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Foreword

In 2009 1.4 million people lived in the Auckland region, 33 per cent of the New Zealand population. 
At the same time, the Auckland region generated 37 per cent of national GDP. Within the period 
covered by this strategy, the population of Auckland is expected to grow to 2.1 million. An 
effective and reliable transport system is critical to sustain Auckland’s quality of life, and to support 
Auckland’s growing contribution to New Zealand’s economic productivity.

The way we plan to achieve a transport system suited to Auckland’s role in the national economy is 
set out in the Auckland Regional Land Transport Strategy 2010–2040. The strategy aims to develop 
a balanced transport system which provides high levels of accessibility, reliability and safety, and 
where people and businesses have realistic choices about how they travel and transport goods and 
services. The strategy needs to be implemented with a sense of clear purpose and urgency.

This strategy builds on the 2005 Auckland Regional Land Transport Strategy vision of a modern 
public transport system, balancing the current transport network with improved investment in 
trains, buses and ferries. Current growth in public transport patronage vindicates the region’s 
recent investments in public transport, and supports economic development, increased 
productivity, job creation and urban form improvements. The opening of the Britomart Transport 
Centre in the Auckland CBD in 2003 marked a turning point in the revival of public transport in 
Auckland. It set a new standard in quality public transport infrastructure which was followed by  
the opening of the Northern Busway in 2008 and rail station refurbishment across the network.

Constructing an underground rail link through the CBD as planned will mean more than 200,000 
people living and working within 30 minutes travel of the CBD. It will transform Britomart from 
a terminal into a through station, with benefits for the whole region by enabling higher train 
frequencies, faster journeys from the west, and will support a rail link to the airport.

There is a need to promote other more sustainable transport alternatives as well, particularly 
walking and cycling. These active modes improve health and reduce reliance on energy derived 
from fossil fuels, but also reduce the need for car travel and free up roads for longer distance travel 
and for freight and business needs.

While improved public transport and increased walking and cycling are essential to make 
the transport system more sustainable, reduce congestion and therefore support economic 
productivity, the continued growth of Auckland means that additional road capacity will also be 
required. The agreed strategic road network needs to be completed, and greater attention needs 
to be given to making the regional arterial road network operate more efficiently and safely for all 
modes of transport.

This strategy provides a realistic way forward that recognises the need for Auckland’s transport 
system to become more sustainable, but also recognises that the pattern of land use in Auckland 
and the Auckland economy have been built around road access. Reducing the reliance on motor 
vehicles will take some time as more efficient land use patterns change travel demand, and as 
public transport, walking and cycling networks are improved so that they offer realistic alternatives 
to car travel.
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This Regional Land Transport Strategy has benefitted from engagement and consultation with 
Aucklanders. Over a seven week consultation period, 166 submissions were received, making over 
2,000 comments on the draft strategy. The submissions covered a wide range of matters and were 
received from transport stakeholders, public agencies, transport interest groups, environmental 
groups, community groups, business interest groups, companies and individuals. Submitters 
ranged from major stakeholders such as New Zealand Transport Agency (NZTA), Auckland Regional 
Transport Authority (ARTA) and KiwiRail to passionate individuals committed to seeing change and 
innovation happen in their local communities.

I would like to thank everyone involved in developing the strategy, including those who have taken 
the time to provide their feedback. The input of interested parties has meant a stronger strategy to 
guide us on the transport journey into Auckland’s future. We all look forward to the development 
and implementation of its principles and projects as Auckland moves on the path ahead.

Cr Christine Rose

Chair of the Regional Transport Committee

Auckland Regional Council
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�Councillor Christine Rose, Chair  

Auckland Regional Transport Committee
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Executive Summary – He Kupu Whakataki

The 2010 Auckland Regional Land Transport Strategy (the RLTS) is a statutory document 
prepared under the Land Transport Management Act (LTMA) 2003. The RLTS sets the direction 
for the region’s transport system for the next 30 years. The strategy identifies the actions, 
policies, priorities and funding needed to achieve a land transport system that enhances the 
Auckland region as a great place to live, work and play. 

Auckland Transport is expected to be required to act in a way that is consistent  
with the new RLTS.

Need for strong, effective transport strategy

With a 2009 population of 1.4 million, the Auckland region is currently home to 33 per cent  
of the population of New Zealand. By 2041 the population of the Auckland region is expected  
to grow to 2.1 million, making up 40 per cent of the country’s population. 

Latest population projections indicate Auckland is growing at 1.5 per cent each year, compared  
to the rest of New Zealand at 1.1 per cent each year. The Auckland region covers an area of  
499, 898 hectares, of which 55,922 hectares are urban. 

Auckland plays a vital role in the national economy, generating 37 per cent of national GDP,  
the highest proportion of a nation’s GDP generated by a single city/region in the Organisation  
for Economic Co-operation and Development (OECD). Auckland ports handle 26 per cent by 
value and 11 per cent by weight of all NZ exports, and 48 per cent by value and 21 per cent by 
weight of all NZ imports. The Auckland Airport handles 79 per cent by value and 83 per cent by 
weight of all NZ exports transported by air and 93 per cent by value and 91 per cent by weight  
of imports transported by air. 

View of Auckland Harbour Bridge (courtesy of Auckland City Council)
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Auckland does not exist in isolation. Auckland has strong interregional links with its neighbours 
Waikato, Bay of Plenty and Northland. Significant population growth and economic activity 
currently occurs in these four regions and is projected to increase in importance, with potentially 
significant implications for the future of Auckland region’s transport system. It is expected  
that by 2031, these regions will account for 78 per cent of New Zealand’s population (currently  
52 per cent). In addition, by 2025 Auckland, Bay of Plenty and Waikato are expected to generate 
half of the country’s GDP, and currently these three regions are responsible for the production 
and attraction of over half of all road and rail freight in New Zealand.

For quality of life, Auckland consistently ranks in the top 10 with OECD cities such as Vancouver. 
However, in respect of infrastructure provision, while Vancouver ranks fifth, Auckland ranks in 
the bottom group at 46.

An effective and reliable transport system and addressing Auckland’s long-standing transport 
infrastructure deficit are critically important to the region’s and New Zealand’s economy, and to 
the well-being of Aucklanders. Business surveys report that transport is the number one issue  
of concern for more than 90 per cent of businesses. Currently the region has about 200,000 
heavy and light freight vehicles, and 20 per cent of total motor vehicle registrations. Freight 
volume trips are projected to double by 2020. Other surveys of Aucklanders consistently report 
traffic congestion, poor public transport and air pollution caused by traffic as main concerns. The 
need for improvements is driven both by the need to “catch up” with the effects of past growth 
while catering for expected future growth.

Currently the Auckland transport system is highly dependent on the use of motor vehicles. 
This means that the effective operation of the transport system is vulnerable to increasing  
and volatile oil prices, to climate change concerns, and to potential actions to reduce the use  
of fossil fuels. Dependence on motor vehicles also means that increasing vehicle use impacts  
on local communities and emissions from motor vehicles impact on air and water quality. It 
can be difficult for those without access to a motor vehicle to fully participate in society and 
contribute to the economy.

The Auckland transport system needs to provide users with good accessibility and choice,  
be reliable, adaptive to change, and resilient to major incidents and external shocks.

It is important that Auckland develops and implements an effective and affordable  
transport strategy.
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Vision

The vision for this strategy is a transport system that enhances the Auckland region, where:

people and goods are able to move when and where necessary •	

the transport supports vibrant, well designed, attractive and environmentally sustainable •	
urban and rural centres, business and economic activity, and access to social, cultural  
and recreational activities

the streets are safe and attractive places for people and the community•	

the distinct volcanic and coastal (whenua, moana/awa) character of the region and the cultural •	
values of its inhabitants (nga tangata katoa) is protected and enhanced

getting around by all modes is integrated, safe, effective, and accessible to all including •	
people with disabilities

people have choices which enable them to participate equitably in society, especially  •	
those with mobility issues, such as children and the elderly, and those most disadvantaged

the natural environment and human health are protected and enhanced•	

the transport resources are used efficiently, supported by sustainable, innovative  •	
design practices

the transport system is resilient in the event of shocks and is adaptable to change.•	

The strategy

The strategy for achieving this vision in Auckland is to develop a transport system which  
provides balanced levels of access, high reliability and safety, and where people and businesses 
have realistic choices about how and where they travel. 

While this will require continued investment to complete the agreed strategic roading system, 
including giving greater attention to improving the efficiency of the network of arterial roads, 
there is a strong need for significantly greater investment in public transport (both infrastructure 
and services), walking, cycling, and behaviour change measures to counter long term under 
investment in these modes.

The investment in public transport, walking, cycling and behaviour change measures will limit 
growth in private car use and when combined with some improvements to the road network  
will be more effective in reducing growth in congestion and supporting national economic  
growth and productivity than road investment alone.

By providing greater balance, variety and choice to all parts of the region, this strategy will result 
in a transport system which is more resilient than the current system. It will be better able to 
cope with external shocks such as economic downturns, oil price volatility and climate change 
concerns, and to benefit from advances and innovations in engine, fuel, public transport, highway 
management and other technologies.

This strategy is integrated with Auckland’s land use strategy. It seeks to shape travel demand 
to reduce the impact on the economy that would otherwise arise from increasing congestion 
and energy costs. Auckland’s land use strategy is to manage the expected growth of Auckland 
by accommodating an increasing proportion of businesses and households in higher density, 
mixed used centres and corridors with good transport connections, and reducing the proportion 
of growth which is accommodated in the expansion of the urban area and generalised infill. This 
land use strategy will require investment in high capacity, highly reliable public transport links 
between the centres. In turn this form of urban development will make walking, cycling and 
public transport use more attractive and will contain individual reliance on car travel.
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The above measures will result in a reduction in emissions of greenhouse gases per capita. 
The significant reductions required to meet the targets of the National Energy Efficiency and 
Conservation Strategy and New Zealand Transport Strategy (NZTS) 2008 will also require 
improvements in engine efficiency and the increasing use of non fossil fuels as transport energy 
sources. This is expected to be achieved by a combination of government leadership and 
regulation and commercially driven technological improvements.

Components of the strategy

Main components of the strategy are:

Integrated transport ticketing and fares by 2012.•	

Expanding the rapid transit network (RTN) and quality transit network (QTN) networks by:•	

electrifying the rail network and increasing frequencies by 2015

�constructing the central business district (CBD) rail link by 2021 and further increasing 
frequency and capacity

�constructing a rail loop to Auckland Airport in the period 2031-2040 with interim public 
transport and roading improvements

�constructing the Avondale-Southdown rail connection in the period 2031-2040

�extending the Northern Busway to Albany in the period 2021-2030 and then to Orewa  
in the period 2031-2040

�developing the Panmure-Botany-Manukau bus connection as a QTN, with upgrading  
to rapid transit network (RTN) in the period 2021-2030

�developing the Henderson-Westgate-Albany bus connection as a QTN.

Higher frequency of services on the RTN and QTN and improvements to the local connector •	
network (LCN).

Continuing growth in behaviour change initiatives.•	

Expanding the road network by:•	

completing the Western Ring Route by 2015

�constructing the Auckland Manukau Eastern Transport Initiative (AMETI) (Panmure 
elements by 2020, Pakuranga to Botany in the period 2021-2030)

improving airport road access in the period 2021-2030.

Widespread arterial road improvements with a focus on public transport and the regional •	
strategic freight network (RSFN).

Walking and cycling infrastructure improvements, including completion of 50 per cent  •	
of the regional cycle network by 2016 and 100 per cent by 2026.

Other important elements include:

continued maintenance and renewal of the network•	

safer and more reliable linkages to Northland, Waikato and the Bay of Plenty,•	

road safety and rural transport improvements•	

investigation into extending the rail system to the North Shore•	

protection of the route for an additional crossing of the Waitemata Harbour•	

investigation of a potential strategic road connection between East Tamaki  •	
and State Highway 20.
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The strategy includes parking measures in those centres across the region which are planned 
for growth and good public transport. These measures include setting limits on parking, parking 
charges, park-and-ride facilities and providing cycle parking in accordance with the Regional 
Parking Strategy 2009.

Charging for road use was evaluated in the development of the strategy, and is potentially useful, 
but has not been included in this strategy. Charging for road use could be considered when 
realistic, equitable transport options are available.

Comparative project evaluation

This strategy proposes that an analysis of high cost projects using modern wider economic 
benefit assessment techniques that take into account agglomeration, employment and 
productivity benefits over the long term be undertaken to ensure projects offer value for money. 
As is a developing practice overseas, this analysis could see major road, rail and other transport  
projects being evaluated against a common set of wider economic benefit criteria than the 
traditional Benefit Cost Ratio (BCR) system.

Funding the strategy

The principal sources of funding for transport are the New Zealand Transport Agency (NZTA), 
local government and the New Zealand Government (in the case of rail investment). While 
the level of funding available beyond the next 10 years cannot be confidently predicted, it is 
estimated that over the 30-year period of this strategy, a range of $33 billion to $47 billion will  
be available. The cost of implementing this strategy is estimated at $46 billion.

The National Land Transport Programme (NLTP) allocates 53 per cent of the Auckland transport 
budget over the next three years to state highway infrastructure and only 19 per cent to public 
transport. If a similar allocation were to be made over the 30-year life of the strategy, a significant 
shortfall in the funds required for Auckland’s priority projects could result. However, it is noted 
that arrangements for funding rail infrastructure improvements are currently funded directly by 
the government and do not form part of the NLTP. The process for rail funding may well change 
in the future.

This strategy recognises the need to work with the Government for a change in funding 
arrangements to ensure funds are available to implement the strategy. A focus will be 
considering of whether financial assistance rates can be adjusted to encourage investment  
to support the strategy. 

Implementing the strategy

Chapter five of this strategy contains 13 policies listing the actions needed by local and national 
government and by key stakeholders to implement the strategy. The policies are grouped 
into demand policies (land use, economic measures and behaviour change), supply policies 
(improving transport choice, network management and additional road capacity) and process 
policies (giving effect to the RLTS, funding, affordability, integration, safety, responsiveness  
and sustainability). Each policy identifies the organisations responsible for implementing  
the policy.

Local government and central government agencies will need to work together to implement  
the strategy. There will be a need to integrate funding, operating and construction projects,  
and to undertake the investigations and forward planning which will enable future projects to  
be properly identified and to be constructed when necessary. NZTA and local government are 
active in investigating future projects but KiwiRail is a relatively new organisation and there  
is a need for it to fully resource the development of a robust forward programme.
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�Auckland motorway barriers with artwork depicting waves of the ocean, and Auckland’s  

relationship with the sea
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1.1 Purpose
The 2010 Auckland Regional Land Transport Strategy (RLTS) sets the direction for the region’s 
transport system for the next 30 years. The RLTS identifies what is needed to achieve an 
affordable, integrated, safe, responsive, and sustainable land transport system that can cope 
with population growth and the changing economic environment. It does this by setting regional 
objectives and policies. The RLTS is a statutory document prepared under the Land Transport 
Management Act (LTMA) 2003. 

1.2 External changes since the 2005 RLTS
The RLTS is a statutory document prepared by the Auckland Regional Council (ARC) under the 
LTMA 2003. Amendments to the LTMA introduced in August 2008 require the RLTS to cover 
a period of 30 years instead of 10 years and introduced a number of new requirements. This 
strategy replaces the 2005 Auckland Regional Land Transport Strategy.

Other legislative and policy changes have occurred in the past few years at national, regional 
and local levels and were considered in developing this RLTS. These documents are thoroughly 
reviewed in Appendix A and summarised here.

This RLTS was developed by considering the following:

The New Zealand Transport Strategy (NZTS) 2008 sets ambitious national transport targets  •	
to which the Auckland region is expected to contribute.

The May 2009 Government Policy Statement (GPS) on transport funding signals a change in •	
focus in the short to medium term on prioritising national economic growth and productivity. 
The GPS acknowledges the importance of land use/transport integration, supporting planning 
for future growth and safeguarding future transport corridors, supporting the need for 
transport choices in times of volatile oil prices and recognising the need for modal shift in 
Auckland and other major centres.

The Auckland Sustainability Framework (ASF) sets out eight goals and eight shifts to achieve •	
an Auckland region that is an interconnected community, celebrating knowledge, diversity 
and opportunity. Working within the ecological limits of the region, the framework will nurture 
social and economic prosperity creating a region that will be enjoyed forever.

Auckland is the nation’s largest and fastest growing region. Between 2001 and 2006 the •	
population increased by about 144,000. This made up half of all the population growth in 
New Zealand during that time. Current projections estimate that Auckland’s population will 
increase from 1.4 million people to 2.1 million by 2041.

A transport system needs to be affordable for all users. A key component of  •	
affordability is the need for all investment in transport to be cost-effective and represent 
value for money.

An important determinant of Auckland’s future economic development is reduced •	
dependence on oil based transport fuels and an increase in public transport, active mode 
infrastructure and services.

Combustion of fossil fuels by the transport sector produces carbon dioxide, a major •	
greenhouse gas contributor to global climate change. In the Auckland region, climate change 
will result in increases in temperature, changes in rainfall patterns, and increases in extreme 
climatic events.
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1.3 Document structure
The following outlines the structure of the RLTS:

Chapter 1 Introduction

This chapter gives an overview of what the RLTS is, what’s in the document, why it has been 
revised and who is involved in delivering the strategy.

Chapter 2 Vision

This chapter provides an overview of the vision, objectives and outcomes, including  
inter-regional and intra-regional transport outcomes. The chapter also introduces targets  
to assess the transport system.

Chapter 3 Challenges

This chapter provides a summary of the issues and challenges that need to be addressed 
in the region and an expanded discussion of regional and NZTS national targets.

Chapter 4 The Strategy

This chapter describes the strategic priorities, the process followed to develop the strategic 
transport options, how the options were evaluated, the resulting preferred strategic option  
(as a lead into the next chapter) and the funding implications of the preferred option.

Chapter 5 Policies

This chapter contains a hierarchy of policies to guide and identify the organisations that are 
responsible for delivering activities in the strategy. The first six policies identify what needs  
to be done to the transport system to make the preferred strategic option a reality, both short  
and longer term. These are aimed at land use, economic measures, behaviour change, improving 
choice, network operations and new capacity. The last seven policies describe how those things 
should happen.

This chapter includes maps and descriptions of the priority transport projects for the region.

Chapter 6 Risks, monitoring, and review

This chapter sets out the risks of implementing the strategy, outlines how these risks  
will be monitored and describes how monitoring the strategy’s implementation will inform  
future reviews of the RLTS.
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1 Assessment of LTMA Clause 3 and 4 (the RLTS).
2 Assessment of compliance with clauses 3 and 4 of the LTMA (RLTS).
3 �The Regional Transport Committee has recorded compliance with clauses 3 and 4 of the LTMA in the monthly RLTS progress
4 �The RLTS stakeholder database has over 300 records of individuals and organisations who were given the opportunity to provide  

early feedback.

1.4 RLTS related legislation
There are a number of national and regional policies or strategies under which this strategy  
has been prepared. The following section summarises the major legislative requirements.

Land Transport Management Act (LTMA) 2003

In August 2008 a major amendment to the LTMA was passed providing new guidance  
for Auckland in the developing of the RLTS.

This RLTS must contribute to achieving an affordable, integrated, safe, responsive and 
sustainable land transport system. Details of all the RLTS requirements are described  
in Working Paper 1 Legislative requirements (Appendix E).

The RLTS must be consistent with regional Resource Management Act (RMA) plans  
and take into account a number of other documents. The RLTS has been assessed  
against these and a variety of other documents. It is considered that the RLTS meets  
these requirements. This assessment has been detailed in Working Paper 121, Working  
Paper 72 and summarised in Appendix B3.

The LTMA requires the RLTS to contain a statement by an independent process auditor.  
This is included in Appendix C.

Changes to Auckland governance structure

Under the new legislation, the Local Government Tamaki Makaurau Reorganisation Act 2009,  
a unitary authority for Auckland will be established. The Auckland Council will include 21 local  
boards with responsibility for local decision making. The Auckland Council begins operating from  
1 November 2010. All existing local authorities in the Auckland region will be dissolved at this date. 
Auckland Transport is to be established as a council controlled organisation owned by the Auckland 
Council, with responsibility for the local road and public transport functions previously undertaken 
by the seven territorial authorities and the Auckland Regional Transport Authority (ARTA).

The new Auckland Council may wish to review this RLTS but until the new Auckland governance 
structure is established, this strategy fulfils the Auckland region’s requirement under the LTMA 
to prepare and approve a RLTS by April 2010.

At the time this strategy was completed, legislation establishing Auckland Transport had not 
been passed. Once the legislation has been passed, references to ARC, ARTA and territorial 
authorities will need to be read as references to Auckland Council, local boards and Auckland 
Transport as appropriate.

1.5 RLTS partners
The development of the RLTS has relied heavily on input from national, regional and local partners. 
The ARC has implemented a multi-phased approach for gathering feedback. Early drafts of the RLTS 
were prepared with assistance from local authorities. Initial consultation, including workshops and 
meetings with over 300 individuals4 or organisations occurred in late 2008.
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Central government

At a national level, the legal, institutional and policy framework for all modes of transport is  
under the jurisdiction of the Minister of Transport (MOT), supported by policy advice from MOT. 
Other organisations with transport responsibilities are:

New Zealand Transport Agency (NZTA) – a Crown entity established on 1 August 2008, under •	
the amended LTMA, bringing together the functions of Land Transport New Zealand (LTNZ) 
and Transit New Zealand (TNZ) to provide an integrated approach to transport planning, 
funding and delivery. The NZTA is responsible for:

	 	 land transport planning

	 	 managing the state highway system

	 	 regulating access to, and participation in, the land transport network

	 	 promotion of land transport safety and sustainability

	 	 allocation of government funding for land transport.

Maritime Safety Authority (MSA) and Civil Aviation Authority (CAA) – establish and monitor •	
adherence to standards in the maritime and aviation sectors respectively.

KiwiRail/ONTRACK – owns and is responsible for operating, maintenance and development  •	
of the rail network.

Transport Accident Investigation Commission (TAIC) – investigates and reports on rail,  •	
marine and aviation incidents.

NZ Police – core business includes road safety and enforcement.•	

Regional government

At the regional and local level a number of organisations have transport responsibilities including:

ARC – responsible for physical and environmental planning. The ARC group consists of  •	
the council and its subsidiary organisations Auckland Regional Holdings (ARH) and ARTA.

ARTA – responsible for planning, funding and developing the Auckland regional land transport •	
system. ARTA must give effect to the RLTS and prepare the Auckland Land Transport 
Programme (ALTP) and the Regional Public Transport Plan (RPTP).

Auckland Regional Holdings (ARH) – responsible for managing assets and investments on behalf •	
of the ARC, primarily those transferred from Infrastructure Auckland (now disestablished).

Territorial authorities (TAs) – local councils are responsible for planning transport investment •	
and regular maintenance at a local level, and developing and implementing district plans 
that shape local development. TAs are also road controlling authorities responsible for 
implementing the RLTS at the local level.

See Appendix D for a full acknowledgement list.•	

The RLTS is part of a suite of regional strategies and policy documents that have all been 
considered during the review of this strategy. These are described in Appendix A.

To support the robust analysis of the issues and future needs of Auckland’s transport network, 
a number of working papers were developed with the support of numerous working groups 
consisting of local, regional and national representatives. Please see Appendix E for a list of 
working papers developed in support of this RLTS.
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State Highway 1 with Remuera rail station and main trunk line running parallel
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1.6 Tiriti o Waitangi/Treaty of Waitangi
Te Tiriti o Waitangi/The Treaty of Waitangi is the foundation document of New Zealand.  
The ARC acknowledges the importance of Te Tiriti/The Treaty.

The Treaty of Waitangi plays a significant role in the history of the region. Beyond the signing 
at Waitangi on 6 February 1840, a number of meetings where held within the region where 
debates, similar to those at Waitangi, occurred amongst the local tribes over the pros and cons  
of entering into an agreement with the Crown. The treaty was signed on at least four occasions 
on the Waitemata and Manukau Harbours by rangatira of Nga-ti Paoa, Ngai Tai, Nga-ti Whatua and 
Nga-ti Te Ata in 1840. The descendents of these rangatira continue to maintain relationships with 
the Crown and local government today.

Te Tiriti o Waitangi/The Treaty of Waitangi within a regional context provides a useful framework 
in assisting councils and government agencies on how to respond to tangata whenua and Ma-ori 
communities, especially as more meaningful approaches are developed in working with tangata 
whenua as reflected in principle by Article Two and with Ma-ori residents and ratepayers as 
reflected in principle by Article Three.

Transport planning should be based on an understanding of the treaty and on kaitiakitanga 
that guides Ma-ori response to infrastructure development. Iwi and hapu need to have active 
participation in resource planning and management.

The ARC has a number of plans and policies, such as the Auckland Regional Policy Statement 
(ARPS), which recognise the unique status of Ma-ori and the Treaty of Waitangi. The ARPS 
states that:

“The Treaty of Waitangi needs to be recognised in the sustainable 
management of ancestral toanga.”

ARPS 1999, 3.2.3

In 2003 the ARC entered a memorandum of understanding with Te Uri 
o Hau, the first agreement with Ma-ori in a number of years. Within the 
agreement the Treaty of Waitangi is acknowledged as follows:

“The Treaty of Waitangi is the founding document of this country and 
recognises a partnership between Te Uri o Hau – Nga-ti Whatua and 
the Crown. An overarching purpose of this agreement is to recognise 
and provide for that partnership within the context of local government 
relations between the Parties.”

Te Uri o Hau MOU 2003, p4

In 2009 the ARC has further reflected its view of the Treaty of Waitangi 
through the review of the Regional Parks Management Plan as follows:

“To involve tangata whenua in park management processes in ways which 
take into account the principles of Te Tiriti o Waitangi/Treaty of Waitangi.”

Draft RPMP 2009 p62
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Chapter 2

Vision – He Tirohanga
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The region’s transport network vision, objectives, outcomes and targets are described in this 
chapter. They are informed by, and align with, the regional and national strategies and plans listed 
in Chapter 1 and address the challenges facing the region’s transport network. These challenges 
are discussed further in Chapter 3. A main target is identified for each objective, which is 
supported by a broader monitoring programme, described in Chapter 6.

The relationship between the vision, objectives, outcomes and targets is summarised below:

Figure 1: Vision, objectives, outcomes and targets

What the transport system 
will look like in 2040.VISION

What the region will focus 
on to achieve the vision.OBJECTIVES

Benchmarks against which the 
Region will measure progress 
in achieving the outcomes.TARGETS

The desired outcomes 
for each objective.OUTCOMES

Chapter 2: Vision – He Tirohanga
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2.1 Vision
The vision for this strategy is a transport system that enhances the Auckland region, where:

people and goods are able to move when and where necessary•	

transport supports vibrant, well designed, attractive and environmentally sustainable  •	
urban and rural centres, business and economic activity, and access to social, cultural  
and recreational activities

streets are safe places for people and the community•	

the distinct volcanic and coastal (whenua, moana/awa) character of the region and the cultural •	
values of its inhabitants (nga tangata katoa) is protected and enhanced

getting around by all modes is integrated, safe, effective, and accessible to all, including •	
people with disabilities

people have choices which enable them to participate equitably in society, especially those •	
with mobility issues, including children and the elderly and those most disadvantaged

the natural environment and human health are protected and enhanced•	

transport resources are used efficiently, supported by sustainable, innovative design practices•	

the transport system is resilient in the event of shocks and is adaptable to change.•	

In 2040, the regional transport system provides a high level of access for both people and 
freight travelling within and through the region. Travel to and between key destinations such 
as Auckland central business district, regional growth centres, Auckland Port, regional freight 
hubs, Auckland International Airport and Auckland Hospital, is quick, easy, and reliable. There is 
reduced congestion and improved reliability on key freight routes, and improved links to other 
regions. People are able to get around easily, affordably and reliably via a choice of modes. 
Improved levels of service and coverage of the public transport network provide a choice of 
travel options, and a reduced reliance on private vehicles. More people choose to walk and cycle 
for short trips.

The transport system contributes to Auckland’s standing as an international city, one that attracts 
migrants, businesses and tourists. Traffic congestion is managed at levels that balance the need 
for access against the ability to fully provide for peak demands because of community impacts 
and cost constraint considerations. It has helped in concentrating growth and high trip generating 
activities in centres and corridors, linked by high frequency public transport services and walking 
and cycling connections.

Street design supports pedestrian movement and improved social interaction and social 
cohesion. Streets are places where people feel safe walking, cycling and using public transport. 
The street network is developed in a way that avoids, mitigates or minimises the impacts of 
transport on sites of historic, environmental, and cultural value.

Travelling within or through the region, is much safer. There are fewer people hurt or killed  
in transport related incidents, and there is an improvement in the attitudes of transport users  
to others using the network and adherence to the road rules. More people feel safe using  
the transport network and there are few people who are the victims of crime on the  
transport network. 

The transport network in the urban area provides viable alternatives to travel by private car for 
most trips. It provides improved mobility options for people without access to a private vehicle 
and for moving vulnerable road users. The public transport system effectively connects people 
with key destinations, with trip times and comfort competing reliably and favourably with  
private cars for many trips. All services are fully accessible, including physical access, access  
to information and simple streamlined ticketing.
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The transport system has a reduced impact on human health and the environment. The  
number of people exposed to health-impacting levels of pollution has reduced and there has 
been an increase in the number of people walking and cycling (and the distance they travel) 
improving public fitness and health. The impact on the environment arising from greenhouse  
gas emissions, energy use and pollutants entering the air and stormwater system is low.

Transport resources are used efficiently and sustainably. People are generally walking or cycling 
for short and medium length trips on pedestrian and cycling networks that are convenient, 
safe and pleasant to use. People are travelling less because they have access to excellent 
telecommunications, local job opportunities and live closer to their main destinations for work 
and play. People are increasingly using sustainable transport modes in recognition of the risk and 
impact of climate change and the cost of diminishing non-renewable resources. More people are 
using public transport to get around during the peak periods along key commuter routes. There 
are more vehicles running on renewable fuels that are non-polluting. There is improved transport 
fuel efficiency in moving both people and freight in the region.

More bulk freight is being moved by rail and coastal shipping. There is an increased use of 
sustainable products (recycled or renewable) and reduced amounts of waste going to landfills 
from transport projects. There is improved delivery of benefits over costs for transport projects, 
and cost effective maintenance of the network’s assets.

The transport network is resilient and secure – it has an improved ability to recover from adverse 
economic and network conditions or events. There has been a significant shift towards the use 
of a broad range of energy efficient travel modes.

2.2 Objectives, outcomes and targets
Seven objectives have been defined that describe what the region will focus on to achieve the 
vision. The first five objectives align directly with legislation used to prepare this strategy. The 
last two have been identified as being important to Auckland and are continued from the 2005 
Auckland Regional Land Transport Strategy.

Many of the objectives relate to each other. For example, improving access and mobility assists 
economic development as it improves the ability of employees to move around. Improving 
environmental sustainability by reducing air pollution also relates to protecting and promoting 
public health. However, in order to measure progress clearly, and reduce overlap between the 
objectives, outcomes and indicators, each objective has been framed to focus on a specific 
aspect of the vision.

The objectives are further defined by a set of specific outcomes desired by 2040. The outcomes 
have been described as ‘main outcomes’ and ‘related outcomes’ to clearly signal priorities for  
the strategy over the next 30 years. Main outcomes of the strategy are:

improved regional and interregional freight efficiency•	

improved transport system safety•	

improved public transport (PT) accessibility for all•	

reduced exposure to the negative impacts of transport pollution on human health•	

increased walking and cycling•	

reduced greenhouse gas emissions from the transport network•	

improved public transport links to and between identified higher density growth centres•	

improved value for money from transport investment.•	
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Targets for 2040 (and intermediate targets for 2020) have been identified (where possible)5 
to signal the magnitude of changes that the RLTS seeks in relation to each of the strategy 
outcomes. These targets provide a benchmark against which to measure progress, enabling  
the region to monitor whether the strategy is achieving progress in the general direction set  
by the outcome and to the extent desired.

The targets are aspirational, reflecting the shift in emphasis and urgency needed to achieve  
the outcomes. Their achievement will be very challenging, but realistic if they are given  
adequate emphasis and funding, and all potential policy measures implemented.

In addition to indicators related to the outcomes targets, there is also a set of contextual 
measures gathered and reported as part of the monitoring programme. Contextual measures 
have no targets associated with them, primarily because it is not the intent of the RLTS to 
change these. However, they provide a view of the environment that the transport system 
operates within. They help to identify the demands on, and investment in, the transport  
system and can be used to identify trends that might be relevant to the strategy.

Objective: Assisting economic development

This objective focuses on achieving an efficient, effective and reliable transport system that 
supports business growth, productivity and competitiveness. It is an objective of short to 
medium term priority for central government. The May 2009 Government Policy Statement 
on transport funding (GPS) specifies the short to medium-term impact it wishes to achieve to 
contribute towards economic growth and productivity as:

improvements in the provision of infrastructure and services that enhance transport efficiency •	
and lower the cost of transportation through:

improvements in journey time reliability

easing of severe congestion

more efficient freight supply chains

better use of existing transport capacity.

 better access to markets, employment and areas that contribute to economic growth•	

 a secure and resilient transport network.•	

A transport network can affect the health and productivity of employees. Additional economic 
development benefits, such as improved land values associated with good urban design, are 
discussed under Objective 6: Integrating transport and land use. Fuel price volatility and availability 
represents an economic risk to Auckland, which is addressed by this strategy as it reduces reliance 
on motorised vehicles. This is discussed in Chapter 6 Risks, monitoring and review.

The table below presents the outcomes defined to achieve this objective and the performance 
targets used to measure progress towards achieving the outcomes. The main outcome sought is 
improved regional and inter-regional freight efficiency, facilitating the most commercially efficient 
movement of freight to meet the diverse needs of Auckland’s economy.

5 �A number of targets have not been established because of the lack of baseline data for the indicators. As noted in Chapter 6, 
further work is required on developing of a full and comprehensive monitoring programme.

An effective transport system will assist Auckland and New Zealand in achieving its 
economic potential by efficiently moving people, freight and services around and between 
regions. Businesses need to transport people and freight reliably between locations, often 
to meet ‘just in time’ requirements of their customers. A transport system that enhances 
quality of life will also help to attract and retain the skilled and talented people and 
innovative businesses that will assist in making Auckland an internationally competitive, 
inclusive and dynamic economy. Providing pedestrian and cycle friendly environments 
supports local economies, enabling social and business interactions.
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Table 1: Assisting economic development – Outcomes and targets

Outcome Performance target

Main Outcome: Improved 
regional and inter-regional 
freight efficiency. 

Congestion for freight vehicles on the regional strategic 
road freight network will remain at or below the average 
of 2006-2009 levels (average daily speed of 45kph and 
average delay per kilometre of 0.53 minutes)6.

Variability of journey times on the regional strategic freight 
network will remain at or below the average of 2006–2009 
levels (27% of the average daily travel time).

Contextual indicator: Level of congestion and variability 
across the strategic road network.

Improved ability of the 
transport system to recover 
from adverse events.

An indicator based around the resilience and security  
of the transport system to disruptive events. (Currently 
under development by the Ministry of Transport).

Improved contribution of 
the transport system to 
Auckland’s competitiveness.

An indicator based around a rating of the transport 
system in international benchmarking. (Currently under 
development by the New Zealand Transport Agency).

Objective: Assisting safety and personal security

6 See Map 2 in Chapter 5.

People need to be able to travel throughout the region with confidence. This means 
minimising crashes, injuries and fatalities. It also means protecting property and creating 
places where people feel safe walking, cycling and using public transport. Safety and 
personal security need to be considered at all stages of the design, construction, 
operation and maintenance of all parts of the transport system.

Vehicle messaging sign on approach to the Auckland Harbour Bridge
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This objective focuses on achieving a safe and secure transport system that supports safer 
communities, thereby reducing the number of transport related casualties and fatalities.

The table below presents the outcomes defined to achieve this objective and the targets used 
to measure progress towards the outcomes and the objective. The main outcome sought is 
improved transport system safety.

Table 2: Assisting safety and personal security – Outcomes and targets

Outcome Performance target

Main outcome: 
Improved transport 
system safety. 

Reduction in road deaths to no more than 55 (in 2020) to 40 (in 2040) 
and serious injury from crashes to no more than 418 (2020) and 288 
(2040). (61 deaths and 483 serious injury from crashes in 2007).

Contextual indicator: The number of road deaths and serious injury 
from crashes for each mode of travel:

Car – 44 (2007)•	

Cycling – 0 (2007)•	

Motorcycling – 4 (2007)•	

Rail – 0 (2007)•	

Walking – 13 (2007)•	

Increasing the perception of different transport modes as  
being safe:

Car – to more than 90% by 2040 (86% in 2008)•	

Cycling – to more than 80% by 2040 (26% in 2008)•	

Motorcycling – to more than 50% by 2040 (31% in 2008)•	

Public transport – to more than 80% by 2040 (68% in 2008)•	

Walking – to more than 80% by 2040 (57% in 2008)•	

Improved road 
safety culture.

Reduction in the proportion of drivers exceeding the speed limit on 
urban and open roads. (Urban roads – 78.6% and open roads – 54.5% 
in 2009).

Improvement in the attitudes of transport users to others and to  
road rules (measured in terms of the perception that the risk of being 
caught is ‘small’ for speeding (30% in 2009), drink driving (42%)  
and not wearing a seat belt (57%)).

Improved personal 
security.

An indicator based around the number of people whose security is 
compromised on the transport network, and an increase in the number 
of people that feel safe to use the transport network. (Currently under 
development by MOT, cf Monitoring Framework SS011).

Objective: Improving access and mobility

Transport networks exist so people can get around easily and travel safely to work, places 
of education, shops, recreation and other destinations to meet their social, economic and 
cultural needs. Provision needs to be made for a range of travel choices, with some active 
modes such as cycling and walking, needing more active encouragement. To enable everyone 
to actively participate in society, special attention needs to be given to those whose travel 
choices are limited by disability, socioeconomic status, ethnicity or provision of choices. 
Personal security and safety concerns are significant barriers to increasing walking, cycling 
and public transport use that need to be addressed as part of improving access and mobility.
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This objective focuses on improving the ability of people to get around easily, affordably  
and reliably, with travel options.

Outcomes and indicators focused on increasing walking and cycling are covered under 
“Protecting and promoting public health”. The table below presents the outcomes to achieve  
this objective and the targets used to measure progress towards achieving the outcomes  
and the objective.

The main outcome sought is improved public transport accessibility for all.

Table 3: Improving access and mobility – Outcomes and targets

Outcome Performance Target

Main outcome: 
Improved public 
transport (PT) 
accessibility for all. 

Increase in weekday PT mode share for all trips (measured in trip legs) 
to 7% (2020) and 12% (2040) (3.4% in 2007).

Increase in the proportion of PT vehicles with low floors and 
wheelchair provision to 75% (2020) and 100% (2040). (56% in 2009).

All services running on the rapid transit network (RTN) and quality 
transit network (QTN) meet the strategy’s minimum service level 
guidelines (outlined in Appendix A) by 2020.

Improvement in the perceptions of the affordability of PT compared to 
private vehicle use. (23% feel that PT is more expensive than using a 
private vehicle in 2008). Contextual indicator: The level  
of PT subsidy per passenger. ($2.45 in 2009).

Improved 
community 
connectedness.

Increase in walking and cycling mode share in urban areas (measured 
in terms of trip legs) to 23% (2020) and 35% (2040). (17.2% in 2009).

Improvement in residents perception of walking and cycling 
accessibility (measured in terms of the proportion of people who felt 
that a person could get around the region extremely or quite well by 
walking or cycling). (Cycling 39% and walking 52%in 2008).

Improvement in the perceptions of access to work and study 
(measured in terms of the proportion of people who rated each mode 
suitable for ‘most’ or ‘all’ of their trips to study or work).  
(PT 24%, private transport 67%, motorcycles 26%, cycling 14% and 
walking 17% in 2009).

Improvement in regional public transport access to key employment 
areas and essential services (measured in terms  
of generalised costs7).

Completion of 50% of the regional cycle network by 2016 and 100% 
by 2026. (21% in 2009).

Improved quality  
of PT services.

Improvement in journey times on selected QTN and RTN routes 
versus equivalent journeys by car. (No baseline data available).

The roll-out of QTN and RTN are delivered according to plan 
or faster.

7 Travel cost made up of the financial cost and the time cost. Often calculated using transport models.
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Objective: Protecting and promoting public health

This objective looks to improve community health by promoting active modes of transport,  
and to protect public health by reducing exposure to health-impacting pollutants from the 
transport system.

Improved access to a variety of services increases community participation and improves public 
health. This area is dealt with under the improving access and mobility objective.

Improved street design, embodying good urban design principles, offers opportunities to 
increase active transport choices by increasing safety through natural surveillance and by 
reducing the speed of passing vehicles.

Transport can also provide benefits for mental well-being by providing safe and enjoyable 
walking, cycling, driving and public transport use. The assisting safety and personal security 
Objective addresses this area.

The table below presents the outcomes defined to achieve this objective and the targets used  
to measure progress towards the outcomes and objective.

The main outcomes sought are reduced negative impacts of transport pollution on human health 
and increased walking and cycling.

Table 4: Protecting and promoting public health – Outcomes and targets

Outcome Performance Target

Main outcome: 
Reduced exposure 
to the negative 
impacts of 
transport pollution 
on human health.

A reduction in the average annual concentrations of transport-related 
pollutants (PM2.5, PM10, NO and NO2{NOx}) at selected roadside locations.

The number of times that health standards for the following air quality 
measures are exceeded at selected roadside locations is no more than:  
NO2 (9 exceedences per annum), PM10 (1), PM2.5 (0), CO (1).

Improvement in noise-related exposure. (New measure under development).

Main outcome: 
Increased walking 
and cycling.

Increase in walking and cycling mode share in urban areas (measured  
in terms of trip legs) to 23% (2020) and 35% (2040). (17.2% in 2009).

Increase in the average distance travelled by walking per person over  
five years of age to 1.3kms per day (0.65 kms per day in 2009).

Increase in the number of cyclist movements at defined survey points.

Improved street 
design for people.

Improved residents perceptions of walkability of local neighbourhood.  
(New measure – baseline data not available).

Transport plays a vital role in building healthy communities. Reducing the levels of 
congestion, the amount of travel by motor vehicles, and improving fuel quality and engine 
technology can improve public health by reducing harmful pollutants. Encouraging active 
transport choices including walking and cycling can also improve individuals’ health – both 
mental and physical.
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Objective: Ensuring environmental sustainability

This objective looks to reduce the negative impacts of the transport network on the environment, 
and promote sustainable approaches to transport to reduce reliance on non-renewable resources.

Auckland’s transport network must take into account the effects it will have on the environment. 
This reflects greater global awareness of land transport environmental impacts and the need for 
sustainable development.

Some aspects of transport related pollution (particularly air and noise) have direct impacts on 
human health, and as a result, the outcomes and targets for air and noise pollution are covered 
under the objective protecting and promoting public health. The table below presents the 
outcomes defined to achieve this objective and the targets used to measure progress towards 
the outcomes and the objective.

The main outcome sought is reduced greenhouse gas emissions from the transport network.

Table 5: Ensuring environmental sustainability – Outcomes and targets

The transport system and motor vehicles in particular are currently a major source of 
adverse environmental effects in the region. The transport system can have adverse effects 
on ecosystems (including communities), water and air quality, climate change, cultural 
and natural heritage sites, noise and amenity. The pressures imposed by the transport 
system on the natural and physical environment (including the built environment) are likely 
to increase as the region grows. A well-designed transport system reduces reliance on 
non-renewable resources, improves energy efficiency and fits into the natural and physical 
environment in ways which avoid, remedy or mitigate adverse effects on the environment.

Outcome Performance target

Main outcome: 
Reduced greenhouse 
gas emissions from  
the transport network.

Reduce per capita greenhouse gas (gross CO2 equivalent) emissions 
from domestic transport, relative to 2007 levels,  
by 23% by 2020 and 50% by 2040.

(1,800 kg per capita per year in 2006).

Increased use of 
sustainable modes  
of transport for  
moving people.

PT mode share during the morning peak period increases across  
the isthmus and CBD screenlines

2006 2020 2040

Harbour Bridge (southbound) 27% 38% 50%

Isthmus (inbound) 12% 18% 26%

CBD (inbound) 39% 52% 58%

Increase in walking and cycling mode share across CBD 
screenlines. (Walking 8.2% and cycling 1.4% in 2009).

Improved protection 
of sites with historic, 
environmental and 
cultural value.

No accurate measures are available, however, transport projects  
are expected to undertake environmental impact assessments  
as standard project planning and design.

Improved stormwater 
quality.

Measures of stormwater quality specifically related to transport 
causes are not available.




