020.pdf
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Figure 26 Regional Issues for Waikato 

¢ƘŜ ŀǊŜŀ ƻŦ ŦƻŎǳǎ ǊŜŎƻƳƳŜƴŘǎ ǎǳǇǇƻǊǘƛƴƎ ǘƘŜ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ ǘƘŜ wƻŀŘ ǘƻ ½ŜǊƻΥ bŜǿ ½ŜŀƭŀƴŘΩǎ ǊƻŀŘ 
safety strategy 2020ς2030 and the associated Action plan 2020ς 2022, and regional safety strategies, 
with a particular emphasis on:  

¶ continuation of safety treatments targeting high-risk intersections, and run-off road and head-
on crashes on high-risk rural roads (rural roads are roads with speed limits >80 km/h)  

¶ separated facilities and infrastructure improvements in areas with significant levels of walking 
and cycling  

¶ road policing and behaviour change programmes with a focus on alcohol and drug impairment, 
people not wearing seatbelts and speeding  

¶ safety treatments on high-risk motorcycle routes 
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A.5 Road to Zero for the Waikato 2020-2030 and Land Transport Plan 

The Road to Zero for the Waikato strategy17 ǎŜǘǎ ƻǳǘ ŀ Ǿƛǎƛƻƴ ƻŦ άŀŎŎŜǎǎƛōƭŜ ƧƻǳǊƴŜȅǎ ŦǊŜŜ ƻŦ ŘŜŀǘƘǎ ŀƴŘ 
ǎŜǊƛƻǳǎ ƛƴƧǳǊƛŜǎέ όǎŜŜ Figure 27). 

  
Figure 27 Waikato Region Strategic Guidance 

This means: 

¶ in the long term no one dies or is seriously injured moving around our region on the transport 
network;  

¶ residents and visitors can make safe transport choices that are appropriate to their needs, 
abilities and circumstances. 

The national Road to Zero interim target is a 40 per cent reduction in deaths and serious injuries (from 
2018 levels) by 2030. The regional target is the same. As part of the Safer Roads priority, the regional 
response (see Figure 28) is to implement infrastructure improvements and consistent speed 
management which targets highest risk, which means applying safe and appropriate speeds across the 
regional network through speed management plans. 

 
17 See https://www.waikatoregion.govt.nz/council/policy-and-plans/transport-policy/road-safety-strategy/  

https://www.waikatoregion.govt.nz/council/policy-and-plans/transport-policy/road-safety-strategy/
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Figure 28 Road to Zero for the Waikato 

The overall Waikato Regional Speed Management objectives for the management plan, agreed as part 
of the Regional Transport Committee Meeting (1 July 2019), are: 

¶ To plan for and implement speed management on both state highways and local roads, to 
reduce deaths and serious injuries. 

¶ To work collaboratively to support the Waikato Region to achieve a regionally consistent 
approach to speed management in the region to reduce the risk of death and serious injury, in 
line with the Regional Road Safety Strategy targets. 

¶ To bring stakeholders and the community along the speed management journey, using and 
providing new approaches to change the conversation on speed, and taking a common sense 
approach so that speed management changes have strong public acceptance and support. 

¶ Plan, programme and implement the highest benefit speed opportunities for the top 10% high 
risk parts of the regional roading network by 2021. 

The following regional speed management principles outline how speeds are to be managed and the 
changes implemented:  

¶ We will work with stakeholders in partnership to engage with our communities to implement 
positive speed management outcomes across the region and influence positive behaviour 
change.  
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¶ We will use the Safe System approach, focusing on the three pillars of safe speeds, safe road use, 
aƴŘ ǎŀŦŜ ǊƻŀŘǎ ŀƴŘ ǊƻŀŘǎƛŘŜǎΣ ǿƻǊƪƛƴƎ ǘƻǿŀǊŘǎ ȊŜǊƻ ŘŜŀǘƘǎ ŀƴŘ ǎŜǊƛƻǳǎ ƛƴƧǳǊƛŜǎ ƻƴ ǘƘŜ ǊŜƎƛƻƴΩǎ 
roads.  

¶ We will work together to ensure consistent and accelerated implementation of safe and 
appropriate speeds across the region, prioritising the highest risk parts of our roading network 
that deliver the highest benefits in death and serious injuries savings.  

¶ We will address wider parts of the roading network where appropriate, taking a logical area 
wide approach to speed management which is self-explaining to road users.  

¶ We will manage speeds that are safe and appropriate to rural and urban environments and safe 
and appropriate for all users of the roading network.  

¶ We will implement speed management in accordance with legislative requirements and in line 
with best practice guidance. 

The following regional speed management policies were set by the Regional Transport Committee: 

¶ Speed management across the Waikato region will be coordinated by Waikato Regional Council 
and the NZ Transport Agency, in partnership with territorial authorities and the NZ Police, via 
the Waikato Regional Speed Management Plan.  

¶ ¢ƘŜ ǎǇŜŜŘ ƳŀƴŀƎŜƳŜƴǘ ŎƻƳǇƻƴŜƴǘ ƻŦ ǘƘŜ b½ ¢ǊŀƴǎǇƻǊǘ !ƎŜƴŎȅΩǎ {ŀŦŜ bŜǘǿƻǊƪ tǊƻƎǊŀƳƳŜ ǿƛƭƭ 
be implemented in the Waikato region through the Waikato Regional Speed Management Plan.  

¶ A holistic approach to speed management will be applied, supplementing speed limit changes 
with other speed management tools including engineering interventions where appropriate.  

¶ An area or catchment based approach incorporating both state highways and local roads (One 
Network Approach) will be used when addressing the top 10 percent benefit sites to ensure we 
get the highest benefit from speed management interventions. 

¶ Speed management will be coordinated via a [to be determined] approach that improves 
decision making and saves both costs and time. [Note: holding policy for outcome of institutional 
arrangement review]. 

¶ The region will use a consistent communications and engagement approach, as outlined in the 
Waikato Regional Speed Management Plan. 

¶ The approach to speed management in the Waikato region, as outlined in the Waikato Regional 
Speed Management Plan, is flexible and responsive to incorporate changes to national policy on 
speed management.  

¶ A consistent speed management regime ǿƛƭƭ ōŜ ŀǇǇƭƛŜŘ ŀŎǊƻǎǎ ǘƘŜ ǊŜƎƛƻƴ ǘƘŀǘ ƛǎ ǎŜƭŦπ ŜȄǇƭŀƛƴƛƴƎ 
to road users. 

¶ Speed Limits will be set in accordance with the Land Transport Rule: Setting of Speed Limits (Rule 
54001/2017) and the NZ Speed Management Guide (November 2016). For the Waikato region 
the following speed limit regimes are recommended to ensure a consistent speed management 
approach across the region: 

o A 30 km/h speed limit for CBD/town centres with high concentrations of pedestrians 
and/or cyclists. 

o A 40 km/h speed limit for urban residential areas.  
o An 80 km/h or 60 km/h speed limit regime on local roads in rural areas [depending on 

their function, safety and infrastructure risk profiles]. 
o Roads should not have speed limits higher than 80 km/h without physical separation 
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¶ Speed limits around schools will be set in accordance with the Land Transport Rule: Setting of 
Speed Limits (Rule 54001/2017), the NZ Speed Management Guide (November 2016) and Traffic 
Note 37. For the Waikato region the following speed limit regimes are recommended to ensure 
a consistent speed management approach around schools in the region: 

o A permanent or variable 40 km/h speed limit for schools in urban residential areas18 
o A permanent or variable 60 km/h speed limit for schools in rural areas.1920  

 
Note: The last point around speed limits at schools is subject to change due to the proposals consulted on in 
2020/2021 around tackling unsafe speeds.  

A.6 One Network Road Classification/One Network Framework 

The One Network Road Classification (ONRC) is a clŀǎǎƛŦƛŎŀǘƛƻƴ ǎȅǎǘŜƳΦ Lǘ ŘƛǾƛŘŜǎ bŜǿ ½ŜŀƭŀƴŘΩǎ ǊƻŀŘǎ 
into eight categories based on how busy they are, whether they connect to important destinations, or 
are the only route available. Figure 29 illustrates graphically how the system works.  

 
18 The 40 km/h variable speeds apply at times of greatest risk (before and after school) and have general 
approval by NZTA (conditions apply). Current national policy is for 40 km/h speed around schools in urban areas 
but 30 km/h is under active consideration at national and regional level. 
19 The 60 km/h variable speed limit apples at times of greatest risk (before and after school) and only applies 
where there is turning traffic risk. 60 km/h variable speed limits require specific site approval by NZTA 
20 Road controlling authorities must currently aim to achieve mean operating speeds less than 10% above 
permanent speed limits at all times (e.g. 44 km/h for 40 km/h speed limits and 66 km/h for 60 km/h speed 
limits), and variable speed limits while operating (clause 4.4(2)(c) of the Rule). 
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Figure 29 One Network Road Classification (ONRC) 

The ONRC is being replaced by the One Network Framework (full implementation is due by 202421). The 
new One NeǘǿƻǊƪ CǊŀƳŜǿƻǊƪ ŀŎƪƴƻǿƭŜŘƎŜǎ ǘƘŜ ǘǊŀƴǎǇƻǊǘ ƴŜǘǿƻǊƪ ŀƭǎƻ Ƙŀǎ ŀ ΨtƭŀŎŜΩ ŦǳƴŎǘƛƻƴΦ ¢Ƙƛǎ 
means roads and streets are destinations for people, as well as transport corridors. The new framework 
also introduces classifications for different modes of transport, recognising that our roads and streets 

 

21 https://www.nzta.govt.nz/roads -and-rail/road -efficiency-group/one -network-framework/about -the-onf/the -

journey/stage-3/  

https://www.nzta.govt.nz/roads-and-rail/road-efficiency-group/one-network-framework/about-the-onf/the-journey/stage-3/
https://www.nzta.govt.nz/roads-and-rail/road-efficiency-group/one-network-framework/about-the-onf/the-journey/stage-3/
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have different functions for different modes. Figure 30 illustrates the new ONF categories that will be 
introduced. 

 
Figure 30 One Network Framework (ONF) 

The evolution of the ONRC responds to the recognition that shared, integrated planning approaches 
ōŜǘǿŜŜƴ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ƭŀƴŘ ǳǎŜ ǇƭŀƴƴŜǊǎ ǿƛƭƭ ǊŜǎǳƭǘ ƛƴ ōŜǘǘŜǊ ƻǳǘŎƻƳŜǎΦ Ψ{ȅǎǘŜƳǎ ǘƘƛƴƪƛƴƎΩ ŀƭƭƻǿǎ ǳǎ ǘƻ 
link strategies and policies together and support more holistic decision-making that in turn improves 
the liveability of places. Until full adoption of the One Network Framework, terminology used in the 
ONRC will be used. 
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Appendix B Crash information for the ¢ŀǳǇǁ District 

A review has been undertaken of the Waka Kotahi Crash Analysis System (CAS) for the ¢ŀǳǇǁ District for 
a 10-year period (2011-2020).  

 

Figure B-31: Fatal and Serious crashes ƛƴ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ 

There have been 336 crashes in the ten-year ǇŜǊƛƻŘ ŎƻǾŜǊƛƴƎ ǘƘŜ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ƛƴŎƭǳŘƛƴƎ {ǘŀǘŜ IƛƎƘǿŀȅ 
roads. Of the 336 crashes, 61 have been reported as fatal crashes and 275 have been recorded as serious 
crashes. There have been more fatal and serious crashes on the State Highway network. 

Reported crashes are those that are attended by police and a Traffic Crash Report (TCR) is completed. It 
is unlikely that all crashes in the District are recorded (particularly less severe crashes) due to under-
reporting rates in both rural areas but also crashes involving vulnerable road users in urban areas. 

 
Figure B-32Υ Cŀǘŀƭ ŀƴŘ {ŜǊƛƻǳǎ ŎǊŀǎƘŜǎ ƛƴ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ōȅ ƳƻƴǘƘ 
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As shown in Figure A-2 Crash rates are generally higher during Spring and Summer months (and July), 
when it is likely that there are increases in the number of visitors to the area. 

B.1 Fatal Crashes 

There have been 22 fatal crashes on TDC roads in the last 10 years, resulting in 27 fatalities and 17 other 
injuries; see Table B-1. There are two hotspots identified in the fatal crash data, being Broadlands Road 
(Reporoa ς ¢ŀǳǇǁύ and Tirohanga Road (Atiamuri ς Poihipi Road). The two roads have a posted speed 
of 100km/h and crashes were as a result of loss of control (bend and straight) and then head on. 

Table B-1: Fatal locations 

Row Labels Number 
of Fatal 
Crashes 

Sum of 
Fatal injury 

count 

Sum of 
Serious 
injury 
count 

Sum of 
Minor 

injury count 

Sum of 
Non-
injury 
count 

ACACIA HEIGHTS DRIVE 1 1 0 1 0 

BROADLANDS ROAD 4 4 2 1 0 

CENTENNIAL DRIVE 1 1 0 1 0 

FOREST ROAD 1 1 0 0 1 

MAPARA ROAD 1 1 0 0 0 

MATEA ROAD 1 1 0 0 0 

MAUNGATERA ROAD 1 1 2 0 1 

POIHIPI ROAD 1 1 0 0 1 

RIFLE RANGE ROAD 1 1 0 0 1 

TAMAMUTU STREET 1 1 0 0 1 

TAUTAHANGA ROAD 1 1 0 1 0 

TE RANGITAUTAHANGA ROAD 1 1 2 0 0 

TIROHANGA ROAD 4 9 1 1 1 

WAIPAPA ROAD MANGAKINO 1 1 1 4 1 

WAIRAKEI DRIVE 1 1 0 0 3 

WHANGAMATA ROAD 1 1 0 0 1 

Grand Total 22 27 8 9 11 

The fatals included two pedestrians, two cyclists and two motorcyclists. Eight of the crashes had speed 
identified as a contributing factor, although typically travel speed plays an important part in the ultimate 
severity of a crash. Alcohol/drugs were also a contributing factor in 11 fatal crashes. 

B.2 Serious Crashes 

Across the ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ ƛƴŎƭǳŘƛƴƎ ƻƴ {ǘŀǘŜ IƛƎƘǿŀȅǎ, there were 275 reported serious crashes. The 
main contributing factors are as follows: 

¶ Alcohol/drugs 36% 

¶ Lost control 32% 

¶ Position on road 23% 

¶ Speed (inappropriate/misjudged ς 20% 

Of the 125 serious crashes that occurred on TDC roads, the primary crash type again is the loss of control 
on open roads. 
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 B-14 ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ 

 

 
Figure B-33: Serious crashes on open and urban ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ Roads 

 
Figure B-34Υ {ŜǊƛƻǳǎ ŎǊŀǎƘŜǎ ƻƴ ƻǇŜƴ ŀƴŘ ǳǊōŀƴ ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ wƻŀŘǎ 

The greatest ǇǊƻǇƻǊǘƛƻƴ ƻŦ ǎŜǊƛƻǳǎ ŎǊŀǎƘŜǎ ƻŎŎǳǊǊŜŘ ƛƴ ŎŜƴǘǊŀƭ ¢ŀǳǇǁ township, with two smaller clusters 
to the west of the SH1/SH5 intersection on or around Wairakei Drive, Poihipi Road, and Oruanui Road.  
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B.3 ¢ŀǳǇǁ /ŜƴǘǊŀƭ 

Figure A-5 shows the serious crashes that have been reported ƛƴ ŎŜƴǘǊŀƭ ¢ŀǳǇǁΦ There are some clusters, 
mainly at intersections including Wairakei Drive/Poihipi Road and Tauhara Road/Spa Road, and then on 
links in the central city area including Lake Terrace, Spa Road, Tamamutu Street and then Mere Road to 
the east. 

 
Figure B-35: Serious crashes in Central ¢ŀǳǇǁ township 
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 B-16 ¢ŀǳǇǁ 5ƛǎǘǊƛŎǘ /ƻǳƴŎƛƭ 

 

 
Figure B-36Υ {ŜǊƛƻǳǎ ŎǊŀǎƘŜǎ ƛƴ /ŜƴǘǊŀƭ ¢ŀǳǇǁ township for walking/cycling road users 

B.4 ¢ŀǳǇǁ Townships 

There are a number of townships in the ¢ŀǳǇǁ District. Fatal and serious crashes have occurred in these 
locations (excludes state highways), except for in Kuratau, Omori & Pukawa, Tokaanu or Motuoapa. 

 
Figure B-37: Fatal and serious crashes in Tǹrangi  














































