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7.1 Policy 1:  Improve Information and 
Communications

Improve regional understanding of the importance 

of freight through information and communication.

While freight operators have the information 
required to run their business, there is a lack of 
reliable quantitative industry-wide information 
for infrastructure planning and freight transport 
management, and growth management at a system-
wide level.

As well as an information gap, the linkages between 
freight and economic activity, the structure of modern 
logistics, its opportunities and constraints, are not 
widely understood or communicated between the 
industry, local and central government agencies, and 

the general public.  This also leads to a general lack of 
appreciation by the public of the importance of freight 
to everyday life.

As a result, public sector planning for goods 
movement and storage is relatively neglected 
compared with the planning for private and public 
passenger transport.  This lack of visibility of freight 
extends to land use planning decisions and the 
strategies for regional growth.

The lack of reliable information also puts the freight 
industry at a disadvantage when putting its case for 
better treatment.  An improvement in information 
quality will benefi t both industry and local government, 
and the community.

To address these gaps, the following policy actions are 
proposed.

7Achieving the Objectives: 

Freight Policies
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7.1.1 Policy Action 1.1 – Prepare a Data Acquisition Plan for 
Regional Freight Information to Identify the Regional 
Freight Task

Information generated from such a plan could be used 
to:

• Inform the planning, engineering design and 
economic justifi cation for upgrading the strategic 
transport network to accommodate the present and 
future needs of freight

• Inform local area traffi c planning and traffi c 
management

• Better understand the types of commodity being 
transported, their relative quantities and values, 
locational constraints, land-use linkages, and freight 
factors in decisions by fi rms on the location of 
production, storage and wholesale premises

• Provide information on the potential demand for 
the movements of over-dimension and overweight  
vehicles to assist in the planning for these 
movements

• Inform the RGS in relation to provision of greenfi eld 
and redevelopment areas to support future regional 
growth.

Such a plan would build on information already being 
collected by some of the Auckland TAs and could 
include:

• Classifi ed traffi c volume counts on regional roads 
for volume and fl ow profi les of heavy commercial 
vehicles (HCV)

• Surveys examining the relationships between land 
use, employment and freight traffi c generation for 
different freight generating land uses

• Industry-based studies of the distribution chains, 
locations, freight volumes and relationship to 
regional domestic consumption and exports to/from 
the region (including overseas).

Action Items

1. Collation of available classifi ed freight data, on all 
modes, from local authority and TNZ count stations 
and other industry sources. Identifi cation of data 
gaps and proposed programme for supplementary 
data acquisition.

 Responsibility: ARC and TAs  

2. Research into freight traffi c generation by land use, 
in particular fl oor area/employee/trip generation 
relationships.

 Responsibility: ARC with Land Transport NZ 
support 

3. Industry-based studies. 

 Responsibility: Industry 

7.1.2 Policy Action 1.2 – Develop Freight Transport Modelling 
Tools

Decisions on the provision of transport infrastructure 
are based on evaluation supported by modelling of 
transport demand.  The ARC has developed a suite of 
regional models for general road traffi c, and for public 
passenger transport.  The traffi c model incorporates 
a commercial vehicle model based on a commercial 
vehicle operator survey.  The survey responses at the 
time were less than desired.  The resulting model was 
not very detailed and is now out of date.

Resurvey is required periodically as the original 
observations and modelling relationships lose their 
usefulness for projecting future demand.  As the data 
is now over 10 years old and developments in freight 
transport have been fast-moving, it is timely to review 
the structure of commercial vehicle modelling in the 
region.
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Action Items

1. Development of a regional freight modelling 
framework covering as far as possible all modes:
(i) Review of data sources
(ii) Model outline specifi cation
(iii) Data acquisition plan
(iv) Detailed model design
(v) Data acquisition
(vi) Populate, calibrate and validate model.

 Responsibility: ARC

7.1.3 Policy Action 1.3 – Develop and Implement a 
Communications Plan and Establish Industry Reference 
Group 

There is a recognised need for freight issues to 
be more prominent in regional planning and for 
freight issues, sector views, and plans to be better 
communicated between freight interests, transport 
operators, local and central government, and the wider 
community.

The IRG and Government Technical Advisory Group, 
formed as sounding boards for the freight strategy 
development, are potentially a nucleus for an ongoing 
communications plan.

Although the draft freight strategy has been 
through a public consultation phase, the results of 
which are incorporated in this document, ongoing 
communication with community interests and with a 
wider cross section of industry and transport service 
providers is essential.

The development of a communications plan, and 
ongoing participation of an IRG or regional freight 
forum will be integral to implementation of the freight 
strategy.

Action Items

1. Prepare a detailed communication plan for the 
freight strategy.

2. (i) Establish IRG
(ii) Agree secretarial/technical support 

arrangements
(iii) Develop wider reference group mailing list
(iv) Website design and launch.

 Responsibility: ARC 

7.2 Policy 2:  Supportive Funding and Regulatory 
Framework

Promote and advocate a supportive funding and 

regulatory framework for freight.

7.2.1 Policy Action 2.1 – Review Public Sector Investment 
Criteria for Freight Transport

Passenger vehicles are the dominant fl ow on the 
road system and the main driver for increasing road 
capacity and the resulting investment programme.  
Freight vehicles are taken into consideration as 
equivalent passenger car units when calculating road 
capacity and performance, and as equivalent axle-load 
passes and gross weights when designing pavements 
and structures.  These tools are basic and provide 
guidance on how to design rather than how to invest 
for freight traffi c.

Freight traffi c demand relationships and the origins 
and destinations of freight vehicles have been given 
relatively little attention.  When modelling traffi c origin 
and destination patterns, routing of freight vehicles 
is seldom separately identifi ed from the total traffi c 
stream or critically studied, and hence is not well 
understood.  This contrasts with the efforts that 
have been put into modelling of public and private 
passenger transport.
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This relative lack of attention translates into ‘invisibility’ 
of freight transport requirements when road funding is 
allocated.  Project evaluation tends to rely on standard 
mixes of traffi c without considering specifi c freight 
impacts or requirements. 

Components of this policy action are to obtain better 
information for decision-making and to review the 
priority afforded to freight in the public funding of 
transport projects:

• Promote to Land Transport NZ and other interested 
agencies the need for more detailed research than 
has previously been carried out on freight-related 
components of transport user benefi t, including:

 The value of heavy vehicle time, in particular 
the marginal costs of increasing fl eet size with 
regional congestion

 The value of freight time delays and reliability of 
journey time

 Differentiation by types of cargo and sizes of 
vehicle

 Data on the proportions of cargo types on 
different types of road

 Information to relate use and quantity of 
packaging use with road journey and handling 
related damage protection

 Effects and cost of curfews on inventory 
holding and operator/consignee costs

 The value of effecting a modal shift from road to 
rail freight.

• Evaluate the decongestion benefi ts to freight 
transport of removing light vehicle traffi c (in a 
similar way as decongestion benefi ts are evaluated 
for public transport) and develop a rationale, 
procedures and example analyses for evaluating 
projects that aim to promote freight priority through 
measures such as freight consolidation, heavy 
vehicle permitting, off-peak delivery, cross-docking 
and use of rail. 

Action Items

1. Advocate for, and promote research and review of, 
the parameter values used for evaluating schemes 
affecting freight traffi c by all modes as part of 
Land Transport NZ’s project evaluation process, as 
described above.  

 Responsibility: ARC advocate to Land Transport NZ

7.2.2 Policy Action 2.2 – Review Overweight and 
Overdimension Vehicle Control in Auckland

The existing system of OW and O/D permitting 
operated by the RCAs and the Land Transport NZ 
respectively, provides for access of vehicles over 
the normal maximum legal weight and dimensions 
under controlled conditions in special circumstances.  
For over-height and slow-moving loads, the present 
system of routing must avoid the motorway system, 
due to headroom and traffi c disruption, using instead 
some urban routes that are not generally suited to 
heavy vehicle use.  Also, overweight load routing is 
constrained in places by bridge structures with limited 
load rating.

Through the use of satellite positioning systems 
and wide area communications, it is now technically 
feasible to install on-board units in truck cabs to track 
vehicle location, which would assist in the real-
time monitoring of specially permitted OW and O/D 
vehicles and could be extended to other categories, 
such as carriage of hazardous cargo. 

TNZ coordinates policy on O/D permitting and fees 
among local authorities, and all Auckland TAs are party 
to this common policy.  

Discussions with the industry, TNZ, and local 
government indicates that the OW and O/D system 
is working well and, while there is some scope 
for further streamlining and possibly integration of 
permitting systems, radical change is probably not 
needed.

From time to time, review of the O/D and OW 
routes is desirable to ensure that acceptable routes 
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continue to be available at the times required and that 
they serve changing movement patterns.  ACC has 
reviewed its routing system in the past year.

On a region-wide basis, a review of the adequacy 
of O/D and OW routing and opportunities for easing 
route restrictions through strengthening or removal 
of width or height restrictions, in conjunction with the 
identifi cation of the SFN, may be desirable.

Action Items

1. Review current OW / O/D routes and route 
constraints in relation to the proposed SFN.  

 Responsibility: ARC, ARTA support from TNZ, 
Land Transport NZ 

7.2.3 Policy Action 2.3 – Review Potential for Selective 
Permitting of Higher Mass and Dimension Limits 

Many of the heavy rigs on the road today have load 
capacities of 50 tonnes or more.  In some instances, 
higher gross weights allow the same weight of 
cargo to be transported in fewer trips at lower freight 
cost.  While the OW permitting system provides for 
occasional carriage of heavier loads, this is on an 
exceptional basis and is intended mainly for indivisible 
cargo that cannot be transported in a broken-down 
form.

There would be advantages to the freight industry in 
a more fl exible and streamlined system for special 
vehicle access permitting, particularly one that opens 
up more opportunities to link mode transfer points and 
freight terminals with access routes, avoiding having 
to deconsolidate freight for the road journey.  

For intermodal interfaces, such as international sea 
freight, there would be advantages of being able to 
transport heavy and hi-cube containers inland, avoiding 
the need to re-pack freight into smaller containers 
suitable for transport by road.

Studies carried out for TNZ show that a general 
increase in vehicle mass limits (from 44 to as high as 

50 tonnes) within the existing dimension limits shows 
good overall economic benefi ts and vehicle-emission 
savings with no signifi cant safety or noise nuisance 
implications.  Mass limits of up to 62 tonnes could 
be feasible on selected routes with some increase in 
vehicle length.  

This offers the possibility in future that the roads in 
the SFN could, in part or in total, become part of a 
national system of routes strengthened to accept 
higher vehicle gross weights.  Permitting heavier mass 
limits generally on the SFN, with the ability to prevent 
these vehicles straying onto other roads, is an aspect 
of the SFN development that can be added when 
government regulation allows.

Action Items

1. Undertake a study of the demand for heavier 
vehicle permitting on selected regional routes and 
the benefi ts and costs to the transport industry, 
RCAs, wider regional economy, and the safety and 
environmental implications.  On the basis of the 
results, consider advocacy to the Government on 
national policy issues.

 Responsibility: ARC/ARTA coordination, TNZ, Land 
Transport NZ

7.2.4 Policy Action 2.4 – Strengthen Commercial Vehicle 
Regulation Enforcement

The Police Commercial Vehicle Investigation Unit 
(CVIU) is responsible for on-road enforcement of 
safety regulations for commercial vehicles.  This 
includes matters such as compliance with mass 
and dimension limits, with general rules for vehicle 
construction and use, driving hours and driver 
logbooks, RUC compliance, security of loads, and 
others.

The CVIU draws its funding from the Safety 
Administration Programme (SAP), under which it 
contracts to provide hours of services at permanent 
slow speed weigh-in-motion (WIM) weighbridge sites 
and on mobile operations.
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There are three fi xed weighbridges in Auckland (in 
Stanley Street, Neilson Street and at Drury on SH1) 
and a number of weigh-pits that are manned from time 
to time by CVIU mobile units equipped with portable 
weigh scales.  Some use is also made of private 
weighbridges, and offi cers have powers to require 
vehicles to divert away from their route for purposes 
of enforcement weighing.  However, coverage in west 
Auckland and on the North Shore is perhaps not as 
extensive as in the city and southern isthmus industrial 
area.  CVIU has recently been provided with increased 
resources in the form of staff, weigh scales and 
contracted time under the SAP.

TNZ also operates a few high speed WIM sites for 
statistical purposes, although data from these is 
currently not being analysed and their future is under 
review.  

Compliance checking within the urban area is made 
more diffi cult by the degree of congestion and limited 
number of locations where vehicles can be pulled over 
for roadside inspection in safety, without disrupting 
traffi c.  Because of this, and through the application 
of annual blitzes which reveal the extent of non-
compliance, compliance with regulations is believed to 
be lower among vehicles operating within the urban 
area, rather than on the state highway network, and 
away from the fi xed check points.

While it is the operator’s responsibility to ensure 
that vehicle weight and load distribution are legal, a 
prime cause of overweight International Standards 
Organisation (ISO) container carriage is the incorrect 
recording of details by overseas shippers who import 
containers into New Zealand.

The MoT is currently investigating electronic systems 
for collecting RUC, and these would generate new 
tools for enforcement purposes through the use of 
roadside monitoring stations that communicate with 
the vehicle.  However, the requirement to stop and 
inspect vehicles will still remain.

Action Items

No policy actions are proposed within this strategy.

7.3 Policy 3:  Relief of Congestion

Support investment in the strategic road network 

and TDM that will provide congestion relief for 

freight traffi c.

Congestion has previously been identifi ed in a number 
of studies as the single greatest impediment to freight 
distribution within the Auckland region and this acts 
as a signifi cant constraint on economic development 
in the region.  All measures that aim to reduce road 
traffi c congestion will benefi t freight transport and 
contribute to the wider objectives of the freight 
strategy.

Reduction in the levels of congestion faced by trucks 
will produce a ‘virtuous cycle’ of reinforcing benefi ts 
to freight, reversing the worsening vehicle utilisation 
and increasing freight cost that the industry and 
consumers have faced over recent years.  Specifi cally, 
lowering congestion will:

• Reduce truck turnaround times

• Increase reliability of schedules

• Reduce uncertainty for Just in Time (JIT) deliveries

• Allow trucks to make more trips in a day

• Lower domestic and international freight costs

• Increase competitiveness and productivity

• Benefi t employment and the regional and national 
economy.

Congestion relief can be achieved in two principal 
ways, fi rstly by constructing more road system 
capacity, and secondly by demand management, 
including improvements to services offered by 
alternative modes.  

There is already a well developed programme to 
increase the capacity of Auckland’s strategic road 
network by building new motorway and other arterial 
links, and by widening others.
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TDM, on the other hand, is a relatively recent approach 
to dealing with traffi c congestion.  TDM provides 
the opportunity to make better use of existing 
infrastructure capacity by infl uencing driver behaviour, 
including time of travel, choice of mode or whether to 
travel at all, or controlling the fl ow of traffi c on existing 
roads.  The need for complementary improvements 
to services offered by alternative modes, such as bus 
and rail, should be considered as part of any proposal 
for TDM, to provide a realistic alternative to travel by 
car.

Regardless of approach, it is important that the needs 
of freight be taken into account when developing 
proposals for infrastructure and travel demand 
investment.

7.3.1 Policy Action 3.1 – Advocate for the Completion of the 
Strategic Roading Network

This policy aims to reduce congestion through 
completion and improvement of key strategic routes 
which will act to boost economic activity within the 
region and reduce delays to travel.  The suggested 
future strategic route network presented in the RLTS 
2005 is shown in Figure 1, and includes:  

• Inter-regional north-south corridor – extension of 
the northern motorway from Orewa to Puhoi and 
Warkworth; a continuous four-lane expressway 
between Auckland and Hamilton

• North-south capacity through the urban area 
– widening of the northern motorway, increased 
capacity of the harbour crossing and approaches, 
including a possible second crossing, connections 
between the port and motorway system in the 
central area, additional capacity from the central 
motorway junction south to Manukau, Takanini and 
Drury

• Additional capacity between central and west 
Auckland, through additional capacity on the North-
Western motorway and the Tiverton/Wolverton 
upgrade, and investigating the feasibility of 

developing the proposed Whau River crossing 
between Rosebank Peninsula and Te Atatu

• Completing an arterial motorway connection in the 
south-western corridor (SH20) linking the southern 
isthmus industrial areas with west Auckland with 
additional capacity across the Manukau Harbour at 
Mangere Bridge

• Additional capacity in the Upper Harbour (SH18) 
corridor between SH16 and SH1 with duplication of 
the Upper Harbour Bridge

• Airport access connections to the north and east

• Arterial capacity to support and link the areas of 
industrial growth at the urban periphery, including:

 Improved capacity across the southern isthmus 
between Onehunga and Mt Wellington

 Link across the Tamaki River between SH1/Mt 
Wellington and the Waiouru Peninsula to East 
Tamaki.

However, these proposals are at an early stage and 
need further detailed analysis to confi rm the case for 
their provision and the level of the extra capacity that 
might be provided.

Furthermore, it should be noted that Figure 1 
represents only the potential future strategic road 
network. The decision as to which roads are included 
in the strategic network is the responsibility of TNZ 
and ARTA.

In planning, programming and funding the 
development of the strategic road network, the freight 
priorities should be explicitly considered by:

• Developing freight vehicle traffi c demand matrices

• Avoiding constraints on road capacity that affect 
freight movement wherever practicable and taking 
into account the needs of other users
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Figure 1: Strategic Road Network
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• Including freight transport explicitly in project 
evaluation, selection and programming

• Recognising the special requirements of freight 
vehicles in the traffi c design of these facilities. 

Action Items

1. Data collection to better identify freight demand 
patterns and routing.

 Responsibility: ARC/ARTA/TAs 

2. Review of road project evaluation and prioritisation 
procedures and parameter values for freight traffi c.

 Responsibility: Land Transport NZ, ARTA and ARC

3. Review and monitor Strategic Roading Programme 
priorities in light of the above to help facilitate 
progress.

 Responsibility: ARTA, TAs, TNZ

7.3.2 Policy Action 3.2 – Reduce Congestion on Freight Routes 
through Travel Demand Management

TDM is intervention to modify travel decisions so that 
more desirable transport, social, economic and/or 
environmental objectives can be achieved.  It includes 
policy initiatives, incentives and actions that aim to 
reduce the level of demand for travel, particularly of 
private vehicles, and provide a greater range of travel 
choices.

Demand management must be approached cautiously 
and target discretionary travel so as not to impede 
the fl ow of goods around the region.  Measures that 
improve the attractiveness of alternative modes of 
travel should be considered in conjunction with any 
TDM proposals.  

For roads that are strategically important for freight 
movement, where there are constraints on supply 
of traffi c capacity, consideration should be given 

to proposals that would assist freight movement 
either directly through the provision of freight priority 
measures, or more generally by managing the demand 
for travel, or encouraging the use of public transport 
through investment in improved facilities or services.  

Current legislation (Land Transport Management Act, 
2003) permits tolling of new roads and this option 
has the potential to help manage travel demand.  The 
government has recently completed a comprehensive 
study into the options and impacts of road pricing on 
existing roads in Auckland and will be considering 
feedback from public consultation before deciding 
whether or not to carry out further investigations, 
possibly leading to enabling legislation.  However, this 
option is unlikely to be available in the short or even 
medium term. 

TNZ is currently undertaking investigations into the 
potential for ramp metering on the Auckland motorway 
network.  The potential for freight priority, as well as 
impacts on freight movement within this system, 
should be explored, as proposed in Policy Action 4.5.

Reference should also be made to Policy Action 4.1 
(Point 6) which aims to encourage use of alternative 
modes and Policy Action 5.5 which aims to encourage 
more fl exible delivery hours and thereby help better 
manage freight demands.

However, it should be noted that TDM policies 
affecting only freight are not expected to impact 
signifi cantly on overall levels of congestion, as freight 
volumes only represent a very small proportion of 
overall traffi c fl ows.  Such policies will, however, help 
mitigate the effects of congestion on the movements 
of freight.

Action Items

No specifi c policy actions are proposed within this 
section.  However, reference should be made to Policy 
Actions 4.1 (Point 6), 4.5 and 5.5.  
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7.4 Policy 4:  Strategic Freight Network

Support the development of a Strategic Freight 

Network.

The SFN is wider than the road system supporting 
freight movement, and includes other freight 
modes and terminals and intermodal facilities.  The 
development of this network will support land-use 
policies and will help to manage Regional growth.

7.4.1 Policy Action 4.1 – Identify and Develop a Strategic 
Freight Network and Encourage Alternative Modes

The intent is that the main centres of freight activity 
should be connected by high quality arterial transport 
routes, mainly but not exclusively State highways, and 
by rail and sea links where these connections already 
exist or can be usefully developed.  

This policy aims to ensure that work is undertaken to 
confi rm the SFN for all modes of transport, ensure the 
development and application of appropriate design 
standards and provide a basis for future development 
of that network. The requirements of OW and O/D 
vehicles also need to be taken into consideration. 

Road Network

Appendix 1 presents a list of routes for possible 
inclusion in the SFN, as a starting point for discussion 
and agreement by stakeholders.  

Rail Network

The Auckland rail corridor and infrastructure assets 
are vested with ONTRACK (formerly New Zealand 
Rail Corporation – NZRC).  ARTA has responsibility 
for delivering rail passenger transport services while 
Toll Rail retains sole operating rights in the corridor for 
freight.

While there is suffi cient capacity to operate both 
freight and passenger services in the rail corridor in 

the short to medium term, the long-term needs for rail 
freight for the Auckland region need to be more clearly 
defi ned. Planning and investment in the rail network 
can then provide for this demand as well as for the 
expected growth in passenger services.

Where extensions to the freight rail network may not 
appear feasible in the short term, route protection 
through planning and/or land acquisition should be 
considered so as not to foreclose longer-term options.

Planned and future possible projects include:  

• Protection of a rail freight route in the south-
western isthmus corridor, parallel with SH20

• Rail access to the proposed POAL Wiri freight 
terminal and the potential need for improved 
connections between this and the main POAL site 
(see also Policies 4.2 and 4.3)

• Double-tracking of the western line for increased 
capacity

• Possible link to a future west Auckland or Kumeu 
rail-served site – see also Policies 4.2 and 4.3.

Sea Freight

Key sea freight connections need to be both 
recognised and managed.  Volumes of freight carried 
by sea are a comparatively small but important 
component of the freight transport network; the Gulf 
Islands rely on sea transport for the majority of their 
freight needs.  Barging of materials also plays a small 
but important role.  The SFN needs to include the key 
strategic ferry and waterborne transport links as well 
as the relevant connecting road and rail links.     

Freight Hubs

Where the SFN connects to industrial and commercial 
areas, the main access roads and circulatory routes 
through the industrial/commercial area would also 
form part of the SFN.
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The main centres of freight activity (freight hubs) 
include the ports, airport, ferry terminals, inland 
intermodal transport terminals, and the main 
conglomerations of industrial, commercial and 
warehousing land use.

Existing and future locations for such freight hubs and 
centres of freight concentration are:

• Intermodal freight terminals – POAL, Onehunga, 
Auckland International Airport business park 
and Metroport; other inland terminals under 
development by POAL at Wiri, East Tamaki, south 
Auckland; other possible sites in west Auckland or 
Kumeu

• Industrial/commercial/warehousing, from north to 
south – Silverdale, Albany, Kumeu, Hobsonville, 
Henderson, Avondale/New Lynn, Mt Roskill, 
Onehunga/Penrose/Mt Wellington, Panmure, East 
Tamaki, Waiouru Peninsula, Wiri, and Takanini; 
outlying areas – Helensville and Pukekohe

• Potential intermodal sites for aggregates and 
other building materials which could be served by 
waterborne and/or rail freight services. 

Reinforcing the Strategic Freight Network

Measures to reinforce the SFN may include:

• Developing a functional hierarchy of arterial freight 
routes connecting key freight hubs, origins and 
destinations across the region, describing the 
nature of the traffi c/access function in regard to 
freight movement, anticipated bands of freight 
traffi c volume

• Recognising freight routes in district plans

• Developing consistent design and traffi c 
management guidelines for freight routes in the 
hierarchy, taking account of the volumes of heavy 
traffi c and characteristics of the route

• Identifying physical constraints to freight traffi c 
along the designated freight routes, and develop 
relief treatments

• Providing road signing for preferred freight routes 
to main commercial and industrial areas

• Providing road or rail linkages suitable for use for 
freight into new major developments.

Action Items

1. Agree on criteria defi ning the SFN covering all 
modes; identify and agree on the network links 
with TAs, TNZ and ONTRACK. 

 Responsibility: ARC/ARTA

2. Prepare a network inventory, propose standards 
and guidelines for design purposes; identify existing 
defi ciencies, and proposed remedial actions. 

 Responsibility: TAs, ARTA, TNZ, ONTRACK 

3. Review the priority of strategic network additions 
and upgrades within the current Regional Land 
Transport Programme in relation to other capital 
expenditures. 

 Responsibility:  ARTA, TAs, TNZ

4. Undertake a review of medium to long-term 
network development needs in conjunction with 
the development of freight transport planning tools 
and land use policies.

 Responsibility:  ARC, with TNZ, ARTA, ONTRACK 
and TAs 

5. Undertake a review of the future role of rail freight 
within and external to the region, of operating 
constraints and opportunities in relation to 
passenger rail services, and the justifi cation for 
selected rail track extensions and upgrades.    

 Responsibility: ARC, ONTRACK, ARTA, Rail 
Operator
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6. Identify the nature and extent of measures required 
to encourage and support effective and effi cient  
movement of freight by rail, sea (including ferry 
services, barging, coastal shipping) and air.

 Responsibility: ARC, ARTA, ONTRACK, POAL, 
Rail Operator, Environment Waikato and Northland 
Regional Council 

7.4.2 Policy Action 4.2 – Develop Supportive Land-Use Polices

The SFN will connect existing and future 
concentrations of freight traffi c generation.  
Complementary land-use policies are required 
to ensure that where greenfi eld sites suitable 
for warehousing, freight-forwarding, and freight-
generating industry are created, they are provided 
with high quality access to the SFN and well-designed 
internal traffi c circulation with geometric standards 
that facilitate the use of large vehicles.

Many distribution companies use a single site to 
serve the entire Auckland region rather than a 
central distribution centre with satellites, or multiple 
distribution centres.  The motivation is to reduce the 
inventory that needs to be held, save on property and 
management costs, and provide fast and direct point-
to-point delivery service.

Accordingly, it is important that a high level of inter-
connectivity is provided between these high freight-
use nodes via the strategic network.

Greenfi eld development is at the periphery of the 
urban area now but, as the regional population 
expands, will eventually become embedded in the 
urban fabric.  It is therefore also important that 
development controls ensure provisions are in place 
to minimise potential visual and acoustic impacts 
between freight generating activity and surrounding 
land use.  This would help ensure that the future 
uses of these areas (for example all-night working 
and heavy equipment use) are not compromised by 
environmental pressures.

Existing urban areas with high remaining development 
potential and new greenfi eld areas that are likely to be 
attractive to high freight-generating land use include:

• Waiouru Peninsula

• East Tamaki

• Wiri

• Takanini

• Auckland Airport

• North Harbour/Albany Basin

• Silverdale.

Market and physical planning studies may be required 
to determine whether the areas of land proposed 
under the RGS are suffi cient in total to support future 
demand, are correctly sized in individual subdivision 
and plot size, and are suffi ciently well distributed 
through the growth area to allow business to select 
an optimal or near-optimal location for minimising 
freight transport distance.  This work, together with a 
defi nition of the infrastructure that would be required 
to support future development, is being undertaken 
within the ARBLS.

There is also a need to consider reverse sensitivity 
issues to ensure that land uses which are sensitive 
to the impacts of the movement of freight are kept at 
an appropriate distance away from the SFN and other 
major freight routes (for both road and rail).

Action Items

1. Study of existing and future provision of land zoned 
for storage and distribution uses and for high 
freight-generation industry. 

 Responsibility:  ARC
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2. Liaise with TAs to consider need for 
complementary supportive activity to avoid reverse 
sensitivity issues. 

 Responsibility:  ARC/TAs

7.4.3 Policy Action 4.3 – Encourage Increased Use of Inland 
Ports and Hubs 

Road access to the port is through the Central 
Motorway Junction or the CBD. The Port of Auckland 
has a well-designed rail grid but it is currently 
underutilised.  At the same time there is intense 
pressure on road links into the port.

The impact of traffi c congestion on the movement 
of freight can be mitigated by transferring freight to 
inland container depots, acting as port reception and 
despatch points, for later distribution.  This facilitates 
the use of the road and rail networks on a 24-hours, 7-
days-a-week basis to meet current and evolving future 
demands for movement.

In response to emerging needs over recent years, 
POAL has developed a road-served inland container 
terminal at East Tamaki, and is developing a site at 
Wiri.  There is the potential for future inland sites in 
west Auckland and in Albany.

At present, all movement between POAL and the 
inland depots is by road.  However, the Wiri site will 
be developed with both road and rail access.  A future 
west Auckland inland depot could potentially be rail-
served, depending on its location.

In 1999, the Port of Tauranga opened a rail-served 
inland terminal in Onehunga, which operates as 
Metroport.  Freight is transported via regular rail 
shuttles to and from the Port of Tauranga, connecting 
with international shipping services calling at that 
port.  Metroport provides an alternative for Auckland 
industry and logistics companies, and experienced 
signifi cant growth between 1999 and 2005.  With the 
inclusion of its container storage operations, Metroport 
is the third largest container terminal behind the POAL 
and the Port of Tauranga.

Containers shipped via rail to and from these inland 
hubs help to ease the pressure on Auckland’s roading 
network.

The effect of this policy would be to enhance the 
rail links between the POAL and inland metropolitan 
railheads, consistent with the POAL’s current policy.  
The buffer provided by outer holding terminals relieves 
wharf congestion and can facilitate load planning for 
vessels by using off-wharf marshalling areas. An inland 
terminal also allows time-shifting of cargo delivery to 
the Port.  The use of outer buffer terminals also allows 
for planning of backloads ready for early uplift out of 
the Port bounds and away from the CBD peaks.

It is envisaged that new technology, low tare-weight 
‘sprinter’ trains with good acceleration-deceleration 
performance operating as shuttles over short 
distances could be considered for this service and 
would have advantages over conventional rail-rolling 
stock.  These systems are in use overseas and offer 
a possible cost-effective solution to short distance 
movement of freight between the Port and inland 
depots.

Provision of special permitted access for road trucks 
carrying overweight loads on specifi ed routes to the 
rail terminals would enhance the feasibility of this 
arrangement and would allow overweight containers 
to be transported to their destination without requiring 
intermediate deconsolidation.  

Action Items

1. Establish the nature and extent of support or 
encouragement required for the development and 
increased use of inland ports and hubs-accessed rail 
and road.  Consider also use of terminals connected 
to rail and or water for bulk commodities. 

 Responsibility:  POAL/ARC/ARTA/ONTRACK
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7.4.4 Policy Action 4.4 – Support Incentives for Goods 
Consolidation

Consolidation of partial loads into full loads, reduction 
of empty backloads, the substitution of one large 
vehicle trip for several smaller vehicle trips by 
grouping goods from several shippers or by grouping 
goods into less frequent deliveries, are all ways in 
which cargo may be consolidated and freight vehicle 
traffi c reduced on main haul routes.  This can help to 
ease congestion, maximise effi ciency and minimise 
environmental impacts. 

Conversely, large vehicles are not always welcome 
or easily accommodated in busy central areas, and 
deconsolidation into smaller units for delivery may 
be desirable.  Freight policies of this type have been 
implemented in European cities, particularly Germany, 
as part of the ‘City Logistik’ initiatives.

Goods consolidation/deconsolidation involves 
additional handling and storage, adding time and cost, 
and can involve additional running, so there must be 
other effi ciency or environmental gains suffi cient to 
offset these costs to make the idea attractive.  These 
could take the form of certain road access privileges 
(Policy 2.4) or could be refl ected through road-tolling or 
pricing, should such mechanisms be implemented in 
future (see policy 2.2).

The potential for inter- and intra-modal distribution 
hubs and inter-connections is that these have 
the potential to harness the scale economies of 
aggregation. The hub can transfer other benefi ts to 
the shipper by way of enhanced opportunities to 
consolidate payloads, cross-dock, add value in store 
(e.g. cleaning, labelling, transfer of ownership of 
cargo), and source empty containers and backloads for 
freight vehicles. 

One of the changes in freight distribution over recent 
years has been a swing towards smaller parcel lots, 
transported at more frequent intervals. The reasons; 
usually inventory space management and associated 
costs plus purchasing at receiver’s dock way will not 
change.  Manufacturers have become used to this 
level of service and enjoy the gains that it brings.

However this multiplicity of truck movements results 
in small transport units simultaneously transiting the 
region where suppliers and receivers are each in the 
same geographical areas.  There is potential for some 
of these parallel movements to be consolidated on the 
main haul element of the freight route.

The main freight hubs forming part of the SFN 
are based on existing freight terminals, existing 
aggregations of warehousing and freight-forwarding 
activity, and new greenfi eld sites in the growth areas.  

It is recognised that current thinking in the Auckland 
road transport industry perceives that, congestion 
apart, optimum transport services are being supplied 
to meet the requirements of the customers – in effect, 
a customer demand market.

It is accepted that no artifi cial constraints should 
be placed upon industry forcing any particular form 
of freight arrangement.  Any incentives for goods 
consolidation or deconsolidation at intermediate 
points on the journey should be allowed to emerge 
in response to traffi c management controls and 
transport-pricing initiatives.

On the grounds of this and the probable inclusion of 
double handling, the road transport industry desires 
a status quo scenario to continue.  However, as the 
(current) greenfi eld sites recognised in the Regional 
Growth Forum become taken up by population 
driven urban expansion, it would be both prudent and 
pertinent to allow this policy proposal to remain within 
the Freight Strategy.   

Action Items

1. Continue to monitor overseas developments and 
ensure that this information is communicated to 
interested parties.

 Responsibility:  ARC 
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7.4.5 Policy Action 4.5 – Investigate Freight Priority Measures 
on Strategic Routes

Priority for buses and other high-occupancy passenger 
vehicles is an established concept in transport 
planning.  The rationale for high occupancy vehicle 
(HOV) priority is that by providing these vehicles with 
a higher level of service, the overall level of passenger 
service (as opposed to vehicle service) is improved for 
the same traffi c fl ow.

A similar argument can be made for freight, on the 
basis that the marginal benefi t to freight transport of 
providing some form of route priority exceeds the 
disbenefi t to low-occupancy cars.  Another argument 
could be made, based on the value to road freight, 
of removing the marginal car from peak traffi c – part 
of the ‘decongestion benefi t’ which underlies Land 
Transport NZ’s funding principles for passenger 
transport and ‘Alternatives to Roading’.

The potential for providing certain types of freight 
priority measure, such as dedicated truck lanes, is 
likely to be very limited.  However, there may be 
opportunities at a local level for providing freight 
priority, possibly at different times of day to peak 
commuter fl ows.

Measures that can be considered are:

• Flexible-use shared lanes – by providing a higher 
level of service for trucks on routes connecting 
main freight generators through, say, combined 
bus, HOV and heavy truck lanes (possibly with 
some rules on time-sharing – allowing truck access 
outside peak public transport periods), it may be 
possible to achieve higher overall effi ciency in 
terms of road-user benefi ts from the existing road 
space.  However there may be diffi culties in sharing 
bus lanes which already also accommodate cycles 
and have parked cars outside of bus commuter 
peaks.  Opportunities may be limited to a very few 
specifi c links

• Dedicated truck lanes – overseas, there are some 
examples, generally promoted with a safety 
objective and as a means of segregating traffi c 

and improving the fl ow for passenger vehicles.  
They appear to be most applicable on multi-lane 
motorways, and the opportunities in New Zealand 
and Auckland are probably very limited, as all 
motorway space is at a high premium, however 
such provision could possibly be considered when 
expanding the network in the future

• Traffi c signal pre-emption – this option could 
reduce the amount of stopping and starting, which 
is particularly costly in energy consumption for 
heavy vehicles.  This may involve fi tting trucks 
with transponders so that the signal installation 
recognises when a truck or group of trucks is 
approaching a delay, or advances the signal timing 
to suit.  Other ways of managing truck arrival at 
signals is through variable message signing so that 
drivers modify their approach speed to arrive on a 
green signal phase. 

TNZ has developed a comprehensive Intelligent 
Transport Systems (ITS) strategy, that provides 
a framework and direction for implementing ITS 
technology across the state highway, and potentially 
the entire roading network.  ITS has the facility to offer 
a means of implementing TDM/road-pricing, vehicle 
priority and TDM measures. 

TNZ is also evaluating ramp metering to manage 
demand and vehicle fl ows on the Auckland motorway 
network.  It is important that the impacts on freight 
vehicles, both on and off the motorway network, 
be considered in all such studies.  The potential to 
offer freight priority within TDM proposals should be 
explored as a means of improving the fl ows of high 
value goods around the region, hence aiding economic 
development.

Action Items

1. Continue to monitor overseas developments and 
ensure that this information is communicated to 
interested parties.

 Responsibility:  ARC
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2. Ensure that freight/freight priority is given adequate 
consideration as part of investigations into the 
implementation of new TDM measures such as 
ramp metering or road-tolling.

 Responsibility:  ARC/ARTA

3. Further investigate use of dedicated truck lanes 
as a means of facilitating the movement of freight 
traffi c. 

7.5 Policy 5:  Local Area Freight Management

Develop initiatives to improve local area freight 

management.

Policy actions proposed under this policy apply to 
the management of road freight distribution at a local 
level, recognising that, for the majority of freight 
collection and distribution, road is the only feasible 
mode of transport.  Even for freight that is moved 
by rail, or potentially could be in future, there will be 
relatively few opportunities where there is direct rail 
access to the point of origin or destination.

Many of the confl icts between freight movement and 
freight-handling arise on the local road network, in the 
access and circulation of trucks within sites, and in the 
interference between loading or unloading of freight 
and other activity.

Local area freight management policy can be divided 
into two categories: 

• General policies and principles that can be applied 
region wide

• Development of local area freight plans that 
take these general polices and customise them 
to the specifi c circumstances of a local freight 
management area.

Both categories are addressed below in policies 5.1 
and 5.2.

7.5.1 Policy Action 5.1 – Develop a set of Guidelines for Local 
Area Freight Management Plans (LAFMP’s)

Problems for local freight delivery tend to occur in 
suburban or central area retail/commercial centres 
where there is a mix of land use, limited road space, 
and confl icts between vehicle through-traffi c, local 
access for parking and loading, and pedestrian 
movement.  Satisfactory resolution of these problems 
requires a degree of common understanding of the 
needs and viewpoints of the transport operators, 
businesses and local community. 

The local Authority provides the obvious channel for 
establishing this communication and facilitating the 
development of LAFMP.  Local community boards are 
likely to have a role, and could form the reporting and 
communication channel between the local community 
and the council.

The geographic area covered by a LAFMP will depend 
on the local circumstances, but is envisaged to be 
confi ned to the area of the (sub)urban retail centre, 
the bordering residential development, and the local 
streets used for parking and loading related to the 
centre.  Typically there will be one or more arterial 
routes through or around the centre where issues of 
traffi c management and access for delivery vehicles 
may arise.

It is expected that an LAFMP would be prepared 
initially as a four stage process of:
(i) Issue identifi cation
(ii) Development of options for changing and managing 

the issues identifi ed
(iii) Consultation and negotiation of an acceptable plan
(iv) Monitoring of implementation and degree of 

success. 

This process would involve:

• A local survey of businesses, residents and delivery 
operators to identify freight problems, supported by 
input from council traffi c and land-use planners, and 
other specialists as needed
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• A forward projection of how the situation may 
develop over time, through changes in land-use 
zoning, redevelopment, intensifi cation, and traffi c 
growth

• A profi ling of freight delivery needs and fl exibility 
in terms of consignment size, vehicle size, building 
access points, times of day

• Available space, other confl icting demands 
(shopper-parking, public transport, traffi c and 
pedestrian facilities) and defi ciencies

• Environmental (noise, fumes, visual, etc) and safety 
issues and impacts

• Development of options and how they would fi t 
together.  These could include: physical change to 
roadways, site access and loading areas; changes 
to traffi c, parking and loading controls and times 
of day; changes to delivery practices or equipment 
used

• Consultation and feedback on the options, offi cial 
endorsement of the selected plan by the local 
community board and council committee

• Reporting back on implementation and monitoring 
of the operational changes.

An LAFMP may be treated as an adjunct to more wide-
ranging studies and community consultation in areas 
facing substantial change.  An example in Auckland 
city would be the creation of proposed Residential 8 
zoning, coupled with intensifi cation around transport 
routes and nodes, which will potentially create more 
confl ict situations for freight distribution.

As this is a new initiative, the concept needs to be 
tested, and it is suggested that this be by way of a 
case study on a local area selected by one of the TAs.  
The case study would be used to determine whether 
the concept of an LAFMP is useful and cost-effective, 
and to establish the guiding principles for similar plans 
elsewhere in the region, resulting in the development 
of a set of guidelines.

It is envisaged that this initiative would be driven 
primarily by the TA in whose area the LAFMPs lie. 
However, it is important that a regionally consistent 
approach/framework is developed.   For that reason 
it is proposed that the development of LAFMPs be 
coordinated by an IRG, under the overall guidance of 
the ARC/ARTA.  

Freight management plans are likely to be most 
relevant for locations  where there are localised 
problems/issues within a well defi ned geographic 
area that can only be managed through cooperative 
involvement of businesses, residents, freight industry 
and the local authority.

Identifi cation of LAFMP areas does not preclude 
local authorities implementing local area freight 
management policies on a wider district or city level, 
such as the development of local freight routes and 
planning consent or bylaw measures to mitigate 
confl icts between freight movement and other users.

Action Items

1.  ARC to liaise with a TA to identify a suitable case 
study on which to base the development of a set 
of LAFMP guidelines.  ARC to help facilitate the 
preparation of regionally acceptable guidelines. 

 Responsibility:  ARC, ARTA, TAs

7.5.2 Policy Action 5.2 – Identify and Promote Preferred Local 
Road Freight Routes

While strategic regional freight routes should be 
selected and developed on the basis that they can 
be planned and engineered with freight needs and 
effi ciency specifi cally in mind, the same is not true 
of local freight access routes.  These must generally 
exist within the urban fabric and alongside light traffi c, 
pedestrians and sensitive land use.  

Local access routes are those at sub-arterial level; 
roads that would normally be described as collector/
distributors in a traditional functional hierarchy.  They 
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should not, as a rule, include residential access 
streets, but will inevitably include roads with some 
residential development along their length.   

As with all traffi c, freight vehicles often have to 
access local residential streets for emergency access 
purposes, and furniture, appliance and building 
material delivery, for example.  However, it may not 
be necessary to allow through access to vehicles 
whose purpose is to service commercial premises 
not on those streets, if there are alternative routes.  
In such cases, there are well-known environmental 
management measures that can be employed to 
dissuade vehicles from unwanted routing or, in diffi cult 
cases, creation of no-exit and one-way streets.

There is a danger that, should an inappropriate local 
route be identifi ed and promoted as a ‘local freight 
route’, then environmental and safety problems could 
be exacerbated.  In such cases, if it is not possible 
to achieve minimum standards of design, traffi c 
management and environmental performance along 
the route, it would be better that such an identifi cation 
and promotion not be made.

Measures can be advisory or prescriptive and can 
encourage or discourage the use of certain routes.  
Overseas experience indicates that prohibiting access 
is more effective than requiring or promoting use of 
routes, mainly because the information assimilation 
is less of a problem for drivers.  Nevertheless, 
there is opportunity for both negative and positive 
reinforcement measures.

Components of a local freight route strategy are seen 
to be:

• An area consultative programme with councils, 
operators and local interest groups to develop 
partnered solutions to the tasks at hand

• An agreed set of a region-wide principles for 
recognising distributor and local access roads as 
freight routes and the planning, design and traffi c 
management principles applying to such routes

• Identifi cation of routes that carry signifi cant 
commercial vehicle fl ows and are physically 

suitable, or can be made suitable, to be classed 
as local freight routes, including an audit of route 
environmental capacity and sensitive uses requiring 
special treatments (e.g. hospitals, schools, close-
fronting residential)

• Distribution of maps or leafl ets (printed and 
web-based) and, possibly, local signage of such 
preferred routes such as routing information boards 
at the entry to industrial and commercial areas

• Identifi cation of route inhibitors (e.g. diffi cult 
turns, width restrictions, poor sightlines) and the 
development of a strategy and programme for their 
removal or mitigation. Conversely, consider the 
creation of inhibitors to heavy freight vehicles on 
routes that are defi nitely unsuitable

• Dynamic management of traffi c on certain routes 
– selective entry by time of day, day or weeks, size 
of vehicle

• Physical measures to enhance safety and 
environmental quality along local freight routes 
– pedestrian barriers, crossings, noise attenuation 
(road surfaces, barriers), visual screening

• Regulatory changes through district plans to 
mitigate and avoid environmental impacts 
arising from freight transport.  This could include 
increased yard setbacks, requirements for acoustic 
insulation where setbacks are to be reduced, and 
the inclusion of assessment criteria on noise and 
vibration effects when considering applications for 
reduced yard setbacks.

Action Items

1. ARC and TAs to agree programme of work industry: 
(i) Agreement of commonalities of approach 
(ii) Coordination of local freight route identifi cation, 
 development and operation 
(iii) Identifi cation of supporting land-use controls.

 Responsibility:  ARC with ARTA and TAs
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2. TAs to undertake:
(i) Route surveys and identifi cation 
(ii) Promulgation and publicity
(iii) Works programme for remedying defi ciencies.

 Responsibility:  TAs 

7.5.3 Policy Action 5.3 – Facilitate Best Practice Design for 
Freight Routes and Sites

Many freight problems occur where the local street 
system, approaches to a site, and internal vehicle 
circulation are inadequate to the task.  This can occur 
through poor original design or, more often, where 
the use of a site and the size and nature of freight 
transport have changed over time.  

In mature inner urban and suburban areas, the original 
street system and available site confi guration can 
create situations where redevelopment is highly 
constrained for space.  The results can include: lack of 
through-fl ow for freight vehicles; mixing and crossing 
of freight access and loading with car traffi c and 
pedestrians; awkward turning and reversing spaces; 
and over-steep gradients.

Ways in which the problems of an inadequate existing 
site may be mitigated for greater effi ciency and ways 
in which new sites can be ensured to have suitable 
access and internal layout design are suggested 
below:

• Promotion of best-practice designs and 
development controls for new subdivisions and 
redevelopment of existing commercial/industrial 
sites with high freight traffi c reliance

• Development standards and rules for site access, 
circulation, parking, loading and freight-handling 
activities may not recognise the changes that have 
taken place, and are taking place, in freight logistics 
and so be inadequately drafted.  Involvement of the 
transport and logistics industry in developing such 
codes is worthy of review

• Where environmental management and traffi c 
calming are proposed in streets that give access 

to freight-generating premises, detailed design 
considerations to accommodate commercial 
vehicles need to be considered

• For general residential access streets, design and 
traffi c management should recognise and provide 
for the occasional need for access by waste-
removal trucks, emergency services, building 
material deliveries and furniture-removal vans

• Overnight parking of heavy vehicles at roadsides 
is a problem in some areas and provision for truck 
parks may be required, combined with regulation 
where roadside parking of heavy vehicles is unsafe 
due to blocking of sightlines or is environmentally 
unacceptable.

Action Items

1. Development of best practice guidelines for freight 
route, site access, circulation and parking design 
and for local area studies.

 Responsibility:  ARC/ARTA/TAs

7.5.4 Policy Action 5.4 – Management of Roadside Loading

Goods loading and unloading at the roadside is 
necessary where there is no available off-road access 
at the front or rear of the premises but is often 
disruptive to other traffi c fl ow and interferes with 
pedestrian movement.  The problem occurs primarily 
in the central city and in older main road frontage 
neighbourhood shopping.  Where roadside stopping 
space is at a premium, short period double parking 
is often the result, for example the delivery of small 
consignments by courier vans. 

New problems can arise when there is a change of 
ownership or use of premises and the requirement for 
goods loading changes – possibly to more frequent 
servicing, requirement for larger vehicles or at less 
convenient times of day.  Also, as the demand for road 
space increases, loading zones that were sustainable 
in the past come under competitive pressure from 
clearways, bus lanes and road-widening proposals.
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Without wholesale redevelopment of street frontages, 
this is often a problem that has to be managed, rather 
than solved.  

Measures to manage the problem of roadside loading 
are aimed at: 

• Timing – managing when goods are delivered or 
collected

• Effi ciency – making the loading operation quicker 
and less disruptive

• Better roadside facilities – so that loading does not 
interfere with other traffi c

• Removal – providing alternative loading at side, rear 
or below the premises.

Specifi c measures that form part of this policy are:

• Information and Encouragement – providing leafl ets 
and web-based information for freight companies 
on when and where vehicle loading can be carried 
out

• Problem Management – by limiting the size of 
commercial premises that are permitted to be 
serviced from roadside loading; regulation of 
loading hours – early morning and late evening 
servicing from roadside-loading zones to avoid 
traffi c peaks; regulation of length of stay; limit the 
size of freight vehicles permitted to service from 
the roadside; introduce pricing schemes for use of 
roadside-loading zones based on the opportunity 
value of the road space taken up

• Logistics Technology – more effi cient goods 
loading/unloading through pallet and parcel wrap 
techniques.  Pre-ordering and parcel consolidation 
of small retail store drops is a tool that can reduce 
dwell times of delivery trucks on the kerbside

• Creative Problem Solutions – through the creation 
of commercial vehicle loading bays separate to, 
or as an extension of, bus bays; requirement of 
premises to provide for off-road loading areas 
and rear servicing as a requirement when new 

consents are applied for (this must be supported 
by traffi c management planning, see below); 
frontage redevelopment over a period of time, 
using building line set-backs, is a possibility, but 
such redevelopment can often be commercially 
disruptive to small business and detrimental to the 
heritage values of old established buildings and 
neighbourhoods

• Delivery Point Consolidation – though the 
promotion and creation of delivery hubs, with 
dedicated load/unloading facilities in congested/
populated areas.  This would reduce the number/
length of trips into the CBD.

For this and other local area management of freight 
collection/distribution, the responsibility for action lies 
primarily with each TA, with some overall technical 
assistance and funding support supplied by the ARC.  

The general steps proposed are: 
(i) To identify the geographic areas where local freight 

distribution is problematic, diagnose the problems, 
and establish the geographic boundaries of each 
LAFMP area

(ii) Prioritise areas for study and funding support
(iii) Form a local area consultative group in each case
(iv) Carry out the necessary consultation and technical 

studies to develop the plan
(v) Publicise and implement the plan.

Action Items

1. Part of local area freight plans: 
(i) Identifi cation
(ii) Prioritisation 
(iii) Establish local group 
(iv) Consultation and studies
(v) Plan publication and implementation.

 Responsibility:  TAs

2. Disseminate information on approaches, case 
studies, etc, through the Communication Plan.

 Responsibility:  ARC
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7.5.5 Policy Action 5.5 – Encourage Flexible Delivery Hours

Traffi c peaks determine the capacity required in the 
road and public transport network.  By moving goods 
deliveries outside of peak periods, journey times can 
be reduced and reliability of schedules improved.

However, there are a number of barriers to off-peak 
and night-time movement of freight, which make 
consignors, consignees, or both, unwilling to load or 
receive goods at night or at other non-business hours:

• Requirement for several regular deliveries 
throughout the day to meet inventory

• Requirement to coordinate with schedules on other 
transport modes – ship sailings, scheduled train 
departures

• Environmental constraints at sites that restrict out-
of-hours access and loading, such as curfews

• Constraints on working hours in industry 
agreements

• Occupational regulations and practices that require 
minimum staff numbers for safety

• Security of staff on premises at night

• Diffi culties of staff getting to and from work out-of-
hours

• Employment costs of night-time staffi ng of 
premises and payment of drivers

• Lower night-time noise limits required by district 
plans.

Options for relaxing time constraints on freight 
movement and encouraging deliveries out of peak 
periods are suggested below:

• Provide adequate buffers or protection from 
residential and other sensitive land use to allow 
night-time and weekend operations at freight nodes 
and distribution outlets

• Improve out-of-hours parking and loading facilities 
for freight vehicles in urban and suburban centres 
– for example after-hours commercial vehicle only 
standing areas in strategic locations

• Explore out-of-hours security measures such as 
new or improved lighting and video security for at-
risk work sites

• Sponsor night shuttle buses to collect employees 
and deliver to secure parking or public transport 
depots.

Encouragement of more fl exible delivery hours will be 
very much a case-by-case exercise and would form a 
natural part of LAFMP.

Action Items

1. Integrate with local area freight plans.

 Responsibility:  TAs

2. Disseminate information on approaches, case 
studies, etc, through the Communication Plan.

 Responsibility:  ARC

7.6 Policy 6:  A Clean, Quiet, Safe Freight System

Promote a freight system that is clean quiet and 

safe.

Part of the confl ict that occurs between freight 
distribution and other activities can be attributed to real 
or perceived safety concerns and to the environmental 
impact of freight transport and freight handling.

By making the freight system as safe as possible and 
reducing the environmental effects, these confl icts will 
be less likely to occur. 
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7.6.1 Policy Action 6.1 – Promote Safe Freight Operators, 
Drivers and Practices

Land Transport NZ, which is the Government agency 
now responsible for vehicle and driver safety, 
produces comprehensive guidelines and requirements 
to aid and promote a safety culture among drivers, 
operators and maintenance staff.

There is a general shortage of heavy-vehicle drivers 
in the New Zealand road transport industry, while at 
the same time, the demand is growing due to general 
economic growth and specifi c industry requirements 
such as logging.  The New Zealand Road Transport 
Forum and Forest Owners Association have recently 
highlighted the driver-shortage problem, and it is 
largely an industry initiative to address this question.  
There is an industry association in place dedicated 
to training (the New Zealand Road Transport and 
Logistics Training Organisation) which offers approved 
New Zealand Qualifi cations Authority (NZQA) training 
courses.

In addition to the driver shortage, operators are 
experiencing pressures on delivery times due to 
congestion, and there are increasing risks of exceeding 
driving hours, as well as having to contend with the 
stresses of negotiating heavy traffi c fl ows.  These last 
two factors have caused Auckland transport operators 
to lose a high number of very experienced drivers and 
to accept replacements who do not necessarily have 
the same level of experience and skill.

Often, the diffi culties of meeting schedules are 
compounded by freight contracts that have unrealistic 
expectations of journey time and cost, and so 
indirectly encourage unsafe practice such as speeding 
and exceeding driver hours.  While there are operators 
willing to cut corners, and the client companies 
employing the freight service are not held liable, this 
will continue.  Recent changes in legislation may 
alleviate this problem.

These considerations highlight the need for measures 
to:

• Attract new drivers into the industry

• Ensure good standards of industry training, both 
for new drivers and in-service, with targeted 
programmes for urban traffi c conditions

• Provide adequate oversight so that unsafe and 
illegal driving practices are detected and remedied.

Action Items

Driver safety is primarily the responsibility of vehicle 
operators and Land Transport NZ.  Most initiatives 
will be at national level.  No specifi c actions are 
recommended within the Regional Freight Strategy.

7.6.2 Policy Action 6.2 – Encourage Safe Vehicles

The safety of road freight vehicles lies in design, 
maintenance and operation.  In design, safety is 
routinely applied to braking technology, roll-over 
stability, steering and suspension, driver protection, 
load stability and security, and safety of vehicle 
appurtenances.

Proper technique for vehicle maintenance is an 
important aspect of safety, including correct fi tting 
of tyres to avoid explosive blowouts, maintenance of 
couplings and towbars, avoidance of loose bodywork 
and fi ttings, etc.

More advanced safety tools concentrate on collision 
avoidance and range from laser detection of hazards 
through to real time eye movement detection to 
monitor drivers who may be falling asleep at the 
wheel.  Technology has also been developed to link 
ignition to a breathalyser to prevent drivers with a 
certain blood-alcohol limit from driving a vehicle.

Safety of other vehicles and people involved in 
collisions with freight vehicles is another aspect 
of vehicle safety.  Apart from generally unsafe 
attachments (including bullbars on utility vehicles), 
design features such as under-run protection at 
the rear and sides of trucks can mitigate injury and 
damage (based on Australian and American studies) 
but, as with all overseas examples, must be evaluated 
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for their applicability and cost implications in the New 
Zealand environment.  

The development of accreditation systems for 
compliant operators has been shown to improve 
the effi ciency of enforcement offi cers and has 
allowed concentration on the vehicles more 
likely to infringe safety rules.  The results of such 
accreditation systems could, perhaps, be available to 
users/employers of transport operators to aid in the 
involvement of more responsible freight operators.

Action Items

Vehicle safety is primarily the responsibility of 
individual vehicle owners, operators and Land 
Transport NZ and Police, as the regulatory and 
enforcement authorities.  No actions required within 
the ARFS.

7.6.3 Policy Action 6.3 – Promote the Development of Safe 
Infrastructure

Road design on the SFN and local designated freight 
routes should take due consideration of heavy vehicle 
dimensions and dynamics.  All traffi c safety design is 
predicated on principles such as:

• Good sight lines and distances for overtaking, 
braking and stopping

• Good geometric design – vertical and horizontal 
curves and transitions suited to the design speed, 
avoidance of inconsistencies in speed environment, 
avoidance of visually deceptive geometry

• Suffi cient weaving lengths for safe change of lane

• Skid-resistant surface texture

• Adequate night-time lighting

• Avoidance/removal of roadside hazards

• Adequate roadside shoulder width for trucks to 
safely stop in the event of breakdown or emergency.

Heavy vehicles have particular design requirements in 
regard to wider radius turning circles, longer stopping 
lengths, longer distance to accelerate to road speed, 
longer time to pull away and cross at intersections, 
especially on grades.   

Matters that relate particularly to heavy vehicles and 
safety include:

• Intersection geometry that allows safe negotiation 
(even if at low speed) by vehicles of the size 
permitted on the road

• Camber and curvature, in conjunction with 
environmental conditions, such as high winds, 
that maintain vehicle roll-over stability and steering 
control

• Road surface profi les that do not set up undesirable 
dynamic responses in articulated vehicles and 
trailers – e.g. long period roughness setting up 
bounce in the cab; transverse profi le differences 
setting up warping and fi shtailing

• Where the geometry requires heavy or large 
vehicles to track outside of the traffi c lane, such as 
right angle or higher angle turns at intersections, 
driveways, negotiating roundabouts, etc, designs 
need to ensure that oncoming vehicles can 
stop safely and stay clear, and that the safety of 
pedestrians is not compromised

• Where traffi c signal approaches are on an upgrade, 
providing adequate time delays in signal phasing to 
allow for slower acceleration time for heavy trucks

• For routes carrying large proportions or volumes of 
heavy traffi c, special consideration of cross-section 
elements, such as lane widths (particularly the 
kerbside lane), and shoulder width for emergency 
stopping

• Consideration of the height of headlights on heavy 
vehicles and adequacy of screening from oncoming 
traffi c, in particular on median-divided roads.

Routes that are designated as strategic freight routes, 
or local access freight routes, should conform to a 
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consistent standard of safety design with regard to 
the above features as well as other general geometric 
design guidelines.

In planning the freight network, a review should 
be made of each route’s physical suitability, design 
defi ciencies, and plans drawn up for funding 
appropriate upgrading.

Action Items

Actions are encompassed in the proposals for the 
Strategic Freight Network and the Local Area Freight 
Management Plan.

7.6.4 Policy Action 6.4 – Support Safe Rail Freight Transport

Rail freight is inherently a safer mode than road due, in 
large part, to the physical separation of the public from 
freight movements.  

Areas where this separation is not achieved, and may 
constitute a higher safety risk, are rail lines which carry 
both passenger and freight traffi c and road/rail at-grade 
crossings.  Accidents involving road vehicles and 
pedestrians crossing the rail line are some of the most 
common forms of accident occurrence, together with 
occupational injuries that affect the railway workforce 
rather than the public. 

Strategy options that transfer freight from road to 
rail are therefore likely to lead to increased safety 
performance as both the exposure to crash risk and 
crash rates are reduced.

Areas in which rail safety can potentially be further 
improved are: 

• Track maintenance, which, if improved, can reduce 
the risk of derailments. Improved signalling and 
track infrastructure are also tools for reducing 
accidents

• Level crossings, which the public perceive as 
problematic.  Improved level crossing treatments 
such as proper signalling and the use of boom 

gates with strobe lighting have served to reduce 
accidents.  Grade separations, where feasible and 
economic, would separate the public and their 
vehicles from the path of trains

• The visibility of trains at level crossings is also 
a safety improvement; lighting or refl ectors on 
wagons are two tools to improve visibility

• Removal or grade-separation of level crossings, 
where feasible and warranted

• The sealing of terminals and the introduction of 
audible warning devices when a wagon is being 
shunted can be considered.  The majority of trauma 
in rail freight occurs in terminals during shunting 
and loading operations.

Rail safety is the responsibility of the rail operator, the 
track owner, ONTRACK, and Land Transport NZ as the 
regulatory body. Safety improvements help mitigate 
any concerns about the increased confl ict between 
road, pedestrian and rail traffi c and should therefore be 
encouraged and supported.

Action Items

None proposed under this policy.

7.6.5 Policy Action 6.5 – Reduce the Environmental Impacts of 
Freight Routes and Traffi c

Road freight traffi c contributes a substantial share of 
air pollution, greenhouse gas emissions, noise and 
vibration and run-off pollution from the traffi c stream.  
Air pollution and carbon dioxide emissions from diesel 
engines are roughly proportional to fuel consumption.  
In turn, fuel consumption in urban traffi c conditions is 
heavily dependent on how much energy is required to 
move the truck and its cargo.

Trucks generate noise and increased emissions in 
braking.  This can be minimised through maintaining 
road speed without the need to constantly stop and 
start.  As a result, providing for smooth uncongested 
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traffi c fl ow and good arterial routes with a minimum of 
intersections would assist in minimising emissions.

In the future, there is potential improvement in fuel 
economy, emissions performance, and noise control 
through the development of regenerative power 
systems, such as diesel/electric hybrids – systems 
which are currently being introduced into commercial 
production for cars. 

However, as such technologies may be some way in 
the future, and the vehicle fl eet is slow to be replaced, 
measures for managing environmental confl icts 
between road freight and adjacent land use also need 
to be considered.

Actions that can be considered are:

• Identify the freight traffi c contribution as compared 
with passenger traffi c to quantify environmental 
pressures and effects, and disseminate this 
information

• When developing the SFN and when identifying 
local freight routes, design or select these to 
provide adequate buffering from sensitive land use, 
particularly residential land, institutional uses and 
quiet outdoor recreational environments

• Promote the use of ‘green’ quiet low-emission 
vehicles, particularly on congested and 
environmentally sensitive routes – through 
concessions on access routes and times

• Where appropriate, encourage increased use of rail 
where it provides opportunities for fuel-effi cient and 
low-emission operation

• Control freight traffi c routing, area access and 
access times through local bylaws, a method 
already used extensively

• Log of public submissions/complaints and action 
taken; develop targets for complaint reduction; 
periodic monitoring of noise levels and heavy 
vehicle traffi c composition at roadside indicator 
sites.

These measures would form part of the design and 
traffi c management considerations in developing 
LAFMP, local freight routes and the SFN.

Action Items

Action items are incorporated under Policies 4 and 5.

7.6.6 Policy Action 6.6 – Mitigate the Impact of Freight on 
Adjacent Land Use

Major freight terminals often involve mechanised 
plant operating through the night, under high lighting 
intensity and with signifi cant noise generation.  This 
can cause disturbance to surrounding land uses.  For 
other freight delivery sites, such as supermarkets 
and construction sites, increasing 24-hour, seven-day 
operation, together with avoidance of traffi c peaks, is 
leading to more night-time delivery with disturbance 
to neighbouring residential land use.  While greenfi eld 
sites generally negate these problems, urban growth 
has exacerbated the spread of negative effects.

Measures to manage the problems caused by existing 
freight terminals/commercial premises adjoining 
residential or other sensitive land use, and to avoid 
problems occurring in new greenfi eld developments 
include: 

• Zoning and development planning controls to avoid 
juxtaposition of high movement freight activities 
and sensitive land uses for new development; 
these include provision of buffer zones, acoustic 
and visual screening where adequate buffers 
cannot be provided, and noise insulation of adjacent 
dwellings in severe cases

• Good practice guidelines for freight operators and 
customers on minimising disturbance, particularly 
at night. This includes guidelines on the use of 
noise-generating equipment, (including compressed 
air systems, audible warning devices, vehicle audio 
and communications systems) and unnecessary 
noise during goods handling (pickup and set down 
of containers, skips, pallets, shouting, radios/music) 
while maintaining safe operation
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• Regulation to limit noise levels at and beyond 
the boundary, particularly at night, including the 
use of, or shielding of, specifi ed noise-generating 
equipment, and containment of light-spill from 
premises

• Curfews on night-time and early morning approach 
and entry to freight delivery sites in sensitive areas

• Exemptions from such limitations for low-noise, 
low-emission vehicles in conjunction with local 
routing concessions

• Monitoring logs of public submissions/complaints 
and action taken; targets for complaint reduction; 
periodic monitoring of noise levels at site 
boundaries and tracking of change.

Action Items

Actions would form part of the considerations in the 
development of the SFN, LAFMP and supporting land-
use policies. 

7.6.7 Policy Action 6.7 – Encourage Low-Emission Freight 
Vehicles and Clean Fuels

Freight transport generates its share of pollutants that 
contribute to region wide air quality problems such as 
summertime smog (from volatile organic compounds 
which give a photochemical reaction in strong sunlight, 
creating ozone and other irritating compounds and a 
brown haze) and particulate emissions, both of which 
have adverse health effects.  This is an increasing 
problem in Auckland.  In such cases, the problem is 
area or region-wide rather than being confi ned to the 
vicinity of heavy traffi c routes.

Diesel emissions are the leading cause of region-
wide pollution, in particular inhalable particulates, 
small particles of carbon with adhering polycyclic 
organic hydrocarbons (PAH), which are known to be 
carcinogenic and cumulative in their effects.

Greenhouse gas emissions, predominantly carbon 
dioxide (CO2) in the case of transport sources, are 
a product of fossil fuel burning by petrol and diesel 
engines.  Measures that improve fuel economy, 
reduce vehicle kilometres travelled per tonne of freight 
moved, or substitute renewable sources for petrol and 
diesel all stand to lower greenhouse gas emissions 
and assist with New Zealand’s Kyoto Protocol 
obligations.

Measures that assist in reducing the pollution load on 
the regional air-shed include:

• All measures that minimise freight vehicle travel, 
consolidate loads, transfer freight effi ciently to rail, 
move freight movement to off-peak periods (dealt 
with under other policies)

• Identifi cation and removal of gross polluters from 
the road

• Legislate against the importation of old/dirty vehicle 
technology (such as older Japanese diesels) – a 
national policy initiative

• Encourage or require the use of clean burning fuels

• In the event that Auckland institutes some form 
of area-wide congestion pricing, provide fi nancial 
incentives and access concessions to clean 
technology vehicles.

Measures that contribute towards low greenhouse 
emissions are:

• Selection of fuel-effi cient vehicle designs, 
maintenance of vehicles in effi cient operating 
condition – lean-burn engine systems, low 
aerodynamic drag, regular tuning, and vehicle 
operation to minimise fuel consumption

• Freight minimisation/consolidation (larger vehicles 
and higher load factors)

• Reduction in packaging and waste
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• Substitution of petrol with diesel (diesel is more 
fuel effi cient and so has lower CO2 emissions) 
– road freight is almost all diesel now, so little 
opportunity remains as it is cost-driven

• Facilitate a choice of transport mode between road 
and rail

• Reduction in congestion and stop/start operation 
– covered as a separate option by moving freight 
out-of-hours and through ITS technology

• Substitution of petroleum-based diesel fuel for 
renewable fuel (bio-diesel) – this is essentially a 
commercial decision depending on the relative 
cost, taking account of any central government 
incentives.

Measures that are not otherwise covered under 
effi ciency improvements fall within the responsibilities 
and programmes of Energy Effi ciency Conservation 
Authority (EECA).  Examples are:

• Bio-diesel from tallow – re-evaluated for EECA in 
November 2002; found to be technically viable up 
to a 6 per cent blend without change to existing 
engines, but probably requiring fi nancial support

• Driver education – ‘Drive to Succeed’ package, 
distributed through the Commercial Road Transport 
& Logistics Industry Training Organisation

• EECA ‘Econodrive’ tips for fl eet managers

• Auckland Environment Business Network ‘Green 
Fleet’ – members benefi t from tips on overall 
environmental practice in relation to transport.

In general, the above techniques and measures for 
energy and greenhouse gas emission reduction are 
targeted at transport generally, rather than at freight.

Action Items

1. Support and advocate for government policy action 
on: 
(i) Introduction of low sulphur diesel suitable for 

low-emission diesel engines
(ii) Vehicle-emission standards and roadside 

detection/prosecution of gross polluters
(iii) Vehicle noise attenuation standards
(iv) Pricing of environmental costs into RUC as an 

incentive for operators to select lower emission 
vehicles.

 Responsibility:  ARC

2. Consider incentives in the form of preferential 
access or parking/loading concessions for low-
emission/quiet vehicles to environmentally sensitive 
areas and sites. 

 Responsibility:  ARC and TAs

3. Maintain dialogue with government agencies, in 
particular EECA and MoT, on ongoing investigation 
and policy development; disseminate information in 
the ARFS Communication Plan.

 Responsibility:  ARC

7.6.8 Policy Action 6.8 – Minimise Packaging and Waste

A signifi cant proportion of freight bulk and weight 
is in packaging, which can range from a cardboard 
carton to a shipping container.  Reusable packaging 
requires transport back to source, sometimes with 
an intermediate cleaning stage (shipping containers, 
pallets, other reusable containers).  Recyclable 
packaging requires transport to the recycling plant 
and then to manufacturing point, and waste requires 
transport to transfer station and landfi ll.

Where reusable packaging can be used for a 
backload, not necessarily with the goods for which 
it is specifi cally designed, there can be a saving in 
freight transport and cost (e.g. backloading refrigerated 
shipping containers with dry goods).
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Packaging is used both for presentation and for 
protection of goods.  Presentation is cosmetic and, 
in theory, can sometimes be reduced, though with 
marketing implications, while packaging for protection 
is less easily changed.  The majority of packaging is for 
protection, although the amount and type of packaging 
that is provided must be suitable for the highest 
risk part of the journey, which may not be the initial 
collection or fi nal delivery trip.

So there is possibly an opportunity to partially remove, 
or add the fi nal packaging, at an intermediate freight 
consolidation/break-down depot. Otherwise, reduction 

in packaging volume, particularly for products limited 
by bulk rather than weight, can reduce freight 
movements.  

Opportunities for reducing packaging are limited in the 
main to those produced within New Zealand.  

Action Items

1. Promote programmes to minimise packaging 
through the communications strategy and LAFMP.

 Responsibility:  ARC and TAs


