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1. Introduction 

 
The challenge of sustainable development makes an integrated approach to transportation and 
land use planning imperative. The focus in this paper is on the potential for such an integrated 
approach in the context of recent transportation policy and planning reforms in New Zealand.   
 
The paper is organised as follows: 
• The big picture informed by an overview of international literature on integration of 

transport and land use planning in the context of the sustainable development debate 
• The New Zealand situation prior to the recent transportation policy initiatives 
• Potential of recent  land transport reforms 
• Two additional  matters requiring national guidance: 
   Corridor planning 
   Early property purchase 
•     Recommendations 
 
 
2. The Big Picture   

 
Concern for sustainable development has provided an impetus and a policy anchor for 
integration of land-use and transport planning in many countries including New Zealand. 
Before examining the issues related to integration of transport and land use planning in the 
recent international literature, we briefly define the concept of integration and the constraints 
on achieving it.  
 

2.1 What does integration mean? 
Integration is a socially defined concept with multiple meanings. In the context of 
sustainability, integration implies co-ordination or co-operation between different 
organizations, sectors and levels of government. Integration between different parts of the 
public sector (a “whole-of-government” approach) and between public, private, community 
and voluntary sectors (a “governance” approach) is a central tenet of the debate on 
sustainability. The rationale for integration is to ensure that environmental, social and cultural 
objectives are accorded significance in policy formulation and planning alongside economic 
objectives in sectors such as transport, energy, urban development and agriculture. Arguments 
for integration on a territorial or spatial basis have also gained ground alongside those for 
vertical integration (Owen and Cowell, 2002).  
 
 
2.2. Constraints to integration  
While the rhetoric of integration is powerful, ways in which it should be operationalised and 
the mechanisms through which it might promote sustainable development are often unclear. 
Owen and Cowell (2002) argue that integration is often difficult to achieve in practice and 
frequently there is a gap between rhetoric and practice. Reasons for this include: 
 

a. The wish to integrate- to achieve multiple objectives- is effective up a point. But in 
Western democracies radical reforms in mainstream institutions are often necessary 
in order to modify economic and organizational behaviour to take account of 
environmental and social objectives. This is difficult because of deep seated 
differences in beliefs and interests of different stakeholders in plural societies. Such 
changes are also difficult to institute on account of the project focused logic of 
agencies responsible for infrastructure provision. 

 

b. Enthusiasm for integration has been well intentioned but naïve. As stated above, 
integration is a socially defined concept. As with sustainable development, the 
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impetus for integration has come largely from environmental advocates concerned 
about the absence of environmental considerations in key policy areas such as 
transportation. However, economic interests and governments have generally 
operated with different assumptions: they have tended to accept only those models of 
integration that mobilize short-term or shallow conceptions of sustainability. 

 
c.  Simplistic models of inter-sectoral co-ordination ignore the ways the sectors 

themselves are constructed and maintained by particular forms of knowledge, 
convention  and expertise, well-defined policy territories and patterns of resource 
allocation. These differences are deeply ingrained and difficult to overcome through 
calls for better co-ordination. Too much has been expected of administrative and 
technical approaches to integration when the real issues are those of power and 
advantage. These are frequently the ultimate structural constraints to integration. 
 
 

2.3. An integrated approach to transportation & land use planning 

An integrated approach to transportation has a number of dimensions including: 

• integration between national transport policies and other high level central 
government policies and between government and private sector initiatives to 
ensure they respect and reinforce regional land transport strategies and land 
transport programmes. 

• integration of land use and transport planning at the sub-national (regional and 
local) levels in areas of rapid population and economic growth and/or where 
there is evidence of transport related problems resulting from existing network 
deficiencies.. 

• integration between transport modes including modal choice and modal 
interchange.   

 
From a regional perspective, it is now widely accepted that exponential road traffic growth in 
many societies during recent decades, and attempts to accommodate it, have precipitated 
adverse social and environmental impacts on community well-being and land, water and 
atmospheric ecosystems (Brotchie et al, 1995). These trends are seen by many critics as 
unsustainable (Hall and Pfeiffer, 2002). Land-use and transport policies hitherto have led to a 
focus on meeting the demands for travel by car and large scale road investment is no longer 
seen as the single solution (Westerman, 1998). The need to discourage road traffic growth 
through internalization of external costs and integrated planning to take account of multiple 
(social, economic, cultural and environmental) objectives is seen as imperative. A number of 
European countries, including the Netherlands and UK, have adopted policies with less 
emphasis on accommodating road traffic and more on reducing the need to travel and 
promoting environmentally friendly modes (Owen and Cowell, 2002). The old “predict and 
provide’ approach to transportation planning is not seen as the complete solution anymore. In 
addition, the use of direct economic restraints such as tolls, area wide charges and increased 
vehicle tax regimes, would appear to be the next generation of tools needed to modify travel 
behaviours. 
 
2.3.1 Rationale for integrating transport & land-use planning 

 The argument for integrating transportation and land-use planning is based on the assumption 
that the two are linked. Some connections between transport and land-use are direct and 
immediate e.g. landscape impacts of new roads. Other connections are more subtle and 
longer-term and are mediated by social and economic forces drivers from local to global 
scales e.g. the extraordinary upward spiral of mobility and dispersal of land use activities 
common to many Western countries, including New Zealand, evident in recent decades. 
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The focus of urban and regional planning hitherto has been on managing social and 
environmental impacts of roads in urban and rural communities. Of growing significance are 
the indirect and longer term interactions between transport and land use in the context of the 
sustainability debate. E.g. the contribution to global warming resulting from continued use of 
fossil fuels to support the traffic growth and encourage land use dispersal. Since the 1980s, 
growing prosperity has been associated with the increasing mobility of both people and 
goods, permitting geographical dispersal of land uses. Such trends may have reached 
unsustainable thresholds on economic, environmental and social grounds and have led to calls 
for the “integrated” transport planning paradigm to replace the “predict and provide” transport 
planning paradigm. Such concerns have also led to calls for better integration of transport 
with land use planning (Owen & Cowell, 2002). 

 
2.3.2 A wider role for integrated transportation & land-use planning 

 
As noted above, the rationale hitherto for integrating land use and transport has been that 
transport is one form of development and its impacts should be managed. Another is to 
encourage neglected modes of travel, reversing the ethos of many years where cyclists and 
pedestrians have been seen as impediments to free traffic flow. Further, more recently, 
reducing the need to travel has became an important objective in urban planning, using 
instruments of urban design and appropriate location of traffic generating activities (demand 
management policies) (Owen and Cowell, 2002). All three perspectives come under the ambit 
of a sustainable land transport policy. 

 
a. Transport infrastructure: impacts and capacities 
The traditional focus on managing planning impacts of roads was largely reactive. 
This role has increasingly become more proactive by planners identifying 
accessibility restraints and valued attributes of the natural and cultural environments 
that should be protected. In addition to benefit cost analysis, the took kit for 
evaluating environmental impacts of transport projects now includes methodologies 
such as valuing nature as environmental capital and environmental compensation. 
Transport options (including roads) are assessed against multiple criteria: economic 
efficiency, environment, safety, accessibility and integration. Different criteria can be 
weighed differently. 
 
b. Reclaiming the streets 
Earlier focus in planning was on accommodation and modifying the fabric of the built 
environment to facilitate free flow of rapidly growing volumes of traffic. While urban 
areas are in a continuous process of renewal and growth on the fringe, transportation 
policies have accelerated the latter  process with some perverse and undesirable 
effects. The needs of pedestrians and cyclists were subordinated.  
 
Many local authorities segregate traffic by pedestrianisation in restricted areas (eg 
malls) with associated traffic by-passes and by providing separate cycle ways2.  More 
progressive UK local authorities, such as York, have adopted a holistic strategy of 
“selective accessibility”, in which a conscious integration of land-use and transport 
policies at the local scale attempts to shift the balance of advantage towards 
environmentally friendly modes of travel. A hierarchy of transport users forms the 
basis for planning, with pedestrians given the highest priority followed by cyclists 
and car borne commuters and visitors the lowest. This is based on the policy objective 
of giving people the choice of using more environmentally-friendly means of 
transport than the car. E.g. networks of safe and relatively direct cycle and footways, 

                                                
2 Thus, for example, at least for the 80 percent of roads that fall in the lower hierarchy of traffic roads, 
being local access roads and streets primarily available for frontage access use, it is deemed that traffic 
management should move back to favouring the non vehicle modes and people access activities. 
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compact and mixed urban development related to public transport networks and 
integration between environmentally friendly modes. New attitudes have emerged 
amongst professionals about transport and urban design at the neighbourhood level 
with a move away from rigid car oriented layouts. These developments at the local 
level have entailed a reframing of concepts of freedom and choice, hitherto associated 
almost exclusively with universal car ownership and travel by car (Owen and Cowell, 
2002).  Arguably, the development industry in New Zealand has yet to accept such 
changes. 
 
c. Reducing the need to travel 
Interest in the integration of land use and transport planning has not been confined to 
the local level. Longstanding recognition that land use and transport were 
interdependent led to calls for more strategic integration, which could, at least in 
theory, reduce travel needs, energy consumption and environmental impacts. The 
rationale was that decisions about location could have a significant impact on travel 
patterns and that land use could therefore become an important instrument of 
transport policy. By the 1990s, integrated transport and land use planning had almost 
come to epitomize sustainable urban development in Europe. Measures aimed at 
integration were introduced at a national and sub-national level in a number of 
countries in Europe and in Portland, Oregon, USA (Owen and Cowell, 2002).   
 
The research findings on associations between travel patterns and various urban 
forms that provided the legitimisation of these policies were highly contested by 
those who stood to loose by adopting such policies (Williams et al, 2002). The Dutch 
government was one of the first to adopt integrated policies to influence the amount 
and mode of travel. The UK and the city of Portland in USA have also adopted 
similar policies (Ozawa, 2004). 
 
These initiatives were adopted notwithstanding often confusing and contradictory 
evidence (Brotchie et al, 1995). Owen and Cowell (2002) argue that these initiatives 
were made possible by a new framing of the interconnectedness of land use and 
transport. This was both the cause and effect of political consternation that the spiral 
of increasing mobility and dispersal was making car use a matter of necessity rather 
than choice and that this was unsustainable. 
 
 

2.4. Suggested lines of action 

  
In a recent futuristic report on designing cities for the 21 Century by an international panel of 
experts, it is anticipated that in the medium term (by 2025), technological advances will 
create a new form of transport (Hall and Pfeiffer, 2000). It will consist of a fusion of several 
distinct innovations: fuel cell technology, electronic traffic management and road pricing, 
physical priority to public transport and high occupancy vehicles and full vehicle automation. 
The joint outcome of these innovations will be the environmentally benign successor to the 
present-day  motor-vehicle: the ecocar or the supercar. This will have fundamental effects on 
living and working in cities. 
 
In the interim period, the authors recommend the following strategies: 
• To give priority to the most efficient forms of travel- walking, cycling and public 

transport- with road space being reallocated to these modes.  
• To develop systems to manage scarce road space (transport corridors) optimally, by a 

combination of regulation (e.g. bus and high occupancy vehicle lanes, bus and high 
occupancy vehicle priority) and fiscal measures (e.g. road charging and parking 
charges) to give priority and favoured fiscal treatment to those vehicles that use road 
space most effectively: buses, para-transit vehicles and high-occupancy vehicles. These 
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corridors could be managed so as to embody technological developments, in particular 
vehicle automation, as they become available.   

• To develop a strong planning system at city and regional levels that will direct 
development to achieve higher-density, mixed use and accessible cities.  

 

2.5. Prospects for making cities & transport sustainable 
Concern for sustainable development has made integration of land-use and transport planning 
an important issue on the public policy agendas in many Western countries. But the question 
remains the extent to which the policy initiatives of the 1990s herald genuine prospects for 
sustainable land-use and transport as envisaged in the above discussion. 
 
Commenting on the situation in the UK, Owen and Cowell (2002) observe that sustainability 
is a profound challenge if it is to mean more than a modest re-organisation of trade-offs 
between different societal goals. Land-use planning must be part of a wider package if it is to 
be not only an effective instrument for environmental protection but also to have any lasting 
effect on travel demand3. Implementing such a package is likely to remain problematic given 
the resilience and dominance of core values and beliefs about growth, competitiveness and 
the satisfaction of want-regarding preferences and the reluctance on part of elected 
governments to constrain consumer choice. The appropriate role for planning as a form of 
state intervention in Western land-owning democracies is limited to “bending” social trends 
and preferences rather than reversing social trends by radically restructuring the fabric of 
society. 
 
3. The New Zealand Situation Prior to Recent Transport Policy Reforms 

 

3.1 The situation prior to 2002 

 
Prior to the post 2002 transport policy initiatives of the recent Labour coalition governments, 
integration of transportation and land use planning within a sustainable development 
framework was not an important national policy objective in New Zealand.  The institutional 
arrangements for transportation policy making and planning were fragmented, without 
adequate guidance from the national level and with minimal incentives for co-ordination 
within central government or between central and sub-national levels of government.  The 
focus of transportation planning was on asset management and expedient short term 
improvements rather than long term planning for sustainable transport and land use. Little 
encouragement or support was given by the Ministry for Environment to local government to 
plan strategically at the regional and local levels by integrating provision of urban 
transportation infrastructure with land use planning under the Resource management Act 
1991 (RMA) planning regime. The strategic planning capability of regional councils, such as 
the Auckland Regional Council, was hollowed out by downsizing. It was even contemplated 
that local authorities should be encouraged to corporatise the road system and privatise all 
transportation infrastructure. 
 
3.2 Consequences of not having clear national and regional policies 
 
The policy outcomes of a neo-liberal policy approach to the provision of transportation 
infrastructure and a “light-handed approach” to urban growth management during the last 
decade of the twentieth century are manifest to-day most clearly in the transport gridlock in 
Auckland.  
 
Regrettably, absence of clear national policy guidance on urban growth management gave rise 
to competition for growth between adjacent territorial local authorities without sufficient 

                                                
3 Travel demand management (TDM) has to be equitable and yet leave the travel choices open.  
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regard to transportation capacity to service growth. The  trends in urban form, land use and 
travel patterns have inevitably led to an  increase in vehicle trips and trip lengths in and 
around all the major cities in New Zealand bringing with it :- 

• Increasing congestion on all purpose minor arterial roads resulting in  
 lower levels of service and increased conflict with other modes,   

• Reduced safety, conflicting abutting land uses and lower  environmental 
 conditions on and alongside the roads. 

• The current boom in rural residential and peripheral growth of urban  
 areas reinforces reliance on individual motor vehicle travel and  increases 
average trip lengths. 

• The increasing development of suburban major retail nodes and arterial road 
 retail strip frontages, remote from their community catchments, has 
 dramatically reinforced the need for households, across the full  income 
spectrum, to rely on car travel for all shopping trips. 

• Commercial frontage and ribbon development has reduced the traffic capacity  of 
many existing key arterial roads by 20-30 %. 

• The absence of properly segregated cycle ways increases accident   
 exposure and reduces the attractiveness for general bicycle use. 

• The absence of special bus streets, bus lanes and segregated bus ways or 
  facilities providing for ‘public bus transport’ and ‘high density   
 vehicle lanes’ places such passenger modes at a disadvantage.  

• School de-zoning and changing demands in student travel patterns have  broken the 
traditional walk/cycle habits of the trip to school and has increased school car trips 
about five fold. 

• Decentralisation of industrial and retail employment and the strong tendency to 
polycentric cities with increased super market and bulk retail nodes placed at new ‘off 
centre’ locations relies on a very mobile and high car use travelling community. 

 
All these realities mean the task of reducing total travel and actively supporting alternatives to 
ever increasing car travel are made more difficult. Cumulative roading and infrastructure 
investment deficits over the last few decades have exacerbated the problem.  
 
 
4.  Recent Transportation Reforms: A Way Forward? 

 

4.1 Improved potential for integrated planning 

 
A key objective of the post 2002 transport reforms in New Zealand is to promote an 
integrated approach to transportation and land use planning within a sustainable development 
framework. Arguably, the recent reforms provide more robust institutional arrangements to 
translate these broad objectives into desired transport outcomes than hitherto.  
 
The lynchpin of government’s vision for transport is the New Zealand Land Transport 
Strategy(Office of the Minister of Transport, 2002).  The vision is underpinned by four 
principles: sustainability, integration, safety and responsiveness. The Land Transport 
Management Act (LTMA) 2003 and the Land Transport Management Amendment Act 
(LTMA) 2004 provide the legislative framework to give effect to the NZTS. The Acts have 
created an integrated  hierarchical institutional framework for land transport planning, 
funding and management, as shown in Table 1 below.  
 
• The primary role of the Ministry for Transport is to give policy advice to government 

over all modes. 
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• Land Transport NZ (LTNZ) is the Crown entity responsible for allocating government 
funding for planning, maintaining, managing and developing the land transport system 
nationally.  

• The mandate for land transportation planning and integrating it with land use planning 
has been devolved to regional councils. Thus, regional councils exercise a pivotal role 
in preparing and implementing Regional Land Transport Strategies (RLTSs) in 
collaboration with other stakeholders. Identification of future desired urban 
development patterns, combined with transport solutions, can result cost effective 
infrastructure solutions and liveable communities.  

 
Related important attributes of the new institutional arrangements, which can help to promote 
an integrated approach, are: 

• the key role assigned to LTNZ to work collaboratively with regional councils to 
develop their capability for preparing RLTSs. 

• the emphasis placed on consultation with all stakeholders nationally, regionally and 
locally.  

• Potential for increased collaboration between central government, local government 
and private sector interests in joint ventures for public transport alternatives and toll 
roads.   

 
 

 
Table 1 Current Institutional Arrangements for Land Transport 

Planning, Funding & Management 

 
AGENCY KEY ROLE POLICY 

INSTRUMENTS 
RELEVANT 
LEGISLAT- 
ION 

KEY  
ORGANISATIONAL 
LINKS WITH 

NATIONAL LEVEL 
Ministry of 
Transport 

Government and 
Cabinet 
transport advice 
across all modes 

NZ Transport Strategy 
2002 
NEECS 2001 
Road Safety 2010 
 
 

LTA 1998 
LTMA 2003 
LTMA 2004 
EECA 2000 
MTA 1994 
NZRCRA1990 
Others 

LTNZ 
TransitNZ 
MfE 
DIA 
EDM 
Police etc 
 

Land Transport 
NZ 

National Land  
Transport 
Programme, 
management & 
funding 

LT Allocation process 
Project Evaluat’n 
Manual 
NLTP Process 

LTMA 2003 
LTMA 2004 
 

MoT 
Regional Councils 
ARTA 
TransitNZ 
TLAs  
 
 

Transit NZ State highway 
network urban 
and rural (2) 

Transit SH Strategy 
10 Year SH 
Programme 
Transit Procedure 
Manuals (2) 

TNZA 1998 
LTMA 2003 
LTMA 2004 
RMA 1991 
PWA 1991 

LTNZ 
MoT 
ARTA 
Regional Councils 
TLAs 
Road Operators  
Community stakeholders 

REGIONAL & LOCAL LEVEL (1) 
Regional 
Councils 

Integrate 
transport 
networks 
(including 
public transport) 
with land use 
planning 
 

 

LTCCP 
RPS 
Regional Plans 
RLTS 
Regional Land  
Transport  
Programmes(2) 

LGA 2002 
LGAAA 2004 
RMA 1991 
LTMA 2003 
LTMA 2004 
LTA 1998 
LGA 1974 
TSLA 1989 
MTA 1994 
PWA 1991 

LTNZ 
Adjacent Regions 
TLAs 
TransitNZ 
Transport Operators 
Public Transport 
Contractors  
Gateway Operators  
Community stakeholders  
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TLAs Integrate local 
road network 
planning, 
construction and 
maintenance 

LTCCP 
Dist Plans 
Local Transport 
Programmes 
 

LGA 2002; 
LGAAA 04 
RMA 1991 
LTMA 2003; 
LTMA 2004 
LGA 1974 
PWA 1991 
 

LTNZ 
Regional Councils 
Adjacent TLAs 
Transit NZ 
Transport Operators 
Community stakeholders 
 

OTHER OPERATORS (3) 

Airport 
Authorities 

Passenger and 
goods 

Corporate Intent 
District Plan 
Master Plan  

AAA1966 
RMA 1991 
LGA 2002 

Regional  Councils  
TLAs 
Community stakeholders 
 

Port 
Authorities 

Passengers & 
Goods  

Corporate Intent 
District Plan 
Master Plan 

MTA 1994 
RMA 1991 
LGA 2002 

Regional  Councils  
TLAs 
Community 
Stakeholders 

Bus Service 
Operators 

Passengers Contracts and Subsidy TLSA 1989 
CA 1993 

Regional  Councils  
TLAs 
Community 
Stakeholders 

Rail  
Services 
Operators  

Passengers 
& 
Goods 

Contracts and Subsidy NZRCRA1990 
RMA 1991 
CA 1993 

Regional  Councils  
TLAs 
Community 
Stakeholders 

 
Notes: 

 

Note 1. Integration issues for transportation networks and their improvements take on a spatial and 
physical dimension at the regional and district level where the land use and transportation 
relationships have real meaning. The need for inter agency interaction and integrated design and 
implementation is essential in the Regional, ARTA, TLA and TransitNZ activities (the last three 
being  Road Controlling Authorities).  
 
Note 2. Except in Auckland with ARTA, there are no regional transport authorities involved in 
implementation. Under the LGAAA 2004, the ARC may not prepare the Regional Land Transport 
programme, this being an ARTA responsibility. 
 
Note 3. All these ‘Other’ transport operating agencies are LATEs or private companies with 
separate directors and, while having  RMA ‘network utility operator’ status, they lie outside the 
LTNZ public funding regime. Their ownerships vary and the ports and airports frequently have  
51% shareholding as a LATE and the balance being private sector shares. It is intended that these 
organisations operate for profit as expected under the Companies Act 1993. Integration can be 
achieved by joint agreements only. 

 

 
4.2 The New Zealand Transport Strategy 
 
Hitherto, New Zealand’s land transport funding was largely captured by roading.. Funding 
allocation decisions were made with an economic benefit/cost emphasis in investment 
evaluation for the short term 3 to 10 years. 
 
A key question is to what extent the NZTS,  based on recent transport reforms, will be 
instrumental in broadening the land transport policy priorities of  regional and district 
councils, Transit and LTNZ to give due weight to the relative demands of all modes, 
including. walking, cycling and rail and road public passenger transport, remains to be seen.  
 
A related question is to what extent the NZTS will ensure that transport funding decisions by 
LTNZ, TransitNZ and local government are made on the basis of social, environmental and 
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cultural considerations within an inter-generational framework in addition to conventional 
economic imperatives such as benefit-cost analysis again remains to be seen.  
 
One should not underestimate the profound challenge entailed in re-aligning the priorities of 
central and local governments and state enterprises such as Transit, in order to achieve the 
NZTS 2002 objectives. As noted earlier (section 2), making transport and land use sustainable 
is a major hurdle if it is to mean more than a modest re-organisation of trade-offs between 
different societal goals. Implementing sustainability transport policies is likely to remain 
problematic given the continuing dominance of core values and beliefs about growth, 
competitiveness and consumerism embedded in private and public sector institutions and 
reluctance on the part of elected governments to challenge the status quo. 

 
Notwithstanding the significance of the NZTS, its usefulness as a policy lever to guide 
decision making by central government agencies, whose decisions impinge on land transport4, 
by state owned enterprises (such as Transit) and also within the local government sector (in 
the course of developing RLTSs and land transport programmes), is limited by the generality 
of the national policy objectives for transport5. The RLTSs are not explicitly referred to in the 
NZTS. 

 
A more specific national land transport policy statement is needed to fill this policy vacuum. 
It could be argued that the national programming (NLTP) criteria in the LTMA 2003 serve 
this purpose. 

 
National policy guidance is also needed on: 
• inter-modal balance between road, rail, air and sea, on transfer gateway facilities or on 

Travel Demand Management.  
• sustainable transportation and land use planning policies that should be pursued both at 

a regional and district levels in the RLTSs.  
 

The recently issued Regional Land Transport Strategy Guidelines (LTNZ, 2005) provide a 
useful basis for considering the above issues in the context of the preparation of the RLTSs. 
However, the planning horizon is relatively short-term for this purpose. The NZTS proposes a 
transportation planning forecast and review period of 10 years. This is of course quite 
inadequate for strategic transportation planning purposes which requires horizons and lead 
times of 40 or 50 years if co-ordination of urban growth and provision of transportation 
infrastructure is to be achieved successfully. 
 
 
4.3.   Land Transport Management Act 2003 
As noted earlier, the principles and objectives of the NZTS were enacted into law through the 
passage of the LTMA of which the stated purpose (Section 3 (1)) is to:-  
“contribute to the aim of achieving an integrated, safe, responsive and sustainable land 
transport system.”  
 
The Act provides for three policy instruments to plan, maintain, manage and develop the land 
transport system: the RLTSs, land transport programmes and national land transport 
programmes (LTNZ, 2005). Potentially, each of these mechanisms  provides a means to 
integrate transportation and land use planning. 
 
                                                
4 For example, policy issues related to national energy policy, national environment policy and  
population distribution.  
5 The five policy objectives are: assisting economic development, assisting  safety and personal 
security, improving access and mobility, protecting and promoting public health and ensuring 
environmental sustainability.  
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The RLTSs are the responsibility of the regional councils. These strategies play a crucial role 
in the new structure for planning and funding land transport on an integrated basis. Their 
purpose is to provide a critically informed appraisal of current and future regional conditions, 
to identify issues, problems and opportunities; and to agree on the preferred regional strategy 
for long term objectives, including those related to urban growth. 
 
Land transport programmes are developed by regional councils, territorial local authorities, 
Transit NZ and other “approved organisations” e.g. the ARTA in Auckland. They comprise 
the detailed proposals that emerge from RLTSs, local area assessments and national strategic 
transport considerations.  
 
The national land transport program (NLTP) is the government’s ten year funding program 
developed by LTNZ from proposals submitted in the land transport programmes by approved 
organisations. These are assessed and prioritised for inclusion in the NLTP and for funding 
approval by LTNZ. 
 
The Act requires that before adopting a NLTP, LTNZ must be satisfied that the programme 
contributes to the purpose of the Act and must contribute to the five stated objectives: 
• Assisting economic development  
• Assisting safety and personal security 
• Improving access and mobility 
• Protecting and promoting public health  
• Ensuring environmental sustainability 
 
Every RLTS must therefore embody these national objectives although RLTSs may also 
include additional objectives which are appropriate to the region concerned..  
Section 19 (4) of the LTMA further requires that in preparing a NLTP, LTNZ must take into 
account any current National Land Transport Strategy, relevant RLTS and National Energy 
Efficiency and Conservation Strategy.  
 
These requirements all point to the need for a greater measure of integration in the process of 
preparing the NLTP each year. 
 
4.4 Regional Land Transport Strategies  

 
Regional councils have responsibilities for both the coordination of land use through their 
regional policy statements and any regional plans and also for coordinating transportation 
through the RLTS.  Thus integration at the strategic and policy level so as to provide spatial 
and network system coherence within a sustainable development framework, as required by 
the NZTS and LTMA and the RMA, rests firmly on  regional councils.  
 

The requirements for regional councils to prepare a RLTS are set out in the LTA 1998 and the 
LTMA 2004. These provisions are designed to promote an integrated approach to 
transportation and land use planning. Thus, a RLTS may not be inconsistent with any 
Regional Policy Statement (prepared under the RMA). RLTS are also required to reflect the 
NZTS 2002 as well as the LTMA 2003 objectives, as noted above.  
 
The RLTS process is the key statutory instrument which links the policy and operational 
functions for transportation planning together in one document. It relates them to regionally 
significant land use, growth programmes, related strategic regional planning issues and 
objectives as well as transport demand and supply over all modes. An incidental but important 
function is to provide Transit and the LTNZ with the opportunity for policy discussions with 
local authorities in the regions, and to participate in the Regional Land Transport 
Committee’s deliberations on an ongoing basis.  
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However a review of RLTSs undertaken in 2004 indicated that the then existing RLTSs 
required significant improvements in order to support the NZTS and the purposes of the 
LTMA. The major defects have been a lack of integration of land use with the transport 
planning and the lack of robust transportation models suited to testing the options and 
monitoring the results at a regional level. But at this time the regions do not have the 
resources or the capacity to carry this responsibility. The next generation of RLTSs should 
enable a better integration of objectives, programmes and monitoring indicators to measure 
their effectiveness. 
 
In addition, under the LTMA 2003 and amendments to the RMA 2005, all parties are now 
enjoined to ‘implement’ the RPS and the RLTS rather than ‘avoid being inconsistent with 
them’ (as previously). It is to be hoped that in the future RLTSs become the ‘glue’ that holds 
long term traffic planning and effective multi modal land transport programmes together.  
 
 

4.5 Capacity building within regional councils 

It is suggested that the best and most productive interface for securing integration between the 
processes and the parties involved is at the stage of developing the RLTS. The process should 
identify, through the RPS and Regional Plans for Transport, a preferred sub-regional land use, 
urban infrastructure and transport policies as an overall package. This part of the process is 
essentially a regional planning exercise and should not be led solely by transportation or 
engineering experts. Experience shows it is best directed by experienced regional planners.  
 

Future reviews of RLTSs  present opportunities to re-evaluate approaches to transport issues 
at the regional scale.  In a number of areas, this may lead to new and innovative approaches to 
transport issues in keeping with the new legislative and policy requirements. A shared 
understanding of the principles of sustainability, integrated planning, assessment, safety, 
responsiveness and consultation is important for efforts to effectively implement both  the 
LTMA 2003, LTMA 2004 and the RMA 1991 at a regional level.  

It is also acknowledged that a standardised ‘one size RLTS’, may not fit all. To ensure greater 
integration, the process of preparing robust RLTSs by groups of regions might also be 
considered. A northern group focussed on Auckland, a central group focussed on Wellington 
and a southern group focussed on Christchurch is one possible option. These three larger 
metropolitan regions might be seen as centres with transportation planning resources and 
expertise which could be shared co-operatively with their neighbouring regions.  
  
 
5. Two Further Matters Requiring National Guidance  

 
The following two issues stand out as warranting specific attention for national policy 
guidance to ensure integrated transportation and land use planning. 
 
5 1 Corridor Planning 
 
A present shortfall in selecting the future (30-50 year) major motorway and by pass corridors 
for our urban areas is a very serious shortcoming (Douglass, 2003 & 2004; Hassan, 2003). 
These are fundamental to the long term regional growth strategies and also should form part 
of RLTSs. This shortcoming reflects the short term (10 year) planning horizon and lack of 
strategic planning expertise. As with other aspects of the RLTSs, all of the planning 
authorities and the transportation agencies must share in this process of selection and 
definition and then all must positively promote the chosen options.  
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The Resource Management Act is not the legislative basis for planning future transport 
corridors.  This task is more appropriately undertaken under the LTMA and the Long Term 
Council Community Plan provisions of the LGA 2002. Transport corridors are, however, one 
of the best ways of achieving sustainability as well as matching and mitigating adverse effects 
which is required by the NZTS, the LTMA and the RMA. It is only by identifying these long 
term transport arteries that the balance of the community plan can proceed with confidence in 
the knowledge that there will not be undue congestion and routes and suburbs will be free 
from extraneous traffic. The selection of the corridors is a combination of LTCCP and RLTS 
investigations and planning and must be undertaken at the regional level. 
 
Implementation of adequate corridors requires determination and very early space allocation. 
Only in a few cases in New Zealand has this been achieved. In Wellington, the north-west 
corridor (including Transmission Gully) and the Western Hutt Road are two good examples.  
The Eastern Arterial in Taupo, the proposed Waikato Expressway on the east of Hamilton, the 
Northern Motorway (with its North Shore Busway) in Auckland are the scale we are referring 
to.  
 
The issues of multi modal space provision for rail, bus, goods, HOV lanes, together with soft 
mode opportunities within the landscaped areas on the outer edges of these corridors should 
be seriously investigated. The corridor reserve widths should be suitable to ensure ‘future 
proofing’ for additional long term capacity for all modes of travel in these major corridors. It 
is important to consider these options within a balanced ecological, social, economic and 
inter-generational context.  
 

With such corridors in place leaves the  ‘rooms’ as relatively less congested networks, 
enabling safer suburbs free from extraneous traffic, noise and conflicts. To achieve this will 
require a high level of commitment and integrated planning over a long time frame. (30 to 50 
years). 

 
5.2 Forward Property Purchase 
 
Implementation and forward property purchase of major transport corridors has also proven to 
be difficult. This also requires determination and the ability to secure land because of the 
inter-generational benefits of doing so. In New Zealand, only in a few cases has this been 
achieved.. Generally, a minimum designation for each particular transport mode interest (e.g. 
Transit for State Highways or a 20 metre Rail Reserve ) is all that has been achieved. The 
potential for an integrated approach across several modes has been lost (e.g. the Northern 
Motorway and Southern Motorways for Christchurch now  lack any provision for light rail or 
bus-ways and no HOV lanes are proposed. They may not even have any regional cycle ways 
in the adjacent landscape areas).  
 
Ample corridor widths are essential to achieve multi purpose facilities with multiple use 
corridor margins (e.g. cycle ways, pedestrian ways, grade separation, on occasion bus lanes, 
HOV lanes and light rail tracks) as well as improved landscaping, improved buffer areas and 
integration with adjacent development. 
 
Since the mid 1970s events have shown that politically, and in statutory planning terms, it has 
not yet been possible to protect adequate traffic corridors in the clear and explicit manner 
originally intended. The resulting compromises have severely limited the effectiveness of the 
land use plans as well as the benefits of the transportation facilities originally planned. The 
‘future proofing’ of the corridor plans to enable later expansion has not even been attempted.  
 
In the main centres of Auckland, Wellington and Christchurch, had the major road corridors 
been purchased in the 1970s, there is no doubt the transport facilities would be in place now. 
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Furthermore, the planning processes, under the RMA, would have been supported by the 
Environment Court more effectively. This would have also resulted in continued support for 
the previous generally well conceived regional growth strategies including transportation 
programmes. 
 
This more comprehensive approach can only be provided through an integrated approach 
combined with a comprehensive and strong property purchase budget. This has been sadly 
missing in the recent past. 
 
The identification of each region’s major long term strategic transportation corridors, and 
their definition should form part of the RLTS.  Their initial purchase, protection and 
management (in some cases 30 and 40 years prior to the placement of the planned transport 
facilities) should be a regional council responsibility. The land purchase for major future 
transportation corridors is a regional obligation and should not be left to the operational 
convenience of an individual transport agency. ( eg Transit, Toll Rail, or a particular TLA) for 
its piece. The forward purchase of land for future transportation corridors could 
advantageously be included in a regional land bank rolling programme established through 
the Regional Policy Statement and the RLTS strategy. 
 
Combined with this change in approach, the current 5 year lapsing of the life of  
Designations, under RMA Section 184, and the ability to have a longer life for such key 
designations (at least up to 50 years) should be explicitly provided for in the RMA for these 
major multi modal regional transportation corridors.. 
 
6. Recommendations 
Suggestions to enhance an integrated approach to transport and land use planning are as 
follows: 

• From the perspective of developing appropriate institutional arrangements, New Zealand is on 
the threshold of being able to achieve an integrated approach to transport and land use 
planning within a sustainable development framework. However, ability to achieve integrated 
transport and related urban growth outcomes will be mediated by commitment of central, 
regional and local public sector agencies, the land development industry and other stakeholder 
organisations to seriously take on board the sustainability challenge in relation to land 
transport and urban growth and by a willingness to collaborate and trust each other. 
 

• In view of the multiple statutes relating to land transport and land use planning, it is essential 
for an integration approach that inter-organisational relationships are actively fostered and 
sustained by officials in respective central and local government organisations, the industry 
and community organisations. Within each region, the input of all organisations and 
stakeholder groups concerned with transportation must be encapsulated within the strategy 
articulated in the RLTS in accordance with national and regional goals and priorities. 

• There is a need for the NZTS 2002 to be interpreted in greater detail in a proposed national 
land transport strategy to provide better guidance for formulating RLTSs. 
The success in integration of transportation planning rests not just on the LTMA 2003 and the 
NLTP but also on agreed national standards. 
 

• There is a manifest need to establish national objectives and programmes for Travel Demand 
Management. In particular, the application of economic tools to both manage congestion and 
to enable earlier construction of selected and significant lengths of the major motorway 
network are an urgent matter for government to resolve in the context of a national land 
transport strategy. 
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• The Government should recognise national interest in having effective RLTSs and the NLTP 
should include a significant financial contribution from LTNZ to Regional Councils to 
enhance their professional capability to  prepare effective RLTSs.  
 

• Government funding for major transportation corridors and major regional arterial routes 
should only be available when regional strategic urban growth plans, approved as part of the 
RPSs under the RMA, and a corresponding RLTS have been agreed to by the government and 
all councils in the region. 
 

• District Plans and LTCCPs should incorporate policy objectives for all modes of land 
transport so as to implement the RLTSs and any Regional Plans for transport. 
 

• In respect of the primary road hierarchy identified in the RLTS, a District Plan should include 
objectives, policies, standards and rules for major roads in respect of the quality of the routes 
to be maintained and constructed within agreed road reserve widths, and the also the nature of 
the land-uses and their conditions of access on land adjacent to such roads.  
 

• There is a need to incorporate  major future transport corridors in RLTSs and to review the 
future corridor purchase arrangements and designation processes to facilitate their purchase 
without prejudicing current NLTP and LTCCP budgeting. 
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