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Manaaki whenua, manaaki tangata, haere whakamua.   
Tihei mauri ora!

No reira, e te haukainga Rangitāne,  
nei rā te mihi nui ki a koutou e pupuri nei i te  
mauri o te whenua me ngā wai e rere atu e rere mai.

Tēnā koutou, tēnā koutou, tēnā tātou katoa.

Palmerston North’s population and industrial sector is growing, 
and we need to make sure people and goods can continue to 
move around the city easily and safely.

With more journeys on our roads, our transport network is 
becoming busier and more constrained. Palmerston North has 
emerged as the primary freight hub for the lower north island, 
resulting in more trucks on our roads. At the same time there 
is a growing desire to be able to move around the city easily 
and safely as a pedestrian, cyclist or by bus. This is resulting in 
decreasing accessibility, liveability, journey reliability while there 
are increasing conflicts between transport users.

It’s more than just roads and cars 
Our vision for Transport is to provide an integrated multi-modal 
network that connects people and goods with destinations in a 
safe, efficient and sustainable manner and evolves to meet new 
transport demands with less reliance on private motor-vehicles.

The transport network also supports us in realising other 
strategic priorities. Well designed roads and streets help create 
a city that has great places for all people.  
Our footpaths, cycle lanes and shared paths provide the 
facilities to support us to have one of the most active 
communities in New Zealand. Our streets have a significant 
portion of our public vegetation cover providing opportunities 
for biodiversity and infrastructure that serves to protect, 
enhance and preserve the environment.

We have an investment partner 
Waka Kotahi (NZ Transport Agency) are a key partner funding 
approximately half of the work we do in the transport space. 
We’ve worked closely with Waka Kotahi to ensure that our 
investment supports their strategic priorities of improving 
road safety, providing better travel options, improving freight 
connections and developing a low carbon transport system.

This Transport Asset Management 
Plan focuses on our local transport 
network and the economic,  
health and safety, climate and 
financial challenges that surround 
it. It highlights why we’re spending 
money on the transport network  
and the benefits we’re going to get  
from this.

OVERVIEW
ASSET MANAGEMENT PLAN 
EXECUTIVE SUMMARY TRANSPORT



569KM OF FOOTPATH

42KM OF OFF-ROAD 
SHARED PATH

88 BUS 
SHELTERS

556KM OF ROADS

106 
BRIDGES

8,600 STREETLIGHTS 
(>85% LED)

33 SIGNALISED 
INTERSECTIONS 

13,900  
STREET TREES MORE THAN 

10,000 SIGNS

NEARLY 5,000 
METERED AND 

TIME RESTRICTED 
CAR PARKS

WHAT WE 
PROVIDE
Active and public transport modes are continuing to decline;

2 percent regularly catch the bus to work;

4 percent regularly cycle to work;

8 percent regularly walk to work;

More than 1500 heavy vehicles travel on Tremaine Ave each 
day;

More than 400 million kilometres are travelled in vehicles 
each year;

There is an increasing number of fatal and serious injury 
crashes;

More than 30 people die or are seriously injured on our 
roads each year;
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Fewer people are walking, cycling and catching the bus 
Palmerston North is a flat, compact city ideal for cycling or 
walking. However, the same wide roads which are great for 
vehicles and parking, create challenges for pedestrians and 
cyclists. Wide and busy roads can be an impediment for 
pedestrians with lower mobility, deterring them from walking. 
There are no parts of the transport network where pedestrians, 
cyclists or buses receive priority over vehicles, despite the 
adjacent land use. 

Our roads and streets don’t support our communities 
The need to seek a better balance between “movement” and 
“place” on roads and streets is increasingly being recognised 
and this will influence the allocation of road space and 
investment programmes. New initiatives will seek to optimise 
the transport network based on function, balancing movement 
and place, “de-tuning” some streets to reduce unnecessary 
through traffic, reducing speed environments and creating more 
liveable local streets. 

The wrong vehicles are travelling on the wrong roads 
Our transport network is open and accessible, providing 
opportunities for almost all types of vehicles and users to travel 
on most roads. While this provides choice for drivers, as traffic 
volumes increase it will result in more issues and conflict. Heavy 
vehicles rumbling past schools, cars rat-running to avoid busy 
intersections and buses stopped in cycle lanes are all examples 
of where the wrong vehicles are travelling on the wrong roads. 

Transport is the greatest contributor to carbon emissions 
in the city 
The transport sector produces more than half of our city’s 
greenhouse gas emissions. To address this, we need to 
encourage or facilitate more sustainable modes of travel, 
reduce the need to travel and provide opportunities to use 
alternative fuel sources.

Our road safety record is getting worse 
The number of recorded road crashes causing injuries on our 
roads and streets has been generally flat over the ten-year 
period. However, the amount of harm from transport crashes 
on roads and streets in Palmerston North has been increasing 
resulting in more deaths and serious injuries from road crashes. 

Our roads are deteriorating 
The quality of road surfaces in Palmerston North has been 
steadily decreasing over the past five-years. This has been 
especially so on our busiest urban roads which have shown a 
significant drop in the amount of travel on smooth roads. There 
have been many contributors to this including an increase in the 
number and size of heavy vehicles on the transport network, 
poor underlying ground conditions, service and utility trenches 
and inadequate levels of investment.

Transport is an enabler for economic growth 
Palmerston North is the primary freight distribution hub in 
the lower North Island. This provides a significant economic 
opportunity for the city, while also placing pressures on existing 
infrastructure. Increases in the number of heavy vehicle 
movements associated with this growth are creating safety and 
efficiency issues on the transport network as well as impacting 
road quality. The strategic response to these issues has been 
slow and uncertainty remains over when improvements will be 
delivered and when growth will occur.

WE HAVE SOME  
CHALLENGES + RISKS 

EVERYONE IS  
A CUSTOMER

EDUCATIONCYCLISTS DRIVERS PEDESTRIANS 

FREIGHT AND 
DISTRIBUTION 

BUSINESSESTAXIS AND  
RIDE SHARING 

BUS USERS 

COMMUNITIES 

Our level of service
People use the transport network in a variety of ways. Common 
expectations among transport users are that our roads and 
streets provide a safe, reliable, accessible and comfortable 
journey. We want to create an environment for all transport 
users, irrespective of their age, ability or mobility.

There are only a few areas that the transport network is 
delivering the level of service anticipated. These are related to 
satisfaction with street lighting, overall cost to manage transport 
assets and road asset condition. However, road asset condition 
is deteriorating.

Overall satisfaction with the transport network is low compared 
to other Council services. This is reflected in the transport 
network failing to deliver on levels of service. Serious road 
crashes are increasing, and the overall condition of our 
footpaths is not to the desired standard. The number of people 
walking, cycling and catching the bus for work or education 
is declining. This also impacts our ability to reduce transport 
carbon emissions in the city.
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We’re changing how we manage our transport network 
Our current method for managing the transport network is not 
sustainable. There are a number of changes we can make 
through the management of our transport network that will help 
us achieve our outcomes.

We’re beginning to provide greater priority in our investment 
and the way we manage the network to pedestrians, cyclists 
and those catching the bus. There are many benefits from 
these transport modes, including improved health, environment, 
economic and social outcomes. This shift will enable change 
to occur over time. Even if it doesn’t happen all at once the 
trajectory for investment in our transport network will change.

Road safety is being improved by reducing speed limits on our 
roads. We’re already doing this around some of our schools and 
on some of the fringes of our city. Lower vehicle speeds mean a 
lower likelihood of a death or serious injury if a crash occurs.

We can take the opportunity to create better places whenever 
we upgrade and renew our roads. We did this on Cuba Street, 
by combining several planned renewals at the same time, while 
also providing a better urban design outcome.

By right sizing asset maintenance and renewals, we’ll be able 
to reduce the long-term costs of our transport assets. Too 
often in the past we’ve made the work fit the budget we have, 
rather than doing the job right first time. We’ve recently been 
constructing roads that are more expensive up front but are 
expected to last longer.

We need to invest in our transport network 
Our renewal and maintenance budgets – especially those 
relating to our road structure and surface – are increasing to 
ensure we can continue to deliver the expected level of service. 
By renewing assets at the right time and for the right cost it will 
also reduce our long-term maintenance costs.

The strategic transport route around Palmerston North is 
needed  to fully enable the economic growth sought from 
development in the North East Industrial Zone, KiwiRail and 
other growth areas. In the short-term we’re proposing to make 
improvements to the transport network – alongside Waka 
Kotahi – that will activate this route. This will allow heavy 
vehicles to use this route, placing less strain on urban routes. 
Upgrades to transport infrastructure are also required to 
support the city’s other growth areas including Whakarongo and 
Kktangiata.

The Streets for People programme is changing the way streets 
in our CBD look and operate. It’s providing a vibrant city centre 
that will make Palmerston North even more attractive for work 
and play, provide more opportunities for locals and visitors to 
connect with the city and the people who live here, and bring 
significant benefits for the local economy.

Changes to our transport infrastructure are needed to  
deliver the pedestrian, cycling and safety outcomes sought.  
Long-term programmes are proposed to shift the way  
people use the transport network and provide a safer journey 
and better experience for all transport users.

WHAT’S OUR PLAN? HOW MUCH  
WILL IT COST?

OPERATIONS + MAINTENANCE  
TRANSPORT ACTIVITY

We can respond to challenges on the transport network in several ways.  
Potholes and other similar minor defects will be rectified via regular maintenance.  
Our transport assets are kept to a good overall condition through timely asset  
renewal where it is needed most and when maintenance is no longer cost-effective. 
We spend money on improving our transport assets when they are not meeting the 
anticipated levels of service or strategic direction set.

We spend more than $17 million per year operating and 
maintaining the Transport network. This is proposed to 
increase steadily in order to meet declining levels of 
service and cope with more trucks, cars, pedestrians 
and cyclists using the network.

More than $6.5 million of the operations and 
maintenance expenditure is subsidised by Waka Kotahi. 
The largest portions of this are on road, cycle path and 
footpath maintenance. The amount we spend on power 
for our street lights and traffic signals has reduced by 
nearly 50% since the installation of LED lights. These 
aspects of transport maintenance are the areas which 
are forecast to see most of the increase in expenditure 
over the next 10 years.

Maintaining our roads and streets as a Place and not 
just a corridor for movement is important. We keep 
our footpaths, gutters, berms, gardens, street trees 
and seats clean and looking tidy. Overall, we spend 
approximately $2.5 million maintaining these elements.

We spend more than $2.5 million per year providing the 
technology and enforcement for car parking within the 
city centre. This expenditure is offset by parking revenue 
generated via paid parking and tickets.



To respond to the challenges faced on the Transport 
network, we’re planning to spend significantly more on 
new roads, footpaths and cycleways than previously 
signalled. We’re proposing to spend more than $350 
million over the next 10 years.

Delivering the strategic route around Palmerston North 
requires the greatest amount of money. More than $100 
million is planned to be spent. Though it is currently 
assumed that Waka Kotahi will fund most of this work 
once more trucks are using the new and improved route.

More than $80 million is planned to be spent improving 
links for people walking, cycling and catching the bus. 
More than half of this is going to be on extending and 
improving our on-road and off-road cycling networks.

We have worked closely with Waka Kotahi to put together 
several programmes that will support better transport 
safety outcomes. Approximately $60 million is planned to 
be spent directly on transport safety over 10 years. 

Other areas of planned improvements to the transport 
network include:

 • Transport infrastructure to support  
growth ($50 million);

 • Improvements to our urban, village  
and town streets ($14 million);

 • Streets for People ($23 million).

CAPITAL NEW EXPENDITURE   
TRANSPORT ACTIVITY

More than two thirds ($54 million over 10 years) of 
the renewal spend on Transport assets is on road 
pavements and surfaces. These are the parts of the road 
which provide a smooth surface to vehicles and cyclists. 
The next highest portion is on the renewal of footpaths 
($12 million over 10 years).

Our current overall level of renewal of our transport 
assets (approximately $6 million per year) will not be 
enough to deliver the level of service anticipated by 
the public. We’re already seeing a general deterioration 
of our roads and footpaths. Without spending more 
on renewals, we’ll begin to see more failures in our 
transport assets. This will require us to spend more time 
and money on road maintenance.

There are planned increases over the next 10 years for 
most transport assets. These increases are planned to 
be gradual to ensure our contractors can deliver the 
increased amount of work.

Though not shown in the planned renewals for the next 
10 years, there is going to be a significant need for future 
investment in our aging bridges. More than 75% of our 
bridges are older than 50 years old with several older 
than 90 years old. With an expected life of around 110 
years, this means many of these bridges could require 
renewal soon. This will come at a significant cost.

RENEWAL  
TRANSPORT ACTIVITY
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1. Introduction 
Manaaki whenua, manaaki tangata, haere whakamua. Tihei mauri ora! 

No reira, e te haukainga o Rangitāne, nei rā te mihi nui ki a koutou e pupuri nei i te mauri o te whenua me 

ngā wai e rere atu e rere mai. 

Tēnā koutou, tēnā koutou, tēnā tātou katoa. 

Our vision for Papaioea Palmerston North is “he iti rā, he iti pounamu | small city benefits, big city ambition”, 

where every resident enjoys the benefits of living in a small city yet has the advantages of a big city.  

The city is fortunate to have a range of quality assets that are managed in a way that supports this vision 

and provides our community with essential services, including the Transport Activity. 

At the Palmerston North City Council (PNCC) we provide Transport services to: 

Provide an integrated multi-modal transport network that connects people and goods 

with destinations in a safe, efficient and sustainable manner and evolves to meet new 

transport demands with less reliance on private motor vehicles. 

1.1 Plan Scope and Purpose 

This AM Plan is intended to set out how Council manages transport in a way that is appropriate for a 

readership that includes executive management and elected members of the Council, partners, 

stakeholders, and other interested members and groups of the general community. 

This plan demonstrates Council’s management of transport assets to enable the provision of levels of 

service and achievement of the council’s strategic objectives in the most cost-effective manner. 

This plan should be read in conjunction with Part A ‘Palmerston North City Council Strategic Asset 

Management Plan (SAMP)’. The SAMP includes the overall strategic approach to managing council assets 

and overarching issues, practices, and systems. 

The AMP also provides: 

• Supporting evidence for the LTP and 30yr Infrastructure Strategy1 

• To translate Our Strategic Vision and Goals into activity strategies and action plans that align with 

National and Regional policies and strategies. The plan identifies forward works programmes based 

on strategic outcomes sought, and financial forecasts required to meet agreed service levels and 

cater for growth; 

To document current asset management practices used by us based on clear evidence as part of a 

sustainable and optimised lifecycle management strategy for the Rubbish and Recycling Activity 

infrastructure; 

• Project justification through alignment with activity management and operational requirements; 

• Driving AM within BAU activities through decision making and activity management practices; 

• To understand drivers of demand for services and the implications for the asset; 

• To define the services to be provided, the target service standards that we aim to achieve, and the 

measures used to monitor the performance of the Transport Activity; 

The AMP planning horizon covers the full lifetime of assets with a focus on the activities and expenditure 

within the first ten years, to support Council’s Long-Term Plan. In this case, the period is 1 July 2021 to 30 June 

2031. 

 

 

1 AMP demonstrates regulatory compliance with section 93(7) & 94(1) of the Local Government Act (LGA) 2002 which in summary 

requires the Long-Term Plan (LTP) to be supported by the information required by Part 1 of Schedule 10 
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1.2 Iwi, Key Partners and Stakeholders 

A list of key Council partners and stakeholders is included within the SAMP. This section outlines the 

significant partner and stakeholder relationships held by the Parks and Reserves division of Council. 

1.2.1 Rangitane o-Manawatu 

Tangata whenua whom we are in partnership with. We have a shared sense of kaitiakitanga/ 

environmental responsibility that is shaping how we achieve our vision through to how we manage our 

assets. 

1.2.2 Partners 

Waka Kotahi NZ Transport Agency 

Waka Kotahi are a key funding partner for complying programmes. Council must provide clear investment 

decision making to Waka Kotahi to generate co-investment. This is usually in the form of a business case, 

including this Transport AMP. 

Council and Waka Kotahi have a close relationship to manage the transport network within the City. Four 

state highways run within the Palmerston North boundaries, including State Highway 3 which runs through 

the city centre. A consistent transport network needs to be provided to transport users irrespective of who 

controls the part of the network they are travelling on. 

1.2.3 Stakeholders 

There are several stakeholders with an interest in, or who receive benefit from the transport activity. External 

stakeholders include Government organisations, community groups, and private organisations. External 

stakeholders of Transport are listed in Table 1. 

These groups are consulted with as and when required on issues and asset changes that will affect their 

current activities. This can range from minor information and advice to major consultation input by way of 

submission or direct discussion. 

Table 1: Stakeholders 

External Stakeholder Description 

Ministry of Transport Central Government department that sets national policy for transport. 

New Zealand Police Provides education and enforcement to support the safe use of the 

transport network. 

Horizons Regional Council Coordinate the Regional Land Transport Programme, regional strategies, 

support the provision of road safety activities and provide public transport 

services. 

Ratepayers People who live within the Palmerston North City boundaries and use the 

transport network for moving around. 

Community groups Groups with a combined special interest in an aspect of the transport 
network. These include groups representing cyclists and people with 

limited mobility. 

Local Businesses Businesses within the city that use the transport network to deliver goods 

and services to the public or other businesses. 

Visitors Those who use the transport network in Palmerston North to move around 
the city. Includes those who commute for work from other neighbouring 

towns. 

Road Transport Association 
and heavy haulage 

operators 

Advocates for the role heavy vehicles play in the movement of goods 

around the country. 

Automobile Association Advocates for road users throughout the country on transport matters. 

Has more than 1.7M members nationally. 

Schools and education 

providers 

Students use the transport network to get to and from schools & university. 

They are more likely to walk, cycle or take public transport than other 

transport users. 
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1.3 Relationship with other plans 

This section outlines the relationships between the Transport AMP and other Council AMPs. These other plans 

are accessible at https://www.pncc.govt.nz/council-city/official-documents/plans/ 

Figure 1shows the relationships between our key planning documents. 

Figure 1: Relationships between planning documents 

 

1.3.1 Other Asset Management Plans 

This Transport activity has a relationship with several other activities managed and delivered by Council. The 

following relationships between the Transport 2020 AMP and other AMPs have been identified. 

Stormwater AMP 2020 – Provides the pipe network to move stormwater from where it is collected – often on 

the transport network. Failures within the stormwater network can often result in on-street flooding or 

ponding on the transport network. This can impact the safe and efficient movement of people and goods 

throughout the city. 

Water and Wastewater AMPs 2020 – These assets are typically laid with the transport network corridor (as 

with stormwater). Consideration is given to the space these assets occupy alongside other services and 

utilities. Poor ride quality on the transport network is often due to failures of service trenches and around 

manholes serving these assets. 

Rubbish and recycling AMP 2020 – Our service vehicles are an integral part of providing the rubbish and 

recycling activity in Palmerston North. These pick up via the transport network, with users down private 

roads and right of ways typically bringing their rubbish bags and recycling bins to the kerb. Kerb alignment, 

car parking and vegetation can all impact the ease of operating the activity. 

Property AMP 2020 – Our property team operate and manage all our buildings and property. For transport, 

this includes an underground car park and strategic properties purchase for the future development of the 

transport network. 

Parks and reserves AMP 2020 – Form an integral part of the active transport network. Many pedestrian and 

shared paths run through our parks and reserves. These are often managed by our Parks and Reserves 

team on behalf of Transport as this is the most cost-effective method. 

1.4 AMP framework 

Our Asset Management Process is based on the sixteen (16) Asset Management practices as defined by 

the International Infrastructure Management Manual (IIMM), as shown in Figure 2 below. 

Other Councils Manawatu, Horowhenua and Tararua districts adjoin Palmerston North. 

Council works to deliver a transport network that is cohesive and 

consistent. 

https://www.pncc.govt.nz/council-city/official-documents/plans/
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Figure 2: Asset Management Framework 

 

This AMP documents the key outcomes of each step of our Asset Management process to provide better 

accountability, sustainability, risk management, service management and financial efficiency. 

Table 2 contains an outline of the AMP structure. 

Table 2: Transport AMP structure 

Section Description 

1. Introduction What is the purpose of this Asset Management Plan? 

2. Strategic Context Why we invest in the Activity? 

3. The Transport Activity What are the services we provide? 

Who do we provide services to? 

What future demands and drivers are there? 

4. Strategic Case  

5. How we manage the Transport Activity How do we deliver the Activity? 

Are we getting value? (Section 17A Review) 

6. Transport assets What are our assets? 

7. Risk Management What are our risks? 

8. Levels of service What level of service do we provide? 

The desired future state of the service? 

9. Life cycle management How do we invest in our assets? 

What programmes of work do we need to do? 

10. Financial Summary What will it cost? 

How will we pay for it? 

11. Plan Monitoring and improvement How do we get better? 

How do we track progress? 
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Where we are now? 

2. Strategic Context 
This section contains the relevant strategic context for Transport. The council-wide strategic context is 

included in the SAMP, including the Vision, Objectives, Goals and relevant supporting plans.  

2.1 Our strategic direction 

We have developed five goals in support of achieving our vision of” he iti rā, he iti pounamu | small city 

benefits, big city ambition.” 

• Goal 1: An innovative and growing city 

o Create and enable opportunity for employment and growth; 

o Provide infrastructure to enable growth and a transport system that links people and 

opportunities; 

o Transform the economy to a low carbon economy. 

• Goal 2: A creative and exciting city 

o Create a city that has great places for all people, and particularly families; 

o Have the most active community in New Zealand. 

• Goal 3: A connected and safe community 

o Become a city where people feel safe and are safe; 

• Goal 4: An eco-city 

o Work with the community to reduce carbon emissions; 

o Regenerate native biodiversity; 

o Invest in infrastructure that serves to protect, enhance and preserve the environment; 

o Use Council’s legislative powers and policies to ensure urban development is sustainable 

now and into the future. 

2.1.1 Strategic priorities 

There are clear themes for the Transport activity which come through from Council’s strategic documents. 

These along with external strategic priorities and drivers influence how and why we invest in the transport 

activity. Table 3 highlights 5 key strategic issues in our strategies and plans. 

Table 3: Strategic priorities 

Strategic Issue What our strategies say What our plans say 

Modal Shift Council's goal is to see more people 

walking, cycling and using public 

transport around Palmerston North. 

While Council has provided additional 

capacity for cars via wider roads, 

more lanes, traffic lights, roundabouts, 
car-parking and slip-lanes, it has been 

less successful in providing modern 

facilities for walking, cycling and 

public transport. 

In many cases, this will mean 

reallocating existing street space, 
such as on-street parking and traffic 

lanes, for another purpose. 

A modal shift from single-occupancy 

vehicles to greater levels of walking, 

cycling, public transport, carpooling 

and electric vehicles. 

There is improved access to all modes 

of transport. 

Palmerston North has a strong culture 

of walking, cycling and using public 

transport for the commute to work and 

education. 

Motor vehicle use and parking have 

little or no negative effect on walking, 

cycling and public transport. 

Transport Safety Council is committed to increasing 

and promoting safety in a range of 

Council maintains the road network to 

provide easy and comfortable 
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areas, including the design of public 

places, city streets, readiness for a 
natural disaster, alcohol-related harm, 

and family/whanau well-being. 

Council wants road design, way 

finding, and planning to take into 

consideration space and safety needs 

of cyclists and pedestrians. 

movement for pedestrian, cyclists, and 

motorists with a high level of safety and 

low level of delays. 

Safe, resilient and reliable travel routes, 
conditions and interconnected 

intermodal transportation provide 

prioritise for active and public transport 

users. 

 A transport system that provides a 

choice of intermodal transport 
connections and integration of modes 

of transport that safely and efficiently 

gets freight, services, and people 

where they need to be. 

Transport as an 

enabler 

Council's goal is to support the growth 

of road, rail and air travel, and public 
and active transport options, to 

efficiently move people to where they 

need to be. 

The roading network's grid structure 

provides a high level of connectivity 

and is a useful platform for building a 

modern, intermodal transport system. 

Increasing connectivity is also a key 

factor in Palmerston North's future 

prosperity. 

Council wants to improve regional 

transport links, to optimise links 
between the city, the region and 

wider markets. 

The Council front-foots new 

infrastructure to support growth and 

can say 'yes' to new development. 

The Council has clear priorities about 

where growth will occur and what 

supporting infrastructure is required. 

Opportunities identified in the Regional 

Growth Study and Accessing Central 

New Zealand are realised. 

Reliable and consistent traffic 

conditions are experienced across the 
city with low or moderate levels of 

peak time congestion. 

Supporting the city 

centre 

Council needs to rethink central city 
parking to better support the aims for 

the city centre. While a lack of parking 

is often cited as holding back 
investment and development, an 

over-supply of parking discourages 
the use of public transport, walking 

and cycling, and undermines the 

desired identity of the city centre. 

Council wants to design public spaces 

that are pedestrian friendly, intimate, 

and that support social interaction. 
Council and city centre stakeholders 

need to work together to increase 

visible public life in the city centre. 

Visible public life and pedestrian counts 

increase. 

Parking management decisions 

recognise Council's broader objectives 
for a pedestrian friendly city centre and 

increased use of public and active 

transport. 

Plans for a new urban bus terminal are 

progressed. 

There is increased and more visible use 

of all city spaces and places. 

Minimal traffic travelling unnecessarily 

through the city centre. 

Climate change Climate change is the biggest 

environmental challenge of our time. 

We need to work on ways to cut our 
emissions, adapt to the effects of 

climate change, and become more 

resilient to the changes that are 
coming. It is likely to impact our 

infrastructure, as well as having 

broader social and economic 

impacts. 

Council is committed to helping meet 

the national goal of achieving a 30% 
reduction in greenhouse gas emissions 

Facilitate provision of electric vehicle 

charging stations in convenient 

locations in the City Centre. 

 Climate change is expected to bring 

higher intensity rainfall events, 

moreover, which will increase the 
frequency of both nuisance flooding 

on roads and properties and the 

flooding of habitable dwellings. 
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2.1.2 District Plan 

The Palmerston North District Plan Section 20: Land Transport provides clear objectives for the management 

of the land transport system. 

The City's land transport networks are maintained and developed to ensure that people and goods move 

safely and efficiently through and within the City. 

The land transport network is safe, convenient and efficient while avoiding, remedying or mitigating 

adverse effects in a way that maintains the health and safety of people and communities, and the amenity 

values and character of the City's environment. 

The safety and efficiency of the land transport network are protected from the adverse effects of land use, 

development and subdivision activities. 

2.2 External strategic direction 

2.2.1 Government Policy Statement (GPS) on Land Transport 2021 

The GPS provides direction and guidance to those planning, assessing and making decisions on investment 

in the transport activity. It sets four big challenges: preventing deaths and serious injuries, decarbonisation, 

better transport choices for New Zealanders as we move about our cities and regions and improving freight 

connections. 

The purpose of the transport system is to improve people’s wellbeing and the liveability of places. It does 

this by contributing to five key outcomes, identified in the Ministry of Transport’s Transport Outcomes 

Framework. Alongside the five outcomes for transport, the Ministry of Transport set mode neutrality as a 

guiding principle. This means that all modes and options are considered and evaluated to find the best 

solution. 

Figure 3: GPS Transport Outcomes Framework 

 

Strategic priorities have been developed as part of the GPS, to deliver on the outcomes identified. The four 

strategic priorities in Figure 4also demonstrate how land transport investment will contribute to improving our 

communities’ wellbeing and liveability. 

(below 2005 levels). One way it will 

work to achieve a low carbon 
environment will involve significant 

changes to the transport sector. 
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Figure 4: GPS Strategic Priorities 

 

2.2.2 Arataki 

Arataki is Waka Kotahi’s 10-year view of what is needed to deliver on the government’s current priorities 

and long-term objectives for the land transport system. It also highlights what Waka Kotahi views as the 

main drivers for investment across the country. 

Palmerston North - Summary 

Palmerston North is the largest centre and provides a service hub supporting surrounding areas. Tertiary 

education, research, logistics and military activities are significant contributors to Palmerston North’s 

economy. 

The region is located at the centre of the road and rail networks which connect Hawke’s Bay, Wellington, 

Taranaki and the upper and lower North Island. These connections are a key economic lifeline, enabling 

the movement of people and goods between key centres of production, consumer markets and freight 

distribution hubs. 

Palmerston North is emerging as the primary distribution centre in the lower North Island. Resulting increases 

in the number of heavy vehicle movements have created safety and efficiency issues on the local road 

network which need addressing. 

The region’s safety record is relatively poor in terms of total deaths and serious injuries, with a need to focus 

on the Palmerston North, Whanganui and Levin urban areas, the state highways that connect them, and 

high-risk rural roads. 

Manawatu-Whanganui – Regional Summary 

Waka Kotahi’s focus in Manawatū-Whanganui is on supporting urban growth and regional development 

initiatives. They will work with partners to encourage increased use of public transport, walking and cycling, 

particularly in Palmerston North, manage the impacts of climate change, deliver safe and reliable inter-

regional journeys and provide appropriate levels of service across all transport networks. 

Lower North Island – Pan Regional Summary 

Palmerston North has emerged as the key distribution and logistics hub for the region, reflecting its strategic 

location and access to both road and rail networks connecting to Wellington, the Wairarapa, Hawke’s Bay 

and Taranaki. It is the key staging point for freight moving from the Upper North Island and offers good 

access to rural locations that produce export commodities. 
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Palmerston North also provides a collection and distribution hub for products exported through the ports of 

Napier, New Plymouth, Wellington, Tauranga and Auckland. As a result, Palmerston North has become the 

centre for many of the inter-regional journeys occurring in the Lower North Island. 

2.2.3 Regional Land Transport Plan 

The Horizons RLTP are the primary documents guiding integrated land transport planning and investment in 

the region. It sets the strategic direction for the region’s transport network over the next 10 years. 

The 2021-31 Horizons RLTP is currently being drafted. The strategic framework for the RLTP was approved on 

1 September 2020. This includes the problem statements, 30-year vision, objectives and strategic priorities. 

The Vision for the regions transport network is ‘A region that connects central New Zealand and supports 

safe, accessible and sustainable transport options.’ 

The Problem statements identified in the ILM for the Horizons Regional Land Transport are: 

• Land use conflicts, inadequate infrastructure, and network inefficiencies are leading to less effective 

transport routes and user choices (35%); 

• Increasing conflict between competing modes, poor user behaviour & inadequate infrastructure is 

leading to deaths and serious injuries (35%); 

• A lack of transport modes and heavy reliance on fuel-based transport is leading to increased 

carbon emissions and a general decline in environmental quality; 

• Impacts from climate change, natural hazards and sub-optimal maintenance / renewals are 

increasing network vulnerability and costs (15%). 

The strategic priorities are the key focus areas for the region. Their purpose is to tell the region’s short to 

medium term investment story. While guided by the strategic context and vision, the priorities will respond to 

the most urgent and significant barriers in the short to medium term to achieve the longer-term vision. There 

are five strategic priorities identified: 

• Connectivity and Access: Provide better transport connections and options to enable efficient and 

safe movement of people and freight, improved access to health, social and economic 

opportunities; 

• Safety: Improve the transport network to create a safe transport system for all users; 

• Better travel options: Make active and public transport and alternative freight modes safe, 

attractive and viable options for more trips throughout the region; 

• Environment: Reduce environmental impacts and carbon emissions from the transport system; 

• Resilience: Build resilience into the region’s transport network by strengthening priority transport 

lifelines. 

2.3 Regulatory Context 

The key legislation relating to the management of transport activities are listed in Appendix A. The statutory 

requirements provide Council with a minimum level of service standard and have been reflected in the 

levels of services shown in Section 7. Council is currently complying with all legislative requirements. 
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3. The Transport Activity 

3.1 Purpose 

Provide for transport activities that support the safe and efficient movement of people and goods and 

increase liveability throughout the city. 

People want to be able to move easily and safely around Palmerston North for work, school or leisure. 

Business depends on transport links to ensure the efficient movement of goods and for easy, convenient 

access for customers. The Council’s transport network supports these activities. 

Palmerston North’s roads and streets influence the lifestyle and travel choices of our residents, as well as 

contributing to other key outcomes such as accessibility, health, social equity, the economy and the quality 

of the environment. They are public places and play a key role in providing a space for social, cultural and 

economic activity to occur. 

3.2 Movement of people and goods 

Palmerston North’s transport network has been built around wide roads that are highly connected. This has 

contributed to most people choosing to move around the city by private motor vehicle. At the 2018 census, 

approximately 15 percent of respondents listed walked, cycling or taking the bus as their usual way of 

travelling to work. This percentage is higher for those travelling to education, with 40 percent of respondents 

walking, cycling or taking the bus. 

Figure 5: Census travel to work information 

2 

This Transport AMP changes the focus of the transport activity to the movement of people and goods, 

rather than cars and trucks. Council’s strategic Plans set a clear direction for how the transport network 

should be managed. It seeks an integrated transport network with clear priorities for all users based around 

place and movement principles and an integrated multi-modal transport network that connects people 

with destinations. In doing so Council can make better-informed investment decisions, with all transport 

modes given equal priority. 

3.2.1 Vehicles 

The Palmerston North local road network is closely linked with the State Highway network which runs 

through the city. The 2018 Census identified that of those that usually travel to work, personal car is the main 

 

 

2 The 2018 Census asked what the main way people was usually travelled to work. Previously, people were 

asked the main way they travelled to work on census day. 
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mode of transport for 85 per cent. The Census data show significant variation in modes of travel by areas in 

the City, with residents on the fringe of the City more likely to travel to work by car. 

With little historical congestion, a connected network (shown in Figure 6) and ample on-street car parking, 

Palmerston North has long been known as an easy place to get around by car. However, parts of the 

network are beginning to experience peak time congestion, especially in the northern and eastern parts of 

the city. 

Figure 6: Transport road network 

 

Palmerston North’s overall car ownership rate is lower than average for New Zealand 3, with higher shares of 

no car, one car and two-car households. This is partly due to the number of students that live in the city and 

attend university, a higher share of people on long-term disability benefits and a compact city. However, 

car ownership has increased in Palmerston North since the previous Census. With a greater percentage of 

households owning more cars than previous. Meaning there are more cars in Palmerston North households 

than there were previously. 

3.2.2 Walking 

Of the ‘Active transport’ modes, walking or jogging was the most popular. Palmerston North’s compact 

form and the diverse range of major employers contributed to this. The Census identified that the highest 

rates of walking were in areas where people lived close to their work (Linton Military Camp, Palmerston 

North Central, Massey University). Life other active modes  

 

 

3 Census statistics 
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Pedestrians and other active modes have historically been secondary when it comes to the investment in 

and management of the transport network. While cars have been provided with a connected network, 

pedestrians have a network which regularly puts them in conflict with vehicles. They are rarely provided 

priority at these points of conflict. 

3.2.3 Cycling 

Palmerston North has long been recognised as an easy place to cycle due to its flat roads and temperate 

climate. With 3.8 percent of those working away from home cycling to work, Palmerston North is above the 

national average of 2.3 percent. However, there has been a significant decline in the percentage and 

overall number of people cycling to work. While there are more people cycling on pathways in Palmerston 

North, the number of people cycling on-road and cycling to school declined between 2013 and 2015, 

before stabilising in recent years. 

Figure 7: City cycle counts 

 

3.2.4 Public Transport 

Public transport in Palmerston North includes inter-regional bus services which are commercially operated, 

and subsidised metropolitan services provided under contract to Horizons. KiwiRail provide a weekday 

commuter train service connecting Palmerston North to Wellington and passenger links to Auckland and 

Wellington and destinations in between via the Northern Explorer. Connections from the railway station to 

the bus service are limited. 

Thirteen metropolitan bus routes and services to Massey University begin and end in the central Main Street 

Terminal (MST) adjoining the Square. Other services that operate daily to and from Palmerston North 

include, Ashhurst, Feilding and Levin with other regional centres linked on a more infrequent basis. Bus 

patronage on the urban routes steadily declined between 2012 and 2018 though has levelled off since. 
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Figure 8: Bus patronage 

 

3.2.5 Heavy Vehicles 

Palmerston North is an important freight and distribution hub serving the central and lower North Island. 

Heavy vehicle movements typically follow a similar demand pattern to the general vehicular demand, with 

most of the freight movement seeking routes through the city to go to freight centres located around the 

periphery and distributing to locations in and around the region. 

Overall, the total number of heavy vehicles travelling to and from Palmerston North increased by 10 per 

cent between 2012 and 20174. This growth is expected to increase at about one per cent per year through 

to 20315 

3.2.6 Rail 

About 2.55 million tonnes of freight passes through Palmerston North by rail each year. This is made up of 

approximately 290k tonnes travelling to PN, 340k tonnes travelling from PN and 1.92m tonnes transiting PN. 

However, this is only a small portion of the 11.5-13.5 tonnes of freight coming into and out of the Manawatu-

Whanganui region each year.6 

3.2.7 Micromobility 

The use of very light vehicles such as electric scooters, electric skateboards and shared bicycles is a 

growing trend in movement around the country. There are currently no providers offering shared use of 

these light vehicles operating in Palmerston North. 

Personal use of light micromobility vehicles is occurring in Palmerston North, though the numbers of these 

are not currently recorded. 

 

 

4 State Highway and Local Road count sites 
5 Palmerston North Integrated Transport Initiative – Network Options Report 
6 KiwiRail freight  
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3.2.8 Parking 

The availability of parking helps meet the social and economic needs in the city. Demand is managed 

through parking restrictions and pricing, depending on location. Paid parking is generally limited to within 

the inner-city ring-road, and free parking is readily available elsewhere in the city. Time restrictions are less 

prevalent outside the central city, and people tend to be able to park unencumbered on most roads within 

the network. 

There is an ample supply of on-street parking supplemented by several off-street Council-provided facilities 

in addition to private parking supply. Unlike most parts of the Transport activity, the private sector also 

provides off-street parking capacity. The National Policy Statement for Urban Planning released in July 2020 

removed minimum car parking requirements for developments. The amount of off-street parking in the for 

private developments is determined by rules within the District Plan, which specify the requirements for 

parking provision associated with the land use. 

Council’s strategic Plans talk about Car parking is not a priority but is enough to support other city activities. 

Car parking management should also support strategic transport, land-use planning and urban design 

objectives. 

3.3 Place 

Current approaches to managing transport corridors and asset do not adequately consider the wider 

social, economic and environmental outcomes sought by residents and communities. Roads and streets 

make up a significant portion of public land in Palmerston North yet do little to support these other 

outcomes. 

Place is the extent to which a transport corridor (and its adjacent land use) is a destination in its own right. 

The place function also incorporates lateral movement, where on-street activity increases the demand for 

people wanting to cross carriageways. While the movement function of a corridor is focussed on saving 

time, the place function of a road or street is focussed on attracting people to spend time. 

Place is becoming a key consideration in how Council manages the transport network. Recent upgrades to 

streets around the CBD have placed a greater emphasis on people and how time will be spent in these 

locations, rather than just passed through. This has not yet translated to significant changes outside of the 

CBD. 

Recent initiatives that include consideration of place include the development of the Network Operating 

Framework (NOF). The Roads and Streets Framework (RASF) for Palmerston North is currently in development 

by Council which will supplement the One Network Framework being developed by the Road Efficiency 

Group (REG). These documents will guide how Place is considered on the transport network. 

3.4 Major activity challenges and issues 

The Investment Logic Mapping process (Section 4.1) highlighted three major challenges, with other related 

issues being contributory factors. These challenges relate to: 

• An increasing number of fatal and serious injury crashes; 

• The ability to meet levels of service due to asset deterioration; and 

• The transport network not supporting accessibility and liveability. 

3.4.1 Transport Safety 

The Palmerston North Transport network is highly connected, with multiple routes available for any trip. Road 

space is also currently shared, with several user modes operating in the same space. This has resulted in a 

transport network that has a high number of conflicts between the various user modes.  

The number of recorded transport injury crashes occurring on Palmerston North’s roads and streets have 

been generally consistent over the ten years 2010 – 2019. However, the amount of harm from transport 

crashes on roads and streets in Palmerston North over the same period has been increasing. This is the result 

of an increasing number of deaths and serious injuries occurring on our roads and streets. 
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Figure 9: High Severity Crashes 

 

There has not been a single primary driver for the increase in deaths and serious injuries on Palmerston North 

roads and streets. Crash types which contribute many deaths and serious injuries include crashes at 

intersections, and those involving pedestrians and cyclists. Most crashes are occurring on Palmerston North 

busiest roads. Trends for these crashes have been like that for all deaths and serious injuries, increasing in 

recent years. 

This increasing trend has been inconsistent with the number of deaths and serious injuries occurring on State 

Highways in the Palmerston North area. These have been steadily declining over the same period. 

3.4.2 Levels of service and asset condition 

Ride Quality 

There is an expectation from customers that Palmerston North roads and streets will provide a smooth, 

comfortable ride for all users. Several road failures can decrease the ride quality such as potholes, cracking, 

deformations and rutting. The quality of the ride experienced by road users is measured by pavement 

roughness. The rougher the ride, the lower the level of service with high roughness leading to discomfort 

and increased vehicle running costs. 

Increasing roughness is also an indicator of declining pavement condition and is used in intervention 

planning along with other condition indicators.  

The amount of travel that has occurred on smooth roads and streets in Palmerston North has been steadily 

decreasing over the past five-year period 2016 – 2020. This has been especially so on our busiest urban 

roads which have shown a significant drop in the amount of travel on smooth roads. 
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Figure 10: Percentage travel on smooth roads 

 

Asset condition also impacts the quality of the journey for pedestrians and cyclists. In can negatively affect 

the safety of these users or completely deter them from making the trip. 

Poor footpath condition affects those with restricted mobility greater than others. A 2018 survey of the 

whole footpath network identified that approximately 3.6 per cent was in poor or very poor condition. 

These faults are disproportionately affecting the older parts of the city and include journeys made to 

school, the city centre and the hospital. 

Ride quality is of even greater importance to cyclists and those using cycle lanes and shared paths. Uneven 

surface covers, detritus including broken glass and other surface defects can all impact the ability for 

cyclists to ride safely. 

Heavy Vehicle Traffic 

Palmerston North is emerging as the primary distribution centre in the lower North Island. Resulting increases 

in the number of heavy vehicle movements have created safety and efficiency issues on the local road 

network which need addressing.7 

The city’s wide roads and highly connected grid pattern mean that it is easy for vehicles of all sizes to 

permeate through the urban network to find the easiest and most convenient way to their destinations. 

Similarly, in rural areas the road pattern is grid-like, and there is no well-defined hierarchy for freight. 

Heavy vehicles have the most significant impact on pavement deterioration, which is particularly evident 

on roads with low strength pavements and subgrades which can be damaged quickly as a result. 

Council carried out a freight demand study in 2018 to examine the routes being used by heavy vehicles, 

with weekday estimates illustrated in Figure 11. This figure highlights the extent to which heavy vehicles are 

using most major roads. This occurs because the network is easy to use and there is little differentiation to 

influence the choice of routes taken by drivers. The network is not “self-explanatory”, but rather it is a 

network that “provides access for all vehicles on all roads”. 

The arrows on the figure highlight where there are more heavy commercial vehicle movements than would 

have been expected given the roads current One Network Road Classification (ONRC). Red arrows 

indicate there is a very large gap between the expected number of Heavy Commercial Vehicles (HCVs) 

and the actual number while the yellow arrows indicate there is a gap but to a lesser extent. This shows that 

 

 

7 Waka Kotahi Arataki Regional Summary Manawatu Whanganui December 2019 
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most of the arterial urban local road network is receiving more heavy vehicles than would have been 

anticipated for a road of its classification. 

The large number of heavy vehicles on local roads can have many impacts – notably how many people 

choose to walk and cycle, air quality, the ease to cross the road, the perception of safety and noise. 

Figure 11: Heavy vehicle movements 

 

3.4.3 Transport accessibility and liveability 

Movement and Place 

Council is currently developing a movement and place framework for the city. This recognises that to meet 

the needs of a growing and changing population, Palmerston North roads and streets need to offer a wider 

range of benefits to all. Liveability, sustainability, movement, accessibility and growth must all be 

considered. Appropriately designed and used roads and streets can serve as attractive, efficient, safe 

places and transport routes that cater to the aspirations of residents, the community and businesses. 

The Road Efficiency Group (REG) are also developing the One Network Framework. This aims to provide a 

common language to reflect the role transport corridors play in the movement of people and freight across 

all land transport modes and the community space these corridors provide in our urban areas.8 

There is a gap between the objectives being developed by these documents, Council and Central 

Government’s strategic direction for transport, and what is currently being delivered by the transport 

network in Palmerston North. Cars and other vehicles have historically and continue to, dominate our roads 

and streets. 

Council’s strategies have recognised that the transport network in Palmerston North has an excellent track 

record of facilitating car journeys. Every road and street have been a “corridor for cars”, with little 

contribution to “place” or other modes. Vehicles can move freely through the network, seeking the 

quickest and most convenient route between destinations. 

 

 

8 REG One Network Framework https://www.nzta.govt.nz/roads-and-rail/road-efficiency-

group/projects/one-network-framework/ 
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Accessibility & Liveability 

Palmerston North is easy to move around in and historically has developed around a car-centric culture, 

form and design. Currently, roads and streets within Palmerston North are highly connected. This provides a 

connected transport network for all modes but has limited the accessibility for some. It is not as easy or safe 

for pedestrians and cyclists to move along and across the busiest roads in the city. 

The need to get a better balance between “movement” and “place” is increasingly being recognised and 

this will influence the allocation of road space and future investment. New initiatives will seek to optimise 

the transport network based on function, “de-tuning” some streets to reduce unnecessary through traffic, 

reducing speed environments and creating more liveable local streets. 

Palmerston North’s transport system has a crucial role to play in supporting and improving peoples’ 

wellbeing and the quality of places that we live in and visit. MoT’s Transport Outcomes Framework supports 

a transport system that improves wellbeing and liveability9. Transport provides people with ways to access 

whanau/family and places for learning, earning a living, and participating in society. It contributes to the 

economic prosperity of cities, towns, local neighbourhoods, and rural communities. It shapes land use, 

urban form, and street-level interactions. It impacts on human health by influencing how people travel, how 

physically active we are, and how safe it is to journey from one place to another. 

On residential streets, “rat-running” is common, as motorists use short-cuts through the transport network. This 

results in perceptions by residents of more people “speeding through my street making it less safe” and less 

desirable. These people may be more likely to make conscious decisions to close themselves off from these 

roads and streets, which in turn closes them off from the community. 

Transport, therefore, plays an important role in social development. To create highly liveable places, it is 

important to consider ways to improve access while maintaining and improving the vibrancy of local 

streets, neighbourhoods, the CBD and all other parts of the city. 

Multi-Modal Challenges 

Accessibility is not just the physical access from the transport network to private property. It is also the 

access to all parts of the transport system for all people to enable economic and social opportunities. In 

Palmerston North, this is predominantly driving, but also cycling, walking or catching the bus. However, parts 

of the vehicle network are at capacity, with levels of service being impacted during peak hours. With 

significant capacity still available for other modes on the transport network. 

Palmerston North is a flat, compact city ideal for cycling or walking. However, the same wide roads which 

are great for vehicles and parking, create challenges for pedestrians. Wide and busy roads can impede 

pedestrians with lower mobility, deterring them from walking. There are also very limited parts of the 

transport network where pedestrians receive priority over vehicles, despite the adjacent land use. 

In Council’s most recent residents survey, 19 per cent of commenters noted that “Cycle lanes are too 

narrow and there are not enough10”. The Urban Cycle Masterplan11 identified that approximately 60 per 

cent of the population would be categorised as interested but concerned. That is, those that would cycle 

given safe – generally separated – cycle lanes or quiet streets.  

Bus patronage has been steadily falling over the past ten years. This is despite an increase in the range and 

number of services provided by Horizons Regional Council. Many bus services are currently impacted by 

congestion on key arterial routes, particularly at peak times. 

Council is working towards providing improved travel choices for more people in Palmerston North. Any 

improvements for pedestrians, cyclists and bus networks will generally come at the detriment of general 

traffic. Council – in conjunction with Waka Kotahi, HRC and MDC – have developed a Network Operating 

Plan, to inform the transport impacts of various investment options. However, there is not currently a 

framework in place for managing these issues. Council have been working to develop a Roads and Streets 

Framework which would serve as a blueprint for how the various parts of the transport network should 

function and what form it should take. 

 

 

9 Ministry of Transport: Transport Outcomes Framework 
10 PNCC Annual Residents’ Survey 2019/20 
11 PNCC UCM https://www.pncc.govt.nz/media/3132236/urban-cycle-network-masterplan-oct-2019.pdf 

https://www.pncc.govt.nz/media/3132236/urban-cycle-network-masterplan-oct-2019.pdf
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3.4.4 Climate Change 

The climate is changing as a result of human greenhouse gas emissions. The pace of future change is 

uncertain, but climate change is likely to have significant impacts on the frequency and severity of 

droughts and flooding in our region. The impacts of future climate change can be mitigated by reducing 

greenhouse gas emissions (predominantly carbon dioxide and methane). 

The transport sector has an important role to play in responding to climate change. In Palmerston North, it is 

the largest contributor to carbon emissions that are contributing to climate change. Council’s Climate 

Change Plan highlights the need to work with residents and other city partners to implements the ‘Low 

Carbon Roadmap’ and reduce citywide emissions. This will include investment to prioritise the use of lower-

emission modes of transport.  

Climate change requires both Adaptation and Mitigation responses. The impacts of climate change on the 

transport network and how it might influence future use and investment are discussed in Section 3.5.7.  

3.5 Future demands and drivers 

This section discusses transport growth, demand and usage trends, technology, economic trends, 

sustainable transportation, and demand management.  

Future demand for transport services in the city will be driven by: 

• The need to service population growth and demographic changes, including subdivision 

development and urban redevelopment; 

• Climate change; 

• Land use changes; 

• Community expectations relating to transport choices, passenger transport, cycling, walking, and 

emerging modes such as e-scooters and mobility scooters; 

• Travel patterns;  

• The increasing age of the population and expectations for improved facilities for such transport 

needs as mobility scooters;  

• Increased recognition of the city as a major distribution, education and employment hub; 

• Economic trends and the diversity of industries; 

• The understanding of, and reaction to, alternative energy sources that will arise in the future; and 

• Other technological advancements including in vehicles, transport infrastructure and transport 

services. 

3.5.1 The impact of COVID-19 2020 Pandemic 

As a result of the 2020 COVID-19 pandemic and the subsequent restrictions introduced by the Government, 

transport demand has been impacted. As the pandemic is still on-going during the drafting of this report, 

the long-term impact of the pandemic and subsequent restrictions on transportation is not fully known. With 

four weeks in Alert Level 4, where all non-essential work ceased, transportation use significantly decreased 

and interregional travel (not including for freight and essential workers) stopped. This had a significant 

impact on the local, national, and global economy due to the rapid change in people movement and 

behaviour patterns. 

The trends observed in this section were pre-COVID-19 unless noted otherwise. 

3.5.2 City growth 

Residential growth 

The SAMP outlined the anticipated population growth for Palmerston North over the next 30 years. By 2051 

Palmerston North will have more than 25,000 more people living here and a total population will be more 

than 115,000. This population growth is expected to necessitate the construction of nearly 15,000 

households. 

Short, medium- and long-term green-field growth areas have been identified in Palmerston North. These are 

to the east, west and south of existing residential boundaries. It is also assumed that a third of household 

growth will occur through increased density and infill within the existing urban area. 
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Transport infrastructure will need to respond to the additional demands placed on it from these new growth 

areas and infill development. With capacity remaining on the City’s four-lane arterial network, the 

investment will be primarily required on adjacent 2-land arterial and collector roads. This will be at both the 

intersections and mid-blocks. 

All new development will need to provide for all transport modes. This requires both investments in existing 

transport routes, but also controlling how development occurs. This is managed via the District Plan and to 

a lesser extent Council’s Engineering Standards. The removal of minimum car parking could help to drive an 

increasing number of people walking, cycling and catching the bus. Council needs to work with private 

developers to unlock these opportunities. 

Industrial growth 

The most significant area of industrial growth in the city is in the North East Industrial Zone (NEIZ). The area 

was established as a large-format freight, distribution and logistics hub. 

There are key transport linkages between growth in the NEIZ and strategic transport investment. This is 

discussed further in the following section. 

3.5.3 Strategic transport investment 

Palmerston North Integrated Transport Initiative (PNITI) 

The Palmerston North – Manawatu Strategic Transport Study (JTS) was developed in 2010. The JTS identified 

the desired road hierarchy in and around Palmerston North and identified a series of transport investment to 

give effect to the hierarchy over a 30-year horizon. 

In July 2015, the New Zealand Central Government, in consultation with Horizons and local councils, 

commissioned a Regional Growth Study which identified several opportunities and key enablers to help 

realise the economic prosperity of Manawatu-Whanganui. One of the enablers identified was investment in 

the regional transport network. Waka Kotahi has since developed several business cases in support of this, 

including the Palmerston North Integrated Transport Initiative (PNITI). 

A Network Options Report has been developed for PNITI which highlights the problems, benefits sought from 

investment and a series of programmes to deliver. The three problems identified for the PNITI business case 

were: 

• Amenity: Interspersed residential and industrial areas, coupled with the sections of the identified 

freight network not being fit for purpose results in higher than expected heavy vehicle volumes on 

residential streets. This creates amenity and severance issues and reduces active travel 

participation; 

• Safety: Interspersed residential and industrial areas along with high volumes of heavy vehicles and 

local network deficiencies result in real and perceived safety issues on sections of the network; 

• Access: Growth and development are leading to increased travel demands for both freight and 

general traffic. Sections of the identified freight road network are not fit for purpose resulting in 

deteriorating access and conflicts to key destinations throughout the network. 

The various programmes identified in the Network Options Report are shown in Figure 12. Investment by 

Council and Waka Kotahi in PNITI could significantly change the way vehicles, especially heavy vehicles, 

move around the city. The investment would activate several parts of the network and would support other 

transport investment made by Council. 

As outlined further in Section 7, there is significant uncertainty associated with the ability of Waka Kotahi 

and / or Council to fund the proposed programmes. This would mean that the benefits sought would not be 

realised. For this reason, only a limited level of investment in the PNITI programmes is assumed in this AMP. 
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Figure 12: PNITI Programme 

 

KiwiRail Freight Hub 

KiwiRail has identified Palmerston North as a key, strategic freight location for the North Island12. They have 

developed a Master Plan for an intermodal freight hub to be located within and adjacent to the NEIZ. The 

purpose of the freight hub is to create a high-capacity, technologically advanced facility that efficiently 

 

 

12 KiwiRail Freight Hub - FAQs 
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connects the rail network with road freight and meets the needs of future freight volumes across the lower 

North Island. 

The future development of the freight hub in the NEIZ will have significant impacts on the transport network. 

At a local level, it will mean the long-term closure of Railway Road north of Roberts Line along with other 

nearby roads. It will also mean that a greater number of heavy vehicle movements will take place both 

within the NEIZ or with the NEIZ as an origin or destination. It may have some positive effects on existing 

urban roads like Tremaine Ave where depending on future land-use changes, may see a decrease in 

heavy vehicle movements. 

A full assessment of the effects of the proposal will occur at the upcoming Notice of Requirement hearing. It 

is anticipated that there will be a level of investment required by KiwiRail to mitigate negative effects. 

Council will seek to work collaboratively with KiwiRail to ensure this investment is targeted at what’s best for 

the transport network. 

$40 million funding to purchase land for the freight hub has been approved by Government. Beyond that 

and the designation process, there are no certain timeframes regarding future development. This will be 

dependent on KiwiRail’s planning process and future funding. Given this level of uncertainty, it is difficult to 

plan for when the investment will occur and what form this will take. 

Te ahu a Turanga: Manawatu Tararua Highway  

The Te Ahu a Turanga project involves replacing the indefinitely closed section of State Highway 3 through 

the Manawatu Gorge. It connects Ashhurst and Woodville via an 11.5km route over the Ruahine Range. This 

route will connect with State Highway 57 east of Ashhurst and SH3 west of Woodville. It also includes a 

shared-use path for cyclists and pedestrians. 

Te ahu a Turanga is currently under resource consenting process (September 2020). It is anticipated that 

construction will begin at the beginning of 2021 with completion in 2025. 

During the closure, vehicles that would have previously used the Gorge route and using one of the two 

alternate routes. These are the Saddle Road via Ashhurst or the Pahiatua Track. Both these alternative 

routes are partly on Council’s local road network though they are currently being managed by Waka 

Kotahi. 

During construction of Te Ahu a Turanga it is anticipated that the local contractor market will be 

constrained, with several contractors and sub-contractors working on the project. It is also expected to 

drive up the cost of materials such as pavement aggregates, with only a limited local supply. Both things will 

likely result in increased road construction costs during the life of the project. 

Wider strategic routes 

The Wellington Northern Corridor (SH1 route between Wellington Airport and north of Levin) road of national 

significance, once completed, will provide an improved route to Palmerston North via SH57 and SH56. This 

increased investment in road infrastructure will likely enhance the central distribution significance of 

Palmerston North. It is anticipated that this increase in trip reliability will see more freight vehicles on the road 

rather than greater efficiency and larger loads providing for a reduction in vehicles. 

3.5.4 Transport Growth, Demand and Usage Trends 

The way people and goods move has been slowly changing over time. Over the last few decades, more 

and more trips have been made via personal vehicle. This has corresponded with a decrease in the 

number of people walking, cycling and catching the bus. 

The way goods and freight move around the city and country continues to change also. Heavy vehicles 

are increasing in size and number. Where they are moving to and from continues to change also, as 

distribution development occurs in the city. 

These trends, along with the major decrease in public transport usage due to COVID-19, suggest that unless 

further incentives for public transport are implemented, taking a personal or work vehicle to work will 

increase in popularity over the next three years. 

Traffic Growth 

Overall traffic growth on key parts of the transport network has been increasing over the past five years at 

between 3 and 5 per cent per annum. This followed a 5-year period where traffic growth was static. Traffic 

growth has also been seen on the local road network. 
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The Palmerston North Area Traffic Model (PNATM) was developed in 2013/14 to test the impact of future 

growth on the transport network. The effects of this future growth were tested by Waka Kotahi13. Modelling 

showed significant deterioration in levels of service at many intersections on all routes entering and leaving 

the city if no further investment is undertaken in response to this growth. Several key routes that are 

particularly impacted given anticipated growth are: 

• Access to the North East Industrial Zone; 

• Feilding to Palmerston North Corridor; and 

• Eastern access and city centre access (including Tremaine Ave and Kelvin Grove Rd). 

Freight 

Palmerston North is continuing to grow as the distribution hub for import, export and domestic commodity 

movements in the lower North Island. It is at the centre of both the road and rail transport network, and 

results in two commodity flows of importance for the central region: 

• It is a key staging point for relatively high-value import and domestic freight between Auckland and 

Wellington, or between Auckland and the South Island. 

• It has good access to hinterlands, which produce key New Zealand export commodities, which can 

easily be exported out of ports in Napier, New Plymouth and Wellington, or even Auckland and 

Tauranga. It is the staging point between Fonterra output from the Whareroa and Pahiatua plants 

and export locations in Napier, Auckland, and Tauranga. 

Freight modelling was undertaken by Waka Kotahi as part of the PNITI business case14 on the assumption of 

no changes to the existing strategic rural road transport network. This modelling demonstrated strong HCV 

growth on several already constrained routes such as Tremaine Ave and Railway Road. HCV growth is 

anticipated to be more modest in other parts of the city such as Fitzherbert Ave. 

This modelling did not consider the further impacts of the KiwiRail freight hub and any additional HCV trips 

that this may generate. 

Table 4: Anticipated freight growth 

With the increase in HCV on the road, there will be a higher number of interactions between pedestrians, 

cyclists and vulnerable road users. There will also be increased road noise from these vehicles and a 

general lowering of amenity values. 

A greater number of HCV on these routes will also impact existing pavements and other transport 

infrastructure. Tremaine Ave is already our most expensive transport route to maintain and renew. This will 

 

 

13 PNITI Network Options Report 
14 Richard Paling Consulting PN Ring Road Freight Impacts Report 

Transport route 
HCV flows in  Growth 2021-2031 

2021  2031 Per cent Number 

Tremaine Ave (west of SH3) 1479 1834 24% 355 

Tremaine Ave (east of SH3) 1554 2082 34% 528 

Kelvin Grove Road (west of Roberts Line) 1448 1605 11% 158 

Railway Road Overbridge 1374 2086 52% 712 

Fitzherbert Ave Bridge 1924 2012 5% 88 

     
Napier Road 714 797 12% 84 

Ashhurst-Bunnythorpe Road 341 369 8% 29 

SH3 (south of KB Road) 679 885 30% 206 

SH54 (east of KB Road) 842 826 -2% -16 

Waughs Road 835 1164 39% 329 

SH56 (south) 1036 1155 12% 120 

SH57 (south) 668 678 1% 10 
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continue to be the case and will likely exacerbate the issue. Maintenance and renewal strategies will need 

to respond to this increase. 

Beyond 2031, it is anticipated that freight volumes will continue to increase on both road and rail, as the 

development of the City as an inland freight hub for central New Zealand is further enhanced. 

Public Transport  

Horizons are currently reviewing the Palmerston North urban bus services ahead of the renewal of the 

service contract in 2022. It is not anticipated that this review will result in increased investment in the PT 

service but may see some improvements made. The type and scale of these changes are uncertain and is 

captured further in the Risk Section. 

Changes to the PT service will influence how Council invests in PT infrastructure throughout the city. It will 

impact the number of bus bays required to be provided at the urban bus terminal on Main Street. Wider 

network infrastructural changes could be required should bus routes be adjusted. 

Cycling 

The Urban Cycle Network Masterplan was developed in 2019 to guide investment in cycle infrastructure in 

the city. This is expected to be delivered incrementally over several years with the overall aim of creating 

an environment and culture change that enables more people in Palmerston North to choose cycling more 

often. 

On several roads, the transport network will need to transform to accommodate the level of cycle 

infrastructure anticipated. This will mean a reduction in the number of on-street car parks, dedicated cycle 

infrastructure at intersections and greater consideration of cyclists needs across the network. 

Figure 13: Cycle network masterplan 

  

Palmerston North Airport 

Palmerston North Airport is a significant regional facility, acting as a hub servicing the wider region 

encompassing the districts of Ruapehu, Rangitikei, Whanganui, Manawatū, Tararua, and Horowhenua. The 

Airport is the gateway entrance into Palmerston North city and the region and is an important economic 

enabler for the region. 

Annual passenger numbers were 687,142 in the year ending June 2019, increasing by 4.5 per cent from the 

657,515 passengers in the year ending June 2018. Passenger volumes for 2020 were forecast to decrease 

due to the withdrawal of Jetstar from Palmerston North. However, the impact of COVID-19 has been more 

significant. Total passenger throughput for the year ending June 2020 was 498,422. Covid-19 is expected to 

continue to result in a significant reduction in air travel. However, it is unknown what the long-term effects of 

this will be in the City and on Palmerston North airport. 

Airfreight volumes data is not published by the airport company but growth in volumes was expected 

following the introduction of Boeing 737 freighter services into the airport in 2016. 
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New Zealand Defence Force  

Linton Army Camp and RNZAF Base Ohakea are both located in the wider Manawatu area. In 2019, the 

New Zealand Government announced a $2.1 billion investment into Defence infrastructure. This included 

significant investment at both Linton and Ohakea bases. 

The Defence Force has previously indicated that due to operational changes there may be an increase in 

traffic between Linton and Waiouru, particularly for heavy vehicles. It was also indicated that given the 

existing Defence Force housing policy, more service personnel and their families would be living in the 

community. This would result in increased civilian commuter traffic from Linton and Ohakea to Palmerston 

North. 

Future demand from heavy army vehicles and civilian commuter traffic is anticipated to be easily absorbed 

into the existing grid network. However, key freight routes through and around the city will need to remain 

structurally sound to cater for heavy army vehicles, along with safe and efficient road corridors within the 

City being required for all users. 

The construction of He Ara Kotahi and associated off-road pathway to Linton provided a safe route for 

active modes between the city and Army Camp. 

Tertiary Education 

Palmerston North has 6 centres for tertiary education within the city, these being: 

• Massey University; 

• Universal College of Learning; 

• Te Wananga O Aotearoa; 

• International Pacific University New Zealand; 

• English Teaching College; and 

• The Design School. 

Student numbers have generally been declining since 2012. The overall impact of COVID-19 on long-term 

student numbers is uncertain. While it may result in a short-term decrease in international students. There 

may also be a longer-term increase as other retrain or upskill in a new industry. 

Most tertiary education providers in the city provide free public transport to students and employees. This 

means that a significant portion (nearly 60 per cent) of public transport trips in the city are made under 

these schemes. It was shown in Figure 8 that the number of trips made on Massey services is comparable to 

that on all other urban services. If student populations do decline, it would place a greater financial burden 

on Horizons and Waka Kotahi to fund the existing public transport level of service. 

The construction of He Ara Kotahi and associated off-road pathway to Massey University provided an 

alternative safe route for active modes between the city and university. 

3.5.5 Economic Trends 

Palmerston North is the major economic hub for the Manawatū–Whanganui region for education, health 

services, retailing, business services such as banking and finance, insurance, and professional services, 

government administration, agribusiness and logistics15. With 34 per cent of the region’s population but 48 

per cent of the jobs, Palmerston North is a key commuter destination. Of the sectors, education and 

logistics will have the largest impact on the transport network. 

Food HQ 

Food HQ is the formal partnership of Massey University, AgResearch, Plant & Food Research, Fonterra, 

Riddet Institute, and the BioCommerce Centre. The vision for Food HQ through to 2025 includes the 

development of a fully integrated super campus in Palmerston North with approximately 4000 public and 

private researchers, PhD students, and educators involved in the food value chain. This vision involves a 

capital investment of $250M which is projected to lead to $230M in added economic activity every year. 

Predicted multi-modal transport movements generated from the integrated super campus are currently 

being considered as part of the business case development for Food HQ, including treatments to the 

Tennent Drive road corridor. Anticipated improvements to road corridors to cater for the multi-modal 

 

 

15 PNCC Economic Development Strategy 
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transport movements along the Tennent Drive road corridor are proposed (refer Programme 1121 Massey 

and Research Institutes Development (Food HQ) 2019-25), along with interconnectivity to He Ara Kotahi 

pathway and bridge construction over the Manawatū River.  

Forestry 

There are several public and privately-owned forestry blocks in the ranges adjacent to Palmerston North. 

Though the areas are modest when compared to other rural areas in the region. These blocks are accessed 

by Council’s rural road network, much of which is unsealed. Harvesting from these sites can add significant 

maintenance costs to these roads during these periods, with large logging vehicles entering and departing 

the areas daily. 

Management of private logging activities will be via Corridor Access Requests with maintenance activities 

increased in response to this if required. 

Tourism and Recreational Activities 

Tourism 

Tourism spend for the year ending January 2020 was $440 million. Palmerston North is ranked 12th highest in 

tourism overall spend in New Zealand. The effects of Covid-19 on the tourism industry in Palmerston North 

have been seen to be less than those in other areas of the country where tourism was more heavily relied 

upon. 

Te Aroroa – New Zealand Trail 

Officially opened on 3rd December 2011, Te Aroroa is New Zealand’s Trail, a 3000km walking route 

stretching the length of New Zealand from Cape Reinga in the north to Bluff in the south. In Palmerston 

North the route travels from Fielding to Bunnythorpe along Campbell Road; turning onto Railway Road and 

Roberts Line to the Manawatū River shared pathway; up Fitzherbert Road and Tennent Drive through 

Massey University; along Turitea Road to Greens Road, then following Kahuterawa Road to Arapuke Forest 

Park, where the route takes its final leg along Scotts Road and the Tararua Ranges south to Levin. 

The walking trail uses existing road networks, with the rural network comprising of Campbells Road, Turitea 

Road, Greens Road, Kahuterawa Road and Scotts Road currently having no separated walking facilities 

from existing road traffic. Conflicts between users need to be assessed and managed to ensure safety 

along these rural corridors for pedestrians walking Te Aroroa within Palmerston North. A review of safety 

measures where the trail traverses Kahuterawa Road is currently underway with all possible solutions being 

considered. 

Arapuke Forest Park 

Arapuke Forest Park, a joint development between the Manawatū Mountain Bike Club and Palmerston 

North City, is Manawatū’s premier mountain bike park with currently 15km of developed cross country and 

downhill tracks in a growing network of Grade 2 to Grade 6 mountain bike trails and forestry roads. Walkers 

are also welcome through these trails for which the Te Araroa trail runs along the shared track called 

Backtrack. The track is a significant recreation destination for Palmerston North.  

Access to Arapuke Forest Park is from both Kahuterawa Road and Scotts Road, with developed car park 

and toilet facilities for users. Users of Arapuke Forest Park travel by both car and cycle along Kahuterawa 

and Scotts Road. Conflicts exist between vehicles, cyclists, and pedestrians occur on the narrow windy 

access roads. These conflicts will increase as Arapuke Forest Park is developed further and there is a greater 

level of use. 

3.5.6 Environmental & Sustainability 

Sustainability 

Having an environmentally, socially and economically sustainable transportation network is very important 

for its longevity. One of Palmerston North’s goals is to be an eco-city and as part of this, the target is to 

reduce carbon emissions by 25 per cent by 2028. There currently is no plan as part of the eco-city strategy 

for transportation. Transportation is part of a wider city-planning piece and cannot be undertaken in 

isolation. 

The 2018 Eco-City strategy specified that one of the measures which Council will take to monitor its progress 

towards its targets is to measure CO2e emissions in the City. 

A sustainable transport future will include fewer personal vehicles and greater public transport use and 

cycling numbers. 
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Environmental Impact 

With the increase in vehicle ownership and use, carbon emissions are increasing due to: 

• Increase in carbon dioxide & monoxide from engine combustion 

• Increase in traffic, causing longer journey times 

• Increase in road works 

To reduce the environmental impact of the transportation network in the City, there have been some 

changes already. This includes the funding for a fully electric bus which services the Massey University routes 

and a programme for cycling infrastructure and routes. These programmes, alongside the Council’s eco-

city strategy, will shift transportation demand and decrease emissions. In the Waka Kotahi National Land 

Transport Programme for 2018-2021, 13 per cent of the Manawatu-Wanganui region’s transport funding was 

forecasted to be allocated to Public Transport investment and walking and cycling.  

3.5.7 Climate Change 

The transport sector currently produces more than half of the city’s greenhouse gas emissions. To address 

this, while still working towards the economic sustainability of the city by enabling easy movement within 

and around the city, Council must encourage and facilitate a combination of travel by more sustainable 

modes, reducing the need to travel and providing opportunities to use alternative fuel sources. The most 

straightforward of these to achieve is the increased use of more sustainable modes of transport than the 

private car, namely walking, cycling, and public transport. 

Impacts from climate change events on existing infrastructure will be monitored, e.g. increasing storm 

events resulting in more frequent flooding of roads and instability of adjoining land, with significant changes 

being signalled through the AMP process. Design of new or replacement infrastructure will consider the 

latest climate change demand projections. Actual demand will be monitored to confirm future capacity 

improvements that may be required to sustain current levels of service. 

Provisions of the Horizons Regional Council One Plan have been amended to cater for possible effects of 

climate change and have implications for new infrastructure developed in proximity to the Manawatū 

River. A requirement for new roads and infrastructure to avoid inundation in a 200-year flood event affects 

any proposed additional new bridge and road corridor developed across the Manawatū River. 

3.5.8 Technology 

With the increase of electric vehicles (EVs) on the market, there is likely to be an increased demand for EV 

charging stations in the City over the next few years. There is currently one public location for fast-charging 

electric vehicles. Council does not currently have a plan for how it will support the charging of electric 

vehicles, if at all. 

Autonomous vehicles are not a new concept, but the level of autonomy is rapidly increasing. 

Transportation infrastructure will need to accommodate these changes in user behaviours and 

transportation needs. Trends that may start to emerge could include a decrease in the need for car parks 

and an increase in autonomous rideshare. The effects on congestion and road safety are yet to be known. 

Figure 14 shows the Society of Automobile Engineers’ classifications for the levels of driving automation. 

There are currently no level 4 or 5 vehicles operating on New Zealand public roads. The Ministry of Transport 

does not anticipate level 4 autonomous vehicles operating on public roads before 2025. 
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Figure 14: Vehicle automation levels 

16 

3.5.9 Demand management 

Transport demand management is the application of strategies and policies to reduce travel demand or to 

redistribute this demand in space or in time. In transport, as in any network, managing demand can be a 

cost-effective alternative to increasing capacity. A demand management approach to transport also has 

the potential to deliver better environmental outcomes, improved public health, stronger communities, and 

more prosperous and liveable cities. 

There are both asset and non-asset strategies which Council can pursue in order to respond to demand 

and growth challenges. Possible asset responses include: 

• Changing the way existing assets are maintained and replaced 

• Creating new assets or making improvements to existing assets 

• Identifying future roading patterns 

• Coordinating overall infrastructure development or upgrades (including services) 

• Coordination between developing new assets and the future renewals programme (for example, 

waiting for a new development to be completed before undertaking a resealing project on an 

adjacent road). 

Network Operating Framework & Plan 

A Network Operating Framework (NOF) was developed in 2019 alongside Waka Kotahi, Manawatu District 

Council and Horizons Regional Council. The NOF process provided a structure for stakeholders to come 

 

 

16 https://www.sae.org/news/press-room/2018/12/sae-international-releases-updated-visual-chart-for-its-

%E2%80%9Clevels-of-driving-automation%E2%80%9D-standard-for-self-driving-vehicles 

https://www.sae.org/news/press-room/2018/12/sae-international-releases-updated-visual-chart-for-its-%E2%80%9Clevels-of-driving-automation%E2%80%9D-standard-for-self-driving-vehicles
https://www.sae.org/news/press-room/2018/12/sae-international-releases-updated-visual-chart-for-its-%E2%80%9Clevels-of-driving-automation%E2%80%9D-standard-for-self-driving-vehicles
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together and agree how the transport network should be planned and operated in the context of place 

and mode. The process for the NOF process is outlined in Figure 1517. 

Figure 15: Transport NOF process 

 

Council have not yet used the NOF and associated Network Operating Plan (NOP) to plan our transport 

investment and operating of the transport network. It has been used to identify and support where there 

are current and will be future gaps in the level of service on the transport network. The plan going forward is 

to be able to use the test investment scenarios in the NOP, to better deliver on the strategic outcomes 

sought. 

Roads and Streets Framework & ONF 

The RASF and ONF both seek to consider movement and place in the management of the transport 

network. The ONF and RASF have been discussed further in Section 5.2.  

The Comprehensive Parking Management Plan 

A Comprehensive Parking Management Plan has been developed to assist in delivering local, regional, 

and national transport and planning goals. The objectives for the plan are to: 

• encourage land-use intensification in the CBD; 

• encourage more sustainable travel behaviour; 

• support the city’s economy; 

• integrate parking supply and management with improvements to public transport; 

• encourage active modes and public transport usage; 

• ensure better use of existing parking resources; and 

• contribute to improved urban design, public amenity, and high-quality open space. 

Programmes incorporated into this AMP that meet the outcomes of this plan include the City Centre 

Streetscape improvements including bus terminal development, various cycle and shared path 

development programmes, and bus shelter and stop improvements. Urban design elements are 

incorporated within all these programmes.  

 

 

17 https://www.nzta.govt.nz/planning-and-investment/learning-and-resources/network-operating-

framework/ 
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3.6 Significant negative effects 

3.6.1 Transport Deaths and Injuries 

In December 2019 the Government launched its national road safety initiative, Road to Zero. Its vision is a 

New Zealand where no one is killed or seriously injured in road crashes. It steps away from an acceptance 

that tragedy is an inevitable risk we all take when we move about on our roads and streets. Everyone 

travelling in Palmerston North should be safe, no matter their mode of transport. 

Deaths and serious injuries continue to increase on Palmerston Norths roads and streets. This has a negative 

social impact on those involved in any crash, friends and family, communities and workplaces. Over the 

past ten years, more than 250 people have died or been seriously injured on Palmerston North roads and 

streets. If current trends were to continue, it could be expected that this number will be greater over the 

next ten years. 

Crashes can also indirectly impact how people use our roads and streets. Over the past ten years, more 

than 90 of the 250 people who have died or been seriously injured on the transport network have been 

pedestrians or cyclists. This combined with other factors can lead to poor levels of the perceived safety of 

some modes. People may be less likely to cycle where they do not feel safe or be less inclined to let their 

children walk to school. 

3.6.2 Transport emissions 

The long-term negative impact of climate change cannot be understated. Earlier sections have highlighted 

some of the demands climate change will place on transport investment in the city. 

Transport has been measured to be the greatest contributor to carbon emissions in the city. In order to 

achieve our Goal under the Eco-City strategy, significant gains will need to be made in this area. 

Carbon emissions from transport have been growing strongly across the country. While historical trends are 

not available for this AMP, it is expected this is the case in Palmerston North. Anticipated growth in the 

freight and distribution sector will likely see these emissions continue to grow in the immediate future. 

3.6.3 Travel disruption and congestion 

Palmerston North roads and streets are used to provide Council water, wastewater and stormwater services 

as well as private utilities such as power and telecom. These services along with transport network need to 

be renewed, maintained and operated. These activities often require restrictions on the movement of 

people and goods through speed restrictions, delays or detours. 

When the number of vehicles on parts of the transport network exceeds its capacity, congestion can occur 

inhibiting the movement of people and goods. Congestion is only being experienced for short periods 

during the morning and afternoon peak and is only occurring in localised parts of the transport network. 

While the cause of most congestion is the number of private vehicles, its effects are also felt by buses and 

heavy vehicles. 

The cycle and footpath networks have significant capacity remaining. These networks are also less 

susceptible to disruption due to construction work on Palmerston North’s roads and streets. 

3.6.4 Impact of vehicles on communities 

Mixed residential and industrial areas in Palmerston North often result in freight vehicles re-routing through 

residential areas. Figure 11 above highlighted streets where there are more heavy vehicle movements than 

would be anticipated based on the road classification. Residential streets which have the greatest gap 

include Te Awe Awe Street, Ruahine Street, Featherston Street and Botanical Road. 

With an open transport network, vehicles can easily choose alternative routes for their journey. This often 

results in ‘rat-running’ of vehicles on what should be quiet residential streets. Vehicles often travel at a 

speed faster than is appropriate when making journeys such as these as they are trying to get to their 

destination as quickly as they can.  

Both types of movements impact on the amenity, safety and accessibility of these communities. It can 

influence the way properties present themselves to the road. Property owners may be more inclined to put 

up a high front fence to minimise some of the effects of the passing traffic. This in turn can create a 

community closed off from each other, which comes with its own negative effects. 
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3.6.5 Traffic noise and vibration 

High volumes of traffic, and especially heavy vehicles, can cause increased noise, vibration and other 

disturbance to adjacent land use. Depending on the land use, and the times the activity is occurring, this 

impact could range from a minor to significant effect. Heavy vehicles travelling through residential areas 

during night-time hours has the potential to cause the largest impact on people and communities health 

and wellbeing. 

3.7 What the Activity Currently Costs (high level) 

As the transport network is interconnected, it is difficult to separate costs associated with various aspects of 

the transport activity. The same infrastructure that supports the movement of vehicles, also supports heavy 

vehicles moving freight, as well as cyclists. 

Expenditure trends across O&M, renewals and new capital between 2009/10 and 2018/19 are summarised 

in the figure below. The increase in new capital in the last 2 years is due to capital investment in the He Ara 

Kotahi Bridge and pathway, an iconic project for the city, and the conversion of streetlights to LED, which 

were financially supported by Waka Kotahi. Also evident in this figure a steady lift in O&M spending from a 

low in 2012/13 

Figure 16: Transport Activity Historical Expenditure 
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4. Strategic Case 

4.1 Investment Logic Map 

An investment logic map (ILM) session was held to discuss the problems and benefits associated with 

investment by PNCC on the transport network. This was attended by representatives from Horizons 

Regional Council, PNCC, Waka Kotahi, Higgins (as Council’s current road maintenance contractor) 

and NZ Police. The ILM was facilitated by Aecom. 

The ILM was headed by the statement: 

Efficiently managing the transport network 

Key issues were discussed with the session being informed by the transport evidence gathered and 

presented in earlier sections of the AMP. These issues were distilled by the group into four main 

themes. 

 

On further discussion by the group, it was agreed that growth was a common cause across the other 

three themes but did not warrant an individual problem statement. The three main themes of Safety, 

Place and Asset Deterioration formed the basis for the problem statements developed for the 

Strategic Case. 

The Investment Logic Map and Benefits Map can be found in the Appendices. The problem 

statements, benefits, KPIs and measures, along with Council’s levels of service, seek to inform how we 

will invest in the transport network in Palmerston North. A summary of these is also provided in the 

following section. 

4.1.1 Problems Statements 

Three problem statements were developed by the group at the ILM and later confirmed via 

correspondence. It was agreed that these reflect the issues faced by Council on its transport network and 

are supported by the evidence base. 

Safety

•Mode conflicts

•High speeds

•Access issues

•Perceptions of safety

Place

•Streets as places

•Active modes disincentivised. Car centric community.

•Wrong vehicles on the wrong roads

•Community demand / wellbeing

Asset Deterioation & Maintenance

•Road damage from heavy vehicles

•Significant maintenance backlog

•Resilience in investments. Long-term view

•No consideration of asset hierarchy in investment

Growth

•Growth in pedestrians and cyclsits

•Growth in heavy vehicles

•Growth related congestion

•Land use not yet integrated into transport network
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Increasing conflicts for all modes is causing Deaths and Serious Injuries (20%) 

This problem statement reflects the increasing number of high severity crashes that are occurring on the 

local road network in Palmerston North. Increasing conflict was used to capture several elements including: 

• Traffic growth including heavy vehicles; 

• High speeds; 

• Modal conflict as increased investment occurs in active and public transport networks; 

• More ‘rat-running’ that occurs due to increasing congestion. 

• More ‘rat-running’ that occurs due to increasing congestion. 

The effect of this is an increasing number of deaths and serious injuries. It is also expected to have a 

secondary impact on suppressing those willing to use active or public transport modes due to perceptions 

of them being unsafe. 

Under-investment has resulted in declining asset condition and the network is increasingly unable to meet 

levels of service (50%) 

The cause associated with this problem statement was complex. While the wording chosen was under-

investment, this has been used to capture several aspects: 

• Insufficient historical funding to adequately maintain levels of service on the transport network; 

• Investment has not always been targeted at the greatest areas of need; 

• Treatment selection has been based on available funding, not asset need which has led to under 

scoped work and premature failure; 

• Funding levels have not kept up with increases in size and number of heavy vehicles of various parts 

of the transport network; 

• Renewal and maintenance work have not always been considerate of poor underlying ground 

conditions in parts of the city. 

This under-investment has resulted in a decline in overall asset condition. This is supported by condition data 

but was emphasised by several stakeholders at the ILM. The effect of this is a transport network that under 

existing levels of investment and strategies, will continue to fail and increasingly be unable to meet levels of 

service. 

A car-centric network and poor travel choices are causing decreasing liveability and accessibility (30%) 

The third problem statement revolved around Palmerston North being a city which has historically, and 

continues to be, developed around roads and private vehicles, not people. Travel choice is inequitable, 

with it being much easier to choose to take a private vehicle rather than active or public transport modes. 

Investment continues to support this inequality. City centre locations which should be people places are 

dominated by vehicles and car parks. Local residential streets which should be the heart of a community 

are wide, high-speed thoroughfares.  

The effect of this was decreased liveability, accessibility and amenity. Liveability and amenity in the sense 

that roads and streets are not being utilised as they could as places. Accessibility referred predominantly to 

active and public transport modes not being as accessible to transport users. 

While not directly associated with the problem statement, it was also recognised that solving this problem 

would also support Council’s strategies in reducing carbon emissions in response to climate change. 

Getting more people to use active and public transport modes will get higher carbon private vehicles off 

the road. 

4.1.2 Benefits, KPIs and Measures 

The ILM Benefits, KPIs and Measures were developed by Aecom and Council post the workshop. They were 

shared and later agreed with the stakeholders via correspondence. 

Waka Kotahi’s investment performance measures were used when developing the ILM KPIs and Measures. 

Consideration was given to Council’s existing customer levels of service and measures as alignment 

between these would be helpful. 

Table 5: ILM Benefits, KPIs and Measures 

Benefit KPI Measure 
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The KPIs and Measures are used to inform the type and level of investment required. The baseline and 

targets for each of these has been set with either a desired target or trend (see Appendices). 

4.2 Strategic Responses 

Strategic responses are the actions needed to address the problems identified and realise the benefits 

sought from investment.  

These problem statements will be addressed through a range of operational and capital investment 

activities. Some non-financial levers can be pulled to better deliver on the problems identified. Further 

details including proposed budgets are provided throughout the AMP document. 

The strategic responses have a key link through to Council’s Transport Plan. This plan has many actions 

outlined that will support Council in achieving its goals and vision. 

4.2.1 Safety 

Reducing deaths and serious injuries on the transport network will be achieved through: 

• Speed management. Lower speeds can mitigate the severity of crashes when they do occur. 

Target high-risk locations such as around schools; 

• Deliver the Safe Network Programme in Palmerston North in conjunction with Waka Kotahi; 

• Continuously target safety improvements be it through maintenance interventions or minor safety 

upgrades to the transport network; 

• Supporting community initiatives relating to education and enforcement with our road safety 

partners and through roads safety coordination arrangements  

4.2.2 Asset Condition and Performance 

Ensuring the transport network condition continues to meet the desired levels of service will be achieved 

through: 

• Timely maintenance and renewal investment that considers the whole of life implications for the 

transport assets; 

• Optimising road maintenance and renewal activities across the network to achieve the right 

balance of investment when assessed against the adopted levels of service, asset risk, and asset 

criticality. This may mean increases to existing funding levels; 

• Reviewing levels of service where under or over-delivery may be occurring; 

• Ensure that heavy vehicles are travelling on roads built to carry them; 

4.2.3 Liveability and Accessibility 

Improving liveability and accessibility through changes to the transport network will be achieved through: 

• Delivering the Roads and Streets Framework. Use this and the ONF to inform the management of the 

transport network; 

Safe People (25%) Safety: Improve (reduce 

deaths and serious injuries. 

(25%) 

Deaths and serious injuries (No. of DSIs) 

Personal risk (F&S crashes / 100M VKT) 

Whole of life value for money 

(40%) 

Comfort and customer 
experience – access: 

improve (20%) 

Network condition – road (% smooth 

LoS) 

Pricing: more efficient (20%) Whole of life cost ($NPV) 

Inclusive access (35%) Access – people increase 

(35%) 

Mode shift from single-occupancy 

private vehicle (%) 

Access – perception (cycling safety 

and ease) 

Access to key destinations (all modes) 

(% of the population) 
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• Recognise the importance of Place on the Transport network. Ensure that investment supports this; 

• Multi-modal network optimisation to identify and make improvements to walking, cycling and public 

transport networks; 

• Disincentivise private vehicle use by prioritising active and public transport modes over vehicles and 

car parking; 

• Make it more difficult for certain vehicles to travel certain routes through the city. Encourage the 

right vehicles onto the right roads; 
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5. How we manage the Transport Activity 

5.1 How the Activity is delivered 

All physical works for the transport network including maintenance, renewal, and new works are 

undertaken through competitively tendered contracts, with management and professional services being 

mostly undertaken using in-house resources. 

5.1.1 Delivery of the Transport Activity 

Delivery of the transport activity in the city is complex. There are several organisations that deliver various 

parts of the transport activity. There are also various teams within Council that contribute to delivering 

transport activity. A high-level summary of the relationship between those involved is provided in Figure 17. 

Figure 17: Transport Activity delivery relationships 

 

Maintenance, operation & renewal contracts 

All physical works for the transport activity including maintenance, renewal and improvement works are 

undertaken through competitively tendered contracts, and management is undertaken via Council’s in-

house resources with external support sourced when required and when it would add the most value. 

Maintenance contracts generally cover the following: 

• Outcomes sought from the contract; 

• Compliance with legislation such as Health and Safety; 
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• Emergency and routine response times; 

• Inspection programme and reporting requirements; 

• Schedule of quantities; 

Specific information of individual maintenance contracts is provided were relevant in Section 9. This 

includes details on the commencement of a new road maintenance contract in July 2021.  

5.1.2 Procurement Strategy 

A joint procurement strategy with Horowhenua, Manawatu and Rangitikei Council’s has been developed. 

The objective of the procurement strategy is to ensure that a considered approach is used for all 

purchases, that Council achieves the best value for money, and that all relevant factors have been 

considered before a purchase decision is made. 

There is an intent to move from a low-risk transfer, transactional contracting environment, to a more highly 

incentivised and mature contracting regime that will better harness skills within the industry. 

Smart buyer practices 

The Road Efficiency Group (REG) is providing guidelines to assist local authorities in developing ‘smart 

buyer’ practices for the delivery of transport contracts. The aim of which is to provide better value for 

money over the whole of life of the asset. Our self-assessment score based on the smart buyer self-

assessment puts us in the Developing category. This means that we still have opportunities to create further 

impact value through our procurement process. 

5.1.3 Collaboration and Shared Services 

A Memorandum of Understanding (MoU) was established in late 2019 between Palmerston North City 

Council, Horowhenua District Council, Manawatu District Council, and Rangitikei District Council, with Waka 

Kotahi recognised as a key stakeholder. The intention is to collaborate and work together to develop an 

agreed model for shared services on the client and/or contract delivery sides of road maintenance 

delivery. While no specific outcomes are sought from the agreement, the Council’s will continue to work 

together where value can be added. 

5.1.4 Local Government Act Section 17A 

Section 17A of the Local Government Act requires the Council to review the cost effectiveness of 

arrangements for meeting the needs of communities within its district or region for good quality local 

infrastructure, local public services, and performance of regulatory functions. This includes considering 

options for governance, funding, and delivery of infrastructure and services. 

A high-level Section 17A review for transport was conducted in 2017. Council decided that a more resource 

intensive review was not warranted and that transport services as a whole should be governed and funded 

by the Council (with Waka Kotahi funding contribution), and that service delivery should be a mix of private 

sector contracts and Council’s own work force. This was due to transport’s strong contribution to Council’s 

strategic goals, its high degree of integration with other Council services, and its high public good. 

5.2 One Network Framework 

The One Network Framework (ONF) is being introduced to replace the One Network Road Classification 

(ONRC) to recognise the value of integrated land and transport planning for creating greater liveability 

and prosperity. The framework introduces a movement and place approach to the ONRC considering the 

dual roles our roads and streets play. 

The framework will help us to establish the intended function of our roads and streets and plan for levels of 

investment and service. It will also allow us to consider future aspirations for our transport network within 

wider spatial and growth planning strategies. 

The ONF aligns with the Roads and Streets Framework (RASF) currently in development for Council’s 

transport network. Both consider the Place function of the transport network. The RASF will also provide the 

anticipated form and function for the transport network, replacing Council’s existing Street Design Manual. 
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5.3 Data and Information Systems for the Activity 

Several asset management software systems are used to assist in the long-term management of the 

network, these being: 

• Roading Assessment and Maintenance Management (RAMM) is used to hold asset data on most of 

the physical assets that support the transport activity. This includes data on age, maintenance 

history, technical specifications, inspection records, survey data and visual inspection records. The 

pavement treatment selection algorithm is used to support the development of short-term renewal 

profiles and indicative short-term maintenance programmes for pavements and surfacing using this 

asset data. Timely entry of faults on the network and as-built information from programmed works 

are entered into RAMM by contractors. Programmes developed in RAMM are optimised by using a 

predictive modelling tool. Council have used dTIMS in the past and will be using JunoViewer in the 

future. 

• ONRC Performance Measure Reporting Tool (PMRT) is a national tool that uses information uploaded 

from RAMM and manually entered auditing information to monitor individual Councils against 

specified customer and technical levels of service. It can also report on Council’s performance 

compared to similar transport networks around the country. The PMRT is under continual 

improvement, with dashboard reporting being developed from high level customer outcomes 

performance to detailed data confidence performance. 

• Waka Kotahi’s Crash Analysis System (CAS) is used to record crash data which in turn is used to 

compare and monitor crash trends over time. This data is used to predict and prioritise safety 

improvements for roading maintenance and project works. Cash data is uploaded into RAMM and 

subsequently into the ONRC PMRT tool. 

• Network modelling software is used to evaluate the effect of wider changes to the road network on 

traffic efficiency. A CUBE traffic model was developed by Council in 2015 and has been adopted 

for use by the Transport Agency in the development of regional business cases. More recent work 

has included the Network Operating Framework and associated Network Operating Plan (NOP) 

developed in association with the Manawatu District Council, Horizons Regional Council and the 

Transport Agency. 

• Intersection modelling software (SIDRA) is used assess the performance of intersections or groups of 

intersections. Council also uses it to identify intersection treatments and optimise operation. 

• SCATS is used to monitor and coordinate traffic signals throughout the city. The monitoring facilities 

allow for centralised fault reporting, traffic counting, and strategic monitoring. The algorithms 

distribute delays between the approaches and give priority to the main road and can coordinate 

flows between intersections. 

5.4 Quality of Data Supporting the Plan 

5.4.1 Asset Management Data Quality 

Technical assessment of asset management data quality is conducted through the REG Data Quality 

Project18 with the results reported on the ONRC Data Quality Dashboard. The objectives of the REG data 

quality project are to: 

• Establish a framework to measure, monitor and report data quality across Road Controlling 

Authorities (RCAs) over time 

 

 

18 https://www.nzta.govt.nz/roads-and-rail/road-efficiency-group/projects/data-quality  

The ONF has not influenced investment decisions directly when developing this Transport AMP. 

However, the future implications of managing the transport network based on both movement and 

place have been considered throughout the document. 

Where you see a green box such as this one, the future influence of the ONF on investment decisions 

have been considered. 

https://www.nzta.govt.nz/roads-and-rail/road-efficiency-group/projects/data-quality
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• Establish a data quality baseline for each RCA, establishing a national perspective of data quality 

across RCAs, different quality dimensions and data types 

• Gain an evidence-based understanding of the root causes of data quality issues 

• Develop work programmes to address the issues and help RCAs improve data quality over time. 

The data quality within RAMM is measured based on its accuracy, completeness and timeliness. The data is 

also measured on its adequacy for reporting against the ONRC performance measures and asset 

management. Figure 18 shows how the Council is performing when compared nationally for the 2019/20 

year. 

A steady improvement in data quality has been achieved since the REG project first reported on data 

quality in 2014/15. In the past year, Council have improved their overall data quality score from 70 to 88. 

This indicates a significant overall improvement however it still shows that there are still areas for 

improvement. 

Figure 18: PMRT reporting 

  

Condition surveys of assets are undertaken based on an inspection regime with data entered into RAMM. 

Further discussion on condition survey methodologies and frequency for the various transport assets groups 

is in Section 9. 

Up to date and accurate condition information allows for maintenance and renewal work to be 

programmed based on condition and performance rather than age profiles. Visual inspections of proposed 

renewal programmes confirm what the data analysis in RAMM has identified. 

An area of improvement for Council is how we use the data we collect. The REG data scores show that our 

asset database is robust. Our ongoing condition surveys provide us with good information to inform 

investment. To date though, Council and our contractors are not utilising this information as well as it could. 
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6. Transport assets 
Placeholder for infographic or photo based on 2020 information: 

• Asset groups: 

o Sub-asset information; 

o Quantities; 

o Valuation; 

o Main maintenance and renewal driver 

6.1 Asset Challenges and Issues 

To enable all transport modes across the city, transport assets need to be managed to provide the desired 

level of service. This is defined through national, regional and local strategic direction formed from user 

needs and considers Palmerston North context. 

There are many asset challenges and issues that need to be overcome to effectively deliver the transport 

activity. Many of these relate to the issues identified in Section 3. Others are independent of the activity or 

relate to how Council currently manage it. 

Council’s response to these challenges and issues is detailed further throughout the Lifecycle Section of this 

Transport AMP. (Section 9) This is not just what we are doing now, but consideration of how we can best 

manage our assets to deliver long term on levels of service to the lowest whole of life cost. 

Table 6: Transport asset challenges and issues 

Asset Challenge / Issue Description 

Pavement deterioration on 
the Arterial and Collector 

Network 

Earlier sections demonstrated the number of heavy commercial vehicles 
travelling across the network. This has been seen to especially be the case 

across the Arterial and Collector network. This combined with other issues 

including poor underlying ground conditions and thin existing pavements is 

leading to increased pavement deterioration. 

Investment in pavement maintenance, surfacing and renewal has not 
matched this level of deterioration in recent years. Poorly scoped renewals 

and maintenance are also failing early, adding to the maintenance 

burden. This has led to a backlog of pavement maintenance, particularly 

for asphatic concrete resurfacing. 

Poor underling ground 

conditions in parts of the City 

Thin existing pavements 

structures 

Backlog of pavement 

surfacing, renewal and 

maintenance. 

Limited information on the 

maintenance and renewal 

needs of Council’s structures 

In the past Council have not had an inspection or maintenance regime for 

structural assets. There are also known gaps in the asset information where 
assets are missing, or data is incomplete. The result of this is that the need 

for maintenance and component renewal of structural assets is not well 

understood. 

Vehicle Crossings are 

managed by Council but 

offer limited benefit to the 

wider transport network 

Vehicle Crossing provide access from the road carriageway to private 

property. Private property owners and those using the property gain 

benefit from the vehicle crossing. There is limited benefit to wider transport 

users from these assets. 

Council are looking strategically on whether they should continue to 

maintain and renew vehicle crossings or whether this responsibility should 

be transferred to private property owners. 

Transport assets do not 

provide priority to pedestrians 

and cyclists 

Palmerston North roads and streets have been designed and managed 

with the private motor vehicle in mind. Assets for pedestrians and cyclists 

are present but are often in conflict with vehicles. 

The Urban Bus Terminal is not 

attractive to public transport 

users. 

All buses on the urban or regional network arrive and depart from the 

urban bus terminal on Main Street. It is currently difficult for pedestrians to 
move about the bus terminal. There are multiple points of conflict with 

buses and other vehicles. It currently provides limited public amenity. 



 

41 

 

Street trees are impacting 

other Transport and 

underground assets 

Trees and especially their roots impact several other assets including 

footpaths, cycleways, kerb & channel, pavements, water, stormwater and 

wastewater. This is causing increased maintenance and asset failure. 

Existing street tree budgets can accommodate some level of maintenance 
and renewal. But not an increased level to minimise the impact on other 

assets. 
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7. Risk Management 

7.1 Critical Assets 

Critical assets are defined as those assets with the highest consequence of failure. Critical assets typically 

require more proactive management to minimise or eliminate failure risk. 

Consequences impact on organisational objectives and may include significant disruption in service, 

financial, environmental, or social impacts. In determining the consequence of asset failure, importance to 

both the city and the activity is considered. 

7.1.1 Critical Transport Infrastructure 

Generally, importance can be correlated with the function of a road within the network, such as its ONRC 

categorisation or relative to its importance to freight, public transport, etc. Most of Palmerston North’s 

transport network consists of a grid of roads that provides a high level of redundancy in the event some 

roads become unusable. In Palmerston North bridges are the most critical of all transport asset groups as 

these generally provide a specific link across a natural or man-made obstacle.  

Road corridors and structures which carry important infrastructure owned by other utilities may be critical. 

This includes water, power or telecommunication networks. Local road bridges over the North Island Main 

Trunk (NIMT) railway line are also critical due to the importance this has for the rail corridor and wider 

transport system. 

Table 7: Critical Transport assets 

Other transport infrastructure is important to delivering the outcomes sought for the City. They are however 

not deemed to be critical assets. Other transport asset groups tend to be less important because the 

system can largely function, albeit to a lower level of service, without them. 

From a local access point of view, rural “no-exit” roads of five to ten kilometres in length are important to 

residents and farmers who live along them. Some of these roads are also in hill country and are susceptible 

to slips and closures. However, they are not “critical” to the city. 

Roads that provide access to important sites such as hospitals, or those needed by emergency services in a 

major hazard are important. These organisations and locations are defined as critical customers and 

critical sites and warrant a higher priority for service continuity than normal. Given the level of redundancy 

within the Palmerston North transport network, the only critical assets associated with these customers and 

sites is the water supply reservoir and treatment plant. 

Critical Asset Rationale Dependent 

Customers & 

Services 

Assessed Overall 

Criticality 

Fitzherbert Bridge Only river crossing connecting north 

and south of the city. Major services 

and utilities attached, including the 

city’s water supply. 

Community, Utilities, 

Businesses 
High 

Saddle Road Bridge Major east-west connector with the 

Manawatū Gorge now closed. 

Businesses, 

Community 

High 

Turitea Road Bridges 

(3x) 

Access to the city’s water supply 

dam. 

Businesses, Utilities, 

Community 
High 

Gillespies Line 

Railway Over Bridge 

Failure could block the NI Main 

Trunk railway line 

Businesses, Utilities, 

Community 

Medium 

Milson Line Railway 

Over Bridge 

Failure could block the NI Main 

Trunk railway line 

Businesses, Utilities, 

Community 
Medium 

Rangitikei Line 
Railway Over Bridge 

(SH3 – Waka Kotahi 

asset) 

Failure could block the NI Main 

Trunk railway line 

Businesses, Utilities, 

Community 

Medium 

Railway Road 

Railway Over Bridge 

Failure could block the NI Main 

Trunk railway line 
Businesses, Utilities Medium 
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The transport activity is dependent on others, such as petroleum suppliers for vehicles, energy companies 

for operating street lights and communication providers for traffic signals. These organisations are defined 

as critical suppliers. 

7.1.2 Criticality in Decision-Making 

Asset criticality is used in establishing priorities for asset management decisions– such as renewal 

programmes or asset inspection / monitoring frequencies. 

The structures in Table 7 need to be managed in a very proactive manner, to ensure that the likelihood of a 

failure in either normal circumstances or in the event of a major hazard (such as flood or earthquake), 

damage will be minimal and the route will either remain open or be reinstated quickly even if to a reduced 

level of service. 

Management activities for critical bridges and structures typically include: 

• Frequent inspections 

• Structural adequacy assessments 

• Hazard vulnerability assessments – such as scour and seismic 

• Acquire high level of knowledge and understanding of how other infrastructure on the structure 

could affect the asset should this infrastructure fail (e.g. burst water main) 

• Strengthening or physical works to eliminate or reduce hazard risk 

• Proactive maintenance and intervention strategies – e.g. treat vulnerable asset components early in 

their lifecycle as condition deteriorates rather than allow them to “run to failure” 

7.2 Risk 

The SAMP describes the approach to managing risk across the Council’s different asset portfolios. It covers: 

• Broad categories of risk – operational, project and corporate; 

• How risk management supports wider AM objectives and decision-making; 

• Risk management objectives; 

• Our risk management maturity. 

The SAMP notes the current review of risk management that is underway within Council. Our maturity level is 

very low in this area compared to the target level. This is predominantly due to that fact that Council 

manages operational risks as they arise, dealing with issues and developing localised short-term responses. 

There is no mechanism to escalate and consolidate risk. While most proposed improvement items will be 

actioned across asset groups or at corporate level, there are actions that need to be addressed in this 

AMP. 

 

7.2.1 Key Risks to the Transport Activity 

The risk register for the transport activity has been updated throughout the development of this AMP. A 

workshop was held with key staff responsible for delivering the transport activity to identify risks, causes and 

consequences. The top risks associated with delivering the outcomes sought from the transport activity are 

in Table 8 with the complete risk register in the Appendices. 

There are various risk types that have been identified for the transport activity: 

Operational risk are those events that may impact service delivery but do not involve a physical 

breakdown of the asset. This includes failure to meet statutory obligations. 

Risks identified to date, have been mostly focused on health & safety, movement of vehicles and 

asset condition. The One Network Framework will change the way value we put on various aspects 

of the transport network. The ONF will provide a new focus on the role that roads and streets play as 

a Place. With this new lens, risks associated with how place and amenity are diminished by the 

transport activity will likely be more prominent. This will in turn drive investment in this area. 
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Asset failure risk can arise from condition deterioration, which may not be visible in the case of structures, 

leading to structural failure or loss of performance of the asset, which then impacts adversely on the service 

provided to transport system users and the community. 

Project and planning risk can arise when infrastructure is not provided in a timely way or does not meet the 

needs of the community. It may arise from inadequate planning processes, project execution, or resourcing 

issues. Project risks associated with individual projects (both operational and capital) are normally of a short-

term nature and are managed through specific project plans. 

Events and Incidents are minor or localised events that could impact on the assets and the service 

provided. 
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Table 8: Transport risk register (summary version) 

Risk type Risk event Causes Consequences Risk rating 

Threat Premature 

pavement 

failure, collapse 

or deterioration 

impacting LoS 

Poor investment decisions; 

Poor materials or work quality; 

Underlying ground conditions; 

Deferral of maintenance and renewal investment; 

Underfunding; 

More heavy vehicles and larger axel loads; 

Poor trench reinstatement by utilities or their contractors; 

Palmerston Norths role is growing as a freight and distribution 

hub; 

Wrong vehicles on wrong roads 

Pavement deterioration; 

A greater amount of travel throughout the 

city on rough roads; 

Decreased resident satisfaction with road 

condition; 

Increased number of customer requests 

relating to road faults; 

Increased whole of life costs; 

Very High 

Threat Road safety - 

infrastructure 

Sub-standard geometry due to site constraints. road crashes at 

out of context curves or over pronounced cambers; 

Poor historical intersection design; 

Poor skid resistance. road crashes on wet roads; 

Increased frequency and severity of road 

crashes; 
Very High 

Threat Road safety - 

speed 

High posted speed limits on roads; 

Speed environment of roads not appropriate for its function; 

Drivers travel faster than posted speed limit; 

High number of conflicts between transport modes; 

Vulnerable users not separated from vehicles; 

Increased frequency and severity of road 

crashes; 
Very High 

Threat Dangerous trees 

or tree limbs fall 

on the transport 

network 

Storm and weather events; 

Falling trees & branches risks; 

Poor tree health; 

Poor historical tree species selection; 

Inadequate tree maintenance (insufficient budgets); 

Falling tree / branch causes injury / death; 

Delays to transport network while cleared; 

Damage to other assets; 

Damage to private property. 

Very High 

Threat Dissatisfaction 

with traffic 

delays during 

peak periods 

Predominant mode of transport is private motor vehicle; 

Decreased use of active and public transport; 

Constrained capacity on some parts of the transport network; 

Low public tolerance level to congestion. 

Congestion on key routes and intersections; 

Increased rat-running; 

More transport crashes; 

Delays to public transport; 

Very High 
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Risk type Risk event Causes Consequences Risk rating 

Threat Increase in on-

road conflicts 

between 

transport modes 

Most routes are available to all transport modes; 

Vulnerable road users are regularly in conflict with vehicles - 

including heavy vehicles are buses; 

Historical road design prioritised cars; 

Expensive to change existing road layout; 

High vehicle speeds; 

Increased frequency and severity of road 

crashes; 

Fewer people choose to walk or cycle as it is 

perceived to be unsafe; 

Very High 

Threat Transport 

budgets are 

exceeded by 

the investment 

need 

Contract rates increase; 

Inaccurate forecasts; 

Lower than expected financial assistance or contributions; 

Lack of available contractors; 

Increase in design & construction cost; 

Life-cycle costs not considered for higher design standards 

proposed in Capex works; 

Money spend on "non essentials"; 

Increased H&S and TMP costs; 

Higher than expected project costs; 

Increased whole of life cost; 

Reduced delivery or quality of delivery; 

Increased failure of network at increasing 

faster pace; 

Very High 

Threat Declining 

numbers of 

people regularly 

walking, cycling 

or catching the 

bus to work and 

education 

Unsafe network; 

Behaviour changes; 

Investment ratio continues with out-dated/immature;  

Current approach to mobility; 

Active and public transport is not viewed as a viable transport 

alternative; 

Rates of active and public transport in the city 

remain low; 

Poor climate change and health outcomes 

from transport; 

Peak congestion for vehicle networks 

continues to increase in parts of the city; 

Active and public transport has unused 

capacity. 

Very High 

Threat Bridge and 

structural load 

limits restrict the 

ability to deliver 

LoS of parts of 

the network  

Old bridges constructed pre 1970; 

No significant activities undertaken; 

Age related deterioration; 

Bridge width too narrow for number and width of lanes 

required to meet transport needs; 

Heavy vehicles choose sub-optimal routes; 

Traffic delays on key arterial road bridges; 

Contributes to deterioration of other transport 

assets; 

High 

Threat Problematic 

street trees 

damage 

transport assets 

and other assets 

Poor historical tree species selection; 

Location of asset or service to close to street tree; 

Premature asset failure; 

Service failure from other assets; 

Additional maintenance and operational 

costs on other assets; 

High 
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Risk type Risk event Causes Consequences Risk rating 

Threat Failure to 

manage work 

within the 

transport 

corridor 

Insufficient internal capacity to check all active work in 

transport corridor meets required standard; 

Work undertaken outside of corridor access requests; 

Limited controls on work within transport corridor; 

Lack of coordination with other utilities and services. 

Premature failure requires investment by 

Council to remedy; 

Increases whole of life cost; 

Failure or service trenches impact ride quality 

and levels of service; 

High 
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Interdependencies 

Transport network assets are not stand alone. They are dependent on a variety of other utilities / 

infrastructure providers to operate effectively. Other utilities also rely on the continued availability of 

transport assets. To effectively manage risk, these interdependencies have been evaluated to identify 

where the highest levels of dependency exist, and the implications of asset failure. 

The following tables identify the key utility services that this activity depends on, the nature of dependence, 

and the mitigation measures in place. 

Table 9: Transport interdependencies 

Transport Assets Utility Service the 

Asset is Dependent 

on  

Implications of 

Failure of the Asset 

Depended on 

Management Measures 

Street Lighting Power Insufficient lighting in 

key areas of the 

roading network. 

Contact provider to determine status 

of fault and timescale of repair. Utilise 

Traffic Management if failure is in key 
areas, such as intersection, to 

increase safety. 

Traffic Signals Power Increased risk for 

users at intersections. 

Contact provider to determine status 
of fault and timescale of repair. Utilise 

Traffic Management if failure is in key 

areas, such as intersection, to 

increase safety 

7.3 Resilience 

Infrastructure resilience supports resilient economies and communities. Resilient infrastructure is that which 

can deal with significant disruption and changing circumstances while continuing to deliver the service to 

customers. For Transport, that means that people and goods can continue to move around Palmerston 

North. 

 

7.3.1 Transport Infrastructure Vulnerability 

The following section provides a brief overview of the significant hazards within Palmerston North, along with 

their potential impact on the movement of people of goods on the transport network. These can be short 

term impact events such as a seismic event or longer-term event such as climate change. 

Natural Hazards 

River flooding can occur as a result of sustained or high intensity rainfall. It is the most widespread hazard 

throughout the Region. Flooding that occurs on Palmerston North’s roads and streets will mean that these 

are not able to be used for the movement of people and goods. Scour on river and stream banks caused 

by flooding can increase the risk of failure to bridge assets through the undermining of bridge abutments 

and piers as well as any pipelines or cables that lie underneath the riverbed. 

Several moderate earthquake’s have occurred in the wider region over the last 150 years. A significant 

seismic event, while low probability, would likely have a large impact movement of people and goods in 

Palmerston North and around the region. Secure transport connections would be vital to ensure goods can 

continue to move around the city and country in support of people and the economy. 

The most likely volcanic event to impact Palmerston North would be from ash fall from one of the central 

North Island volcanoes. Water supplies, traffic, sewerage systems, electricity aerial transmission and 

distribution networks and substations may all be affected by ash fall. The volume of ash and wind conditions 

influences how severely the network would be affected, however, less than 5mm would likely incapacitate 

or affect a considerable number of transport assets. 

Other events such as landslides and severe winds could all impact the transport activity in Palmerston 

North. There has already been a significant impact from landslides on the transport network with the closure 

Resilience has already been considered throughout the One Network Road Classification. The 

change to the One Network Framework is not likely to significantly change the way we view the 

resilience of our assets, especially our critical assets. These are parts of the activity and assets which 

are important now and will remain so under the ONF. 
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of the Manawatu Gorge on 25 April 2017. The potential consequences of these natural hazards are like 

others identified. 

Biological hazards 

A pandemic can have a significant impact on the way people live and how they move on the transport 

network. As was seen during the 2020 Covid-19 pandemic, widespread isolation significantly decreased the 

number of people travelling internationally, nationally, regionally and locally. Many export industries were 

negatively impacted, reducing movement of freight through Palmerston North. Fewer people choose to 

take public transport because of the risk of increased exposure. 

One of the most significant outcomes of Covid-19 on the transport network is the ability for Council and 

Waka Kotahi to fund investment in the transport activity. With constrained revenue, investment will need to 

be prioritised. This increases the importance of good asset management practice to ensure investment is 

the best value for money and timely. 

Climate Change 

Changes in climatic conditions as a result of climate change could impact the PNCC transport system in 

several ways, including: 

• More intense storm events – greater risk natural hazard events; 

• Greater rainfall intensity – more frequent flooding of roads, overloading of road drainage and natural 

watercourses and more flooding; 

• Extreme heat – increased risk of wild-fires and asset degradation 

Impacts on existing infrastructure will be monitored, with significant changes being signalled through the 

AMP process. Design of new or replacement infrastructure will consider the latest climate change demand 

projections. Actual demand will be monitored to confirm future capacity improvements that may be 

required to sustain current levels of service. 

7.3.2 Transport Infrastructure Resilience 

Given its urban ‘grid’, Palmerston North enjoys a high level of diversity in the event some roads become 

unusable and so, in this sense, it has a high level of resilience. 

Six bridges are identified as critical assets in Table 7. The Fitzherbert Bridge is a critical regional asset and one 

of the most important infrastructure assets for Palmerston North. It is the only nearby bridge across the 

Manawatu River, is a key transportation route and it carries several critical lifelines including a Chorus trunk 

fibre cable, Powerco sub-transmission cable, water mains, trunk wastewater rising main, and a gas pipeline. 

It has been assessed as being able to withstand at least an 800-year return period earthquake. 

7.3.3 Civil Defence and Emergency Management  

The Civil Defence and Emergency Management Act 2002 defines an emergency as a situation that:  

• Is the result of any happening, whether natural or otherwise, including, without limitation, any 

explosion, earthquake, eruption, tsunami, land movement, flood, storm, tornado, cyclone, serious 

fire, leakage or spillage of any dangerous gas or substance, technological failure, infestation, 

plague, epidemic, failure of or disruption to an emergency service or a lifeline utility, or actual or 

imminent attack or warlike act;  

• Causes or may cause loss of life or injury or illness or distress or in any way endangers the safety of 

the public or property in New Zealand or any part of New Zealand; or  

• Cannot be dealt with by emergency services, or otherwise requires a significant and coordinated 

response under this Act. 

If activated, the transport network would likely play a significant role in the response and recovery. Keeping 

the transport network open for the movement of people away from dangerous areas and aid towards 

those that need it will be vital. 

7.3.4 Risk & Resilience Gap 

Determining the gaps between existing levels of risk and resilience is not straight-forward. Risk is generally on 

a continuum though, with an increased level of control and investment resulting in a lower risk of failure for 

instance. It may not be appropriate in all cases to invest to further reduce risk or improve resilience. It may 

be better to accept the risk and deal with the outcome should that eventuate. 
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Responses to these gaps could be via normal asset maintenance and operations, improved asset 

information, asset improvement or others. Key gaps that have been identified are: 
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8. Levels of Service 
A key objective of this AMP is to align the level of service provided by the asset with the expectations of 

users of the activity. There are many key inputs in determining the Levels of Service (LoS) for the transport 

activity. 

  

 

8.1 Customer Expectations and Feedback 

The Council uses a range of approaches in understanding the needs and expectations of the different 

customer groups that use transport services within the city. These include: 

• Annual Residents Survey; 

• The customer request system (KBase); 

• Internal workshops – both Councillors and staff; 

• Liaison with user groups and stakeholders. 

8.1.1 Annual Residents Survey 

The Residents’ Survey is an independent survey that Council carries out every year. The survey methodology 

changed in 2019, with the survey conducted by Key Research replacing the comparative Communitrak™ 

survey which had been in use since 2000. Therefore, direct comparisons of satisfaction between the surveys 

cannot be made.  

The overall satisfaction of residents with the transport activity in Palmerston North is shown in Figure 19. 

Overall satisfaction is low compared to other activities managed by Council and decreased between the 

2018/19 and 2019/20 surveys. In the most recent survey, 46 per cent of respondents were either satisfied or 

very satisfied.  

The greatest levels of dissatisfaction were with ease of moving around the city at peak times, and the 

availability of parking in the city. Despite the significant decrease between the two surveys, there was a 

slight increase in satisfaction with cycling in the city and footpaths throughout the city. These satisfaction 

levels highlight the challenges of providing a better level of service for pedestrians and cyclists. While these 

efforts will hopefully continue to see an increase in satisfaction for these active users, it will come at the cost 

in areas for vehicles movements and car parks. 

Levels of 
Service

Community 
feedback

Strategic Direction

Problem 
Statements

Staturtoy 
Requirements

One Network 
Road Classification

Identify 
service 
gaps

Realise 
benefits

Investment 
decisions
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success
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Figure 19: Public satisfaction with transport assets 

 

Verbatim comments were also received from respondents to the resident’s survey. The most prevalent 

comment was about potholes, with more than one-third of those who responded mentioning them 

negatively. 

8.1.2 KBase 

Knowledge Base (K-Base) is PNCC’s customer request for service (RFS) database. Transport activities 

generate, on average, just over 5,000 RFS per annum, which equates to an average of over 400 RFS each 

month. Most of these RFS relate to a complaint, a request for work to be completed or highlighting a 

deficiency in the transport network. Though details are not recorded on whether the customer is satisfied or 

dissatisfied. 

KBase categories and typical trends in RFS numbers are summarised in the following table. These include all 

RFS recorded for that category, positive and negative. 

Figure 20: Transport assets requests for service 
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Of note are increasing trends in the numbers of RFS relating to carriageway defects, potholes, and footpath 

damage in the last year. 

Street lighting complaints have been trending down, which could reflect the LED replacement programme. 

These lights are more reliable and provide better light than many older lanterns. 

Speeding issues has also trended up significantly in recent years, this is a growing concern for the 

community and aligns with the growing awareness of the impacts of speed on the outcomes of crashes. 

8.1.3 Community Concerns 

General comments on the transport network are also captured via various sources including the annual 

residents' survey, customer requests, social media, public consultation and others. Frequent wants and 

areas of concern highlighted through these include: 

• An arterial network that gets them where they want to go efficiently; 

• Deterioration of the road network – especially potholes; 

• Pedestrians and cyclists do not feel safe; 

• Alternative river crossing; 

• Prioritise heavy vehicles away from local communities and schools; 

• Public transport isn’t accessible, efficient or easy to use; 

• Footpaths that provide for users of all mobility; 

• Enough parking where people want to go – especially for those with lower mobility; 

• Adequate levels of on street light. 

8.2 Customer Measures 

8.2.1 Customer Outcomes 

Customer target outcomes have been developed based on the needs identified within each transport 

network user group. These are linked to the problem statement benefits identified in the ILM. 

Table 10: Customer outcomes 

  

User Group User group wants Target Outcomes Link to Benefits 

Pedestrians 

and Mobility 

Assisted Users 

Safe pedestrian 

footpaths and 
crossings (particularly 

for users with limited 

mobility). 

To provide footpaths that are smooth and 

free of hazards and dropped kerb crossings 
that are safe and easy to negotiate for a 

wide range of users. 

Safe people 

Inclusive 

Access 

Cyclists Prioritised cycle routes 

that are safe and 

connect to where 

cyclists want to go. 

To provide facilities which encourage more 

travel using active and/or public transport 

modes that are consistent with the 

Manawatū Active Transport Strategy. 

Safe people 

Inclusive 

Access 

Motorists A free-flowing roading 

network that is 
maintained to an 

To provide a road network as identified in the 

Transportation Management Plan that has 
easy and comfortable movement for vehicles 

Safe people 
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8.2.2 LOS & performance measures 

Based on the target outcomes sought by the community, Council and Government’s strategic direction, 

identified problems on the transport network, statutory requirements and ONRC performance measures 

Council’s LoS and performance measures for transport have been developed (Table 11). Performance 

against these measures will be used to inform investment, particularly where measures are not currently be 

met. 

Levels of service and performance measures are grouped into two categories: 

• Customer Measure: These cover aspects of the transport service that are of most interest to the 

community. Measures include those derived from the elected member workshops, and community 

satisfaction indicators. Some customer performance measures will be included in community 

consultation and publicly reported against in the Annual Report; 

• Technical Measure: These support customer measures. They are generally of more interest to those 

managing the transport network as indicators of success. They include the DIA mandated non-

financial performance measures. They are used as a management tool and measured and 

reported internally. 

Table XX provides only a summary Council’s performance against the customer and technical 

performance measures. A full description of the performance and associated evidence is in Appendix XX. 

ONRC Customer & Technical Performance Measures 

The ONRC Performance Measures provide for a nationally consistent set of measures to enable comparison 

of the performance of transport networks across regions, peer groups and nationally. As highlighted above, 

the ONRC performance measures have been used to inform Council’s LoS and associated measures. For 

many of them, there is a direct link. 

appropriate standard 

and comfortable to 

travel on. 

throughout the city with a high level of safety 

and a low level of delays. 

To ensure that enough parking is conveniently 

available throughout the city to meet various 
needs including those of retailers, shoppers, 

commuters and visitors. 

Whole of life 

VfM 

Inclusive 

Access 

Passenger 

Transport 

Infrastructure that 
supports the bus 

services within the city 

that is safe and 

comfortable. 

To provide termini and suburban bus stops 
that are convenient and comfortable for 

passengers of public transport services 

provided by the Regional Council. 

Inclusive 

Access 

Heavy Vehicle 

Drivers 

Routes that are 

prioritised for heavy 
vehicles enabling 

them to get to where 

they want to go faster 

and with fewer stops. 

To provide suitable roads for heavy transport 

on main routes including routes for over-
dimension vehicles with neighbouring road 

authorities. 

Whole of life 

VfM 

Utility Providers The road network is 

available to them to 
convey their utility and 

timely responses on 

corridor access 

requests. 

To provide organised and separate space, in 

the berm if possible, for the installation and 

maintenance of underground services. 

Whole of life 

VfM 

Residents and 

Businesses 

The road use outside 

their house or business 
is appropriate based 

on its place hierarchy. 

To provide a road network that discourages 

inappropriate traffic activity in residential and 

retail areas. 

To provide planned maintenance work that 

minimises the impact of road works on 

residents and business. 

To provide a streetscape that is attractive, 

safe, clean and well-lit at night. 

Safe people 

Inclusive 

Access 
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There are three types of performance measures in the ONRC tool: 

• Customer Outcome measures – to assess performance for customers; 

• Technical Output measures – to assess the technical performance of the asset; 

• Cost Efficiency – to assess the cost efficiency of managing the asset. 

An analysis of Council’s performance concerning each of the ONRC Performance Measures within these 

groups, including commentary on peer group benchmarking, is outlined in the Appendices. 
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Table 11: Transport Levels of Service 

Service Attribute & LOS 

Statement 

Measure Performance Target How are we 

doing? 

Quality 

The Council maintains the roads 

in good order while optimising 

whole of life cost. 

Customer: 

The percentage of residents rating roads throughout the city (excl. State 

highways) as satisfied or very satisfied. 

TBC (new survey) 

 

Technical: 

Council maintains the overall transport network five-year average costs 

($/km) at or below our peer group average. 

At or below peer 

group 
 

Technical: 

Smooth Travel. Percentage of travel on transport network classified as 

smooth as per the defined level of service (DIA Measure). 

80% 

 

Technical: 

The Council maintains the Pavement Integrity Index for the transport 

network within the specified range. 

<5 

 

Technical: 

The percentage of sealed roads that are resurfaced each year (DIA 

Measure). 

> 3.5% 

 

Accessibility 

A transport network that 

provides an easy route for all 
modes across the city and 

makes it easier to leave the car 

at home. 

Customer: 

The percentage of residents rating cycling in the city as satisfied or very 

satisfied. 

TBC (new survey) 

 

Customer: 

The percentage of residents rating footpaths throughout the city as 

satisfied or very satisfied. 

TBC (new survey) 

 

Technical: 

The percentage of footpaths receiving a grade 4 or 5 condition rating on a 

1(best) to 5 (worst) scale (DIA Measure). 

<3% 

 

Technical: 

The percentage of trips for work and education made by pedestrians, 

cyclists and on public transport. 

Increase (new 

Census measure) 
 

Safe Customer: 

A reduction from the previous year in the number of fatalities and serious 

injury crashes on the city transport network (DIA Measure). 

Reducing 
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A safe journey on the transport 

network no matter my mode of 

travel. 

Customer: 

A reduction from the previous year in the number of fatal and serious injury 

crashes involving pedestrians and cyclists in Palmerston North. 

Reducing 

 

Customer: 

The percentage of residents rating street lighting throughout the city as 

satisfied or very satisfied. 

TBC (new survey) 

 

Time 

A transport network where that 

enables the reliable movement 

of people and goods 

throughout the city. 

Customer: 

The percentage of residents rating ease of moving around the city at peak 

times as satisfied or very satisfied. 

TBC (new survey) 

 

Technical: 

The number of people that move along key arterial transport corridors 

during peak hours (Ped, cycle, PT, private vehicle); 

TBC (new measure) 

 

Quality 

A transport network that 

supports other city functions. 

Technical: 

Reduction in heavy vehicles through the CBD and along local streets Reducing 

 

Technical: 

Increase in the number of heavy vehicles on selected freight routes Increasing 

 

Technical: 

Reduction in recorded vehicle speeds through the CBD and along local 

streets 

Reducing 

 

Customer: 

The percentage of residents rating the availability of parking in the city as 

satisfied or very satisfied. 

TBC (new survey) 

 

Customer: 

The percentage of requests for service receiving an initial response within 

three working days (DIA Measure). 

> 95% 

 

Sustainability 

A transport network that 

supports the reduction in CO2 

emissions from the transport 

activity. 

Technical: 

Tonnes of CO2 equivalent emitted from vehicles on roads in Palmerston 

North. 

Reducing 

 

Technical: 

The percentage of trips for work and education made by pedestrians, 

cyclists and on public transport. 

Increase (new 

Census measure) 
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8.3 LOS Gaps 

LoS gaps are based on where existing LoS is not being met. Responses and interventions are identified in 

Table 12 and developed further throughout the relevant sections of the AMP.  

Table 12: LOS Gaps 

Value / Area LoS Performance Gap Strategy to Address 

Quality Dissatisfaction with general transport 

activity by residents. 

Various Capital  

 programmes. 

Condition trends to be improved via 

maintenance and renewal activities. 

Road maintenance and resurfacing 

– not meeting DIA target and 

increasing trend of complaints. 

Increase resurfacing budget to meet 

mandatory DIA measure. 

Undertake optimal whole of life renewal and 

maintenance work 

Heavy vehicles travelling on local 

streets. 

Deliver Roads and Streets Framework 

Regional Freight Ring Road 

Dissatisfaction with the availability of 

car parks within the city. 

Provide parking management that allows for 

better utilisation of existing car parks. 

Encourage the use of active and public 
transport to minimise the overall car park 

demand. 

Accessibility Cycling and footpath networks are 

not to the standard anticipated. 

Provide improved infrastructure, service and 

priority for active and public transport modes. 

There is a decreasing number of trips 

being made on the transport 

network by pedestrians, cyclists and 

on public transport 

Safety An increasing number of deaths 

and serious injuries. Especially at 
intersections or involving vulnerable 

road users. 

Speed Management. 

Increased emphasis on safety programmes 

and initiatives (LCLR, SNP). 

Maintenance and renewal work consider road 

safety implications. 

Time The movement of people around 

the city at peak times. 

Improvements for active and public transport 

modes to utilise capacity within these networks. 

Sustainability Transport carbon emissions are 

continuing to increase in the city. 

Provide improved infrastructure, service and 

priority for active and public transport modes. 
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9. Life cycle management 

9.1 Lifecycle Overview 

This section outlines how we plan for, manage and operate the assets at the agreed level of service while 

optimising lifecycle costs. Several investments need to be made to fund renewals, capital projects, 

operation and maintenance for transport. This section will conclude with gaps in our current management 

and programmes of work to provide options to address these gaps. It is required to deliver an appropriate 

balance between initial asset cost, expect level of service and accepted risk. 

Maintenance costs from deferred renewals can be significant if an asset deteriorates into poor condition 

which then represents an increased risk of failure within the transport network. Conversely, timely 

maintenance can preserve the transport asset condition and delay the need for asset renewal. Renewal 

investment is used to maintenance levels of service while managing the cost of maintenance and risk. 

9.1.1 How these lifecycle sections are written 

The Lifecycle Management section has been broken down into individual transport asset groups. Each 

asset group follows the same template and logic. The intention is that someone interested why, how, when 

and where we invest in a particular asset group, could take out an individual sub-section and have this 

information. The sub-sections are built up based on the following: 

What are the strategic drivers and levels of service expecting from this asset? -> 

What are our customer and strategic issues for this asset? -> 

What is our asset condition, age and performance information telling us? -> 

What investment alternatives are available? -> 

What operating, maintenance, renewal and asset improvement investment do we need to respond to 

these things to deliver on the outcomes sought? 

The transport assets have been split based a combination on their function within the transport activity, and 

how they are managed. For instance, while footpaths and vehicle crossings are managed similarly, they 

serve a very different purpose for the transport activity and are therefore separated. 

As well as individual sub-sections for the various transport asset types, there is also one for capital 

investment. This is capturing asset improvement investment that spans multiple transport asset types 

Overview 

Transport assets are a diverse group. Individually they provide outcomes while together they deliver on the 

outcomes sought for the transport activity and levels of service expected by users. Road drainage and 

street lights can both deliver road safety benefits, but in very different ways. 

The Overview sub-section provides a link between levels of service, strategic direction, activity challenges 

and risks through to specific assets. It seeks to translate this direction into short term goals, long term goals 

and life cycle impacts sought from investment. Indicators are provided to give direction for investment, 

rather than be specifically measured. 

Customer and Strategic Issues 

Key issues for each asset type are highlighted. These are broken down into customer issues, things users 

want, and strategic issues, wider investment drivers. Our current response is provided, though this doesn’t 

necessarily reflect our we want to continue to manage the issues in the future. 

Asset Information 

Asset valuation, age, condition and performance information is varied for the transport assets. This 

information can be an indicator of where we are seeing existing pressures on transport assets and where 

future pressures might occur. It can provide a good evidence base for why we invest in assets at the level 

that we do. The quality of information for each asset type varies. Further information on data quality can be 

found in Section 5. 

Lifecycle management alternatives 

It’s important to consider how we should be best investing in our transport assets. Lifecycle management 

alternatives have been considered for each asset type, with some high-level risks and opportunities 
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identified. The recommended way forward for each asset type is identified. This influences how we put 

together our operations, maintenance, renewal and asset improvement plans. 

Many of the alternatives suggested are not just a decrease or increase in levels of investment. 

Consideration has been given to how investment could be prioritised or delivered differently. For instance, a 

different split of maintenance and renewal investment. 

Operations and Maintenance 

How we operate and maintain our assets day-to-day is important in the performance of the transport 

activity. Operational activities such as management of our traffic signals keep transport users moving safely 

around the city. While maintenance activities can serve to extend the life of the asset, delaying the need 

for asset renewal. 

Renewals 

Asset renewal is the replacement or refurbishment of an existing asset with a new asset capable of 

delivering the same level of service as the existing asset. The aim of the renewal plan for each asset type is 

to identify the optimum level of renewal investment to minimise whole of life costs while delivering the 

appropriate level of service to transport users. 

Asset Improvement 

In order to deliver the outcomes sought for the transport activity asset improvement (capital new) 

investment may also be required. Asset improvement will typically be required where there is a gap 

between a level of service and what is currently being delivered. For instance, with declining numbers of 

people cycling to work and education, there are cycling facility improvement projects proposed in this 

AMP. 

Unlike operations, maintenance and renewal investment, this may not always be delivered by Council. 

Developers may investment in the transport network in order to service a growth area in the city. These 

assets may then be vested to Council to manage in perpetuity or held to be managed by the property 

owner. 

Asset Disposal 

Asset disposal can occur for several reasons including policy change, underutilisation, obsolescence, 

uneconomic to operate and changes in level of service. Typically transport assets are renewed at the end 

of their life. There may be a disposal element as part of this work, but this is not the primary function. For 

instance, a failed pavement may be dugout and new material brought in to replace it. 

As true asset disposal is somewhat rare for transport assets, it is only reported on in this AMP by exception, 

where it occurs. In asset groups where it doesn’t occur, it is not mentioned. 

9.1.2 New Road Maintenance Contract 

A new road maintenance contract is being tendered and is due to commence July 2021. The contract will 

amalgamate several individual maintenance contracts currently managed by Council. Most maintenance, 

renewal and minor improvement works will be undertaken by the contractor or under their supervision. 

The new road maintenance contract will include physical works relating to: 

• Sealed and unsealed pavement (including parking areas); 

• Drainage; 

• Bridges and structures; 

• Environmental; 

• Street lights; 

• Traffic signals; 

• Footpath and pedestrian facilities; 

• Sealed shared paths; 

As the period for this AMP and the new contract will commence July 2021 the Lifecycle Management sub-

sections have been aligned with the upcoming changes to the maintenance contract. However, it is 

anticipated that given the change in delivery, the management of the transport activity investment may 

differ. For this reason, where uncertainty remains, best practice has been followed with a focus on 

minimising the whole of life cost of the asset while delivering the anticipated level of service. 
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9.2 Investment Management  

This area includes several work categories and activities that do not involve physical works but are 

important to planning and delivery. Some of this work attracts financial assistance, while other activities do 

not. 

Network and asset management 

Network and asset management is the general management and control of the road network and 

management of road assets including public footpaths and cycleways and associated facilities. This 

includes: 

• All professional services for Waka Kotahi road maintenance activities. This includes for road 

pavements, footpaths, street lights, traffic signals, delineation and others. It includes internal staff 

time where this is spent appropriately on these activities; 

• Road network inspections and field validation of proposed programmes; 

• Maintenance and routine updating of transport models; 

• Roughness and condition rating surveys; 

• Traffic count surveys, including pedestrian and cycle counts; 

• Routine refreshing of the asset deterioration model (including dTIMS); 

• Implementation and operation of road asset management systems; 

• Regular, routine updates to the activity management plan. 

The need for investment in network and asset management varies by asset group. The need for investment 

is discussed further in the sub-sections below. 

Road Planning & Policy 

Council’s day-to-day planning and operating of the transport activity. Includes analysing the transport 

network, preparing AMPs, and forward programmes for Council, Waka Kotahi, and Horizons Regional 

Council, responding to enquiries from Councillors and members of the public, establishing the city’s future 

direction in conjunction with Strategy & Planning staff, liaising with Waka Kotahi and other Local Authorities 

as it relates to state highway network and neighbouring authority roads and consulting with the public. 

On the policy side, establishing and monitoring road asset policy, submitting on Central Government policy, 

servicing internal and external industry working groups. 

Road Programme 

Annual Budget programme implementation, preparing briefs for design and contract documentation, 

auditing professional service and contractor performance, coordinating internal and external projects and 

ensuring financial and budget constraints are met. 

Active Transport and Safety 

Establish active transport needs, monitor, analyse, and respond to network safety and efficiency concerns, 

engage external peer review resources, liaise with active transport groups such as schools, Cycle Aware 

Manawatū and Horizons Regional Council for passenger transport needs, liaise with other road safety 

groups including Police, ACC, Mid Central Health, Road Safe Central and Waka Kotahi. 

Subdivision Policy 

Vetting and approving engineering plans for private land development, assisting Customer Services staff to 

establish consent conditions, prepare and present expert evidence at hearings, inspect and “sign off” land 

developments prior to vesting with Council. 
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9.3 Road pavement and surface 

9.3.1 Overview 

Provide a safe and comfortable road surface for the movement of people and goods. 

Surfacings provide: 

• A smooth trafficable surface protecting the pavement from water ingress, extending the asset life; 

• Adequate tyre grip to enable vehicle control in wet weather; 

• Enhanced durability of the surface in all weather, with the additional benefit of dust minimisation; 

• Smoothness, which reduces traffic noise and vibration, particularly from trucks, and providing driver 

comfort and road user confidence. 

Pavement layers provide: 

• The necessary structural strength for withstanding normal traffic loading through load distribution; 

• Structural support to provide durability of the surface layer; 

• Adequate cross-fall to remove water from the surface. 

9.3.2 Customer and Strategic Issues 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle 

impacts 

Roads in the city are 

smooth and 

comfortable for all 

users. 

Amount of travel 

by vehicles that 

occurs on smooth 

roads. 

Increase in the 

amount of travel 

on smooth 

roads. 

Efficiently 

maintain the 

level of travel on 

smooth roads. 

Target highest 

traffic volume 

roads. 

Timely and 

considered 

investment. 

Road surfaces and 

pavements are 

efficiently 

maintained, 

reducing the assets 
whole of life costs 

while delivering the 

desired level of 

service.  

Cost per kilometre 

to maintain the 

transport network. 

Improve overall 

asset quality to 

meet desired 

level of service. 

Minimise long 

term costs to the 

transport 

network. 

Align asset 

condition with 

desired LoS. 

Percentage of 

roads that are 
resurfaced each 

year. 

Clear backlog of 

deferred 
renewals to 

mitigate 
increased long-

term costs. 

Resurface roads 

based on the 
assessed long-

term need. 

Resurfacing 

interventions 
consider whole 

of life cost. 

Implement a 

M&O strategy. 

The right vehicles 

are on the right 

roads. Decreasing 

modal conflict and 

pavement 

deterioration.  

Heavy vehicle 
volumes on non-

freight routes 

Heavy vehicles 
travel on 

preferred freight 

routes. 

Strategic rural 
route carries 

most of the 

heavy vehicle 

movements. 

Demand 
management on 

non-freight 

routes. 

Deliver strategic 

rural route. 

Minimise disruptions 

to the public, 

especially during 

peak hours. 

Complaints 
regarding 

unplanned road 

closures (not crash 

or weather related) 

Planned 
disruptions are 

communicated 

to the public. 

The transport 
network is 

available for all 

users during 

peak hours. 

Corridor access 
requests are 

managed 

effectively. 

Customer Expectation Current response 

Roads and streets are accessible and 

provide a comfortable surface for journey. 

Satisfaction with Roads throughout the city (excl SHs) in 

2020 is only 51%. Down from 56% in 2019 and very low 

compared to satisfaction other infrastructure activities; 
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9.3.3 Road pavement and surface assets 

The sealed and unsealed pavement comprises the following basic components: 

• Formation, including subgrade (sealed and unsealed roads); 

• Constructed metal layers, which include subbase and base course (sealed and unsealed roads); 

and 

• Pavement surfacing, which includes chip seal, slurry, and asphaltic concrete (sealed roads), and 

running course (unsealed roads). 

The road network is currently classified according to the ONRC system. Key features of the network are as 

follows: 

Faults with the road do not contribute to 

vehicle maintenance or damage. 

Pavement maintenance and renewal activities are 

delivered by the road maintenance contractor. 

Potholes are fixed in a timely manner and 

that their repair is more than a patch. 
Potholes are filled with hotmix. 

Where appropriate, a more significant maintenance 

intervention is undertaken. 

Road maintenance and renewal activities 

do not cause disruption to their journey. 

Construction is delivered in accordance with COPTTM. On 

high volume roads, works are undertaken during the night 

to minimise disruption. 

All roads are available for all transport users. Limited access controls are in place on the network. 

Heavy vehicles are travelling on parts of the network that 

are not optimised for them. 

Strategic issues and opportunities Current response 

Whole of life cost is considered when 
selecting the suitable maintenance or 

renewal intervention. 

Decisions are made based on the professional opinion of 
Council staff and those representing Council. There is no 

set process for ensuring best whole of life cost is achieved. 

Decision making on when and where to 
invest on the network is not informed by 

operational and renewal plans. 

Ad hoc decisions are made based primarily on emerging 
needs on the transport network. These are not always in 

line with the overall outcomes sought for investment in 

pavement maintenance and renewals.  

Historical investment has not matched the 

need of the asset at the time. 

Maintenance and renewal activities are still be influenced 

by the budget available, rather than the intervention that 

will achieve the best outcome. 

There are many conflicts on the transport 

network where various transport modes are 

using the same part of the network. This 
undermines the safe and efficient operation 

of the network. 

The ONF and RASF are currently in development. These will 

inform how we should be investing in the transport network 

to optimise it for all road users.  

Some movements will be restricted for some transport users 

on the network. 

Heavy vehicles are impacting pavements 
across the city. In particular on the urban 

arterial roads. 

Maintain and renew the road pavements as required. 

Limited demand management controls are in place. 

ONRC Urban km Rural km Total length km Lane km % of length 

Regional 6  6 15 1% 

Arterial 54 37 90 184 13% 

Primary Collector 40 20 60 119 9% 

Secondary Collector 28 4 32 64 5% 

Access 136 121 257 499 38% 

Low Volume 76 29 105 199 15% 

Unclassified    132  19% 

TOTAL NETWORK 340 211 683 1,080  
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Road pavement and surfaces have the highest replacement cost valuation of all transport assets. Quite 

simply, without them there wouldn’t be a road.  

The network has been developed over more than one hundred years and would extremely difficult to 

replace. The nature of road pavement and surfaces constructed in Palmerston North has changed 

considerably over that time. Many local roads constructed historically have only thin pavement layers, that 

remain suitable now as there is very little heavy traffic that runs over it. This differs greatly from the structural 

asphalt pavements now being constructed on our pavements with the heaviest loads. This variance likely 

undervalues these assets. 

Asset Age Profile 

Asset age for surfaces are well known with all details recorded within RAMM. Pavement age data is also 

recorded. However, with many pavements more than 50 years old, there is less certainty on this age profile. 

Surface Age 

With design life varying significantly by surface design, it can be misleading to only look at surface age. 

Residual life provides a good view of the surface life capacity of the network rather than the surface age 

profile. The remaining surface life (RSL) plotted on Figure 21 and Figure 22 are theoretical and are 

calculated using the current surface age and the RAMM design life of the surface. Surfaces with zero or 

negative remaining life indicate the surface has currently exceeded its design life. 

A surface exceeding its design life does not immediately mean that there will be an anticipated decreased 

level of service or that renewal is required. However, from what we know of our surfaces, those that have 

greatly exceeding their design life are more likely to suffer from age-related deterioration and are more 

likely to require a maintenance or renewal intervention than those that haven’t exceeded their design life. 

There is a significant portion of chip seal surfaces that are currently exceeding their design expectations. 

More than 57% of chip seal surfaces are older than their design life. In recent years, the amount of chip seal 

surfacing undertaken has been less than that exceeding its design life, indicating that the surfaces are 

slowly getting older. 

Asset Type Material Type Quantity Useful Life Valuation 

Road surface Chipseal; Asphaltic Concrete; Slurry 4,360,000 

m2 

6 – 40 

years 

$39.1M 

Pavement Constructed metal layers. Various 

materials, aggregates and thicknesses 

1,200,000 

m2 

100 years $96.9M 

Formation Road subgrade 1,200,000 

m2 
100 years $16.8M 
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Figure 21: Chip seal surfaces age 

 

Approximately 35% of AC surfaces have exceeded their original design life. There has been a significant 

effort in recent years to renew deteriorating AC surfaces to meet levels of service. This has resulted in a 

reduction of AC surfaces which have exceeded their design life. Beyond the existing aged AC surfaces, 

there is a significant portion of 

Figure 22: Asphalt surfaces age 

 

Pavement Age 

Pavement deterioration is generally based on the number of heavy vehicle movements across it including 

buses and service vehicles. On local and low volume roads, pavement age is less of a factor in anticipated 
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deterioration than surface age. A pavement that is well constructed, carries a limited number of heavy 

vehicles, is well maintained and does not suffer from water ingress may last greater than 100 years. 

Pavements on higher volume roads and those that carry a larger number of heavy vehicles will likely require 

renewal earlier. However, this will generally be based on factors other than pavement age. 

Pavement age information can be a guide to historic pavement rehabilitation, construction and historic 

investment levels. Figure 23 shows the lengths of pavements constructed in the past 25 years. During that 

period, there was an average of approximately 3,500 metres of new pavement added each year. This 

includes network expansion (residential development) so the amount of pavement renewal undertaken will 

be less than this. 

Figure 23: Recently constructed road pavements 

 

Based on recorded pavement age information, 65 % of road pavements are older than 40 years. 

Asset Condition and Performance 

Pavement condition is assessed and measured in a variety of ways. Condition information is currently 

regularly collected via the following activities: 

• High speed data surveys. Including the capture of roughness and rutting; 

• Road condition survey; 

• Surface condition defects identified by cameras installed on rubbish trucks; 

• Falling weight deflectometers (FWD); 

• Subgrade and pavement depth analysis undertake for open trenches; 

These activities inform Council’s short- and long-term forward work programme. dTIMS modelling was 

undertaken in December 2019 to assess the long-term investment need for pavement and surfacing 

renewals. 

Condition – Sealed Pavements 

Roughness & Smooth Travel Exposure 

Roughness is used as a key indicator for road user comfort. It is measured by Smooth Travel Exposure 

(STE) which is an indication of the percentage of vehicle kilometres travelled on a road network with 

roughness worse than a defined level. The defined level varies depending on the traffic volume and 

whether the road is in an urban or rural environment. 

STE has been declining on urban roads across the past 5 years. This has been especially been the 

case on the collector and arterial network where traffic volumes are greater than 4000 vehicles per 

day. The percentage of smooth travel on these roads dipped below the desired level of service 

threshold of 80 percent in two of the last three years. This is in line with the feedback provided by 

those managing the network. 
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With a higher threshold level, longer road lengths and lower traffic volumes, rural roads have a higher 

STE with more than 97% of travel on smooth roads. This would indicate that the level of service being 

provided on these roads in greater than  

Surface Condition Index 

The purpose of the surface condition index (SCI) is to summarise and report the overall health of a 

road network. SCI is determined based on RAMM condition surveys with the identification of defects 

such as potholes, cracking, flushing, scabbing, rutting, edge break and others. It also accounts for 

the age of the surface in comparison with the design life.  

Figure XX shows the SCI for urban and rural roads. An increase in the index rating means that the 

network has been measured as being in worse condition. Both urban and rural road networks have 

seen an increase in their index score which indicates a greater level of deterioration over that period. 

The increase though has been modest, with the index ranging from 0 (perfect) to 100 (very bad). 
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Maintenance backlog 

Under the existing road maintenance contract, maintenance needs are identified and entered into 

RAMM. These are prioritised and works programmed. At the end of 2019/20 financial year, there was 

more than $5.4M of identified pavement maintenance in the dispatch list. This is likely not the entire 

backlog picture as many dispatches did not have estimated costs against them. Some of the 

dispatches will be resolved via pavement or surfacing renewals, rather than pavement 

maintenance. 

The maintenance backlog has not been something that has been assessed in the past, so no trend is 

able to be provided. However, it is expected that the amount of maintenance work currently being 

identified exceeds that which is being resolved. This would indicate pavement assets are 

deteriorating faster than maintenance and renewal investment is responding. 

Customer Requests 

The number of customer requests / complaints received can be a proxy for whether the public are 

satisfied with the level of service being provided. Most customer requests relating to road surface 

faults are coded as potholes. It’s likely that irrespective of the underlying cause, a pothole is what is 

seen by the general public and therefore most likely to be reported.  

The number of customer requests related to potholes has more than doubled over the previous 5-

year period. This doesn’t provide a direct link to indicate that there are more potholes or pavements 

and surfaces are in a worse condition. It does however indicate that the level of service gap 

between what is expected by the public and what is delivered has grown. 

This has been reinforced in Council’s most recent Residents Survey. When asked to provide general 

feedback about roading or water related infrastructure, comments on potholes were most prevalent 

with 35 percent of those who provided a response highlighting them as an issue. 

 

dTIMS 

Council undertook dTIMS modelling in December 2019 to inform long-term investment need for 

pavement and surfacing renewals. The dTIMS modelling used recent asset information including 

traffic data, surface type and age, roughness and pavement strength. The report can be found in 

the Appendices. 

Five optimised funding levels were tested to check the appropriate level of funding for programme 

treatments. The range of annual funding is from $4.0 million to $6.4 million per year. Based on the 
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analysis completed, the dTIMS report made the following observations regarding network outcomes 

and funding requirements: 

• The asphalt surfaced network requires elevated funding to maintain the network condition over 

time, and 

• An approximate $1.8 million extra per annuum is required. This funding would be targeted at 

reducing chipseal backlog and treating the high-volume network through a mix of thin asphalt 

resurfacing and pavement rehabilitation treatments. 

The dTIMS report recommended the following levels of pavement and surface renewal investment. 

Treatment Current 

Practice 

Suggested 

RHAB Length, km 1.4 (1) 1.5 – 2.0 

Cost, $M 2.0 (2) 2.2 – 2.9 (4) 

RSEAL Length, km 19 (3) 40 

Cost, $M 0.7 (4) 1.5 (4) 

TAC Length, km 2.7 (3) 3.0 – 3.5 

Cost, $M 1.7 (4) 1.9 – 2.2 (4) 

Total Length, km 23 45 

Cost, $M 4.4 5.8 – 6.2 

1. Length derived from modelled cost achievement per km and supplied budget 

2. Cost from supplied budget 

3. Length of past five-year average in RAMM 

4. Cost derived from respective length and modelled cost achievement per km 

Prevalent Condition and 

Performance Issues 

Existing Response 

All faults, when identified are added as a dispatch to the Road Maintenance Contract where they 

are prioritised and programme for appropriate maintenance as required. 

Unsafe fault or situation on the 

transport network. 

Traffic management will be put in place as soon as possible to 

protect the public and work programmed as appropriate. 

More significant defects are usually 

the result of more extensive failures 

in pavement layers. If left 
untreated, these failures can often 

worsen impacting surrounding 

pavement areas and increasing 
the overall level of investment 

needed. 

Pavement repairs less than 100m are undertaken as a 

maintenance activity with those above 100m a renewal. 

Interventions include: 

• Pavement digouts; 

• Levelling; 

• Mill & Fill; 

• Stabilisation 

Where over a greater length, it is deemed to be more cost 

effective to undertake a pavement renewal, this is done. 

Pavement renewals are currently delivered as design and 
construct with some being undertaken by the Road 

Maintenance Contractor and others being tendered on the 

open market. 

Edge breaks occur generally on 

rural roads when vehicles traffic 

near or beyond the sealed 
surface. These can create an 

unsafe situation. 

Filling and re-surfacing of broken seal edges, filling and 

localised widening of dropped shoulders to restore safety levels 

of service and protect pavement layers is undertaken. 
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9.3.4 Lifecycle management alternatives 

There are other non-financial levers that can be pulled in order to deliver a better outcome for pavement 

and surfacing assets. Those which Council are proposing to do irrespective of the chosen financial 

alternative are: 

• Right sizing asset maintenance and renewals. This is making sure the level of investment fits the 

whole of life needs of the asset, not the budget available; 

• Rectify faults with other utility, services and transport infrastructure first. Fixing failures in other 

infrastructural assets first will minimise the risk of a continuation of the pavement failure. 

• Heavy vehicle routes. Manage the transport network in line with the upcoming RASF and ONF to 

ensure the right vehicles are using the right roads; 

• Manage utility and service trench reinstatement. A significant number of pavement failures are due 

to failures of utility and service trenches. More stringent management of the construction of these 

could minimise these failures and future costs. 

Various financial lifecycle management alternatives have been considered for pavement assets. 

There has been a recent increase 

in the number of Tomo forming on 
sealed road network. The cause of 

these is often difficult to detect but 
can include burst water services, 

pavement failure and rats. 

When identified, the extent of the Tomo is investigated under 

the Road Maintenance Contract. Where necessary this 
includes digging at the Tomo location. Where the cause can 

be identified, it is rectified first before the road is repaired. 
Where the cause of the Tomo can’t be immediately identified, 

the road is made safe and further investigation planned if 

required. 

Minor slips and rockfalls can 

impact accessibility. Especially in 

the unsealed rural network in the 

foothills of the ranges. 

Minor slips are generally reported via customer requests. These 

are assessed and cleared in order to maintain the level of 

service appropriate for the road hierarchy. 

Vegetation including on rural 

roadside berms can impede safe 
access and use of the transport 

network. 

The first metre of rural roadside berms is mowed to maintain 

adequate visibility and safety. This is increased on the inside of 
curves and near intersections & accesses to ensure appropriate 

forward visibility is maintained. 

Chemical spraying occurs where this is the best long-term 

maintenance response. 

Leaf litter and other detritus can be 

slippery on footpaths, creating an 

unsafe environment. 

During periods of high leaf fall, leaf litter and other detritus is 

cleared from footpaths to ensure they are safe and accessible 

for all pedestrians. 

Condition Unsealed pavements 

No condition information is captured for unsealed pavements. Given the variable nature of these 

assets it is not deemed necessary to capture any going forward. 

Faults in unsealed pavements that 

are either traffic or rain induced. 

These can include: 

• Corrugations; 

• Loose gravel / ravelling; 

• Corrugations; 

• Potholes; 

• Rutting; 

• Gravel loss. 

Maintenance activities undertaken by the Road Maintenance 

Contractor include: 

• Grading; 

• Digouts; 

• Unsealed pothole repair. 

Where the gravel loss is significant or a maintenance activity 
would not be suitable, resheeting of the unsealed pavement is 

undertaken. This is a renewal activity and replaces the top 

wearing surface on the unsealed pavement. 

In some instances, high street areas are chip sealed to reduce 

long term maintenance costs. 

Alternative Description Risks & Opportunities 
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The dTIMS alternative is proposed in this AMP, however it is recognised that in the short-term, the option may 

not be affordable to Council. A new road maintenance contract will support a change in this area. 

Asset information and anecdotal evidence show that levels of service on main roads in Palmerston North 

are declining. A smart, considered approach to how these issues are managed is needed. The dTIMS 

modelling undertaken is the most robust information available to Council to inform our pavement and 

surfacing renewal programme going forward. By steadily increasing our quantum of renewal expenditure, 

Council can get to a point where the long-term needs of the assets are being met, minimising whole of life 

costs. 

Some of the approaches in the targeted renewals alternative also have merit to be taken forward. Too 

often large amounts of Council’s pavement renewal budget have been spent on a single road, Tremaine 

Ave. This has left other roads in the city to deteriorate. A greater level of investment diversity is required. 

Do minimum Reduced maintenance and renewal 

expenditure; 

Road asset management information 

and condition data to minimum required 

level; 

Increased whole of life costs for pavement 

assets; 

Decreased ride quality due to surface and 

pavement deterioration; 

Anticipated increase in customer requests for 

pavement failures; 

Existing Expenditure in line with that for the 

2020/21 financial year; 

Maintenance and renewal strategies as 

per existing delivery; 

Road asset management information 

and condition data to minimum required 

level; 

Investment would not be able to keep up with 

declining asset condition; 

Ad hoc decision making continues. Planned 

maintenance is often superseded by reactive / 

emergency works; 

Anticipated increase in customer requests for 

pavement failures; 

Increased 

Maintenance 

Renewal expenditure is static. 

Maintenance increases to 

accommodate deteriorating network; 

Maintenance activities can target 

individual faults; 

Generally, a reactive investment 

strategy; 

Increased whole of life costs for pavement 

assets; 

Anticipated increase in customer requests for 

pavement failures; 

Requires a large amount of input from Council 

under a transactional contract model. 

Targeted 

renewals 

Pavement renewals over shorter lengths 

to target worst parts of the network; 

Pavement renewals only occur on the 

parts of the network with greatest 

deterioration. Mostly the urban arterial 

network; 

Other parts of the network are 

maintained only. 

Would be able to spread the benefit of 

investment across a greater area; 

May end up creating treatment lengths that 

are shorter than ideal; 

Ride quality will improve in some areas of the 
network (arterial roads) and decrease in others 

(local roads); 

Would require a greater level of network 

management. 

dTIMS Pavement and resurfacing renewal 

budgets are in line with the 

recommended dTIMS programme; 

Renewal priorities as per recommended 

dTIMS programme; 

Pavement maintenance is at levels of 

existing delivery; 

Targeted improvements to road asset 

management information and condition 

data to continue to inform the 

programme. 

Lowest whole of life modelled cost for 

pavement assets; 

Provides investment that is timely, and right 

sized; 

Ride quality will improve in some areas of the 
network (arterial roads) and decrease in others 

(local roads); 

Represents a significant increase in expenditure 

from existing. May not be affordable to 

Council. 
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9.3.5 Operations and Maintenance  

O&M Strategy and Priorities 

Pavement maintenance of sealed and unsealed roads is carried out under a Road Maintenance Contract. 

This is currently being retendered with the new contract starting 1 July 2021. Resurfacing of both AC and 

chip seal surfaces is included in the contract, as are the pre-resurfacing repairs. 

Pavement maintenance is going to have a renewed focus on providing long-term maintenance solutions. 

Too much of the pavement maintenance expenditure in the past has been in responding to an identified 

problem with a short-term solution.  

It has been demonstrated that our Urban Arterial and Collector roads especially are deteriorating at a 

faster rate than the corresponding investment. Focusing pavement maintenance activities on these roads 

will target an identified area of need and one where levels of service are declining. 

Other priorities for pavement maintenance expenditure include: 

• Maintenance activities to reduce further failure of pavement or other infrastructure assets; 

• Roads which carry a higher proportion of heavy vehicles and have a greater level of pavement 

deterioration; 

• Reduced road safety. Such as loss of surface texture on rural corners or approaches to intersections; 

• Impacts on other road users. Such as potholes within the cycle lane; 

• Prior to surface renewal work; 

Maintenance may be deferred where pavements are to be renewed or have a major utility work 

undertaken in the next three years or are to be resurfaced that year. 

This AMP provides the parameters for how we want to prioritise our pavement maintenance expenditure. It 

sets out how and why we want to invest. However, it does not operationalise this information. While some of 

this information is captured in the road maintenance contract, it is currently a gap. It is planned to form an 

operational plan for transport maintenance activities, with a focus on pavement maintenance. This will 

provide a clear picture for what maintenance activities will take place on the transport network based on 

the ONF street families. 

Sealed Pavement Maintenance & Operations 

Description Activity 

Operational Monthly network inspections by the road maintenance contractor to: 

• Identify any safety hazards; 

• Identify and record any defects to enable these to be considered as part of 

the forward works programme. 

Monthly development of the road maintenance contract report and forward 

works programme. 

For investment in road pavements and surfaces, the One Network Framework is not expected to 

differ too much the existing ONRC hierarchy. 

Roads and streets which carry the largest numbers of heavy vehicles will continue to see the most 

significant pavement deterioration and therefore require the highest level of investment. In 

Palmerston North, this will be the existing urban freight routes and the rural freight ring road when 

developed. 

The necessity for smooth travel for some other transport users may drive some different 

investment strategies. Some of these changes will not be new things, but the ONF may drive 

them in more roads and streets across the city. Local roads which form part of the bus network 

could be maintained at a higher level of service that those that don’t. Roads which have an on-

road cycle lane may have a different surfacing treatment for the cycle lane than for the rest of 

the carriageway.  
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Internal and consultant support and management of pavement and surfacing 

maintenance activities. 

Cyclical 

Maintenance 
Complete any routine work as part of the monthly network inspection. 

Reactive 

Maintenance 
Surface defect repairs: 

Pothole repairs, localised crack filling / sealing, mill and fill of failed surfaces, 

restoration of surface texture (removing flushing and localised texturizing), 

adjustments to service covers,  

Repair of localised pavement failures: 

Dig out repairs of failed pavements, localised AC reshaping over failed pavements 

/ deformation. Can be up to 100m. 

Shoulder maintenance: 

Edge break repairs, filling and localised widening of dropped shoulders to restore 
safety levels of service, re-metalling of metal shoulders, shoulder grading, high 

shoulder removal. 

Pre-seal repair work. Undertaken prior to resurfacing to maximise surface life: 

Localised levelling, milling high lips, re-levelling surface boxes, dig out repairs, 

removing surplus bitumen from flushed areas, edge break repairs, shoulder 

maintenance. 

Emergency 

Response 
Repair to storm damage. 

Unsealed Pavement Maintenance & Operations 

Description Activity 

Reactive 

Maintenance 

Maintenance activities to preserve the life of the wearing course: 

Grading, pothole repairs, localised re-metalling, dig out repairs, localised patch 

overlay of failed pavements up to 100m long. 

Shoulder maintenance: 

Flanking or high shoulder removal. 

Emergency 

Response 

Clear minor slips to provide access appropriate for the road hierarchy. 

Environmental Maintenance & Operations 

Description Activity 

Reactive 

Maintenance 

Mowing of rural berms and verges to a width of one metre except where a 

greater width is required to maintain visibility for safety at intersections and on the 

inside of bends. 

Clearing of leaf litter and other detritus from footpaths where it impedes 

pedestrians’ safe access and use. 

Graffiti removal from on road structures. 

Emergency 

Response 

Repair to damage to the transport network following a weather event or similar 

including minor slip clearing. 

Clearing of crash debris. 

 

 

 

Response timeframes 

Fault type Response time 

Unsafe roading 

situation 

Will be investigated within approximately one working hour and then actioned as 

/ if appropriate. 
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O&M expenditure trends 

The primary maintenance activities have developed over the three years under the current Road 

Maintenance Contract. During the first year of the contract, there was an even split of stabilisation, AC 

reshaping / levelling and a greater proportion of pothole filling. Over the past two-year period, there has 

been a less proportion of pothole filling, and approximately two thirds of the pavement maintenance 

physical works expenditure have been on AC reshaping / levelling. This change has been made as it 

provides better overall long-term performance on generally thin pavements with poor subgrade. 

Pavement maintenance expenditure over the past 5-year period are shown in the figure below. Sealed 

pavement maintenance has increased significantly over the past 3 years in response to the growing need 

for greater investment. 

Environmental maintenance expenditure has decreased on the past two years. This has been primarily 

because there have been no significant weather events that have caused minor slips over this period. The 

spend on slip clearing 2019/20 was less than $20k while in 2017/18 it was $146k. This has resulted in 

expenditure being under our submission for environmental maintenance for these years. It is recognised 

however, that this is not necessarily indicative of future budget needs. 

Unsealed pavement maintenance investment has been modest over the last 5-year period.  

 

Assessment of the issues and trends suggests that: 

• Condition information is showing deterioration of pavement assets. This is supported by feedback 

from those managing the Road Maintenance Contract and from the public; 

• Sealed pavement maintenance expenditure has increased over the past three years in response to 

the growing need of the assets. This need is expected to remain with expenditure at least at current 

levels required going forward; 

Pothole & general 

surface failures 

Will be investigated within 5 – 20 days and programmed for repair as appropriate. 

Offensive litter and 

rubbish 
To be cleared within 4 hours within the urban area. 

Spills etc The spill will be cleared within 3 working days; if there is a public safety risk, such as 

oil or diesel, it will be cleaned up within 8 hours. 

Graffiti Expected to be removed within approximately six working days. 
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• Sealed pavement maintenance activities are being optimised based on what is best for the whole 

of life of the assets. However, there are still many ad hoc decisions being made with limited 

operational and maintenance planning; 

• The new road maintenance contract will bring new rates for maintenance activities. Based on 

recent maintenance contracts around the country, an increase in contract rates can be expected; 

• The dTIMS modelling anticipated that pavement maintenance investment would be at least held at 

consistent levels; 

• There will continue to be growth in the transport network when Council inherits new or existing assets. 

Any significant changes will be accommodated in future AMP / LTP budgeting rounds; 

• Environmental maintenance activities are important to ensure the transport network is safe and 

accessible. The environmental maintenance work category includes minor slip clearing, which can 

be variable depending on weather or other events; 

• There is currently a limited network of unsealed pavements. Maintenance costs associated with 

them are not expected to change significantly in the future unless the network characteristics 

change; 

• On further consideration, some unsealed road metalling (renewal) would have been more 

appropriate to be classed as maintenance. The two budgets will need to be offset, with an increase 

in unsealed pavement maintenance and decrease in unsealed road metalling. 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to drainage assets, is outlined in the 

table below. Longer-term expenditure forecasts and a detailed 5-year maintenance and operation project 

are outlined in Appendix C. 

9.3.6 Renewals 

Renewals strategy and priorities 

There are two main types of renewals for sealed pavements, resurfacing and rehabilitation. Striking the 

correct balance between the two interventions along with timely maintenance is vital to minimising the 

whole of life cost for the assets while delivering anticipated levels of service. 

Pavement rehabilitation is focused on routes which are carrying the greatest number of heavy vehicles and 

therefore suffering the greatest level of deterioration. Currently this includes Tremaine Ave, Pioneer 

Highway, Fitzherbert Ave and other urban roads carrying a greater number of heavy vehicles than 

anticipated based on the road hierarchy. Many routes, such as Pioneer Highway, are being held by 

pavement maintenance activities until there is suitable budget to undertake a pavement renewal. 

It is anticipated that future priorities for pavement rehabilitation will change as the transport network 

expands and changes. As PNITI is rolled out it is anticipated that the movements heavy vehicles throughout 

the network will change. There will be a greater level of deterioration on our rural ring road and less on our 

urban network which had been carrying a disproportionate number of heavy vehicles. Our rehabilitation 

strategy will need to respond to this. 

Resurfacing includes the renewal of both chipseal and thin asphalt concrete (AC) surfaces. It is a lower cost 

intervention than a rehabilitation that can effectively extend the life of the road pavement while providing 

a smooth trafficable surface. Delaying road resurfacing can result in increased pavement maintenance 

and increased whole of life costs. 

Pavement assets 

maintenance and 

operations 

Existing 

Delivery 

2021/22  2022/21 2022/23 % Change 

PNCC / Waka Kotahi Co-Funded Physical Works 

Sealed Pavement 

Maintenance WC 111 

$1,600,000 $1,850,000 $1,950,000 $2,050,000 + 22% 

Unsealed Pavement 

Maintenance WC 112 
$50,000 $60,000 $65,000 $70,000 + 30% 

Environmental 

Maintenance WC 121 
$450,000 $467,600 $477,600 $487,600 + 6% 



 

76 

 

The resurfacing programme is put together through condition information and the professional opinion of 

staff and contractors. The initial programme is based on various pieces of condition information captured in 

RAMM including roughness, texture and faults. This programme is critiqued by staff and contractors to 

ensure that the resurfacing budget is being spent on the roads most in need.  

Priorities for both pavement rehabilitation and resurfacing include: 

• Where it is uneconomic to continue the existing maintenance regime; 

• Pavement or surface is displaying signs of end of life failure; 

• To minimise the deterioration that is occurring; 

• Reduced road safety; 

As the more economical solution, a chipseal surface is the default approach for road resurfacing in the city. 

However, AC surfaces are preferred over chipseal surfaces where there are higher stresses being placed on 

the surface. This includes in cul-de-sac bowls, at intersections and on roads where there are a large of 

stopping, starting and turning movements by heavy vehicles such as Tremaine Ave. 

Unsealed roads also have a resurfacing activity undertaken where new aggregate is laid on the existing 

pavement / wearing surface. The primary aim is restoring the wearing surface which is lost or consumed 

through the actions of traffic and weather, or a combination of both. The renewal of unsealed surfacing is 

performed on a reactive basis in conjunction with maintenance activities. 

Sealed Pavement asset renewal 

Description Activity 

Sealed Road 

Resurfacing 

Confirmation of the annual resurfacing programme by Council and the road 

maintenance contractor to ensure best value for money achieved. Included 

driveover of all proposed resurfacing sites. 

Pre-seal investigations and design work undertaken by road maintenance 

contractor. 

Single or two-coat chipseal. Specific design undertaken to ensure that the best 

value is achieved. Undertaken as part of the road maintenance contract. Is 

delivered generally between October and April to ensure optimal conditions are 

achieved. 

AC surfacing to replace existing where it is failed. Within the urban area, is 

generally undertaken by milling out existing AC and filling it with new to the 

existing kerb levels. Can be undertaken under less favourable conditions than 

chipsealing. 

Sealed Pavement 

rehabilitation 

Investigation into proposed pavement rehabilitation sites. Includes confirmation 

that rehabilitation is the lowest whole of life cost solution for the asset. 

Investigations and design work undertaken by road maintenance contractor. For 

large areas of pavement rehabilitation will include test pits and FWDs testing. 

Construction of a structural asphalt pavement. This pavement design has 

become the preferred solution for our urban roads carrying many heavy vehicles 

and with many turning movements. Good performance has been achieved so 

far on these designs. 

Flexible pavement reconstruction. Has occurred in the past on rehabilitations of 

roads that aren’t carrying such as large number of heavy vehicles. Will likely be 

lessor used in the future given our approach and targeted roads for 

rehabilitation. 

Flexible pavement overlay. Would occur on rural roads where there are no 

existing constraints such as a kerb and channel. Have not been a significant part 

of our delivery in the past but will become more prominent in the future when 

more heavy vehicles are travelling on our strategic rural road network. 

Unsealed Pavement asset renewal 
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Renewal expenditure trends 

Pavement and surfacing renewals have seen an increase in investment during the existing LTP period 

compared to historical levels. The need for a greater level of investment in this area was flagged in the 2018 

Transport AMP, with investment increases approved by both Council and Waka Kotahi. 

Over the past 3-years, Tremaine Ave has seen the greatest level of pavement renewal investment. Without 

an alternative route available outside of the urban boundary, it is being used as the main route for trucks 

making journeys to and from Palmerston North’s main industrial areas. 

 

 

Expenditure on unsealed road metalling has not been significant. It has averaged approximately $54k over 

the past 3-years. 

Assessment of the issues and trends suggests that: 

• Renewal expenditure has increased over the past 3-year period is response to the emerging need 

from the pavement assets; 

• Pavement deterioration modelling (dTIMS) recommends a higher level of investment than is 

currently being achieved. Doing so will minimise future maintenance requirements and whole of life 

costs for the pavement assets; 

• The increase in recommended pavement renewal spend is not seen as been immediately 

affordable. For this reason, it is recommended that increases are spread across several years and 

LTP periods; 

Description Activity 

Unsealed road 

metalling 

Remetalling a length of unsealed road where it is no longer economically viable 

to continue grading or other maintenance activities. Generally, results from a loss 

of pavement and surface aggregate. 
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• Lack of investment in pavement renewals will result in a continuation of the deterioration in smooth 

travel levels of service. This will disproportionality impact our Arterial and Collector roads carrying the 

largest volumes of heavy vehicles; 

• Pavement renewals, and especially rehabilitations, will continue to focus on roads carrying the 

largest volumes of heavy vehicles; 

• Rehabilitations will be designed based on the needs of the pavement assets. Too often in the past 

these were delivered based on the budget available and resulted in premature failure of the asset; 

• There is going to be an increased focus on unsealed road maintenance rather than renewal. The 

maintenance budget is increasing in response to this. 

Renewal forecast and funding 

Forecasted drainage asset renewal expenditure is outlined in the table below. Long term expenditure 

forecasts are outlined in Appendix C. 

Pavement and 

Surfacing asset 

renewals 

Existing 

delivery 

2021/22 2022/21  2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Unsealed road 

metalling WC 211 

$52,000 $50,000 $50,000 $50,000 - 4% 

Sealed road 

resurfacing WC 212 

$1,900,000 $2,250,000 $2,450,000 $2,650,000 + 28% 

Sealed road pavement 

rehabilitation WC 214 
$2,020,000 $2,250,000 $2,250,000 $2,250,000 + 11% 

9.3.7 Asset Improvement 

New road pavement and surfacing assets are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including pedestrian facilities, are vested to Council; 

• Council constructs new road pavement asset where there were none previously. Such as in support 

of residential growth areas or where additional treatment devices are needed; 

• Road pavement and surfacing assets are constructed to a higher level of service than had 

previously existed. 

Improvement strategy and priorities 

There are no gaps between the existing level of service and that sought from the preferred alternative for 

road pavements and surface assets that can only be best delivered by investment in asset improvement. 

There are several asset improvements programmes that include the construction of road pavements and 

surfaces; however, these are all part of a wider scheme. They include safety improvements and 

improvements in support of growth areas. While road pavements will likely make up a significant portion of 

these programmes, they are not the main driver for investment. These asset improvement investments are 

captured in Section 9.14. 
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9.4 Bridges and Structures 

9.4.1 Overview 

Allow the safe, reliable and efficient movement of people and goods across waterways and through 

challenging topography. 

When bridges and structures and doing their job, transport users should notice no significant change in level 

of service from the surrounding transport network. Currently, this is not always the case for several transport 

users. Some bridges restrict the movement of heavy vehicles while others provide a lower level of service 

than is appropriate to pedestrian and cyclists. 

9.4.2 Customer and Strategic Issues 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Bridges and 

structures provide a 

safe and accessible 

route for all transport 

modes where 

appropriate 

Percentage of 

bridges and 
structures with 

suitable facilities for 

transport modes 

Key pedestrian 

and cycling 
routes have 

provision for 

these users. 

All bridges and 

structures have 
safe and 

accessible 

provision that 
matches 

demand. 

Identification of 

sub-standard assets. 

Investment in 

increased LoS 

Bridges do not inhibit 

the movement of 

goods on key 

strategic routes 

Number of weight 
restricted bridges 

on key strategic 

routes 

Suitable 
alternative 

routes are 

available 

No weight 
restricted bridges 

on strategic 

routes 

Investment in 
known sub-

standard assets. 

Bridges and 

structures are 

efficiently 

maintained, 

reducing the assets 

whole of life costs 

while delivering the 
desired level of 

service. 

The percentage of 

bridge and 
structure 

inspections and 

planned 
maintenance / 

component 

renewal work 

undertaken. 

All bridges and 

structures have a 
planned 

inspection 

frequency and 

regime. 

The 

maintenance 
and component 

renewal 

programme are 
informed by up 

to date 

condition 

information. 

Initial focus on 

understanding 

assets. 

Condition based 

programme 

developed 

Customer Expectation Current response 

Bridges and structures are a seamless part 

of the transport network. 

Assets have been constructed where required to provide 

continuity of service on the transport network. 

Bridges and structures are safe for all 

transport users. Especially pedestrians and 

cyclists. 

Separated facilities are provided for vulnerable road users 

in high use areas. 

Several rural bridges require vulnerable users to move in 

the live traffic lane. 

Bridges provide a comfortable ride and 

surface faults are fixed in a timely manner. 

Maintenance and renewal activities are delivered by the 

road maintenance contractor. 

Bridges provide unimpeded movement for 

heavy vehicles. 
Most bridges are available for HPMV and 50Max. 

A few bridges and weight restricted including some on 

key strategic routes. 

Strategic issues and opportunities Current response 

Maintenance and component renewal 

activities are informed by asset condition. 

Maintenance and component renewal activities are 

undertaken based on identified faults. 

Bridge and structural inspection regime have been 

undertaken for past 12 months. 

Whole of life cost is considered when 
selecting the suitable maintenance or 

renewal intervention. 

Decision making is ad hoc with no overall maintenance 

and renewal strategy for assets. 
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9.4.3 Bridges and Structures Assets 

These assets tend to be high risk, high value and are crucial to the continuity of the transport network. They 

include the asset types listed in the table below. Council’s data on bridges and major culverts (larger than 

3.4m2 cross sectional area) is stored and managed within the RAMM database. There are gaps in 

geotechnical structures data, such as retaining walls. 

Asset Age Profile 

Within its asset valuation, Council assumed a total useful life of 110-120 years for bridges and 55 years for 

large culverts. 

All bridges in RAMM have a constructed year recorded against them from which the age can be assumed. 

It appears however that most of the construction years listed are nominal only, based on an assessment 

made when the asset was later added. Approximately 75% of road bridge assets are greater than 50 years 

old. Several bridges are greater than 90 years old.  

More bridges will be coming towards the end of their economic life over the next 50 years. These are 

bridges which were constructed prior to current structural standards. Most of the oldest bridge assets have 

weight restrictions on them. It can be anticipated that going forward, there will need to be more active 

management and maintenance of these aging bridge assets. 

Of the 63 retaining walls, 24 have age data which varies between 1 and 30 years. 

Asset Condition and Performance  

Individual bridge inspections are undertaken, with specific faults identified along with a suitable 

maintenance and component renewal response. Overall condition information has not been well recorded 

in RAMM for Council’s bridge assets. 

Not all road structures, such as retaining 

walls, are held as assets in RAMM. 

Assets are being added when it is identified that they are 

missing. There is no  

Many bridges carry other Council services 

and private utilities. Information on these is 

not held within RAMM. 

No action currently being taken. 

Bridges can be susceptible to scour and 

other effects from the waterway. 

This is responded to reactively with maintenance 

programmed as required. No active inspection for known 

issue locations is undertaken. 

Asset Type Types / Materials Quantity Useful Life Valuation 

Road Bridges Open structures that provide a road over or 

around an obstacle – for example, rivers, 

waterways, railway lines or other roads. 

86 tbc tbc 

Major Culverts Fully enclosed pipes of any cross-sectional 

shape, with a cross-sectional area larger than 

3.4m2. 

34 tbc tbc 

Footbridges As for Road Bridges, but for pedestrian use 

only  
6 tbc tbc 

Underpasses For pedestrian and cyclist use only. 2 tbc tbc 

Geotechnical 

Structures 

A range of structures such as retaining walls, 

slope stability works etc., that support roads or 

prevent slips or slumps occurring from above 

roads 

64 sites tbc tbc 

Guard Rails Safety barriers which are designed to deflect 

vehicles from obstacles – including at bridges, 

culverts etc. 

Approx. 

1500m 

tbc Not 

valued 

Prevalent Condition and 

Performance Issues 

Existing Response 

Bridges and structures 
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Critical Assets 

Critical bridge assets were identified in Section 7.1. Collapse of these bridges during an earthquake event 

would have impacts in terms of emergency and critical service access, consequential damages to services 

attached, and a high economic cost to the community for asset replacement. The Fitzherbert Bridge was 

assessed as being able to withstand at least an 800-year return period earthquake. 

An additional crossing over the Manawatu River is being considered as part of the PNITI business case. This 

bridge would provide redundancy for not only the transport network, but also for other services and utilities. 

The criticality of these bridges has resulted in them being part of the first group to get recent Principal 

Bridge Inspections. Necessary maintenance and component renewal will occur on these bridges with 

priority over others on the network. 

9.4.4 Lifecycle Management Alternatives 

Various management options have been considered, as described in Appendix C, in brief: 

Damage to bridge safety barriers 

by a vehicle crash or other event. 

Fault is made safe by road maintenance contractor. Maintenance 

programmed and carried out as required. 

Minor defects including: 

• Spalling of concrete; 

• Corrosion of steel 

components; 

• Damage to bridge safety 

barriers; 

• Waterway instability and 

scour at waterway. 

Identified during bridge inspections. Appropriate maintenance or 

component renewal is programmed and usually undertaken by road 

maintenance contractor if simple. 

Bridge structures requiring regular 
maintenance / renewal activities 

such as cleaning, painting. 

No current proactive approach to the management of bridge assets. 

Bridges do not have the capacity 

to carry Class 1 heavy vehicles. 

Understrength bridges have posted weight limits limiting the size of 

vehicles that can cross them. 

Bridge end terminals and barriers 

are not to modern standards. 

No current response planned to remedy these. 

Alternative Description Risks & Opportunities 

Do 

minimum 

Undertake bridge and structure 

maintenance when there is an unsafe 

situation for road and / or waterway users; 

Manage bridges by restricting heavy 

vehicle movements if required. 

Bridges and structures will be run to fail; 

May result in total renewal of the bridge or 

structure earlier; 

Could further restrict the movement of heavy 

vehicles on the network. 

Existing 

investment 

A low level of bridge and structure 

maintenance and component renewal; 

Bridge and structure inspections are not 

able to keep up and inform investment; 

A large amount of uncertainty would remain 

with bridge and structural assets; 

Budgets will likely not be enough to respond to 

any significant faults identified; 

May result in a greater level of investment in the 

bridge or structure earlier. 

Asset 

information 

Continue to undertake maintenance of 

bridges and structures at existing levels; 

Spend the next 3-year period 
implementing an assessment programme 

for bridges and structures; 

Identify existing and future maintenance 
and component renewal needs for bridge 

and structure assets. Form future 

programme and investment strategy; 

Continue to have existing budgets to respond 

to urgent maintenance and renewal needs; 

Some short-term risk if significant faults are found 

but budgets are insufficient to rectify; 

Make informed investment decisions 

considering the whole life of the bridge and 

structure assets; 

Future budgets will be informed, prioritised and 

well utilised. 
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A combination of asset information and increased investment alternatives is proposed in this AMP. The key 

elements from each alternative to be progressed with are: 

• A greater level of bridge assessment and investigation will be undertaken to inform; 

• Bridge maintenance and component renewal will start to increase in response to known investment 

needs and anticipated long-term levels. 

The number one priority for Council with our bridge and structure assets is to understand them better and 

understand their maintenance and renewal needs. In time, every critical asset should have a maintenance 

and operational plan, with other bridges and structures having information captured also. Investing in these 

assets will secure them long-term, ensuring the network can continue to be resilient. 

 

9.4.5 Operations and Maintenance  

O&M Strategy and Priorities 

The principal driver of the bridge and structure maintenance is to ensure the network is accessible, safe, 

and well maintained by reducing risks and managing lifecycle costs. Maintenance addresses progressive 

deterioration, corrosion, decay, crash damage, public complaints, and defects resulting from the normal 

use of the structures. 

Limited bridge and structures maintenance have been undertaken by Council over the past 2-3 years. This 

has generally been because structural faults have not been actively identified, maintenance needs of 

these assets have not been well understood and not identified maintenance has been undertaken. 

During the 2019/20 financial year, 13 Principal Bridge Inspections were completed or partially completed 

(depending on access under the bridges). From these 13 bridges, 76 defects were found and programmed 

for appropriate maintenance or component renewal. This equated to more than $250,000 worth of work. 

This inspection regime is planned to be continued going forward to better inform future maintenance and 

component renewal programmes. 

Priorities for structural maintenance is based on the assessment made during the Principal Bridge 

Inspections or by staff if the faults are identified at another time. Urgent and high priority faults are those 

which require intervention within 3 months and 12 months respectively. 

Match future budgets with investment 

need. 

Increased 

investment 

Increase maintenance and component 

renewal investment to match expected 

levels; 

Actively identify investment needs and 

respond to them, starting this 3-year 

period; 

Without full knowledge of all assets, investment 

may not be appropriated prioritised; 

Budgets may be underspent; 

Increased short-term costs. Target reduced 

whole of life cost interventions. 

Bridges and structures Maintenance & Operations 

Description Activity 

For bridge and structures, the One Network Framework will see a focus on providing for all 

transport modes where appropriate and the movement of goods. 

Too often bridges have been designed to accommodate the movement of vehicles but have 

ignored pedestrians and cyclists. This includes in urban environments where cyclists are forced into 

the traffic lane or on to a narrow footpath. This creates conflict with other users. Road and streets 

that have a high pedestrian or cycling function will require investment to deliver the appropriate 

level of service for all transport users. 

Bridges especially can create an impediment to the movement of heavy vehicles on the transport 

network. These impediments can alter route selection and change the journey those heavy 

vehicles take. The ONF will focus investment on those areas where bridges need to be at full 

capacity all the time to accommodate a high freight function. This will include improvements to 

get bridges up to standard, but also maintenance and renewal activities to ensure they stay there. 
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O&M expenditure trends 

There have been a generally low quantum of bridge and structures maintenance undertaken over the past 

five-year period, except for an increase in the 2017/18 financial year. The reasons for this low maintenance 

expenditure have been discussed above. For four of the five years, maintenance expenditure was less than 

$50,000. This generally only accommodated the minimum contractor inspections and minor repairs when 

identified. 

The spike in 2017/18 aligns with the start of the current road maintenance contract. The largest amount of 

work undertaken that year was on damaged guardrail. Presumably these assets had not been maintained 

during the previous contract period with the backlog of maintenance resulting in the spike. 

Operational Deliver a programme of Principal Bridge Inspections as per Waka Kotahi S6:2019 

specifications with priority on bridges that carry the greatest volume of heavy 
vehicles. The Principal Bridge Inspections must be managed by a Chartered 

Professional Engineer with structural engineering expertise. These inspections are 

planned to be undertaken every 6 years for each bridge. 

Capture all other structural assets not currently recorded in RAMM. 

Assess and provide overweight permits to heavy haulage organisations where 
appropriate for travel over bridges. This process has now been delegated to Waka 

Kotahi. 

Cyclical 

Maintenance 

Bridges are inspected monthly by the road maintenance contractor with minor 

bridge maintenance activities undertaken and more significant faults identified. 

Reactive 

Maintenance 

Required bridge and structures maintenance identified through inspections. Basic 

maintenance activities are delivered through the road maintenance contract. 

More complex activities may be procured separately. 

Repairs / replacement of traffic approach signage and bridge end marker posts. 

Associated with Section 9.11 Traffic Services. 

Removal of vegetation in the immediate vicinity of the bridge where this could 

impact water passage or undermine the structure.  

The removal of aggraded material and importing of fill for degraded areas. 

Guardrail and bridge railing repairs to ensure suitable functionality of safety 

elements. 

Planned 

Maintenance 

Restoration of protective coatings on bridges at required intervals to prevent 

irreversible deterioration and extend the life of the asset. 

Other maintenance activities identified through Principal Bridge Inspections that 

will extend the life of the asset and provide a reduced whole of life cost. 

Emergency 

Response 

Make safe damage associated with vehicle crashes. Generally requiring work on 

bridge safety barriers. 

Response timeframes 

Fault type Response time 

Structural integrity 

& public safety 

The fault will be investigated within one working day and the area made safe as 

required. Work will be programmed based on the severity of the issue. 
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Assessment of the issues and trends suggests that: 

• The maintenance needs of the bridge and structures assets has not been well understood in the 

past. Many structural assets are not even recorded in RAMM; 

• Recent Principal Bridge Inspections have highlighted significant maintenance needs on only a small 

portion of the bridge stock. It is anticipated that given the similar age of the bridge stock, similar 

maintenance needs will be found on those not yet inspected; 

• Council need to identify and record all structural assets in RAMM along with appropriate condition 

information to inform future maintenance and renewal needs; 

• Principal Bridge Inspections need to be undertaken for all bridges expected to carry more than a 

minimum number of heavy vehicles. These will be spread out over the next 6 years with the highest 

priority being given to those carrying the highest number of heavy vehicles; 

• Approximately 75% of bridges are beyond half of their design life. It can be expected that bridge 

maintenance needs will increase as these assets get closer to the end of their economic life; 

• The long-term maintenance expenditure need is not yet known however it is expected to be a 

significant increase on existing levels; 

• Three years is too long a period to continue to underfund bridge maintenance. An increase in 

maintenance expenditure will assist in clearing the known bridge maintenance backlog, while also 

covering bridge maintenance yet to be identified. 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to drainage assets, is outlined in the 

table below. Longer-term expenditure forecasts and a detailed 5-year maintenance and operation project 

are outlined in Appendix C. 

Bridge and structure assets 

maintenance and 

operations 

Existing 

Delivery 

2021/22  2022/21 2022/23 % Change 

PNCC / Waka Kotahi Co-Funded Physical Works 

Structures Maintenance 

WC 114 

$50,000 $180,000 $230,000 $280,000 + 250% 
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9.4.6 Renewals 

Renewals strategy and priorities 

There are two types of renewals associated with bridges and structures. Component renewal where certain 

structural elements are replaced to extend the life of the asset and a full bridge & structure renewal. Both 

are necessary over the life of the asset, with the full bridge & structure renewal effectively acting as the end 

of the asset life. 

Like for maintenance, component renewal generally addresses progressive deterioration, corrosion, decay, 

crash damage, public complaints, and defects resulting from the normal use of the structures. More often 

though, component renewals are planned based on progressive and observed deterioration. They may 

include the replacement of a bridge deck or railing where it is more economically viable than continual 

maintenance. 

Priorities for structural component renewal is based on the assessment made during the Principal Bridge 

Inspections or by staff if the faults are identified at another time. Council does not currently have a process 

to determine when component renewal should be undertaken versus maintenance. A portion of the work 

identified from the Principal Bridge Inspections was component renewal. This includes the renewal of 

bearings on the Fitzherbert Bridge, which pending further design work could come at a significant cost. 

Bridge and structure renewal are undertaken only when it would be uneconomic to undertake any other 

maintenance or component renewal. Assessment of the need for the full renewal of a bridge or structure.  

• Is this the lowest whole of life cost option? 

• Is the bridge or structure an uneconomic roading facility? 

• Should this be considered an asset improvement if an understrength bridge is being brought up to 

modern standards or associated improvements are being made? 

• Are there any alternate means for investment that will deliver the same outcome? 

It is anticipated that all upcoming bridges that are due for renewal would be replaced with a structure that 

is meets modern bridge capacity standards and delivers other associated improvements such as being 

wider. Where this level of service change occurs, Council considers this investment an asset improvement.  

Renewal expenditure trends 

As with maintenance, expenditure on component renewal over the past five years has been generally very 

low. This is for the same reasons discuss above.  

Bridges and structures component replacement 

Description Activity 

Renewal Detailed design work associated with the renewal of bridge and structural 
components. Undertaken by a Chartered Professional Engineer with structural 

engineering expertise. 

Required bridge and structures component renewal identified through 
inspections. Most component renewal works will be more complex than basic 

bridge maintenance and will therefore be procured separately. 

Bridges and structures renewal 

Description Activity 

Renewal No full bridge or structure renewals are planned for the next 3-year period. 
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There have been no full bridge and structures renewals over recent years. The 2018 AMP identified several 

bridge renewals that were included in the component renewal at the time. These renewals have not 

occurred due to ongoing uncertainty surrounding investment in the strategic rural ring route. Upgrades to 

these bridges are now considered to be asset improvements and while still in Council’s programme, are no 

longer renewals. 

Assessment of the issues and trends suggests that: 

• The component renewal needs of the bridge and structures assets has not been well understood in 

the past; 

• Recent Principal Bridge Inspections have highlighted component renewal needs on only a small 

portion of the bridge stock. It is anticipated that given the similar age of the bridge stock, similar 

component renewal needs will be found on those not yet inspected; 

• The existing structure component renewal budget is enough to cover the existing identified needs 

and assumed future needs; 

• The long-term component renewal expenditure need is not yet known. An increase in maintenance 

expenditure would likely mitigate future component renewal needs; 

• No full bridge and structural renewals are planned for the next 3-year period. Any replacements will 

fall are considered by Council to be an asset improvement. 

Renewal forecast and funding 

Forecasted bridges and structures asset renewal expenditure is outlined in table below. Long term 

expenditure forecasts are outlined in Appendix C. 

9.4.7 Asset Improvement 

New bridges and structural assets are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including retaining walls, are vested to Council; 

Bridges and Structures 

renewals 

Existing 

Delivery 

2021/22  2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Structures component 

replacements WC 215 
$176,000 $100,000 $125,000 $150,000 -29% 

Bridge and structures 

renewals WC 216 

$0 $0 $0 $0 NA 
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• Council upgrades an existing road in support of development and constructs new assets. This was 

the case in the recent upgrade of James Line which included retaining walls and a structural earth 

embankment 

• Council replaces a bridge or structure with a new asset. Where this provides an increased level of 

service, this is considered an asset improvement. 

New bridges and structures have several considerations. They need to consider: 

• Existing geometric alignment and need for improvements; 

• Climate change, including increased rainfall and storm flows in waterways and scour impacts; 

• Seismic requirements; 

• Resource consents and the need to protect waterways. 

Improvement strategy and priorities 

There are gaps between the existing level of service and that sought from the preferred alternative. 

Currently existing bridges on the route and wide priority-controlled intersections are restricting the 

movement of heavy vehicles on the regional rural freight ring road. This is resulting in heavy vehicles making 

movements through urban routes reducing road safety and accessibility. Programme 1690 – PNITI – 

Intersection & bridge improvements has been developed to activate the regional rural freight ring route, 

providing heavy vehicles a dedicated route around the city. This investment would be in line with wider 

investment in the route. 

Future bridge(s) across the Manawatu River are also likely as part of the development of the regional rural 

freight ring road. Further business case work is needed to inform this investment. 

There are two main city growth areas that will be restricted in the future by existing bridge assets. These are 

the Aokautere and Kakatangiata growth areas. Aokautere is planned to connect to Turitea Road in the 

future which has three sub-standard bridges. Growth in Kakatangiata will eventually necessitate the 

duplication of the bridge over the Mangaone Stream at Pioneer Highway. It will also require new bridges 

across the Mangaone at the north and south of the site to provide suitable connectivity to the existing 

urban transport network. 

Pedestrians and cyclists should have a consistent level of service provided, especially if it is a priority route 

for them. Many bridges in the urban environment do not provide this. Council will use the ONF and RASF to 

inform where investment should occur. Minor improvements can be undertaken when identified and 

prioritised. More significant will need to be programme for future periods. 

Asset improvement forecast and funding 

Forecasted bridges and structures asset improvement expenditure is outlined in table below. Long term 

expenditure forecasts are outlined in Appendix C. 

Gap Programme status Benefit sought 

Bridges on strategic rural ring route 

are weight restricted impacting 

heavy vehicle movements. 

1690 – PNITI – 

Intersection & 

bridge 

improvements 

Investment in bridges activates parts of the 

strategic rural ring route not currently 

accessible to heavy vehicles. 

Bridges adjacent to growth areas 

will not support city growth. 

New Existing bridges do not impede development 
or restrict the growing movement of people 

and goods. 

Urban bridges do not provide a 
suitable level of service to 

pedestrians and cyclists. 

New Pedestrians and cyclists get a consistent level 
of service as is appropriate and identified in 

the ONF and RASF.  

Bridges and structures 

asset improvement 

2021/22 2022/23 2023/24 Resulting 

Operational 

cost 

Comments 

PNCC/Waka Kotahi Co-Funded Works 

1690 – PNITI – Intersection 

& bridge improvements 

$3,000,000 $3,000,000 $2,000,000 Not 

assessed 

Replacement and 

improvement of 



 

88 

 

 

  

weight restricted 

bridges. 
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9.5 Drainage 

9.5.1 Overview 

Prevents surface ponding to protect the road structure from water damage, provide a safe road surface 

and reduce the risk of water entering private property. 

Protection of the pavement from water ingress is a vital function. Pavements which hold water are subject 

to faster deterioration due to the combination of vehicle loading and wet pavement layers or sub-base 

softening the structure and reducing strength. 

* LOS from Council Stormwater AMP. 

9.5.2 Customer and Strategic Issues 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Road drainage 

assets are efficiently 

maintained, 

reducing the whole 
of life costs for all 

transport assets 

Cost per kilometre 

to maintain the 

transport network. 

The worst faults 

with drainage 
assets are 

identified and 

remedied. 

Minimise long 

term costs to the 
transport 

network. 

Interventions 

consider whole of 
life cost for all 

transport assets. 

Roads are safe and 

free of water 

ponding hazards 

during rainfall 

events.  

Number of injury 
crashes with water 

on the road 

identified as a 
contributing cause 

factor. 

Improve known 
on-road ponding 

locations. 

Targeted 
operations and 

maintenance 

throughout the 
city based on 

risk. 

Targeted 

investment. 

Effectively and 

timely street 

cleaning. 

Habitable buildings 
in urban areas are 

kept free from on-

road stormwater. * 

Number of 
habitable buildings 

flooded. 

Improve known 
on-road ponding 

locations. 

No on-road 
stormwater 

enters habitable 

buildings. 

Work with 
stormwater 

investment to 

rectify. 

Customer Expectation Current response 

Roads and accesses in the city are not 

blocked by flooding during normal rainfall 

events. 

Ensure renewal, maintenance and street cleaning 

activities address flooding risk issues. 

Drainage on roads and streets directs 

surface water away from private property. 

All asset renewals and new assets capture on-road 

stormwater. 

Roads and streets are kept free of leaves 

and other detritus that may impact the 

performance of the drainage system and 

look unsightly. 

Street sweeping programmed and undertaken as part of 

the Roading Maintenance Contract on residential streets, 

and by internal staff within the CBD 

Strategic issues and opportunities Current response 

Poor condition or inadequate drainage 

assets can allow water ingress to road 

pavements and other assets. This can 
reduce the effectiveness of these assets 

and significantly increase whole of life costs. 

Ensure renewal, maintenance and street cleaning 

activities address drainage issues where failures could 

increase whole of life costs for other assets. 

These are newer type of assets being 
introduced to improve stormwater quality 

(such as rain gardens) which are often be a 

requirement of new subdivisions. 

There are additional lifecycle costs 

associated with these drainage facilities. 

The whole of life renewal and maintenance needs of 
these assets is understood. A plan for how they will be 

managed, and the cost associated with this is yet to be 

developed. 

There is no strategic plan in place to 
address the long-term renewal of aging 

This plan needs to be developed and initial investment 

needs provided for in the short term. 
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9.5.3 Drainage Assets 

The urban drainage network is predominantly comprised of kerb and channel, with several culverts on the 

city fringe. The rural drainage network includes culverts, swales, and roadside drains. Note that stormwater 

manholes are included in the Stormwater AMP. 

A significant focus of this section of the AMP is on kerb and channel. This is because it represents more than 

two thirds of the value for drainage assets along with most of the expenditure.  

Asset Age Profile 

Age data is recorded in RAMM for around 75% of kerbs and channels. The oldest recorded installation of 

concrete kerb & channel that remains was on Nikau Street in 1935. This kerb and channel are now 85 years 

old. There is very few kerb and channel assets recorded as being over the assumed useful life of 80 years. 

There is, however, a significant length of aging kerb and channel, that will likely drive an increasing renewal 

need in years to come. 

 

kerbs and channels, and there is only a 

small renewals budget at present to deal 
with this asset group. Renewals works are 

presently very localised. 

Major kerb and channel work should be 

closely integrated with other significant 

work, such as footpath replacement or 

carriageway resurfacing.  

This needs to be part of the strategic plan noted above. 

There are problems with flooding in various 

urban flood-risk areas of the city, due to the 
flat topography and in some place’s 

inadequate drainage capacity. 

Improvements are slowly being made to the stormwater 

network to minimise flooding risk in known areas.  

Street and sump cleaning occurs regularly to ensure 

transport drainage assets are operating at full capacity. 

Asset Type Material Type Quantity Useful Life Valuation 

Kerbs and 

channel  

Mostly concrete, some stone 845 km 80 years $82.6M 

Surface water 

channels (SWC) 

Grassed or shaped, constructed in 

natural ground 
265 km 100 years Not valued 

individually 

Sumps Concrete of various sizes 6121 80 years $26.6M 

(valued 

together) 
Culverts Various materials and sizes. Waterway 

area less than 3.4m2. 
887 80 years 

Other drainage 

assets 

Range of assets including soak pits, 

subsoil drains, debris screens 

530 various Not valued 
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A smaller proportion, around 65% for culverts and 20% for other types of drainage asset have age data 

recorded. This data is not as reliable though as many of the construction years appear to have been 

default years added in bulk. 

Asset Condition and Performance  

Condition information for drainage assets is recorded in RAMM based on visual condition surveys 

undertaken every 2 years. Condition defects are categorised from 1 to 5 (excellent to very poor), category 

3 are monitored with any required reactive maintenance completed to avoid further deterioration. 

Category 4 & 5 defects are placed on a list for renewal programming. 

Prevalent Condition and 

Performance Issues 

Existing Response 

Kerbs and / or channels 

Good information is held for kerb and channel 

condition. Most assets (>97%) which have a 

recorded condition have been rated as 

excellent. 

16% of kerb and channel assets do not have a 

condition recorded against them in RAMM. 

Typical faults include: 

• Broken K&C; 

• High lip on channel preventing water 

from draining; 

• Cracking of channel; 

• Alligator cracks adjacent to kerb edge; 

• Uphill grade; 

• Block K&C with leaves and detritus. 

Water ponds on the carriageway 
resulting in potentially unsafe 

driving conditions and impacting 

the movement of people. 

The most significant performance issues drainage assets respond to 
is ponding water. This can be caused by factors impacting several 

drainage assets. These along with the current response are detailed 

further in this table. 

A fault that could result in water 

ingress into pavement layers. 

These faults when identified, would be rated as condition grade 4 

or 5. These are programmed for maintenance or renewal activity as 

is appropriate and are delivered under the Road Maintenance 

Contract. 

Older sections of K&C have a 2-

piece poured in situ kerb and 
channel, which are prone to 

failure. There is approximately 

40km left on the network. 

These sections of K&C are monitored along with other assets. There 

is currently no targeted response to replace these sections of K&C. 

Leaves and detritus collect in 

K&C, and other drainage. This 

occurs particularly during times of 

the year with high leaf fall.  

Streets outside of the CBD are swept based on regular basis in order 

to keep K&C generally free of leaves and detritus. 

CBD streets, including K&C, are cleaned at an increased frequency 

to maintain a higher level of amenity. This work is undertaken by 

Depot staff and some other external contractors. 

Streets with limited longitudinal 

grade and a high crown often 

have plated vehicle crossings. 
These can be filled with leaves 

and detritus. 

Plated vehicle crossings are jetted to remove leaves and other 

debris allowing the normal flow of water to occur. This occurs based 

on the need of stretches of road and individual crossings. The work 

is delivered as part of the Road Maintenance Contract. 

Plated vehicle crossings are being proactively replaced with slotted 

vehicle crossings in order to reduce flooding risk and minimise future 
maintenance costs. This is being delivered for a separate category 

for vehicle crossings. 
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Surface water channels 

Condition information is held for approximately 
59% of rural surface water channels. Most assets 

(>95%) which have a recorded condition have 

been rated as excellent. 

Typical faults include: 

• Vegetation restricting water flow; 

• Blockages caused by slips; 

Surface water channels 

deteriorate overtime. Slowly filling 

with soil and vegetation, reducing 

their capacity and effectiveness.  

Regular chemical spraying of rural SWC take place to minimise 

vegetation. 

When appropriate, cleaning and reprofiling of the surface water 

channel is undertaken to re-establish the channel at full capacity. 

Adjacent property owners do not 

want herbicides used close to 

their land. 

No spray zones are in place. No chemical treatment can occur 

adjacent to these areas. 

Blockages of surface water 

channels caused by minor slips. 

Where safe, the slip material is cleared from the surface water 

channel. 

Sumps 

Condition information is held for approximately 

97% of sumps. Most assets (~80%) which have a 

recorded condition have been rated as good. 

Typical faults include: 

• Sump filled with detritus; 

• Damage to sump grate or concrete 

surrounds; 

Sumps are filled with leaves or 

detritus, reducing its capacity. 

Monthly inspections and where necessary cleaning of all drainage 

sumps occurs monthly under the Road Maintenance Contract. 

Fault relating to the sump or it’s 

surrounds that impacts its 

performance. 

Fault is programmed for maintenance or renewal activity as is 

appropriate and is delivered under the Road Maintenance 

Contract. 
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9.5.4 Lifecycle management alternatives 

Various lifecycle management alternatives have been considered for drainage assets. 

Culverts 

Most of the culverts are located within the rural 
network with the greatest number of these 

being under rural vehicle crossings. 

More than half of culvert assets do not have 

recorded condition data in RAMM. 

Typical faults include: 

• Collapse or material failure; 

• Reduced capacity and flow due to 

detritus; 

  

  

Other drainage assets 

Asset information, including condition data, for the various other drainage asset types is sporadic. The 

majority do not contain any recorded asset condition. 

Fault identified that would impact 
other assets or private property 

causing long term loss. 

Fault is programmed for maintenance or renewal activity as is 
appropriate and is delivered under the Road Maintenance 

Contract. 

Alternative Description Risks & Opportunities 

Do 

minimum 
Reduce expenditure; 

Inspection, cleaning and street sweeping 

limited to only the worst areas during the 

worst times of the year; 

Undertake maintenance and renewal 

activities on grade 5 faults only; 

Increased long term costs for drainage and 

other transport assets including pavement; 

Increased pavement maintenance due to 

water ingress and advanced deterioration; 

Increased risk of reduced drainage capacity 

during rainfall events causing flooding of 

roads and private property; 

Anticipated increase in customer requests for 

street sweeping and detritus clearing; 

Cyclic 

(existing) 

Expenditure in line with that for the 

2020/21 financial year; 

Inspection, cleaning and street sweeping 
undertaken based on existing cyclic 

regime; 

Maintenance and renewal activities 
programmed for identified grade 4 & 5 

faults; 

Additional street-wide K&C renewals 
where required and allowed for in the 

budget; 

Would maintain the existing level of service; 

Does not take the opportunity to target 

maintenance and operational activities 
where and when they’re needed to optimise 

investment; 

Renewal programme is not likely to keep up 

long term with the asset need; 

Targeted 

M&O 

Expenditure in line with that for the 

2020/21 financial year; 

Inspection, cleaning and street sweeping 

activities targeted at streets where and 

Would provide a greater level of service in 

some areas while reducing it in others; 
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For the short term, the Targeted M&O alternative is proposed in this AMP. The Operations and Maintenance, 

Renewal and Asset Improvement sections for drainage assets are described further based on this 

alternative. 

It is clear based on the aging K&C assets, that a greater level of investment in renewal activities will be 

required in the future. It is anticipated that when this need occurs, the Increased Renewal alternative or a 

hybrid will be required. When this investment need will occur is not yet know and will continue to be 

monitored and informed by asset condition information. Given the generally good to excellent condition of 

existing drainage assets, it is not anticipated this increase will come until at least year 5-6. 

 

9.5.5 Operations and Maintenance  

O&M Strategy and Priorities 

Drainage assets are predominantly maintained via the Road Maintenance Contract. Maintenance, 

operational and renewal activities are all delivered based on scheduled rates within the contract. There is a 

mix of cyclical and reactive maintenance work undertaken in order to keep the road drainage system 

functioning. Reactive maintenance priorities are determined by considering the impact on (in order of 

importance): 

• Public safety; 

• Risk of significant deterioration to drainage or other transport assets; 

• Flood nuisance to the road and private property; 

• Visual impact of the fault. 

A CBD street cleaning regime keeps channels and other transport assets clean and tidy. This is undertaken 

predominately by internal Depot staff with some external contracts. The drivers for this maintenance activity 

are highlighted further in Section 9.13 Place infrastructure and street furniture. 

when it is most important. Cycle lanes, 

high leaf fall areas and times of year, 

known drainage issue locations; 

Maintenance and renewal activities 
programmed for identified grade 4 & 5 

faults. These are generally targeted with 

short maintenance lengths; 

Additional street-wide K&C renewals 

where required and allowed for in the 

budget; 

Generate better overall value for money with 

investment targeted where and when it is 

most required; 

Anticipated increase in customer requests for 
street sweeping and detritus clearing in 

areas with lower level of service; 

Renewal programme is not likely to keep up 

long term with the asset need; 

Increased 

renewal 

Maintenance and operational activities in 

line with existing strategies; 

Increased renewal investment in line with 
the long term need of the drainage 

assets; 

Increased renewal expenditure; 

Drainage Assets Maintenance & Operations 

The One Network Framework will more strongly recognise the role roads and streets play in 

providing a Place. For drainage assets, this is likely to mean minimising unsafe and nuisance 

flooding on and adjacent to the carriageway. 

Roads and streets need to be kept free of ponding water to ensure they are safe for normal 

operation. The busiest, and highest speed roads have the greatest exposure to risk. Under the ONF, 

it is expected that maintenance interventions will need to be prioritised to these roads. 

A higher level of service could be expected in locations where flooding is unacceptable. In CBD or 

other community shopping areas where there is a high concentration of on-street parking, people 

do not want to be stepping out of their vehicle into water or having to step over water to get to 

the footpath. Drainage assets may need to have a greater capacity and have a higher level of 

maintenance to keep them fully operational. 
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Description Activity 

Operational Monthly inspections of all sumps, rural culverts and other drainage assets is 

undertaken by the Road Maintenance Contractor. This includes defect reporting, 

blockage and fault clearing and notification of damaged and missing culvert 

markers.  

Internal and consultant support and management of drainage assets. 

Cyclical 

Maintenance 

Routing clearing of detritus from sumps and ends of culverts as part of monthly 

drainage inspection. 

Street sweeping to remove leaves and detritus from kerbed water channels and 

tops of sumps in urban areas to reduce the risk of flooding of the road and private 

property. A targeted street sweeping regime will be developed which will prioritise 

sweeping based on need. Considerations include: 

• High leaf fall areas (streets with mature trees); 

• High leaf fall times of year (Autumn); 

Known flooding locations where reduced drainage capacity would have a 

greater impact. 

CBD street cleaning by internal Council staff to maintain the anticipated level of 

amenity on CBD streets. Includes: 

• Street sweeping to remove leaves and detritus from channels (more 

frequent than normal street sweeping); 

• Water blasting; 

Other cleaning activities associated with CBD footpaths (Section 9.7). 

Reactive 

Maintenance 

Maintenance activities to extend the life of urban drainage assets and maintain 

their level of performance. Targeted at grade 4 & 5 faults for physical assets. 

Includes: 

• Breaking out and replacing kerb and channel; 

• Excavating and replacing culverts; 

Maintenance activities to maintain drainage on rural roads. Includes: 

• Stripping of high shoulders to allow water off the road; 

• Reprofile / clean surface water channels to ensure they operate at full 

capacity; 

• Stream clearing and debris removal where this impedes the flow of water 

through culverts; 

Clearing of debris from under plated vehicle crossings to ensure they operate at 

full capacity; 

Replace plated vehicle crossings with slotted crossings to minimise future 

maintenance requirements. 

Emergency 

Response 

Respond to faults relating to nuisance flooding. 

Response timeframes 

Fault type Response time 

General 

maintenance 

Fault is programmed for maintenance or renewal as required. No specific 

response time though it will be made safe if required. 

Channel clearing Will be actioned within 5 working days if it would pose a risk to safety during a 

rainfall event. Otherwise it will be picked up as part of the cyclic sweeping 

programme. 
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O&M expenditure trends 

Within the drainage maintenance category delivered by the Road Maintenance Contractor, three 

activities have attracted more than 80 percent of the expenditure: 

• Monthly drainage inspections, minor maintenance and cleaning of assets; 

• Jetting of plated vehicle crossings; 

• Reprofiling of existing rural SWC and removal of high shoulder. 

A concerted effort was undertaken in the first year of the Road Maintenance Contract to reprofile rural 

surface water channels in order to deliver long term benefits to all road assets. There has also been 

significant investment over the past 2-years in keeping plated vehicle crossing free of detritus. An 

alternative response to this issue (replacing plated crossings with slot crossings) is also being delivered under 

a vehicle crossing category in order to minimise future maintenance costs. 

These targeted maintenance efforts have seen an increase in expenditure over the past 3-year period.  

 

Street sweeping expenditure has been much higher over the last 3-year period. This has been in response to 

an increasing number of customer requests associated with leaf litter and the general cleanliness of streets. 

 

Nuisance flooding Priority during the rainfall event is to maintain public safety and prevent flooding of 

habitable buildings. In these situations, response is as soon as possible. 
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Assessment of the issues and trends suggests that: 

• The drainage maintenance expenditure has predominantly focussed on keeping channels free of 

detritus and the on-road drainage system functioning; 

• Based on known condition information and recent expenditure, there is not an immediate for an 

increase in the physical maintenance of drainage assets; 

• The amount of street sweeping undertaken has increased in the past 3-year period. This has been 

customer driven. Beyond cleaning of cycleways (Section 9.8), there has not been a significant effort 

to target street sweeping where and when it is needed most. Cost savings could be delivered, and 

a better overall level of service provided with some consideration given to this; 

• The new road maintenance contract will need to drive value out of investment in the maintenance 

and operations of drainage assets. Different investment outcomes may also drive changes in 

maintenance and operations strategy; 

• There is a greater expectation from the public and Horizons that the impacts of stormwater on the 

receiving environment will be minimised. This could be either SW quality or quantity. Stormwater 

devices such as rain gardens will become more prevalent in the road corridor to respond to this 

issue. These are already being delivered in recent residential developments. These assets require a 

greater level of maintenance and operational investment. While it may not have an immediate 

impact of investment levels, it will see a long-term increase. 

• CBD street cleaning expenditure has been consistent over the past 5-year period. Per Section 9.13 

Place infrastructure and street furniture, it is anticipated that there will be an increase in the number 

of high value drainage assets such as stone kerbs and higher amenity sumps. These assets require a 

higher level of maintenance, operations and cleaning. The CBD street cleaning expenditure is 

expected to increase because of this; 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to drainage assets, is outlined in the 

table below. Longer-term expenditure forecasts and a detailed 5-year maintenance and operation project 

are outlined in Appendix C. 

9.5.6 Renewals 

Renewals strategy and priorities 

Renewals are largely identified by analysis of defects or the occurrence of asset failures, determined 

through condition surveys, inspections and customer requests. These are captured in RAMM, with an initial 

programme of renewal identified. A site visit is undertaken prior to each financial year to confirm the 

programme, extent and scope. Other considerations for setting renewal priorities include: 

• The history of on-going maintenance expenditure, including pavement maintenance; 

• Faults which result in water ingress to the road pavement and are likely to adversely affect the its 

performance and long-term condition; 

• The nature and extent of related street improvement and footpath reconstruction works; 

Drainage assets 

maintenance and 

operations 

Existing 

Delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Drainage Maintenance 

WC 113 

$353,695 

(budget) 

$420,000 $430,000 $440,000 +21% 

PNCC/Waka Kotahi Co-Funded Works (30%) 

Street Sweeping 

WC 113 

$435,695 

(budget) 

$375,000 $375,000 $375,000 -14% 

PNCC Funded Works 

CBD Street Cleaning $179,000 $171,000 $171,000 $171,000 +4% 
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Higher priority is given to renewing drainage assets which contribute towards deterioration of the adjacent 

pavement. 

Renewal expenditure trends 

Renewal of drainage assets has been variable over the past 5-year period. Delivery over the past two years 

has been significantly lower than previously. This decreased level of investment was primarily due to non-

delivery rather than a targeted reduction. From July 2021, the road maintenance contractor will deliver 

drainage renewals. 

The previous replacement cost valuation for drainage assets was $95million. The level of renewals carried 

out in 2018/19 was around 0.25% of this value, equivalent to roughly a 400-year replacement cycle – this is 

financially unsustainable in the long term and renewal costs are expected to rise in future years. 

 

The figure below demonstrates that the existing and proposed level of investment is considerably lower 

than depreciation for drainage assets. Depreciation for kerb and channel assets alone is close to $1M per 

annum with other drainage assets greater than $0.3M per annum.  

Drainage asset renewal 

Description Activity 

Renewal Renewal of a length of kerb & channel with several faults where it is more cost 

effective than maintaining an individual section. 

Drainage renewals are often delivered in association with other transport 

assets including pavement, footpath and vehicle crossing renewals.  
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Assessment of the issues and trends suggests that: 

• Historical renewal expenditure has been enough to maintain asset condition and performance. 

There is not a significant age or condition-based backlog of drainage asset renewal; 

• Condition surveys and regular inspections have not identified an immediate need for increased 

investment at this stage; 

• Based on depreciation and an age-based renewal profile, significantly more investment is needed 

in drainage assets long-term; 

• New road maintenance contract rates are expected to increase. 

Renewal forecast and funding 

Forecasted drainage asset renewal expenditure is outlined in the table below. Long term expenditure 

forecasts are outlined in Appendix C. 

Drainage asset 

renewals 

Existing 

Delivery 

2021/22 2022/21 2022/23 % 

Change 

PNCC/Waka Kotahi Co-Funded Works 

Drainage Renewal 

WC 213 

$347,000 $365,000 $370,500 $376,000 +7% 

9.5.7 Asset Improvement 

New drainage assets are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including pedestrian facilities, are vested to Council; 

• Council constructs new drainage asset where there were none previously. Such as in support of 

residential growth areas or where additional treatment devices are needed; 

• Drainage assets are constructed to a higher level of service than had previously existed. 

Improvement strategy and priorities 

There has been one gap between the existing level of service and that sought from the preferred 

alternative for drainage assets that can only be delivered by investment in asset improvement.  

Gap Programme status Benefit sought 
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The programme is related to on-street areas where there are currently insufficient drainage assets (typically 

sumps) to adequately drain the road. This decreases the level of service for transport users. Depending on 

where the ponding occurs it can impact pedestrians, cyclists, vehicles or a combination of them. On-road 

ponding can also cause a loss of surface friction for vehicles, decreasing road safety. 

Improvements to the stormwater network to reduce flooding of private properties are resulting in asset 

improvement programmes. These are stormwater led, with Transport inheriting drainage assets where they 

are best placed to manage them. 

 

  

Ponding occurs on the transport 

network during rainfall events 

1804 – Road drainage 

improvements 

Provide safe transport network during 

rainfall events. Maintain levels of service 

for all transport users. 

Prog No. & Name Budget as per the first 10 years of LTP 

PNCC Funded Works 

1804 – Road 

drainage 

improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$80,000 $80,000 $80,000 $80,000 $80,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$80,000 $80,000 $80,000 $80,000 $80,000 

Resulting Opex costs: $5,000 / annum from Y3, Y6 & Y9. 
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9.6 Vehicle Crossings 

9.6.1 Overview 

Provide access from roads to properties for vehicles while mitigating the impact on berm & footpath assets 

and underground utilities & services. 

Vehicle crossings are an extension of the road carriageway from the edge of seal or kerb line to the 

property boundary to allow vehicle access. For pedestrians, they form part of the continuity of footpaths as 

they walk across them. 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Access for vehicles is 

not inhibited by the 

form or quality of 

vehicle crossings 

Number of 

reported vehicle 
crossing faults 

impacting 

property access. 

Faults fixed 

promptly once 
identified 

through vehicle 

crossing 
maintenance or 

renewal. 

Council 

relinquishes their 
responsibility for 

maintaining or 

renewing vehicle 

crossings. 

Investment is targeted 

only at the worst faults 
impacting access to 

property. 

Investment in vehicle 
crossings is good 

value for money for 

ratepayers 

The trend in 
maintenance 

and renewal 

costs for vehicle 

crossing assets. 

Vehicle crossing 
improvements 

are targeted at 

the worst fault 
locations and 

based only on 
customer 

requests. 

Council 
relinquishes their 

responsibility for 

maintaining or 
renewing vehicle 

crossings. 

Reduced costs to 
Council in the long 

term. Transfers 

maintenance 
responsibility to 

individual property 

owners. 

9.6.2 Customer and Strategic Issues 

9.6.3 Vehicle crossings Assets 

Vehicle crossing assets are prevalent across the city. All properties accessed from the transport network do 

so from a vehicle crossing. There is a diverse range of vehicle crossing types and sizes. Small single 

residential crossings can cost only $3,000 to renew while large industrial vehicle crossings could cost greater 

than $20,000 depending on the size and design. Design of the adjacent road can also impact vehicle 

crossing design. Roads with high crowns and deep kerbs – as is prevalent in Palmerston North – are more 

likely to require a plated vehicle crossing, which comes at a greater cost. 

Customer Expectation Current Responses 

Vehicle crossings are free of significant 

faults such as large holes or cracks. 

Vehicle crossing renewal programme in place to respond to 

identified faults. 

Road legal vehicles will not scrape or 

bottom out when using the vehicle crossing. 

Use specific solutions such as steel plates or slot crossings 

where necessary. 

Vehicle crossings do not inhibit the 

movement of pedestrians along the 

footpath. 

Faults identified as part of footpath network inspection. 

Maintenance and renewal programmes to respond as 

appropriate. 

Strategic issues & opportunities Current Responses 

Maintenance and renewal responsibilities 

for vehicle crossings. 

Currently Council maintain and renew vehicle crossings. 

Considerations are being given to transfer this responsibility 

to property owners as vehicle crossings provide limited 

benefit to the wider transport network. 

Asset Type Types / Materials Quantity Useful Life Valuation 

Crossings Concrete or asphaltic concrete – various 
types including kerb, kerb ramp, bridge, 

rural, steel, slot crossing 

26,925 80 years $103.7M 
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Asset Age Profile 

Council does not currently have age data recorded for vehicle crossings in RAMM. It is anticipated though 

that most vehicle crossings would be as old as the land use they are associated with. For example, the age 

of the house that the vehicle crossing serves would be a proxy for the age of the vehicle crossing. This 

method does not account for some changes in land use, properties that share a vehicle crossing, or past 

vehicle crossing renewal. The figure below provides an approximate age profile for residential vehicle 

crossings based on this property valuation age information. 

 

Asset Condition and Performance 

Vehicle crossing condition was assessed as part of the 2018 full footpath network inspection. Faults are also 

identified by the footpath panel contractor during a construction package or via a customer reported 

vehicle crossing fault. 

Less than six percent of vehicle crossings have condition data recorded in RAMM. Of those that do, 94% are 

listed as being in excellent condition. The limited sample size does not provide any meaningful evidence to 

determine the overall state of vehicle crossing assets. 

Prevalent Condition and 

Performance Issues 

Existing Response 

Vehicle crossings 

Fault information is captured for vehicle crossings during the full footpath network inspection. The 

number of faults is not significant compared to those for pedestrian facilities. 

Age or vehicle loading related 
deterioration result. cracking, 

broken, subsidence, holes, etc. 

Identified as part of footpath inspection, by footpath panel 
contractor during construction package or via a customer reported 

vehicle crossing fault. 

Council will inspect and programme maintenance or renewal 
activity as required. Generally, this has been a full vehicle crossing 

renewal. 
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Potential pedestrian safety issues 

associated with vehicle crossing 

asset condition. 

If fault is within the vehicle crossing, but is in line with the adjacent 

footpaths, maintenance work is classified as footpath 
maintenance. If the full vehicle crossing is renewed, this is 

undertaken as a vehicle crossing renewal. Costs are applied as 

such. 

Vehicle crossings are points of 

conflict between vehicles and 

pedestrians & cyclists. 

Land use controls for front boundary treatments enabling inter-

visibility between road users. 

9.6.4 Lifecycle Management Alternatives 

Various lifecycle management alternatives have been considered for vehicle crossings. 

Long-term, the Relinquish maintenance and renewal responsibility alternative is recommended. Vehicle 

crossings provide benefits primarily to the private property owner they serve with limited wider benefits and 

some disbenefits to pedestrians and cyclists. It would also more fairly attribute the cost of maintaining and 

renewing vehicle crossing assets where because of the land use, more damage occurs (i.e. Private 

properties that generate many heavy vehicle movements). 

Such a change in the management of and investment in vehicle crossings would require a process to be 

run with elected members and the public. Therefore, in the short to medium term, the Reduced Investment 

Alternative Description Risks & Opportunities 

Reduced 
investment 
(existing 
2020/21) 

Investment in vehicle crossings was reduced 
for the 2020/21 financial year in order to save 
money due to the impacts of Covid-19; 

Maintain this reduced level of investment for 
future years; 

Like the renewal only alternative, there is no 
dedicated vehicle crossing maintenance 
budget; 

When a fault is identified as being significant, 
the vehicle crossing is renewed; 

Limit the rates increase from increasing 
investment on vehicle crossings back to pre-
Covid-19 levels; 

Minor maintenance works are only undertaken 
when the fault is affecting the safe and 
efficiency movement of pedestrians; 

Consideration given to renewing parts of vehicle 
crossings only. 

Likely to see a steady decline in asset condition 
as renewal rates fall behind deterioration; 

Public complaints are likely to increase. 

Balanced A balanced level maintenance works is 
undertaken on vehicle crossing, targeting 
faults rather than full renewals; 

Renewal activities are reduced for vehicle 
crossings; 

The indicative split between maintenance 
and renewal is 50:50. 

Limit the rates increase from increasing 
investment on vehicle crossings back to pre-
Covid-19 levels; 

Minor maintenance activities are undertaken in 
order to preserve the life of the vehicle crossing. 

Renewal only 
(previous) 

Return to previous levels of investment in 
vehicle crossings; 

When a fault is identified as being significant, 
the vehicle crossing is renewed; 

No dedicated vehicle crossing maintenance 
budget; 

Maintenance is only undertaken when the 
fault impacts pedestrians and the cost is 
associated with footpath maintenance; 

A greater level of vehicle crossing investment 
would occur than currently; 

Consideration given to renewing parts of vehicle 
crossings only. 

Increase is rates to match asset renewal need; 

Based on the long-term investment need, the 
renewal budget will need to increase. 

Demonstrates a commitment to continue to 
manage vehicle crossings. 

Relinquish 
maintenance 
and renewal 
responsibility 

Vehicle crossings provide a direct benefit to 
the private property with limited benefit to the 
wider transport network; 

Maintenance and renewal responsibility 
would be transferred to the private property 
owner; 

This would likely require a 12-month process 
with agreement from elected members and 

consultation with the public; 

There may be an appropriate middle ground. 

Could continue to save up to 0.5% on annual 
rates; 

The maintenance and renewal responsibility 
would sit more directly with the party generating 
most of the benefit; 

Due to the way Council fund renewal activities, 
this could not be commenced until the start of 
an LTP period (2024 at the earliest); 

It may not be widely supported by the public, 
who would take on any costs associated with 
vehicle crossing assets; 



 

104 

 

alternative is proposed in this AMP. The Operations and Maintenance, Renewal and Asset Improvements 

sections for Vehicle Crossings are described further based on this alternative 

 

9.6.5 Operations and Maintenance  

O&M Strategy and Priorities 

Vehicle crossings have historically not had any maintenance activities undertaken. 

Where the maintenance required has formed part of the footpath and vehicle crossing, this work has been 

undertaken as footpath maintenance under the relevant budget. This is because this part of the vehicle 

crossing provides wider benefit to pedestrians and other footpath users. 

O&M expenditure trends 

There are no historical maintenance costs for vehicle crossings. Under the Balanced alternative, 

maintenance activities will begin to occur for vehicle crossings.  

Assessment of the issues and trends suggests that: 

• There have been no maintenance type activities undertaken on vehicle crossings in the past. Where 

appropriate, renewal of the vehicle crossing has occurred; 

• It is uncertain how many of the historical vehicle crossing renewals that have occurred could have 

been being responded to with a maintenance type activity; 

O&M forecast and funding 

There is no vehicle crossing maintenance proposed as part of this AMP. 

Vehicle crossing maintenance and operations 

Description Activity 

Operational Undertaken as part of the routine full footpath network inspections to identify any 
faults which are then used to plan the maintenance and renewal programme. 

Planned to be undertaken during the 2020/21 period, 2022/23 period to set a 

baseline and every three years after this point. 

Management of the installation of new vehicle crossings. A vehicle crossing consent 

is required for a private property to construct a new vehicle crossing from the 

boundary to road edge. This work must be undertaken by an approved concrete 

contractor and is inspected by Council Infrastructure prior to being poured. 

Reactive 

Maintenance 

Where the fault is impacting the safe and efficiency movement of pedestrians, 

suitable maintenance activities will be undertaken. See Section 9.7.4 for further 

details on these. 

Response timeframes 

Fault type Response time 

Emergency 

vehicle crossing 

fault (injury) 

The fault is programmed for construction works as appropriate. Emergency footpath 

faults are prioritised and will take place generally within 3 months (including if 

undertaken as a renewal). 

Footpath fault 

identified 

Three weeks to assess, prioritise and programme maintenance as appropriate. 

Maintenance will occur when included in a package of work (timeframe varies). 

The One Network Framework will have a limited impact on how we maintain or renew our vehicle 

crossings. 

However, it will influence where vehicle crossings are abundant and where they are not. Roads 

and streets with a high movement or high place function would be expected to have fewer 

vehicle crossings. This would allow for the roads and streets to be more focused on moving people 

and / or goods, or being people places, as is appropriate for its function. 
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9.6.6 Renewals 

Renewals Strategy and priorities 

Vehicle crossing renewals are largely programmed following analysis of faults identified through footpath 

inspections or via customer requests. Considerations for when to undertake a vehicle crossing renewal 

include: 

• The level of the identified fault on the vehicle crossing; 

• The extent to which the vehicle crossing is damaged and whether it will be more cost effective to 

renew only part of the crossing or all of it; 

• Where vehicle crossings which have failed are adjacent to other programmed works, such as K&C 

renewal where it is more practical to remove the entire crossing rather than a small portion, or in 

association with the footpath renewal programme. Vehicle crossings may also be renewed in 

conjunction with external utilities work where identified and approved by the Corridor Access 

Manager. 

Renewals are identified and coordinated through condition assessments and renewal programming for 

footpaths. Vehicle crossings requiring renewal will be undertaken at the same time as an adjacent 

package of footpath construction. 

When vehicle crossings are renewed, they are generally done so with concrete. This results in any asphalt 

vehicle crossings being renewed to concrete. This is done as concrete is more cost effective across the 

whole life of the asset. 

Renewal expenditure trends 

Renewal expenditure over the past 5-year period is significantly higher than the budget for the 2020/21 

financial year. Expenditure has generally been on ad hoc vehicle crossings identified on the network in 

need of renewal. This general trend will change considerably under the new investment strategy. 

 

The asset valuation for all crossings in the City (including kerb crossings for pedestrians) is $103M with annual 

depreciation of $1.3M. 

Assessment of the issues and trends suggests that: 

• More than 500 vehicle crossings were identified as having a grade 4 or 5 fault during the 2018 full 

footpath network inspection. This equates to an approximately 5-year backlog of vehicle crossing 

renewals; 

Vehicle crossing renewal 

Description Activity 

Renewal Full or partial replacement of a vehicle crossing that has failed and no longer 

providing a suitable level of service to the property accessed by it. 
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• Based on long-term depreciation, vehicle crossing renewals have been, and will continue to be 

underfunded; 

• There is a strategic desire to more widely consider the role Council plays in the maintenance and 

renewal of vehicle crossings; 

Renewal forecast and funding 

Forecasted vehicle crossing renewal expenditure is outlined in the table below. Long term expenditure 

forecasts are outlined in Appendix C. It is accepted that future funding for vehicle crossing renewals is 

uncertain. If Council are to continue to maintain and renew vehicle crossing long-term, it is likely that a 

significant increase in renewal funding will be required. 

Vehicle crossing 

renewal 

Existing Deliver 

(000’s) 

2021/22 

(000’s) 

2022/21 

(000’s) 

2022/23 

(000’s) 

% Change 

PNCC Funded Works 

Vehicle crossing 

renewal 

$100,000 

(budget) 

$100,000 $110,000 $110,000 +5% 

9.6.7 Asset Improvement 

New vehicle crossing assets are acquired from private properties through in-fill development, new 

subdivisions or when properties are developed, and a new vehicle crossing is constructed. Council do not 

construct new vehicle crossings unless they are part of a wider strategic transport upgrade. 

The number and width of new vehicle crossings that can serve a private property are controlled by the 

District Plan. This is enforced through the need to get a vehicle crossing consent for any new construction. 
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9.7 Pedestrian Facilities 

9.7.1 Overview 

To provide an accessible, safe and well-maintained footpath network that meets the needs of pedestrians 

and encourages walking. 

Pedestrians include people on foot (walking or jogging), in wheelchairs, on mobility scooters or pushing a 

pram. They are not the only users of footpaths and other assets we’d typically consider pedestrian facilities. 

Increasing, other types of users are also using the same facilities such as scooters, skateboarders, skaters 

and electric versions of these. 

Enabling more people to make pedestrian journeys helps encourage healthier lifestyles, reduces 

congestion, and is a lower emission mode of transport compared to a private vehicle. 

Level of Service & 

Strategic Case Intent 

Indicator Short term goal Long term goal Life Cycle impacts 

Footpaths and other 

facilities provide an 

easy journey for all 

pedestrians. 

Number of 

pedestrians 
moving along 

pedestrian 

transport corridors 
during peak 

hours. 

Increase in the 

number of 
people getting 

to work or school 

as a pedestrian. 

Increase in the 

number of 
people getting 

to work or school 

as a pedestrian. 

Investment supports 

more people to be 

pedestrians. 

People choose to 
make trips as a 

pedestrian, reducing 

transport emissions 

Transport 
emissions within 

Palmerston North 

Fewer short trips 
(<2km) are 

made by private 

vehicle. 

Transport 
emissions 

decrease. 

Pedestrians are 
provided 

appropriate priority 

over private 

vehicles. 

Pedestrians are safe 

from conflict that 

could cause 

significant harm 

Number of high 
severity crashes 

involving 

pedestrians. 

Respond to 
factors that will 

keep pedestrians 

safer (reduce 
conflict, slower 

speeds). 

There are no 
pedestrian 

deaths or serious 

injuries. 

Asset improvement 
programmes to 

improve pedestrian 

safety. Reduce 

vehicle speeds. 

Footpaths are 

efficiently maintained 

and do not act as a 

barrier for pedestrian 

use. 

Number of Grade 
4 & 5 faults 

identified on the 

footpath network. 

Reduce the 
existing number 

of identified 

faults. 

Maintain and 
renew footpath 

network at 

lowest whole of 

life cost. 

Respond to 
footpath faults in 

short-term. 

 

9.7.2 Customer and Strategic Issues 

Customer Expectation Current response 

Footpaths and other pedestrian facilities 

that support the movement of people. 

There was a 51% satisfaction rating with footpaths 
throughout of city in 2019. This was slightly lower than 

other aspects relating to Transport. 

Footpaths are free of significant faults that 
will make it difficult to traverse. This is 

particularly so for wheeled pedestrians and 

those with lower physical mobility. 

The worst footpath faults have been identified. A specific 

renewal programme to target these faults is underway. 

Pedestrians are provided the same 

opportunity to move around the city as 

other forms of traffic including private 

vehicle. 

Footpaths are provided throughout all parts of the city. 

Traffic signals rarely prioritise any movement or transport 

mode. 

Pedestrians feel safe, and the infrastructure 

supports in keeping them safe. 

Minor pedestrian safety improvements are being 

delivered throughout the city. 

Strategic issues & opportunities Current response 
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9.7.3 Pedestrian Facilities 

The network of pedestrian assets is predominantly comprised of footpaths, and several handrails. Shared 

pathways with cycleways are discussed in Section 9.7 Active Transport: Cycling Facilities.  

Pedestrian assets comprise of the following asset types: 

There are also several interactions between pedestrian facilities and other assets which support the 

movement of pedestrians throughout the city. 

• Bridges and Structures: Pedestrian railing on bridges & pedestrian underpasses; 

• Cycling Facilities: Include off-road shared paths which are also used by pedestrians; 

• Traffic Services: Pedestrian signals & pedestrian phases at signalised intersections. Signs and 

markings for zebra and kea crossings; 

• Street Lighting: Provide a suitable level of lighting for pedestrian safety. 

Asset Age Profile 

The figure below shows the age profile for concrete and AC footpaths. This is based on the constructed 

date of assets in RAMM. Due to incomplete records, many of the footpaths have been given an arbitrary 

construction date. This has resulted in more than half the asset records having a recorded age of 27 years. 

In practice, it is anticipated that more of the footpaths will be older than their recorded age. 

 

The condition of the footpath network was 

not well understood prior to the full network 

survey undertaken in 2018. 

The 2018 condition survey set the priority for maintenance 

and renewal investment over the next 3-5 years. 

There is not yet an inspection regime for future footpath 

condition surveys. 

Off-road shared paths including the 

recently constructed walking / cycling 

bridge remain popular. Generally, for 

recreational pedestrian use. 

The shared path network connects periodically to the 

primary footpath network. 

  

Asset Type Material Type Quantity Useful Life Valuation 

Footpath Mainly asphalt or concrete 1,076,600 m2 80 – 100 years $98.5M 

Crossing Kerb crossing, Zebra crossing, kea 

crossing, etc 

Unknown Varies Not valued 
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Asset Condition and Performance 

Footpaths, including kerb crossings are currently inspected every two years. Footpath faults are identified 

and recorded including settlement, bumps, depressions, cracks, scabbing, potholes and environmental 

issues such as leaf fall. The most recent footpath condition assessment was undertaken in 2018. This was a 

change in assessment approach and resulted in a greater number of higher-grade faults (worse) being 

identified.  

Condition information is recorded in RAMM but for the 2018 survey, was not recorded against the asset. 

Prevalent Condition and 

Performance Issues 

Existing Response 

Footpaths 

The most recent full footpath network inspection was undertaken in July and August 2018. This provided 

updated condition information to base the current periods maintenance and renewal programme on. 

A total of 3.6% or 20km of the network was rated as being poor or very poor. These are faults which 
would be difficult for someone with limited mobility to traverse. When spread out across the city, these 

faults impact many journeys. 

Grade Length (km) % of footpath network 

surveyed 

1 (excellent) 7.5 1.4% 

2 (good) 279.7 50.3% 

3 (fair) 248.6 44.7% 

4 (poor) 17.5 3.1% 

5 (very poor) 2.5 0.5% 

Previous footpath network inspections had used a different methodology and results were not 
comparable. An updated footpath network inspection is being undertaken late 2020. This will provide a 

second set of condition data to assess the deterioration rate of footpath assets. 

A fault that poses a safety risk or 
would impact the walkability of 

the footpath for those with limited 

mobility. 

Investment is currently prioritised to reduce the number of faults 
present on the footpath network. Grade 4 and 5 faults that were 

identified in the 2018 condition assessment are targeted for 

maintenance or renewal. This construction occurs over the shortest 

reasonable length to minimise quantities and cost. 

Fault caused by footpath 

upheaval from adjacent street 
tree or tree within neighbouring 

property. 

Investment is currently prioritised to reduce the number of faults 

present on the footpath network. 

Where trees are present and are impacting the footpath, they may 
be removed with any decision made in conjunction with the public 

and Council’s Vegetation Officer. 

Many short maintenance and 

renewal patches are increasing 

the number of concrete joins. 
Increasing the likelihood of further 

failure. 

Footpath renewal and maintenance works inspected post-

construction. Once signed off, is the responsibility of Council with no 

further maintenance period. 

Footpaths slippery due to leaf fall 

or other environmental issues. 

Street cleaning, including of footpaths, occurs as required under 
the road maintenance contract. This is prioritised during the periods 

of high leaf fall. 

Birds roosting in trees within the 
CBD poo on adjacent footpaths 

which may be slippery and 

impact pedestrian  

Cleaning regime within the CBD to maintain. This includes water 
blasting. The water blasting has resulted in pitting of the concrete 

footpath creating a reduced LOS. 

Pedestrians are often given 

secondary priority at intersections, 

traffic signals, vehicle crossings. 

Minor improvements being undertaken to improve pedestrian 

connectivity and safety. RASF will identify priority routes for investing 

in pedestrian facilities. 

Pedestrians are vulnerable road 

users. When conflict occurs with 

Traffic signals provide protection for pedestrians crossing some 

intersections. 
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9.7.4 Lifecycle Management Alternatives 

Various lifecycle management alternatives have been considered for pedestrian facilities. 

Alternative Description Risks & Opportunities 

Do minimum Reduce expenditure; 

Prioritise reactive maintenance based on 

urgency and safety; 

Do not undertake asset inspections. Rely 

on customer requests only; 

No pedestrian facility improvements 

Costs would decrease in the short term, but 

there would be a risk of increased whole of 

life costs for pedestrian facilities; 

Risk of a greater number of faults on the 

footpath network lowering the LOS; 

Anticipated increase in customer requests 

for footpath faults. 

Targeted 

improvements 

(existing) 

Target short sections of footpath renewals 

at worst faults; 

A greater portion of the work undertaken 

would be renewal rather than 

maintenance; 

Improvement programme to fill footpath 

gaps and improve pedestrian safety. 

Reduces the number of grade 4 & 5 faults 

the quickest; 

Renews only a short section but effectively 

provides a high level of service across a 

greater length; 

Results in more footpath joins which may be 

more liable to fail in the future. 

Longer length 

renewal 

Target longer sections of footpaths to 

renew; 

Renewal sections would be prioritised 

based on the severity and number of 

faults; 

Undertake reactive maintenance based 

on urgency and safety; 

Improvement programme to fill footpath 

gaps and improve pedestrian safety. 

Would enable a greater proportion of the 
footpath network to be renewed, but may 

fail to target improvement areas; 

Overall, the number of grade 4 & 5 faults 

would not be reduced as quickly; 

Would likely not enable the desired level of 

service to be met for a longer period; 

Some parts of the city may not see any 

investment for a longer period. 

For the short to medium term, the Targeted Improvements alternative is proposed in this AMP. The 

Operations and Maintenance, Renewal and Asset Improvement sections for pedestrian facilities 

are described further based on this alternative. 

vehicles, the risk of a death or 

serious is high. Even at 50km/h. 

However, many have long delays resulting in a poor pedestrian LOS 

or encouraging pedestrians to cross without a green man. 

Slower speed environments have been introduced around schools 
on the Arterial and Collector road network. This reduces the speed 

limit to 40km/h. 

Pedestrian Crossings 

No specific condition or performance information is held on informal crossing locations such as centre 

islands or pedestrian facilities at traffic signals. Some information will be held on these assets where they 

are associated with other transport asset types such as drainage or street facilities. 

The most recent full assessment of zebra and kea crossings was undertaken in October 2016. General 

matters which were identified through this assessment have been highlighted below. 

Mandatory warning signs missing 

on approach to zebra crossings. 

Where identified, replace or install a new warning sign. 

Where appropriate, install warning signs on the main road with 

supplementary ‘On Side Road’ signs. 

Zebra crossings wider than 
desirable based on best practice 

standards. 

Undertake remedial action via the low-cost low risk programme 

based on the best practice option identified. 

The use of tactile ground surface 
indicators is inconsistent around 

the city. Generally, few crossings 

have them installed. 

New crossing locations have tactile ground surface indicators 

installed as per best practice. 

There is no current response to existing sub-standard crossings. 
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It is anticipated that within 3-5 years, the backlog of Grade 4 & 5 faults would have significantly 

reduced. At this time the approach to investment in pedestrian facilities is expected to change. 
The focus will shift from just fixing the worst footpath faults, to a hybrid alternative. The worst faults 
will continue to be fixed, however there would be a new focus on renewing longer lengths of 

footpath in order to minimise whole of life costs. 

 

9.7.5 Operations and Maintenance 

O&M Strategy and Priorities 

Pedestrian facilities are maintained via Council’s internal Depot staff and through a contractor supplier 

panel. Maintenance and renewal activities are managed and delivered in conjunction with each other. All 

the maintenance work undertaken is considered reactive maintenance with activities highlighted in the 

table below. This is the most cost-effective method for managing pedestrian facility faults. 

A CBD street cleaning regime keeps footpaths and other pedestrian spaces clean and tidy. This is 

undertaken predominately by internal Depot staff with some external contracts. The drivers for this 

maintenance activity are highlighted further in Section 9.13 Place infrastructure and street furniture. 

Pedestrian Facility Maintenance & Operations 

Description Activity 

Operational Routine full footpath network inspections to identify any faults which are then used 

to plan the maintenance and renewal programme. Planned to be undertaken 
during the 2020/21 period, 2022/23 period to set a baseline and every three years 

after this point. 

Management of corridor access requests. Ensuring that any reinstatement meets 

the required standard. 

Service trenches are a prevalent location failure of the footpath given the number 

of services that cross it to each property. 

Internal and consultant support and management of pedestrian facilities. 

Reactive 

Maintenance 

Maintenance activities to extend the life of a footpath asset. Generally targeted at 

Grade 4 & 5 faults. Includes: 

Footpath patching (not full width); 

Surface levelling or smoothing, generally through concrete grinding; 

Footpath cleaning in CBD area (further information detailed in Section 9.13 Place 

infrastructure and street furniture) 

Other minor activities relating to footpaths and pathways including: 

Clearing glass from footpaths; 

Repairing / maintaining fences on walkways linking roads. 

Response timeframes 

Fault type Response time 

The One Network Framework will see a renewed focus on supporting the movement of people, 

not just vehicles. It will enable key pedestrian links to be identified for Palmerston North and 

prioritised where appropriate. 

For most streets, the level of service for pedestrians will not change. The existing footpaths on 

either side of residential streets will remain appropriate. However, it may highlight the need to 

invest differently in different parts of the city. Footpaths at or near schools, community shopping 

areas, within the CBD or connecting to the shared path network would be expected to be 

maintained to a higher level of service, given the increased pedestrian use. 

On higher Place category roads and streets, pedestrians and other active modes will be 

encouraged and provided with a greater level of service. This will require investment to create 

roads and streets that have the form to match its desired function. Raised platforms, other traffic 

calming pedestrian priority, living spaces, road closures are all options for this environment. 
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O&M expenditure trends 

There has been a steady increase in footpath maintenance and street cleaning spend across the last 5 

years. This increase in maintenance spend is attributed to an increase in footpath work undertaken after full 

network inspection identified the network condition was worse than previously thought. 

 

Assessment of the issues and trends suggests that: 

• The footpath maintenance activity will be predominantly used to fix isolated, discrete faults where a 

short section of renewal is not the best response.  

• Per Section 9.13 Place infrastructure and street furniture, it is anticipated that there will be an 

increase in the number of high value pedestrian assets such as stone paved surfaces. These surfaces 

require a higher level of maintenance, operations and cleaning. The CBD street cleaning 

expenditure is expected to increase because of this; 

• Without a series of regular and consistent full footpath network inspections, the quantum of 

emerging footpath failures is not known. Therefore, at this stage Council can’t determine what an 

adequate medium to long term maintenance investment level based on condition is for footpaths; 

• Costs will increase as the footpath network expands via asset improvement programmes and as the 

city grows; 

• As the number of grade 4 & 5 faults on the network decreases through the targeted renewal 

strategy, the quantum of this type of renewal work will decrease. In the long-term, it is anticipated 

that there will be more maintenance expenditure and less renewal expenditure; 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to pedestrian facilities, is outlined in 

the table below. Longer-term expenditure forecasts are outlined in Appendix C. 

Emergency 

footpath fault 

(injury) 

The fault is programmed for construction works as appropriate. Emergency footpath 

faults are prioritised and will take place generally within 3 months (including if 

undertaken as a renewal). 

Footpath fault 

identified 

Three weeks to assess, prioritise and programme maintenance as appropriate. 

Maintenance will occur when included in a package of work (timeframe varies). 



 

113 

 

Pedestrian facilities 

maintenance and 

operations 

Existing 

Delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Footpath Maintenance 

WC 125 

$220,000 $235,000 $235,000 $235,000 +7% 

PNCC Funded Works 

Footpath / CBD 

Cleaning* 

$121,000 $111,000 $111,000 $111,000 -9% 

* Footpath / CBD cleaning does not include costs associated with staff delivering the activity 

9.7.6 Renewals 

Renewals Strategy and priorities 

Renewals, like maintenance, are largely programmed following by analysis faults identified through 

footpath inspections or via customer requests. Considerations for when to undertake a footpath renewal 

include: 

• Maintenance activities such as grinding would not provide the best whole of life value for money; 

• Situations where renewal of a longer length would be more cost-effective than targeting individual 

faults. For instance, when there are many defects; 

• When associated with vehicle crossing renewal, drainage renewal, or street tree replacement as 

part of a wider street improvement / renewal project. 

Renewal work to date has been based on Council staff selecting appropriately sized packages of work to 

be delivered by panel contractors. As part of ongoing improvement process, Council are now looking to 

prioritise packages of work based on pedestrian use also. With a focus on: 

• Community areas with high pedestrian generation such as schools and local shopping areas; 

• Areas where it is anticipated there will be more pedestrians with limited mobility, such as nearby to 

aged care facilities. 

When footpaths are renewed, they are generally done with the same material type as was existing. When a 

package of footpath work is undertaken, wider renewal needs are investigated such as vehicle crossings 

and K&C. This are programmed as is appropriate for these other assets. 

Renewal expenditure trends 

Council have historically had a programme for the renewal of footpaths with expenditure over the last five 

years shown below. A change occurred during the 2018/19 year to focus on shorter lengths of footpath 

renewals rather than long whole street renewals. The significant dip in expenditure during the 2016/17 year 

was due to non-delivery of the capital programme. Improvements in Council’s delivery methodology, 

including the implementation of the contractor supplier panel for footpath work, have sought to ensure this 

does not occur in future years. 

Pedestrian facilities renewal 

Description Activity 

Renewal Renewal of a length of footpath or associated footpath assets (kerb crossings) 

where there are several faults or associated with other improvements. A 

renewal is considered when the treatment length is between two vehicle 

crossings or greater than 10 metres. 

 Internal support and management of pedestrian facilities. Includes: 

• Prioritisation and programming of footpath work; 

• Management of footpath construction panel; 

• MSQA for footpath construction; 

• Capture construction tasks as dispatches within RAMM, including 

updating the asset in RAMM. 
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It is intended that the programme will also be used for renewals of other parts of the pedestrian network as 

well. In line with the Transport Agency’s Work Category, these can include public footpaths connecting the 

rest of the network, including stairs, alleyways and off-road connections. 

 

Assessment of the issues and trends suggests that: 

• By delivering improvements via a contractor’s panel, and with most of the work being delivered by 

small to medium contractors Council have been able to address more faults than anticipated. At 

existing rates and investment strategy, the current list of grade 4 & 5 footpath faults would be fixed 

within 3-4 years; 

• Without a series of regular and consistent full footpath network inspections, the quantum of 

emerging footpath failures is not known. Therefore, at this stage Council can’t determine what an 

adequate medium to long term renewal investment level based on condition is for footpaths; 

• Costs will increase as the footpath network expands via asset improvement programmes and as the 

city grows; 

• Work which has been previously identified as being footpath renewal (short patches to fix individual 

faults), will be considered maintenance from the 2021-24 period. This will rebalance the amount 

work classified as maintenance and renewal with the overall quantum remaining the same 

(considering other changes). 

Renewal forecast and funding 

Forecasted pedestrian facility renewal expenditure is outlined in the table below. Long term expenditure 

forecasts are outlined in Appendix C. 

Pedestrian facilities 

renewals 

Existing 

Delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Footpath Renewal 

WC 225 

$1,030,000 $1,250,000 $1,250,000 $1,250,000 +21% 

9.7.7 Assets Improvement 

New pedestrian facilities are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including pedestrian facilities, are vested to Council; 

• Council constructs new pedestrian facilities where there were none previously. Such as in support of 

residential growth areas or upgrading our villages; 
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• Pedestrian facilities are constructed to a higher level of service than had previously existed. 

Improvement strategy and priorities 

There are several gaps across the transport network between the existing level of service and that sought 

from the preferred alternative for pedestrian facilities that can only be best delivered by investment in asset 

improvement. 

All minor pedestrian improvement projects are proposed to be delivered via one Council programme. This 

will allow for investment to be prioritised year-to-year should the needs of the pedestrian network change. 

There are two main parts to the programme, footpath extensions and minor safety / crossing improvements. 

Footpath extensions provide the expected level of service for all urban areas. A list of minor pedestrian 

facility safety improvements has been identified. This are predominantly midblock and intersection crossing 

facilities. Investment for both these parts of the programme is ranked using the following criteria (in order of 

importance):  

• Pedestrian safety;  

• Pedestrian generators – schools, shops, etc;  

• Road hierarchy; and  

• Operating speed of adjoining road, as indicated by speed limit. 

Other low-cost low risk projects will also deliver benefits to pedestrians. Where these are not specifically 

pedestrian facilities but cover several transport users, they will be captured in Appendix C. Shared paths 

improvements are highlighted in Section 9.8. 

Asset improvement programme and funding 

Forecasted pedestrian facilities asset improvement expenditure is outlined in table below. Long term 

expenditure forecasts are outlined in Appendix C. 

 

  

Gap Programme status Benefit sought 

The footpath network is 

incomplete. 

1679 – Footpath 

improvements 

Provision for pedestrians on both sides of 

the road in urban areas. 

There have been several deaths 

and serious injuries involving 

pedestrians. 

1679 – Footpath 

improvements 

Safer and improved pedestrian facilities 

to enable pedestrians to move around 

the city. 

Prog No. & Name Budget as per the first 10 years of LTP 

PNCC/Waka Kotahi Co-Funded Works 

1679 – City-wide – 
Footpath 

improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$518,000 $498,000 $498,000 $498,000 $498,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$498,000 $498,000 $498,000 $498,000 $498,000 

Resulting Opex costs: $25,000 / annum from Y1, Y3 & Y6. 
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9.8 Cycling Facilities 

9.8.1 Overview 

To provide an integrated, efficient and safe cycling network that facilitates and encourages cycling as a 

way of moving around Palmerston North. 

Safe cycling facilities contribute towards the overall transport system. Cycling is a great way to be fit, 

healthy and active. Every person on a bike is one less car in the queue or jockeying for a car parking 

space. Cycleways are not just for people biking – they provide space for other wheeled modes such as 

mobility scooters and electric scooters where footpaths are not the best place to ride. Crossings designed 

for cycleways often improve crossing opportunities for pedestrians. Trips made by bike also save fuel – 

keeping more money in your pocket and the local economy. 

9.8.2 Customer and Strategic Issues 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Cycle facilities 

provide an easy 

journey and 

encourage use by 

cyclists 

Number of cyclists 

moving along 
cycling transport 

corridors during 

peak hours. 

Increase in the 

number of 
people getting 

to work or school 

as a cyclist. 

Increase in the 

number of 
people getting 

to work or school 

as a cyclist. 

Investment 

supports more 
people to be a 

cyclist. 

People choose to 

make trips as a cyclist, 

reducing transport 

emissions 

Transport emissions 

within Palmerston 

North. 

Fewer short trips 

(<2km) are 
made by private 

vehicle. 

Transport 

emissions 

decrease 

Cyclists are 

provided 
appropriate 

priority over 

private vehicles. 

Cyclists are safe from 

conflict that could 

cause significant harm 

Number of high 

severity crashes 

involving cyclists. 

Respond to 

factors that will 

make cyclists 
safer (reduce 

conflict, slower 

speeds). 

There are no 

cyclist deaths or 

serious injuries. 

Asset 

improvement 

programmes to 
improve cyclist 

safety. Reduce 

vehicle speeds. 

Cycle facilities are 

efficiently maintained 

and do not act as a 

barrier for cyclists. 

Number of 

customer requests 
associated with 

cycle facilities. 

On-road cycle 

lanes are kept 
clean and free 

of detritus. 

Maintain and 

renew footpath 
network at 

lowest whole of 

life cost. 

Respond to cycle 

path faults in 

short-term. 

Process map 

operational 

decisions 

Customer Expectation Current response 

There are cycle facilities that connect 

people with where they want to go. 
Existing on and off-road cycle infrastructure. 

Delivery of the urban cycle masterplan. 

Cycle lanes are kept free glass, detritus or 

other material that may impact their ride 

Dedicated cycle lane sweeping is occurring at a higher 

frequency that for other streets. 

When identified detritus and other material is cleared 

from cycle facilities. 

Cyclists feel safe when they are riding on 

on-road facilities and at intersections. 

Delivery of the urban cycle masterplan. 

Improve existing on-road cycle marking when reseals are 

undertaken. 

Off-road shared paths are safe at all times 

of the day. 

Shared paths are lit at their connections to the rest of the 

road network or by nearby light spill. 

There are end of trip facilities, such as cycle 

stands, available where they want to be. 

Cycle stand renewal and asset improvement budgets 

targeted at high use areas. 

Strategic issues & opportunities Current response 
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9.8.3 Cycling Facilities 

The cycling facilities network mainly consists of on-road dedicated cycle lanes and off-road cycle, shared 

paths and supporting infrastructure such as cycle stands. Asset management considerations for each vary 

greatly. The approach for on-road cycle lanes is heavily dependent on the road and pavement it is on. Off-

road shared paths can be closer to recreational paths, and at times are unsealed. Cycle infrastructure can 

be more treated like other on-road street furniture. 

Asset Age Profile  

Limited asset age information is maintained for cycling facilities.  

For on-road cycle lanes, the only assets are road markings, which given their short life do not have age 

related data captured. Given the increasing number of green cycle markings and extended life of these 

road markings, it would be useful to capture this information in RAMM. This is a gap that should be filled over 

the next 3-year period. 

Off-road shared paths are a mix of surfaces with varying useful lives. The age of the surface is rarely 

important in maintenance and renewal investment decisions. Limestone paths undergo almost constant 

maintenance, making the surface age generally very low. However other surfaces can be long lasting. With 

only pedestrian, cyclists and infrequent maintenance vehicles on these paths, deterioration is slow.  

Asset ages have been captured for approximately 40 percent of cycle stands. Many of these appear to be 

estimated ages with the construction date listed as the 1st January of various years. 

Asset Condition and Performance 

Off-road shared paths outside the road corridor, which have a crushed compacted limestone surface, are 

included in footpath condition surveys. Surfacing defects identified are yet to be used to develop a 

consistent lime surfacing condition rating process. 

New cycleways are constrained by existing 

kerb-line, creating sub-optimal 
arrangements such as reduced cycle or 

vehicle lane width. 

The best outcome possible is sought while delivering 

within existing kerb arrangements to moderate costs. 
Indented parking and bus stops mitigate the loss of these 

from on the street. 

Improvements to on-road cycle 

infrastructure is often in conflict with car 

parking and bus stops. The public are often 

opposed to the removal of car parking. 

Parking is rationalised in order to provide the appropriate 

level of service to cyclists. 

Bus stops and / or car parking is indented into berms and 

footpaths. 

Cycle lanes are free from surface covers 

and non-cycle friendly stormwater grates. 

Existing services are not moved to accommodate. 

New service covers are not located in the cycle lane and 

cycle infrastructure improvements consider this. 

Green cycle lane markings are expensive to 

install and renew compared to other line 

marking. 

Renewal of green cycle lane markings is often deferred 

until roads are resealed. 

The network is expanding but no allowance 

has been made for additional maintenance 

and operational budgets 

Consider increased budgets as part of this AMP / LTP 

round. 

There are challenges associated with 

extending the existing shared path network. 

Council have not been proactive in resolving these issues 

leading to delays and deferrals of projects. 

There is significant available capacity within 

the existing cycling network. 

Encourage more cyclists by expanding the network to 

cover more areas of the city or provide safer routes. 

Asset Type Material Type Quantity Useful Life Valuation 

On-road cycle 

lanes 

Same as the road on which the 

cycle lane lies. 

50 km 6 – 40 years Not valued 

Off-road shared 

paths 
Asphalt, concrete, limestone. 42 km 10 – 80 years  $5.8M 

Cycle Stands Galvanised, stainless, Corten, 

powder coated. 

345 20 – 40 years $0.4M 
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Together with the surfacing condition, the width of the lane must be maintained to ensure shared path 

standards are met and maintained within any condition rating system. The condition of on-road dedicated 

cycle lanes is assessed through both pavements and markings. However, the rate of deterioration of these 

assets is not significantly affected by bicycles but is a function of vehicular traffic wear and weathering. The 

road marked cycle symbol denotes the on-road cycle lanes legal status and must be maintained to ensure 

its visibility. The quality of green markings has been improved to provide durability, as they play an 

important role in cycle safety and driver awareness. The condition of the asphaltic concrete off-road 

shared paths inside and outside the road corridor is currently not assessed and they are to be included 

within the next footpath condition survey.  

Prevalent Condition and 

Performance Issues 

Existing Response 

On-road cycle lanes 

No condition data is held for on-road cycle lanes. 

Glass, leaves and other detritus is 

located within the cycle lane. 

Cycle-lane sweeping occurs at a greater frequency than other 

streets. 

Potholes or other pavement 

failures impacting cyclists. 

Programmed for repairs by the road maintenance contractor. 

Receives same priority as other parts of the network. 

Adjacent on street parking 
creates a significant safety risk for 

cyclists. 

When new and improved on-road cycle facilities are created, 
create a buffer between cars and cyclists. To date, this has 

included car parking mitigation. 

Manholes and sumps are not 
cycle friendly, creating a safety 

risk. 

Replace these assets on key cycle routes with cycle friendly 
versions. When planning new cycle lanes, keep these free from 

existing manholes. 

Road markings fading. Poor 
visibility of lane markings causing 

incorrect lane usage by cyclists 

and motorists. 

Roads are re-marked as per Section 9.11 Traffic Services. For 
general lines, this is on an annual basis. For green cycle markings, 

the timeframes vary. 

Intersections are points of conflict 

for cyclists and other transport 

users. 

Advanced stop boxes at signalised intersections. Sharrows on 

approaches to roundabouts. 

  

Off-road shared paths 

Condition information is held for less than 10% of the off-road shared path network.  

Limestone paths deteriorate. 

Especially during winter or periods 

of high rainfall. 

Shared path maintenance is undertaken. Additional lime is added 

to the surface to ensure path widths are maintained. 

Leaves and other detritus 

accumulates on the path. 

Cleared periodically, with a greater frequency during winter 

months. 

Conflicts between users on the 

shared paths including cyclists, 

pedestrians and dog-walkers. 

Users are asked to share the space. All dogs to remain on a leash. 

There is not always compliance with this. 

Some parts of the shared path 

network are inaccessible when 

stream levels rise. 

Pedestrians and cyclists need to use alternative on-street routes. 
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9.8.4 Lifecycle management alternatives 

There are other non-financial levers that can be pulled in order to deliver a better outcome for cycling 

facilities. Those which Council are proposing to do irrespective of the chosen financial alternative are: 

• Better align the marking of cycle lanes with when roads are going to be resurfaced. Undertake 

marking when the road is resurfaced, and again at a half-life (for chipseal surfaces); 

Various lifecycle management alternatives have been considered for cycling facilities. 

Cycle Stands and supporting infrastructure 

More than half of cycle stands recorded in 

RAMM are Sheffield U type stands. 

All cycle stands were condition rated during 
2019. This rating showed that generally, most 

cycle stands are in average condition or 

better. 

Specific faults aren’t recorded in RAMM for 

cycle stands. General faults are highlighted 

below. 

Insufficient or inadequate end of 

trip facilities in place for cyclists. 

Programme to deliver additional cycle stands and other supporting 

infrastructure is in place. 

Age related deterioration such as 
paint chip, dents, rust and 

corrosion. 

Minor maintenance, such as repainting, may be undertaken if 
simple and effective. However, for many low-cost cycle stands, 

renewal is more cost effective. 

Cycle stands are damaged by 
vehicles if placed too close to a 

car park or kerb. 

Cycle stand is renewed at a different location to avoid vehicle 

damage; 

  

Alternative Description Risks & Opportunities 

Do minimum Mark cycle lanes (green) one and then 
run to fail. This is close to what is currently 

occurring; 

Cycle lane sweeping as part of normal 

drainage maintenance activities only; 

Shared path maintenance is minimised. 

No renewals; 

Supporting cycle infrastructure is not 

maintained or renewed. 

Faded green cycle markings may decrease 

the safety level of service for cyclists; 

Will not encourage an increase in cycling as 

a viable mode of transport; 

Expected increase in number of customer 

requests for maintenance and leaf and 

detritus clearing. 

Existing Maintenance and renewal expenditure 

are roughly in line with existing; 

Cycle lanes are swept regularly, with the 

majority of cycle lane maintenance 

reacting to customer requests; 

Delivery of the urban cycle masterplan 

over several years. 

Maintenance issues can be responded to 

an existing level of service; 

The benefits sought from an increasing 

number of cyclists are not realised; 

A car-centric view of the transport network 

remains; 

Likely to be a continued decline in cyclist 

numbers. 
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The cycling priority alternative is proposed in this AMP. Large scale capital investment in the cycling network 

is difficult to deliver in a short time frame. In order to meet the outcomes and benefits sought for cycling in 

Palmerston North, a step change in management of the network and investment is required. The best way 

to achieve change is to make best use of the cycling facilities already available. Cycling trips need to be 

prioritised alongside or ahead of vehicle trips. 

In the medium to long term, elements of the network expansion alternative should be considered. For this to 

be effective however, a change in the perception of cyclists and the cycling network needs to occur. By 

prioritising cyclists and our existing cycling facilities first, that change can start to occur. 

 

9.8.5 Operations and Maintenance 

O&M Strategy and Priorities 

Cycling facilities are managed in a variety of ways. In-house resources, the road maintenance contractor 

and other specialist contractors are all used depending on the work needing to be undertaken. Many 

maintenance activities associated with other transport assets are delivered under that group. 

The on-road cycle and shared path network are used differently to other parts of the network. Cyclists can 

more easily filter through other parts of the network. Roads which may not be high in the road hierarchy for 

vehicles can be an important link for cyclists.  

Under the cycling priority alternative, we want to make sure that all parts of our cycling network are 

maintained to a high standard. Therefore, there is no specific priority across various parts of the network. This 

Network 

expansion 

Maintenance and renewal expenditure 

are roughly in line with existing. Increase in 
future years to accommodate network 

expansion; 

Accelerated delivery of the urban cycle 

masterplan in order to provide better 

coverage and levels of service for cyclists. 

A more expansive cycling network would 

provide better, safer connections for cyclists 

across the city; 

Would require a greater level of future 

maintenance and operational spend. 

Construction of new on-road cycle facilities 

can be difficult to deliver in a short time 

frame; 

May not optimise our existing cycling 

facilities. 

Cycling 

priority 

Cycling facility investment is prioritised 

alongside or ahead of that for vehicles; 

On-road and off-road cycle lanes are 
maintained to ensure all trips made by 

cyclists are free from faults and harm; 

Delivery of the urban cycle masterplan 

over several years. 

Greater priority provided to cyclists in all 

transport investment decisions; 

Make the most of existing cycling facilities 

by keeping them well maintained; 

Seek to minimise the number of customer 

requests; 

Change in the network is slower. 

Implementation of the One Network Framework will provide an opportunity to reinforce the priority 

cycle network. It will support investment in slowing some streets, supporting the Place function, and 

a greater level of service of other busier roads. 

Quiet streets or neighbourhood greenways are a good way to provide a safe, slow speed road 

environment for cyclists. Investment in local area traffic management will slow vehicle speeds. The 

key element will be identifying the best routes to connect to the wider on-and-off road cycle 

network. 

For busier roads, there will need to be a balance between providing for vehicles, trucks and buses 

as well as the cycle network. Too often roads and streets in Palmerston North have tried to do 

everything for all users. This is resulting in increased conflict. The ONF will support the identifying 

where a higher level of service for cyclists would be appropriate, or where the better option may 

be an alternate route. 

The ONF will also be able to be used to prioritise maintenance activities on the cycle network. 

Those parts of the network which have the highest cycling function would be expected to be 

maintained at a higher level of service. This may mean more frequent cleaning of detritus or 

response times to faults. 
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also means that even if there isn’t a marked cycle lane, cyclists may still be present and require a level of 

service. 

O&M expenditure trends 

 

Assessment of the issues and trends suggests that: 

• Council are looking to enhance the level of service provided to cyclists than what they currently 

receive in order to meet the strategic direction set; 

• The cycling priority alternative seeks to prioritise trips made by cyclists alongside those made by 

other modes. Cycle facilities as they are currently maintained are not actively encouraging cycling 

as a transport mode; 

• Cyclists feel that too often they are left on poorly maintained parts of the transport network. 

Maintenance activities need to respond to the need of cyclists; 

• Off-road shared paths have not been maintained to the standard expected. Especially those which 

are not sealed; 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to cycling facilities, is outlined in the 

table below. Longer-term expenditure forecasts are outlined in Appendix C. 

On-road cycle lane Operations and Maintenance 

Description Activity 

Planned 

Maintenance 

Cyclic road sweeping of cycle lanes to keep them free of glass, leaves and other 

harmful detritus. This is at a higher frequency that other streets. 

Reactive 

Maintenance 

Clearing cycle lanes and streets frequented by cyclists of glass, leaves and other 

harmful detritus when identified and sweeping will not occur in a short period of 

time. 

Other maintenance activities associated with the road pavement & surface, 

drainage, street trees, street lights and other transport assets. These are detailed in 

other sections. 

Off-road shared path Operations and Maintenance 

Operational Full shared path network inspections to identify where maintenance activities are 

required. Undertaken three monthly or following weather events. 

Planned 

maintenance 

Seasonal maintenance, edge trimming and spraying for the entire shared path 

network. 

Reactive 

maintenance 

Responding to faults, complaints and safety issue identified. Maintenance of 

shared path to achieve service levels including: 

• Lime surface patching; 

• Removal of silt deposits from high river levels; 

• Vegetation trimming or removal; 

• Removal of offensive litter; 

Cyclin facilities Operations and Maintenance 

Reactive 

Maintenance 

Repair of cycle stands and other end of trip facilities where and the damage is 

impacting the functionality of the asset. 

Response timeframes 

Description Response Time 

Offensive litter in 

cycle lane 

Includes glass in the cycle lane. Will be cleared within 4 hours. 

Faults relating to 

‘other’ assets 

Response time as per other assets. 
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Cycling facilities 

operations and 

maintenance 

Existing 

Delivery 

2021/22 2022/23 2023/24 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Cycle Path 

maintenance WC 124 

$271,400 $670,000 $680,000 $690,000 +250% 

9.8.6 Renewals 

Renewals Strategy and priorities 

Only off-road paths and supporting cycle infrastructure such as cycle stands are renewed. Any renewal of 

on-road cycle lanes is undertaken as part of the wider transport network activities. 

Off road cycle path renewals are undertaken when all or part of a cycleway has reached the end of its 

economic life. The required level of resurfacing or reconstruction will depend on age, condition, ongoing 

maintenance, and material life. There are not any planned for the next 3-year period with all work falling 

under maintenance. 

The only planned renewal work for the next 3-year period is that associated with supporting cycle 

infrastructure such as cycle stands. These are prioritised based on assessments made by staff following ad 

hoc inspections or customer requests. 

Renewal expenditure trends 

Cycling infrastructure renewals expenditure has been relatively small over the past 5 years. The low 

expenditure shows that there has been little renewal work completed on cycling facilities as there has been 

a bigger focus on maintenance in previous years.  

Assessment of the issues and trends suggests that: 

• Cycling facilities renewals will only occur for cycle stands and other supporting cycle infrastructure; 

• Only a low level of renewal investment is required to keep up with ass 

Renewal forecast and funding 

Forecasted cycling facility renewal expenditure is outlined in the table below. Long term expenditure 

forecasts are outlined in Appendix C. 

Cycling facilities 

renewals 

Existing 

Delivery 

2021/22 2022/23 2023/24 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Cycle Infrastructure 

Renewal 

WC 224 

$12,000 $20,000 $20,000 $20,000 +67% 

9.8.7 Asset Improvement 

New cycling facilities are acquired in a variety of ways as follows: 

• Council constructs new cycling facilities where there were none previously. Such as the extension of 

the existing shared path network; 

• Cycling facilities are constructed to a higher level of service than had previously existed. Such as 

converting an on-road cycle lane to a separated facility. 

Dedicated cycling facilities are rarely provided as part of subdivisions except on on-road marking. Council 

does not have suitable controls through the District Plan to be able to require a significantly higher level of 

service without providing the investment. 

Supporting cycle infrastructure Renewals 

Description Activity 

Renewal Renewal of deteriorated cycle stands and other end of trip facilities where 

maintenance is no longer economical. 
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Funding asset improvements & improvement programmes 

 

  

Prog No. & Name Budget as per the first 10 years of LTP 

PNCC/Waka Kotahi Co-Funded Works 

1559 – City-wide – 
Urban Cycle 

Infrastructure 

Network 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 

Resulting Opex costs: $60,000 / annum from Y1; $100,000 from Y3. 

1676 – City-wide – 

Supporting Cycle 

Infrastructure 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$102,000 $175,000 $102,000 $155,500 $79,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$124,500 $51,000 $124,500 $48,000 $121,500 

Resulting Opex costs: $4,000 / annum from Y1; $10,000 / annum from Y2, Y4, Y6,Y8 & Y10. 

1677 – Regional 

Shared Path Network 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$1,832,000 $1,868,000 $2,185,000 $2,665,000 $2,511,660 

2026/27 2027/28 2028/29 2029/30 2030/31 

$2,035,660 $2,181,660 $2,904,167 $2,904,167 $2,904,167 

Resulting Opex costs: $470,000 /annum from Y1. 

1678 – City-wide – 

Off Road Shared 

Path Network 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$415,000 $439,300 $415,000 $415,000 $415,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$415,000 $415,000 $415,000 $415,000 $415,000 

Resulting Opex costs: $90,000 /annum from Y1. 
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9.9 Public Transport 

9.9.1 Overview 

To provide comfortable on-street facilities that help facilitate the use of public transport as a viable, 

attractive, and convenient transport mode. 

Public transport infrastructure has a significant influence over the usability and desirability of the public 

transport network. It can convey better information; with convenient, comfortable, safe, and clean stops, 

shelters, and terminals. 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle 

impacts 

Council infrastructure 

supports public 
transport as an 

attractive mode for 

travel 

No. of bus shelters 

that are 
attractive, clean 

and well 

maintained. 

Faults fixed 

promptly once 
identified through 

cleaning and 

maintenance. 

Increase in the 

number of bus 
shelters around 

the city. 

Maintenance, 

renewal and 
improvement 

programmes all 

required. 

Public transport 

infrastructure supports 

the movement of 
people on key arterial 

transport corridors 

Delays incurred 

by buses on 

arterial transport 

corridors. 

Maintain existing 

on-road PT 

infrastructure such 
as bus phases at 

signalised 

intersections. 

Develop and 

implement plan 

for on road 
infrastructure to 

improve PT 

reliability. 

Forward planning 

required for 

infrastructure to 
support bus 

movements. 

9.9.2 Customer and Strategic Issues  

Customer Expectation Current response 

Buses will run on time. With the infrastructure 

in place to support this. 

Buses get priority in few locations on the transport 

network. 

Bus stops are clearly visible and safe at all 

times of the day. 
Bus stop signs are maintained at all stops. 

Spill from on-street lighting provides a safe environment 

for bus users. 

Bus stops are comfortable and provide 

adequate shelter for users when waiting 

and are attractive. 

Bus shelters are provided to a select number of the 

highest volume stops around the city. These are 

maintained to a suitable standard. 

Investigations into upgrading the Main Street Bus Terminal 

are ongoing. 

Bus stops provide easy access from the 

footpath to the bus. 

Bus stops are built out into the road in some areas to 
make it easier to users. In other areas, bus stops are 

indented into berms for the benefit of other transport 

users. 

  

Strategic Issues Current responses 

Some bus shelters are delivered and 

maintained by a third party. They do so in 

order to advertise on these shelters. 

This arrangement has allowed Council to expand the 

number of bus shelters without further investment.  

Revenue from this arrangement has declined due to the 

impacts of Covid-19. 

There are conflicts between buses and other 

transport users. This is especially bad for 

vulnerable road users such as cyclists. 

Bus routes are set, with limited changes occurring to 

accommodate conflicts with other users. 

Bus stops are indented into berms where cycleways are 

being improved. 
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9.9.3 Public Transport Infrastructure Assets 

Public transport infrastructure is the bus stops, shelters and other on-road infrastructure that supports the use 

of the urban and regional bus services in Palmerston North.  

Bus stops ensure that scheduled passenger transport services can pick up and drop off passengers on 

defined routes. Hardstand areas at these stops assist entry and egress. Bus shelters provide protection from 

the elements. Bus priority measures are provided in the central area to maintain service reliability where 

traffic levels may result in delays. 

Major infrastructure is provided in bus terminals, which provide a comfortable, safe, and convenient place 

for city residents and visitors to wait for or transfer between buses. Terminals also provide a clearly defined 

start, end, and transfer point for bus services. Terminals are provided in locations that maximise 

convenience for visitors to commercial, recreational, and business areas. 

^ Includes 20 Adshel shelters provided and maintain externally.  

There are also several interactions between public transport infrastructure and other assets which support 

public transport throughout the city. 

• Pedestrian facilities: Link public transport users with their start and end destination; 

• Traffic Services: Signage and markings at bus stops. Bus phases at signalised intersections. 

Asset Age Profile 

Construction dates and corresponding age information is held in RAMM for only a few bus shelters and 

other public transport infrastructure assets. 

Asset Condition and Performance 

Council only play a part in delivering a quality public transport network, and therefore can only influence 

the infrastructure part of the activity.  

There is currently no planned inspection regime for public transport infrastructure assets. Most faults and 

damage are reported via customer requests. These are then reviewed, prioritised and work programmed as 

required. 

Asset Type Types / Materials Quantity Useful 

Life 

Valuation 

Bus stops Grass, concrete pad, paved verge, shelters 556 NA NA 

Facilities Shelters 87 ^ 15-20 yr $1.4M 

Bus Terminal 1 50 $0.35M 

Prevalent Condition and 

Performance Issues 

Existing Response 

Bus Stops 

No general condition information is held for bus stops. 

Bus stop signs are missing or 

damaged. 

Identified under road maintenance contract or via customer 

request. Programmed for replacement and delivered under road 

maintenance contract. 

Overgrown vegetation and grass. Council maintain street trees ensuring they will not obstruct buses. 

Especially near bus stops. 

Council primarily relies on residents to maintain the berm outside 

their property. Maintenance would only be undertaken by 

exception and only to make the berm safe. 

Many bus stops do not provide 

shelter or a seat to PT users while 

they wait. 

A small programme is in place to improve some bus stops to include 

shelters. This has been able to deliver approximately 6 new shelters / 

annum in recent years. 

Bus Shelters 
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Condition assessments for most bus shelters, 

including the Adshel shelters, was undertaken 
in 2019. This assessed the shelters cleanliness 

and state of repair and provided a good 
condition baseline for these assets. The majority 

(72%) of shelters were rated average which 

indicates that they had some level of 

deterioration. Typical faults included: 

• Missing or broken glass panels; 

• Corrosion & rust; 

• Damaged seats and other shelter 

elements. 

Adshel Shelters 

oOh!media undertake 
maintenance including cleaning, 

glass repair, and lighting costs. 

No proactive assessments of these shelters are undertaken by 

Council; 

Any customer request is forwarded on to oOh!media to be 

resolved. 

Shelters are subject to graffiti. Identified via customer requests. Cleaning is generally brought 

forward in the programme rather than having additional cleaning 

done. 

Vandalism or other damage 

resulting in broken glass etc. 

Identified via customer requests. Reactive maintenance is 

undertaken to at a minimum ensure the shelter is safe. 

Where any individual shelter is targeted more than twice in quick 
succession, further damage is cleaned up and made safe, but 

renewal of glass elements does not occur until the beginning of the 

next financial year. 

AEC K1 shelters have welded in 

place polycarbonate windows 

which cannot be replaced. They 
are extremely cloudy from 

repeated graffiti removal; 

There is no way for Council to resolve this issue via maintenance. 

New or replacement shelters are constructed to better standards to 

avoid this issue. 

Main Street Bus Terminal 

The bus terminal shelter has been assessed as being in average condition. More-so than its condition, its 

performance has a bigger impact on bus user experience. The existing terminal provides a negative 

outcome for bus movements, user safety and the city streetscape. This is a contributing factor to 

declining bus patronage. 

Cleanliness of urban bus terminal. Managed under a combined contract with cleaning of other areas 

of the CBD. 

The urban bus terminal is located 

on street, with several conflict 

points between buses, cars, 

pedestrians and cyclists. 

Minor safety upgrades have been made in the past. 

The City Centre Streetscape Plan proposed changes be made to 

the urban bus terminal. Implement these to deliver a better safety 

and amenity outcome. 

On Street PT infrastructure 

The public transport system is 
regularly impacted by on street 

congestion at peak times. 

Council has no existing bus lanes and few signalised intersections 

with bus priority. 

There is no current priority or programme in place to deliver any 

improvements in this area. 
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9.9.4 Lifecycle management alternatives 

All options allow for the replacement of the Urban Bus Terminal on Main Street. It is anticipated that this 

investment will be considered via a separate business case developed to inform the investment needs. 

Various lifecycle management alternatives have been considered for public transport infrastructure assets. 

A combination of growth and outsource alternatives is proposed in this AMP. The key elements from each 

alternative to be progressed with are: 

• Maintenance and renewal of shelters will continue at current levels; 

• Council will slowly increase number of bus shelters on the network. Preferably via third party 

agreements to minimise long-term costs. 

It is recognised that on-road PT infrastructure is going to need to be considered further in the future. Key bus 

routes such as Ruahine Street are congested during peak periods, impacting the bus services also. Buses 

are often caught in CBD congestion with a significant amount of time spent covering the first and last 500 

metres of the journey. While not recommended as the preferred alternative at this time, further work is 

needed in this space. The NOP, ONF and RASF can all be used to inform the most appropriate intervention 

and its impact on the transport network. 

Alternative Description Risks & Opportunities 

Do minimum Reduce short term investment; 

Only undertake maintenance and 

cleaning where it is a safety risk; 

No further Council funded renewals or 

improvements. 

Bus shelters and other infrastructure would 
slowly deteriorate. This would result in a 

decrease in amenity, comfort and safety; 

May disincentivise the use of public 

transport; 

Anticipated increase in customer requests 

for shelter damage. 

Maintenance 

only 

Maintain our existing shelter and PT 

assets;  

No renewal or expansion of asset base. 

Some assets may become expensive to 

maintain or result in asset disposal rather 

than renewal; 

PT infrastructure would not be able to 

respond to any changes in bus routes; 

Growth Allows for modest renewal and new 

shelters; 

Increased maintenance and operational 

costs for these new shelters. 

Provide the desired level of service to a 

greater number of bus stops around the city; 

Would increase short term improvement and 

long-term maintenance costs; 

Outsource More shelters are contracted to external 

companies to maintain at their cost; 

Maintain and renew our existing shelter 

and PT assets. 

Could allow a greater number of shelters be 

provided to users at no additional cost; 

Council has less control over maintenance 

issues should they arise. 

On road PT 

infrastructure 

Increase in on road PT infrastructure 

around the city to support bus 

movement; 

This would include dedicated bus lanes, 
clear zones, bus priority at signalised 

intersections.  

Provides better level of service to buses on 

congested corridors; 

Provided dedicated bus lanes or clear zones 

would take away road space from other 
users such as parking or cycle lanes. This 

may not be popular with these users or the 

public; 
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9.9.5 Operations and Maintenance 

O&M Strategy and Priorities 

Maintenance of public transport infrastructure is a mix between proactive cleaning regimes and reactive 

responses, generally to damage. Existing budgets are generally enough to respond to most faults identified 

with existing assets. Exceptions to this are where there is continued wilful damage to assets. In this situation 

the asset will only be maintained if budgets allow towards the end of the financial year and after a period 

of no further damage. 

O&M expenditure trends 

Maintenace and operational costs have steady over the past 5-year period. Approximately 60 percent of 

the expenditure is on shelter cleaning, including the Urban and Regional bus terminals. The rest is on 

general shelter maintenance and glazing.  

Public Transport Infrastructure Maintenance & Operations 

Description Activity 

Operational Liaison with oOh!media where maintenance is required on the bus shelters they 

operate. 

Invoice for revenue generated from this arrangement. 

Electricity charges associated with the urban bus terminal. 

Proactive 

Maintenance 
Seasonal cleaning, gum removal, graffiti removal. 

Reactive 

Maintenance 

Bus shelter glass replacement and minor maintenance activities undertaken by 

Council contractor when identified (usually via customer request) 

Bus stop signs and posts maintained as per Section 9.11 Traffic Services. 

Cleaning of Main Street Bus Terminal is undertaken alongside other CBD 
cleaning activities and is to a higher level of service than other suburban bus 

shelters. 

Response timeframes 

Fault type Response time 

Glass or other 
damage that is a 

safety hazard 

Less than one working day. Actioned by Road Maintenance Contractor. 

Bus stop sign Actioned by Road Maintenance Contractor. Programmed for delivery within a 

month. 

General bus stop 

maintenance 

A Council staff member will investigate within three working weeks. Appropriate 

maintenance planned after that. Current response times are generally less than 

two days. 

The existing bus services will inform the development of the One Network Framework and which 

roads and streets should be providing priority to these vehicles.  

The urban bus network in Palmerston North is currently dispersed in nature. Buses often run-down 

local access roads in order to cover more area rather than a more direct route. The ONF will drive 

investment in priority bus routes. This will change the way Council operates certain roads and 

promote bus priority lanes or clear zones to better support the movement of people. This in turn 

may influence the bus services in order to optimise the network. 

Consideration will need to be given to which routes are provide priority for buses. Currently, many 

services run on the same routes as the on-road cycle network. This conflict will need to be 

resolved and suitable provision provided for all transport users. 
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Revenue 

Council generates advertising from bus shelters via a contract with oOh!media. The bus shelters are 

maintained by oOh!media who are able to generate advertising revenue. 20% of that revenue is paid to 

Council; 

Bus shelter advertising revenue has been steadily falling over the past 5-year period and was down 

especially during the 2019/20 year. It was noted by oOh!media that Covid-19 impacted their advertising 

revenue. However, it is unclear what else is driving the overall downward trend. 

Assessment of the issues and trends suggests that: 

• The level of bus shelter maintenance is relatively low. Most expenditure is on cleaning and keeping 

the shelters and terminals tidy. This reflects that most work is down to maintain the attractiveness of 

the infrastructure; 

• There will be an increase in future maintenance and operational costs as more bus shelter assets are 

built. However, it is not expected that these will significantly increase required expenditure over the 

next 3 years; 

O&M forecast and funding 

The 20 oHh!Media advertising units have been supplied under an agreement with oOh!Media and at no 

cost to the City. Maintenance, including cleaning, glass repair, and lighting costs are covered by 

oHh!Media under the terms of contract between PNCC and Adshel NZ. Once the contract ends in 2027, if 

not renewed prior, the maintenance responsibility for these 20 shelters (or more, if oOh!Media) provide 

more during the term of this plan) will fall to PNCC. 

Forecasted expenditure for maintenance and operations, as it relates to public transport infrastructure, is 

outlined in the table below. Longer-term expenditure forecasts are outlined in Appendix C. 

PNCC does not claim directly from Waka Kotahi for public transport infrastructure maintenance, operations 

and renewals. As Horizons deliver the public transport system in Palmerston North, the claim goes through 

them. The process is as follows: 

PT infrastructure 

maintenance and 

operations 

Existing 

Delivery 

2021/22 2022/2 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

PT infrastructure 

WC 514 

$130,000 $128,600 $128,600 $128,600 -1% 
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• Council invoice Horizons the total amount of maintenance and operational expenditure at the end 

of the financial year; 

• Horizons claim subsidy on this from Waka Kotahi; 

• Horizons invoice Council the 49% local share. 

9.9.6 Renewals 

Renewals Strategy and priorities 

Renewal of public transport infrastructure is primarily associated with bus shelters. While other assets such as 

concrete hardstands, grass verges and bus laybys are also public transport infrastructure these generally 

have a much longer life or are managed differently. 

Bus shelter renewal is prioritised based on the overall condition of the shelter and the extent to which 

maintenance activities remain effective and economic. With better bus user origin / destination information 

becoming available, high use bus stops will also be able to be identified and prioritised above those which 

have only limited use. Where bus shelters suffer wilful damage, renewal will not happen until no further 

damage occurs following appropriate maintenance to ensure the investment is not wasted. 

Renewals expenditure trends 

Public transport infrastructure renewals were only reinstated at the last LTP. Before that, no shelter or other 

infrastructure renewals had occurred. Over the last 2-years, approximately 12-14 shelters have been 

renewed at an average cost of $5k-6k per shelter. 

Assessment of the issues and trends suggests that: 

• Several older bus shelters will become uneconomic to maintain as they age and their overall 

condition declines; 

• A modest renewal budget is required to keep up with bus shelters that reaching the end of their 

useful life; 

• As the asset base grows, a greater renewal budget will be required, however this will not be the 

case in the short term. 

Renewal forecast and funding 

Forecasted expenditure for renewals, as it relates to public transport infrastructure, is outlined in the table 

below. Longer-term expenditure forecasts are outlined in Appendix C. 

9.9.7 Asset Improvement 

New public transport infrastructure assets are generally only delivered by Council to meet the level of 

service anticipated by bus users. For bus stops, this is usually via an upgrade of an existing stop to include a 

shelter. For on-road infrastructure, it is changing the way existing transport assets are used.  

Improvement strategy and priorities 

There are two gaps for the 2021-24 LTP between the existing level of service and that sought from the hybrid 

growth / outsource alternative: 

Public Transport Infrastructure renewal 

Description Activity 

Renewal Renewal of bus shelters where maintenance activities are no longer effective 

and / or economic. 

PT infrastructure 

maintenance and 

operations 

Existing 

Delivery 

2021/22 2022/2 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

PT infrastructure 

WC 514 

$35,000 $30,000 $30,000 $30,000 -14% 

Gap Programme Benefit sought 
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The upgrade of the urban bus terminal aims to make it fit for purpose, future-proofed for increased services 

and participation. A business case will be developed to inform the best outcome for investment. It will 

consider how best to manage all bus movements through and around the CBD. Streetscape elements in 

line with the Streets for People programme will also be delivered. 

Improvement to bus stops have been made over the last 2-year period. Prior to that there had been no 

investment in new bus shelters or other PT infrastructure. This has left a gap between the expected level of 

service and what is being delivered. Several well used bus stops have limited supporting infrastructure. 

Council will be able to utilise new bus ticketing information to inform where the busiest stops are and 

therefore where investment should be targeted. For instance, a bus stop with many Super Gold card users 

would be a higher priority for investment. 

Asset improvement programmes & funding 

Forecasted public transport improvement expenditure for the next 3-year period is outlined in the table 

below. Longer term expenditure forecasts are outlined in Appendix C. 

 

 

  

The existing urban bus terminal 

provides a negative outcome for 
bus movements, user safety and 

the city streetscape. 

243 & 2025 – Urban bus 

terminal 
redevelopment & 

business case 

Increasing take up of public transport as 

a sustainable mobility option. 

Increasing modal shift from private motor 

vehicles to public transport. 

More footfall in the CBD 

Most bus stops around the city do 

not have shelters or other suitable 
infrastructure to make catching 

the bus attractive  

1680 – Public transport 

infrastructure 

improvements 

Meeting customer demand and 

reducing number of customer 

complaints. 

Increasing take up of public transport as 

a sustainable mobility option. 

Prog No. & Name Budget as per the first 10 years of LTP 

PNCC/Waka Kotahi Co-Funded Works 

243 – Urban Bus 
Terminal 

Redevelopment 

2021/22 2022/23 2023/24 2024/25 2025/26 

$75,000 $2,200,000 $4,750,000 $4,575,000 - 

2026/27 2027/28 2028/29 2029/30 2030/31 

- - - - - 

Resulting Opex costs: $175,000 / annum from Y2. 

1680 – City-wide – 
Public Transport 

Infrastructure 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

$90,000 $90,000 $90,000 $90,000 $90,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$90,000 $90,000 $90,000 $90,000 $90,000 

Resulting Opex costs: $12,000 / annum from Y1 & Y8. 

2025 – Urban Bus 

Terminal 
Redevelopment 

Business Case 

2021/22 2022/23 2023/24 2024/25 2025/26 

$200,000 $100,000 - - - 

2026/27 2027/28 2028/29 2029/30 2030/31 

- - - - - 

Resulting Opex costs: NA. 
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9.10 Street Lighting 

9.10.1 Overview 

Facilitate safe night-time movement of people, discourage illegal acts and contribute to the amenity of an 

area through increased aesthetic appeal. 

Street lighting is important for night-time safety for all road users, providing a sense of security for pedestrians 

and residents and improving visibility for motorists. Flag lighting in rural areas is valuable in identifying 

intersections, also a safety benefit for motorists. 

Level of Service Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Street lighting is 

reliable and is 
managed in the most 

cost-effective manner 

No. of reported 

street light faults 

Faults fixed 

promptly once 
identified 

through 

maintenance 
and component 

renewals 

Levels of 

reactive 
maintenance 

anticipated 

through better 

asset information 

More certainty on 

the level of street 
light maintenance 

and renewal 

investment. 

Timely response to 

faults. 

The trend in 

maintenance 

and renewal 
costs for street 

light assets 

Suitable street lighting 
enables safe journeys 

on the transport 

network at night 

% of streets to the 
required street 

light standard 

Street light 
improvements 

identified and 

prioritised. 

No deficiencies 
to standard in 

the street light 

network 

Anticipate an 
increase in the 

number of street 

light assets. 

9.10.2 Customer and Strategic Issues 

9.10.3 Street Light Assets 

 Street light assets include lighting on roads, accessways, “non-subsidised” roading lights, and lights in 

Council owned carparks as well as festive lighting and a small number of ground-mounted lights. some 

poles support more than one lantern, some lanterns are fixed directly to power poles which do not belong 

to Council, and veranda lighting in the CBD is attached to the underside of retail frontage canopies. The 

street lighting asset commences at the fuse, which is located at the base of each pole; the street lighting 

circuits are controlled by the electricity lines company. 

Customer Expectation Current response 

Lighting that fosters a sense of personal 

safety at night, particularly for pedestrians 

and cyclists. 

There was a 64% satisfaction rating with street lighting in 

2019, this was higher than other aspects relating to 

Transport. 

Upgrade non-compliant streets through the renewals and 

new assets programmes. 

Streets are suitably lit when it is dark. Existing operational, maintenance and renewal 

programmes respond to faults on time. 

Strategic issues & opportunities Current response 

Some areas of the city do not comply with 

the NZ standard for street lighting 

A programme to improve street light standards is currently 

underway with all streets to be to standard by 2024/25. 

The power lines and other service utilities 

remain overhead in many parts of the city. 

Street lights are attached to power poles in 
these locations. These remain the only areas 

not to be upgrade to LED street lights. 

Work with power and other utility providers to 

underground overhead lines. Replace with standalone 

Council owned poles for street lights. 

Newly installed LED light fittings have 
dimming capability which could deliver 

long-term power cost savings. This is being 

considered on residential street. 

No further action is currently being taken or investigated 

to realise this opportunity. 
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Asset Type Types / Materials Quantity Useful Life Valuation 

Pole Powder-coated or galvanised steel, cast 

iron, concrete, timber, or unknown. 

Useful life depends on material type, as well 

as the nature of the ground. 

8,033 45-80 years $23.2M 

Outreach / 

Bracket 

Various shapes and sizes, some one-piece 

inclusive with the pole. Typically powder 

coated or galvanised steel. 

7,789 50 years $4.3M 

Luminaire Various lamp types, including LED, sodium. 8,857 25 years $10.7M 

Asset Age Profile 

While age data is captured for poles, there is little in the way of historical records and the age of older 

assets is estimated or unknown. This information is updated as assets are replaced. 

Age assumptions are made in the asset valuation, but age is not a significant factor in asset management 

decision-making. 

Asset Condition and Performance 

Street light assets are inspected every two years as part of the street light maintenance contract. The 

overall condition of the poles is assessed from top to bottom for rust, dents, leaning poles. The luminaires are 

assessed for broken or cracked diffusers, cleanliness and tilt angles. On the overhead lines where the street 

lights are attached to power poles, the outreach arms and luminaires are assessed. The inspection rates the 

condition of individual components, as well as below ground where there are known problems with wet 

conditions or acidic soils. Trees that obscure the lighting splay are also noted. 

Condition information is recorded in RAMM. 

Prevalent Condition and 

Performance Issues 

Existing Response 

Poles 

No up to date condition data is recorded in RAMM for street light assets. This is an improvement item for 

the upcoming period. 

Age-related deterioration to 
pole. Usually corrosion of pole, 

dents or leaning poles. 

Identified in bi-annual condition inspection or via a customer reported 

street light fault. Programmed for maintenance as required. 

Steel pole base corrosion in 

acidic soil environments. 

Shallow dig to check corrosion level during bi-annual condition 
inspection. Lower 1-2 sections of the pole are programmed for 

replacement as required. 

Shear base poles require  As part of the maintenance contract, the shear base poles have the 

bolts assessed and re-torqued annually. 

Crash damage to poles (also 

impacts bracket & luminaire). 

Maintenance or renewal activity is undertaken depending on the level 

of damage. Reparation is often sought from the driver or their 

insurance company. 

Brackets 

No up to date condition data is recorded in RAMM for street light assets. This is an improvement item for 

the upcoming period. 

Age-related deterioration to 
bracket material. Usually 

corrosion of steel brackets or 

bracket fixings. 

Identified in bi-annual condition inspection or via a customer reported 

street light fault. Programmed for maintenance as required. 

Luminaires 

No up to date condition data is recorded in RAMM for street light assets. This is an improvement item for 

the upcoming period. 
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9.10.4 Lifecycle management alternatives 

Various lifecycle management alternatives have been considered for street light assets. 

Age-related deterioration to 

luminaires. Broken or cracked 
diffusers, failed lamps, 

electrical component 

corrosion. 

Cleanliness of lamp covers. 

Identified in bi-annual condition inspection or via a customer reported 

street light fault. Programmed for maintenance as required. 

Most luminaire failures are in non-LED areas. These have the lamps and 

internal gear trays replaced under reactive maintenance. 

LED luminaires which fail are replaced by the supplier under a 10-year 

warranty; 

Luminaires are not tilted in the 

correct direction or move out 

of correct alignment. 

Generally identified in bi-annual condition inspection. Adjustments 

made at that time. 

Lighting levels that don’t meet 

current standards. 
Street light infill programme in place to fill existing gaps. 

Power outage – no light. Liaise with Powerco to fix. 

Alternative Description Risks & Opportunities 

Do 

minimum 

Reduce short term expenditure; 

Prioritise reactive maintenance based on 

urgency and safety; 

Decrease the frequency of asset 

inspections; 

No street light asset improvements. 

Costs would likely decrease in the short term, 
but there would be a risk of increased whole 

of life costs for the street light assets; 

Increased failure risk, especially on local 

roads; 

Anticipated increase in customer requests for 

street light faults. 

Existing Approach for maintaining, operating and 

renewing street light assets as planned for 

2020/21 continues into the foreseeable 

future; 

Improvement programme to bring non-

compliant streets to standard; 

Existing inspections, maintenance and infill 

activities would continue. 

Current good practice maintenance and 

operational activities continue; 

Non-compliant streets brought up to 

appropriate lighting standard. 

LED 

conversion 

Approach for maintaining, operating and 
renewing street light assets same as 

Existing; 

Improvement programme to bring non-

compliant streets to standard; 

Convert the remaining non-LED luminaires 
on non-Council owned poles (power 

poles) to LED. 

Current good practice maintenance and 

operational activities continue; 

Non-compliant streets brought up to 

appropriate lighting standard; 

The benefits received from the LED 

conversion realised on full street light 

network; 

Decreased power consumption, decreased 

maintenance costs, fewer faults. 

Enhanced 

lighting 

levels 

Approach for maintaining, operating and 

renewing street light assets same as 

Existing; 

Capital investment to enhance on-street 

lighting levels. Would initially target the 

non-compliant streets. 

Current good practice maintenance and 

operational activities continue; 

The conversion to LED luminaires resulted in 
several complaints from the public on the 

level of street light. A programme to 

enhance the level of street light could deliver 
the level of service sought by this part of the 

public. 

Increased maintenance, operational and 
renewal costs due to the increase in asset 

base. 
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The LED conversion alternative is proposed in this AMP. The Operations and Maintenance, Renewal and 

Asset Improvements sections for Street Lights are described further based on this alternative. 

  

9.10.5 Operations and Maintenance 

O&M Strategy and Priorities 

The street lighting network is kept maintained and operational through the street lighting maintenance 

contract, which addresses any defects identified through inspections or customer requests. Most of the 

maintenance work undertaken can be considered reactive maintenance with activities highlighted in the 

table below. This is the most cost-effective method for managing street light asset faults. 

The conversion of most of the network to LED luminaires has resulted in less maintenance. This is only a part 

of the street light assets, with maintenance of poles and brackets expected to remain at similar levels as 

existing. 

Street Light Maintenance & Operations 

Description Activity 

Operational Carry out bi-annual condition inspection including specific checks of: 

Full check of poles from top to bottom for rust, dents, leaning poles; 

Steel pole base corrosion; 

Luminaries assessed for broken or cracked diffusers, cleanliness and tilt angles; 

Electricity testing; 

For street lights attached to power poles, outreach arms and luminaires are 

assessed.  

Electricity charges associated with running the street lights. 

Liaison with Powerco when multiple street lights fail. 

Internal and consultant support and management of street light assets. 

Cost recovery where possible when street light assets are damaged in a crash. This 

is via the at fault party or their insurance company. 

Proactive 

Maintenance 

Annual retorque shear base pole per manufacturers requirements to ensure poles 

will perform as expected in the event of a crash. 

Reactive 

Maintenance 

Carry out routine maintenance, repair and / or replacement of all missing, 

damaged, defective and faulty equipment and component parts. 

The lower 1-2 sections of steel poles are programmed for replacement as required 

where enough corrosion is found. 

Luminaire failures in non-LED areas that have failed have the lamps and / or 

internal gear trays replaced as required. 

LED luminaires which fail are replaced by the supplier under a 10-year warranty. 

Make safe any dangerous assets identified through inspections, crash damage or 

customer requests. 

Response timeframes 

Fault type Contract response time 

Normal street light 

fault 

5 working days. 

The ONF is not expected to have a significant impact on how Council lights its road and streets. 

Areas such as the CBD, which will have a higher Place function under the ONF and would be 

expected to provide higher level of light, already do so. The under-veranda lighting provides a 

high level of service to pedestrians and those parking cars. 

One area that could see an increase in level of service is lighting of pedestrian and cycling priority 

networks where these are currently local streets. The low level of light would not be appropriate for 

a high level of use by pedestrians or cyclists. The ONF could drive investment to support the safe 

night-time use of these priority networks. 
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O&M expenditure trends 

Street light maintenance expenditure declined significantly over the past 2 years after steady growth 

before that. This is attributed to the LED conversion that occurred during this time. The maintenance needs 

of these new luminaires are significantly less than the old. 

 

Electricity consumption is a major operational cost of the street lighting network. This is a driver for improving 

energy efficiency through LED luminaire replacements. This has resulted in a decrease in electricity costs for 

the street light network.  

 

Under the LED conversion alternative, maintenance and power costs for street lights are expected to 

decline. As most luminaires are already LED, the benefits from this will be more modest than the savings 

demonstrated to date. 

Car vs pole or 

exposed wires 

30 minutes to make safe. 

After making the site safe, depending on availability of materials, the replacement 

of poles could be up to 2 weeks. 
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Assessment of the issues and trends suggests that: 

• Maintenance costs for pole and bracket assets will remain stable as there are no anticipated 

significant changes to the asset base; 

• Maintenance and operational costs will reduce further over time as more LED conversions are 

completed and older installations are replaced. The quantum of this reduction will be dependent 

on the speed of upgrade (estimated to be 3% of the network / annum); 

• Costs will react to “real” changes in the unit rate cost of electricity supply (i.e. over and above 

inflation); 

• Costs will increase slightly as the network expands due to growth. 

O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to street lighting, is outlined in the 

table below. Longer term expenditure forecasts are outlined in Appendix C. 

Street light 

maintenance and 

operations 

Existing 

Delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Street light 

maintenance WC 122 

$455,000 

(Budget) 

$250,000 $245,000 $240,000 -45% 

Street light power WC 

122 

$595,000 

(Budget) 

$405,000 $397,500 $390,000 -32% 

PNCC Funded Works 

Lighting $20,500 $50,000 $50,000 $50,000 +144% 

Lighting – State 
Highway Maintenance 

(100% cost recovery) 

$81,700 $60,000 $60,000 $60,000 -27% 

9.10.6 Renewals 

Renewals Strategy and priorities 

Street light asset renewals are generally undertaken at a component level (pole, bracket or luminaire) 

unless all parts are damaged in a single event. Street light asset renewals generally fall into two categories: 

• Reactive and are identified through investigation of customer requests, condition assessments or 

vehicle damage. Are uneconomic to maintain or repair; 

• Planned renewal of a group of assets based on age, performance and condition. 

When street light poles and brackets are renewed, they are done so with components to today’s standard. 

Older pole types are not replaced like with like, but generally with a steel equivalent.  

Street light asset Renewal 

Description Activity 

Renewal Renewal of street light pole or bracket where deterioration such, that it 

would be uneconomic to maintain. This considers the maintenance 

expenditure history of the asset. 

LED luminaires which fail are replaced by the supplier under a 10-year 

warranty. 

LED luminaire renewal is planned for when the existing luminaires are 

approximately 25 years old. 

Reactive Renewal Renewal of street light pole and / or other components when an event 

(vehicle crash, weather event) results in damage that is uneconomic to 

repair. 
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Renewal expenditure trends 

Prior until 2019/20 the street light renewal budget was used to improve parts of the street light network while 

renewing these assets. All other work such as replacement of poles following damage, was classified as 

maintenance. 

The approach from 2019/20, was to classify the works as renewal where the street light asset or component 

(pole, bracket or luminaire) was deemed to have a new life. This is the case for damage or deterioration 

that is uneconomic to maintenance or repair. Due to this change, historical renewal spending is not reliable 

for determining future budget needs. 

The upgrade of most of the street light network to LED luminaires also brought a change in the anticipated 

renewal rates. Previous renewal rates for luminaires are no longer relevant due to this change. 

 

The asset valuation for all street light assets in the City is $38.3M with annual depreciation of $900,000. The 

annual depreciation for street light brackets and pole is $550,000. 

Assessment of the issues and trends suggests that: 

• The street light assets are generally in good condition and renewal rates will remain low 

• Renewal expenditure has been decreasing, though not as dramatically as maintenance; 

• Renewal costs for pole and bracket assets will remain stable. Given the current inspection and 

maintenance regime, most renewals of these assets are due to crash damage. Where possible this 

cost is recovered; 

• Based on long-term depreciation, street light asset renewals have been and will continue to be 

underfunded. Even considering the recent LED upgrade, annual depreciation of other components 

far exceeds renewal funding; 

• New maintenance contract prices will likely result in an increase in maintenance costs. 

Renewal forecast and funding 

Forecasted street lighting renewal expenditure is outlined in the table below. Longer term expenditure 

forecasts are outlined in Appendix C. 

Street light renewals Existing 

Delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

74 – Street light 

renewals WC 222 
$130,000 $145,000 $150,000 $155,000 +6% 
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9.10.7 Asset Improvement 

New street light assets are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including street lights, are vested to Council; 

• Council installs new street light asset where there were none previously. Such as in support of 

residential growth areas; 

• Additional street light assets or brighter luminaires are installed to improve the standard of lighting on 

non-compliant streets; 

• New poles are installed to accommodate luminaires that were previously installed on another utility 

pole that has been removed or where Council elects to move luminaires off power poles. 

Improvement strategy and priorities 

There are two gaps between the existing level of service and that sought from the LED Conversion 

alternative: 

Programme 1367 – Street light infill improvements has brought 45 of the 229 non-compliant streets during the 

2018/19 and 2019/20 financial years. The streets are prioritised based on an assessed importance rating. It is 

proposed to accelerate the current street light infill improvements programme in order to be able to bring 

all remaining non-compliant streets up to standard during the 2021-24 period. 

Programme 1806 – Street light LED lighting improvements is to upgrade older luminaires on the areas of the 

city were street light assets are attached to power poles. These luminaires will be left off during the initial roll-

out of LED luminaires. Replacing them will provide long-term operational cost savings. 

There is currently no strategic approach in place for replacing older style luminaires on overhead electricity 

poles with LED. Neither have existing car parking facilities or reserves been upgraded to LED. To support the 

delivery of LED luminaires on these streets and off-street locations a priority needs to be established. This will 

consider existing night-time safety, associated work on street light assets (such as upgrades to LED), street 

trees & vegetation and other categories. 

Council had previously prioritised a programme to support the undergrounding of overhead services / 

facilities. A previous report identified that the total cost to underground services and upgrade street lights is 

in the order of $14.75M. There have been difficulties in the delivery of this programme. It requires 

coordination with utility providers and funding needs to be aligned with when overhead utilities are due for 

renewal. It is not proposed to continue this programme at this time. 

Asset improvement programme and funding 

Forecasted street lighting improvement expenditure for the next 3-year period is outlined in the table below. 

Longer term expenditure forecasts are outlined in Appendix C. 

Public Transport 

Infrastructure asset 

improvement 

2021/22 2022/23 2023/24 Resulting 

Operational 

cost 

Comments 

PNCC/Waka Kotahi Co-Funded Works 

1367 – Street light infill  $846,000 $869,000 $869,000 $55,000 

from Y7 

Programme 
completed in 

2024/25. 

1806 – Street light LED 

lighting improvements 

$0 $595,000 $550,000 Future 
reduction 

TBC 

Programme 
delivered over 2 

years. 

 

 

Gap Programme status Benefit sought 

Approximately 14% of the street 

light network is non-compliant to 

modern standards. 

1367 – Street light infill A level of light on all streets that is to the 

accepted standard and allows for safe 

movement. 

Approximately 15% of street light 

luminaires are older non-LED.  

1806 – Street light LED 

lighting improvements 

Whole of life costs are minimised for street 

light assets 
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9.11 Traffic Services 

9.11.1 Overview 

Contribute to the safe and effective movement of transport users. 

Traffic services provide information to transport users to help them move around Palmerston North. This is a 

diverse group of assets, all of which are intended to both guide and regulate the movement of all transport 

users as well as provide protection.  

9.11.2 Customer and Strategic Issues 

Level of Service 

Intent Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

The transport 

network is well 
controlled, providing 

a safe journey for all 

users 

Number of fatal 

and serious injury 

crashes. 

Decreasing 

trend in number 
of fatal and 

serious injury 

crashes. 

No fatal and 

serious injury 

crashes. 

Changes to 

infrastructure and 
speed limits improve 

road safety; 

Traffic controls are 

well maintained. 

The transport 

network sends clear 
signals to users which 

is the best route for 

them 

Vehicle speeds 

through the CBD 

and local streets. 

Speed limits are 

reduced in these 

areas. 

Compliance 

with reduced 

speed limits. 

Speed 

management. 

Local area traffic 

management. 

Number of heavy 
vehicles on freight 

routes. 

Appropriate 
routes are known 

and signposted. 

Priority routes for 
heavy vehicles 

are obvious and 

well used. 

Traffic services 
support and 

discourage freight 

movement on routes 

as is appropriate. 

Traffic services 

provide appropriate 

priority to routes and 

modes 

The number of 

people that move 
along key arterial 

transport corridors. 

Priority routes are 

known and 

signposted. 

Traffic controls 

provide priority 
to appropriate 

routes and 

transport users. 

Develop network 

considering ONF and 

RASF. 

 

Customer Expectation Current Responses 

Road markings are clear and visible at all 
times of the day and in all weather 

conditions. 

All line markings are programmed to be remarked 

annually. 

Line markings, signs and traffic signals 
facilitate a safe journey for all transport 

users. 

Traffic services are in place where required to control and 
prioritise safe movement. These are maintained so they 

can be fully effective. 

Traffic signals operate at all times and 

provide safe travel through intersections 

without undue delay. 

Traffic signal assets are maintained to ensure they 

operate at all times. 

Changes to signal phasing being considered based on 

NOP priorities – consider the hierarchy of all modes. 

Vehicle speeds are appropriate for the 

surrounding land use. Especially around 

schools. 

Speed limits are being updated through bylaw changes 

to improve road safety. 

Variable speed limits are in place around schools where 

there are a large number of vulnerable road users. 

  

Strategic issues & opportunities Current Responses 

Lowering of speed limits is often unpopular 

to the public. 

First stages of the speed limit bylaw are targeting self-

explanatory reductions. 
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9.11.3 Traffic Services Assets 

Traffic services are a complex group of assets that compared to other transport assets, can change very 

quickly. They are often shorter lived than other transport assets such as pavements, concrete and structures. 

Many such as road marking are not capitalised and therefore not valued. Others have not been valued by 

Council as there is incomplete asset information or the assets are difficult to separate from others. This can 

make it difficult to properly plan future maintenance needs from the ground up. 

Asset Age Profile 

Age data is recorded in RAMM based on the sign install date and post install date. Approximately 45% of 

road signs have a default install date in 2006 entered. Those number per year with an install date later than 

this are shown in the figure below. Over the past 5-year period, there has been approximately 350 signs and 

250 poles new poles installed per year. While this will mostly be replacement of existing signs and poles, it will 

also include new assets based on expansion of the network. 

Many transport controls provide movement 

and safety priority to vehicles. With 

pedestrians and cyclists secondary. 

Shift priority to pedestrians and cyclists where adjacent 

land use supports this. Such as additional pedestrian 

phases in the CBD. 

Traffic signals are not sequenced and 

therefore do not optimise movement. 

No current improvement planned. 

Green cycle markings are painted via a 

capital programme without a suitable 

maintenance or renewal budget. 

Remarking of green cycle marking accommodated 

under existing road marking budgets. 

Cycle lanes are not remarked and there is a decrease in 

level of service. 

There is no optimisation of the re-marking 

frequency. 

Re-mark annually irrespective of condition. 

The Waka Kotahi technical audit noted the 

‘shabby’ condition of several traffic service 

Continue with existing investment. Consider increase in 

investment as part of this AMP. 

Asset Type Types / Materials Quantity Useful Life Valuation 

Road 

markings 

Linear painted markings – including centrelines, 

edge-lines, lane lines, flush medians, cycle lanes, 

etc 

Approx. 

550km  

1-2 yrs Not 

valued 

Feature painted markings – including stop, give 

way, arrows, turns, cycle, parking, edge marker 

posts, etc. 

Approx. 

12,500  

1-2 yrs Not 

valued 

Signs Includes Regulatory, Guide, permanent warning, 

Information, hazard markers, pedestrians, Street 

Name Plates, etc. 

Approx. 

11,000 

20 yrs $1.6M 

Traffic signals Includes poles, detectors, target boards, lanterns, 

controllers, comms devices, SCATS system (21 
intersections), etc. Lanterns are now all LED 

fittings. 

38 sets 10-15 yrs 

35 yrs 

(poles) 

Not 

valued 

Electronic 

signs 

Electronic variable speed signs at schools 13 schools  tbc Not 

valued 

Railings Includes painted sight rails, handrails, timber rails, 

concrete post and steel tube, etc 

Approx. 210 

locations 

tbc Not 

valued 

Traffic 

facilities 

Includes central medians, splitter islands, 

roundabouts, speed humps, local area traffic 

management 

Not known Varies. Not 

valued 
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Asset age information is not held any of the traffic signal assets and electronic signs. Asset age is not 

captured for road markings due to their short life. 

Asset Condition and Performance 

Condition assessments of road signage and markings are undertaken as night-time inspections. These 

determine deficiencies, safety hazards and identify and programme items of work required. The planned 

frequency of the night-time inspections is based on the road classification, with the higher classification 

roads being inspected more frequently.  

Traffic signals assets are inspected as part of 3-monthly patrols undertaken by the contractor. These 

inspections may identify faults that are not picked up by the public. 

Prevalent Condition and 

Performance Issues 

Existing Response 

Road Markings 

As roading markings are so short-live, no condition information is held for them. 

Road markings fade, impacting 

visibility, and readability.  

Road markings are renewed with a low cost, low quality paint. 
Requires an annual remarking. No consideration has been given to 

changes in paint or material. 

Road markings can be slippery 

for pedestrians and cyclists. 

Suitable road marking paint is used where these users will be present 

to maximise grip on painted surfaces. 

Road marking failures resulting 

from a failed road surface. 

Carriageway maintenance or repairs associated with the pavement 

or services. 

  

Road signs 

Condition information is held for nearly 99% of road signs and 94% of signposts. This condition information 

indicates that these assets are generally in good or excellent condition. 

It should be recognised that many of the dates the condition information was recorded are greater than 

5-years old or is blank. This means there is a level of uncertainty with these assets condition. 
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Damage from road accident, 

vandalism or another source. 

Road sign and / or post are maintained or replaced as required. 

Faded or deteriorated road sign 

that does not provide adequate 

night-time reflectivity. 

Signs are cleaned to maintain reflectivity. Road sign is replaced if 

beyond maintenance. 

Night-time audits to inform maintenance programme. 

Some road signs are subject to 

frequent vehicle damage, such 

as those on median islands. 

These signs are mounted on flexible posts to minimise damage and 

reduce future replacement costs where an alternative effective and 

practical location is not possible. 

  

Traffic signals & electronic signs 

No up to date condition data is recorded in RAMM for these assets. This is an improvement item for the 

upcoming period. 

Damage to poles, control 
cabinets, and boards due to 

vehicle accidents. 

Maintenance and renewal activity undertaken by contractor as is 
appropriate. If attended by police cost recovery is pursued by the 

offending party or their insurance. 

Signals out due to power failure. An uninterruptible power supply and generators are on hand to 

provide continuity of service. 

Damage to loops, ducts and 

cabling due to road works. 

Ensure compliance with corridor access procedures. 

Cable and loop positions are yet to be included in GIS mapping. 

Faults associated with the 

performance of the traffic 

signals. 

Monitored by SCATS, which identifies and records any faults. Failures 

in signal phasing can be rectified remotely by Council and our 

contractor. 

9.11.4 Lifecycle management alternatives 

Various lifecycle management alternatives have been considered for traffic services assets. 

Alternative Description Risks & Opportunities 

Do minimum Reduce short term expenditure; 

Road signs, traffic signals and electronic signs 
are only maintained when the fault is 

impacting the safety or efficiency of the 

network; 

Frequency of road marking is extended; 

Green cycle marking is not reinstated. 

Deterioration of traffic service assets; 

Increased risk of crashes occurring, 

especially at night; 

Expenditure on road signs and traffic 

signals may just be deferred; 

Lower level of service provided for 

cyclists. 

Existing Expenditure as planned for 2020/21 continues 

at a similar level into the foreseeable future; 

No change to existing investment strategy. 

Road signs, traffic signals and electronic signs 

Limited value added by contractors; 

Investment may not be the lowest 

whole of life cost option; 



 

145 

 

The Speed management, LATM & active transport alternative is proposed in this AMP. The Operations and 

Maintenance, Renewal and Asset Improvements sections for Traffic Services are described further based on 

this alternative. This alternative ensure that our traffic services are providing benefits to a wider range of 

transport users. 

It is also recognised that there are elements of the added value alternative that are important to consider. 

There is already significant annual investment in maintaining and renewing Council’s road signs and 

markings. The approach to markings especially has been to deliver the lowest cost option which meets the 

minimum standard. This has not considered the long-term cost implications of these decisions. Existing 

contract models are transactional and do not drive any added value. The new road maintenance 

contract will be leveraged to ensure whole of life considerations are considered. 

 

9.11.5 Operations and Maintenance 

O&M Strategy and Priorities 

Road signs and other delineation devices are maintained via the road maintenance contract. From July 

2021, this will also include road marking. Most maintenance work is identified by the public when damage 

occurs, or via night-time inspections. Priority for investment is based on the road hierarchy, surrounding 

delineation devices and potential consequence. 

Traffic signals and other electronic signs have been operated and maintained under a separate contract. 

From July 2021, these elements will be included in the road maintenance contract. Faults with traffic signals 

and other electronic signs will usually impact their performance and effectiveness. Generally, these are 

responded to in a short time to ensure the safety and efficiency of the transport network is maintained. 

Even a short outage of these assets can have a significant impact. 

are cleaned and maintained reactively. Road 

marking is undertaken annually; 

Contractor relationships are transactional; 

Speed management and associated local 

area traffic management. 

Benefits sought from speed 

management and LATM improvements 

are slow to be realised. 

Added value Total expenditure roughly as planned for the 

2020/21 year; 

Aim to get more value over the whole of life of 

the traffic service assets. Investigate 

alternative maintenance and renewal 

strategies; 

Drive value out of long-term road 

maintenance contract; 

Speed management and associated local 

area traffic management. 

Opportunity to deliver better level of 

service for the same level of 

expenditure; 

Contractor can be part of and buy-in 

to the decision making. Can create 
contract incentives to support good 

performance; 

Leverage good practice on other 

networks around the country; 

Speed 
Management, 

LATM & active 

transport 

Increased expenditure on speed 
management and local area traffic 

management and active transport control; 

Increase in road sign and marking 
maintenance to have these assets at a higher 

level of service; 

Benefits sought from speed 
management and LATM improvements 

are realised; 

Decreased risk of crashes occurring, 

especially at night; 

Better level of service 

Traffic services will play a significant part in reinforcing the role roads and streets play in Place. They 

provide direction to transport users, slowing them down, or restricting movements completely.  

Under the ONF local residential roads, community areas and the CBD will all have a high Place 

value. This will drive investment to support these outcomes. Speed management (including 

variable speeds) and local area traffic management will both be important tools to implement this 

change and will both require up front and ongoing investment in traffic services. 

The ONF will also seek to prioritise movement on corridors where it is most appropriate. This could 

mean changes to the way traffic signals sequence or phasing that provides benefits to some 

transport users while dis-benefitting others. 
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O&M expenditure trends 

Traffic services maintenance and operations is key in keeping our existing signs, traffic signals and other 

road control devices in good condition 

Over the past 3-year period, more than half of the signs maintenance expenditure has been on general 

cleaning, straightening and fixing of signs and posts. This is delivered on a per kilometre basis and the entire 

network is generally covered at least once per year. Other signs maintenance activities are high volume, 

low cost work with a modest cost to replace an existing sign or pole. 

The figure below shows signs maintenance being consistent over the period. There have not been any 

significant drivers to invest over this period. 

Road Signs & Delineation Devices Maintenance & Operations 

Description Activity 

Operational Night-time audits of road signs and other delineation devices. Undertaken 

annually for the entire transport network to identify assets which do not meet the 

required reflectivity standard. 

Reactive 

Maintenance 

Carry out routine cleaning, maintenance, repair and / or replacement of all 

missing, damaged, defective and faulty signs and posts. 

The methodology for this will be determined with the road maintenance 

contractor with a focus on whole of life costs. It may be more economic to 

replace a component of a sign rather than continuing to clean or maintain it. 

Repair or replace other delineation devices as required. This includes raised 

pavement markers (cats-eyes), edge marker posts and sight rails. 

Traffic Signal & Electronic Signs Maintenance & Operations 

Description Activity 

Operational 3-monthly patrols by Council’s contractor to assess the performance of traffic 

signals and identify any maintenance issues. 

Observation and monitoring of signals performance; monitoring of the fault logs 

generated by SCATS. Testing of SCATS to ensure optimisation. 

Temporary adjustments to signal phasing to clear queues or other incidents. 

Managing and assisting with traffic management for special events. 

 Electricity charges associated with running the traffic signals and electronic signs. 

Liaison with power provider when multiple assets fail. An uninterruptible power 

supply and / or generator is in place to mitigate any loss of service. 

Planned power outages avoid peak times when they will impact traffic signals. 

 Ensure compliance with corridor access procedures where work may impact 

traffic signal loops, ducts or cabling. These assets are not currently captured in GIS. 

 Cost recovery where possible when traffic signal assets are damaged in a crash. 

This is via the at fault party or their insurance company. 

Preventative 

Maintenance 

Cleaning of lamps; condition and operation checks on all vehicle detectors, 
loops, pedestrian detectors, buzzers, audio tactile facilities, signal hardware, 

wiring, controllers, and cabinets; carrying out adjustments and repairs where 

necessary. 

Reactive 

Maintenance 

Carry out routine maintenance, repair and / or replacement of all missing, 

damaged, defective and faulty equipment and component parts. 

 Make safe any dangerous assets identified through inspections, crash damage or 

customer requests. 
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Signals maintenance has been generally consistent over the past 5-year period. This expenditure is mostly 

associated with traffic signals inspections and associated minor maintenance activities identified during 

those. 

Traffic signal detectors seldom reach the end of their useful life, as they are typically damaged or replaced 

due to surface failure, resurfacing, or service trenching. All the traffic signals have been converted to LED 

lanterns, as both incandescent and quartz halogen lamps were becoming increasingly difficult to source. 

 

Assessment of the issues and trends suggests that: 

• Condition information suggests that assets are in good condition. Though more up to date 

information would assist in informing future budget levels; 

• Many signs are already beyond their expected life. Performance of these assets is expected to 

decline which may result in an increased component replacement need over time; 

• The maintenance and operational budget for traffic signals has been greater than what has been 

required over the past 5-year period; 

• Maintenance and operational costs for traffic services have been generally consistent over the past 

4 to 5-year period. There have not been any significant drivers for change in investment over that 

time; 

Funding O&M and O&M Forecast 

Forecasted expenditure for maintenance and operations, as it relates to traffic services, is outlined in the 

table below. Longer term expenditure forecasts are outlined in Appendix C. 
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9.11.6 Renewals 

Renewals Strategy and priorities 

Under the Improved alternative, the strategy for road marking will be reconsidered. With the inclusion of 

road marking in the road maintenance contract, this will provide an opportunity to optimise road marking 

with other maintenance and renewal activities. 

Traffic signal assets have recently gone through a significant renewal investment over recent years. There 

are no planned renewal works for these assets. If an asset is renewed following vehicle damage, this will be 

covered from the traffic signals maintenance budget. 

Renewal expenditure trends 

Road marking expenditure has been consistent over the past 4 year-period. This demonstrates that the 

quantum of work that has been delivered has been consistent in line with the current renewal strategy. 

 

Assessment of the issues and trends suggests that: 

• Long term renewal budgets will also be required for traffic signals and electronic signs. Like street 

lights, these renewals will be relatively cyclic in nature; 

• There have been several high cost traffic service assets, such as variable speed signs, that have 

been delivered without consideration provided to renewal of these assets. As they age and require 

renewal, this cost will need to be accommodated; 

• A greater amount of the transport network will have a LATM type control in place as speeds are 

reduced. This will create a large asset base to renew; 

Traffic services assets 

maintenance and 

operations 

Existing 

Delivery 

2021/22  2022/21 2022/23 % Change 

PNCC / Waka Kotahi Co-Funded Physical Works 

Signs Maintenance WC 

122 
$290,000 $300,000 $300,000 $300,000 +3% 

Traffic signals 

maintenance WC 123 

$181,000 

(budget) 

$155,500 $158,000 $160,500 -14% 

Traffic Services asset Renewal 

Description Activity 

Renewal Renewal of road markings. 

Strategy to be developed in conjunction with road maintenance contractor 

to minimise costs over the life of the asset. 
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Funding renewals and renewal forecast 

Forecasted traffic service renewal expenditure is outlined in the table below. Longer term expenditure 

forecasts are outlined in Appendix C. 

9.11.7 Asset Improvement 

New traffic services are acquired in a variety of ways as follows: 

• Assets within a new subdivision, including road sign and markings, are vested to Council; 

• Council installs new road signs, markings and other traffic control where there were none previously. 

Such as the installation of a variable speed sign at a high-risk intersection; 

Improvement strategy and priorities 

Most of the gaps between the existing level of service and that sought from the preferred alternative for 

traffic services are generally wider transport improvements and are associated with other transport assets. 

Safety improvements where a roundabout is installed is an example of a traffic service improvement, that 

includes changes to several other transport assets. These types of improvements are captured in Appendix 

C.  

Of those more directly associated with traffic services, there are gaps between the existing level of service 

and that sought from the preferred alternative. These are associated with speed management and local 

area traffic management. 

All three programmes seek to reduce vehicles speeds. The primary benefit sought is associated with road 

safety, but all three have a distinctly different secondary outcome sought.  

The first focuses on LATM treatments on local residential streets. Many of the top priority roads are known 

rat-running roads that currently have high vehicle speeds. By moderating vehicle speed and creating more 

pleasant on-street environments, our roads and streets can be as much about the place as they are about 

movement. This will support increasing the liveability of our streets and communities. 

Schools are known to be high-risk on-street environments. There are several vehicles, pedestrian movements 

along and across the roads and streets around schools. Reducing speeds at pick-up and drop-off time will 

not only provide a safer environment but encourage parents to let their children to walk and cycle to 

school. 

Traffic services 

renewals 

Existing 

delivery 

2021/22 2022/21 2022/23 % Change 

PNCC/Waka Kotahi Co-Funded Works 

Pavement marking 

renewals WC 222 
- $520,000 $525,000 $530,000 NA 

Cycle marking 

renewals WC 222 

- $95,000 $97,500 $100,000 NA 

Signs and delineation 
devices renewals WC 

222 

- $80,000 $82,500 $85,000 NA 

Total WC 222 $540,000 $695,000 $705,000 $615,000 +30% 

Gap Programme Benefit sought 

High vehicle speeds on local 

roads are impacting safety and 

liveability. 

279 – Minor Transport 

Improvements & 1691 – 

Road to Zero 

Lower vehicle speeds and volumes on 

residential streets. Improved road 

safety. More engaged community. 

High vehicle speeds outside 

schools are creating unsafe 

environments for active transport. 

1691 – Road to Zero Slower vehicle speeds. Improved road 

safety. Greater number of students 

walking and cycling to school. 

The intersection of No1 Line / 

Longburn Rongotea Road has a 

high crash risk. 

684 – No1 Line / 

Longburn Rongotea 

Road  

Improved road safety performance at 

a high-risk rural intersection. 
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The intersection of No1 Line and Longburn Rongotea Road is one of Council’s worst performing intersections 

from a safety perspective. It is due for a safe system transformation in future LTP periods. In the meantime, a 

short-term improvement could help improve its safety performance until that transformation is delivered. 

Asset improvement programme and funding 

Forecasted traffic services improvement expenditure for the next 3-year period is outlined in the table 

below. Longer term expenditure forecasts are outlined in Appendix C. 

Traffic Services asset 

improvement 

2021/22 2022/23 2023/24 Resulting 

Operational 

cost 

Comments 

PNCC/Waka Kotahi Co-Funded Works 

279 – Minor Transport 

Improvements  
$1,020,000 $1,235,000 $1,220,000 Future years 

only 

LATM and speed 

management 

684 – Longburn 
Rongotea Road/No. 1 

Line - Intersection Safety 

$250,000 $0 $0 Future years 

only 

Short-term safety 
upgrade. RIAWS. 

Long-term in Y5-6. 

1691 – Road to Zero – 
Transport Safety 

Improvements 

$970,000 $0 $150,000 Future years 

only 

School speed 

management 
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9.12 Car Parking 

9.12.1 Overview 

Provide an adequate supply of controlled car parking facilities for those visiting the commercial, 

recreational and business areas of the city. 

The provision of car parking contributes toward the land use, transport, economic, environmental, and 

community outcomes sought by the City. Improved integration between the supply, management, parking 

cost, and land use, alongside balanced transport, economic, social, and environmental outcomes, are all 

important factors when assessing the assets performance. Demand is managed through parking restrictions 

and pricing, depending on the location within the city. 

Level of Service 

Intent Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Public car parking is 

adequate to support 

other city functions, 

particularly in the 

CBD. 

Car parking 

occupancy rates 
as per agreed 

strategy 

Demand is 

managed via 
pricing and time 

restrictions. 

Car parking is 

rationalised so 
that supply 

meets regular 

demand, where 

it is needed. 

Demand changes 

are considered to 
optimise parking 

occupancy. 

Technology 
supports parking 

management. 

The provision of car 
parking recognises 

the function roads 

and streets have as 

a Place 

On-street car 
parking is provided 

in line with the 

Roads and Streets 

Framework. 

Placemaking 
and other short-

term 

interventions are 

trialled. 

Car parking is a 
secondary road 

function. Place 

and the 
movement of 

people are the 

priority 

On-street car park 

supply is reduced. 

Management of 

the network allows 
for placemaking 

activities. 

9.12.2 Customer Issues and Trends 

Customer Expectation Current Responses 

Car parks are available where they want it 

in the city when they want to be there. 

Car parking is provided on-street throughout the city with 

limited time restrictions or cost. There is generally an over-

supply of car parking. 

Car parks are well maintained to the same 

level of service as roads: 

Well-marked; 

No potholes or other defects; 

Do not flood or have other drainage issues. 

Regular inspections undertaken of off-street car parks as 

part of roading maintenance contract. 

Drainage and pavement maintenance are undertaken 

when identified and in line with roading maintenance 

contract. 

Car park technology is easy to use and 

functions all the time. 

Operational and maintenance contract in place with 

supplier to manage all car park technology. 

User information provided on car parking machines and 

signs. 

A recent drop in level of service where users are unable 

to pay for car park via text. 

There is a suitable level of parking 

availability at all times of the day for: 

Accessible car parks; 

Motorcycle parks; 

Loading zones. 

Ongoing engagement with interest groups including the 

Disability Reference Group and Retailers; 

Changes considered based on customer request. 

Strategic issues & opportunities Current Responses 

Conflict between vehicles parking and 

pedestrians in CBD and around schools. 

Dedicated crossing locations provided for pedestrians. 

Enforcement undertaken when car parking unsafe. 
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9.12.3 Parking Assets 

Council manages and maintains on-and off-street parking assets, most being in the CBD or around retail 

and commercial areas. 

Other parking related assets such as parking signs, lighting, drainage and pavements will be addressed in 

other sections. 

The parking meters were installed new in October 2008 and are owned by the Council. They are in good 

condition and have been well maintained through a service agreement with Integrated Technology 

Solutions Limited (ITSL). Bay sensing technology was supplied to Council in 2011 at no capital cost as part of 

a joint venture trial with the manufacturer. Council has invested in the on-going development of the 

parking technology to improve system usability at the meter. Council purchased the version two sensors 

and associated hardware in 2015, with service being provided by Frog Parking under a maintenance 

service agreement. 

Improvements being made in CBD through Streets for 

People programme 

The removal of car parks in order to support 

other transport movement (walking, cycling, 
Public Transport) and Place functions is 

often unpopular. 

Development of Roads and Streets Framework in order to 

provide set expectations on car park availability when 

considered against walking, cycling and Public Transport. 

Update of Parking Management Plan to better inform car 

parking needs and decisions. 

The existing parking technology (sensors 
and machines) and reaching their end of 

life. 

Existing supplier maintains parking assets. 

Existing parking technology will be updated as required 

when new contract is let for maintenance and operations 

of car parking. 

  

Car Park location Types / Materials Quantity 

Within and including 

the Ring Road 

Metered (On-street) 1231 

Metered (Off-street 295 

Non-metered (On-street) 590 

Non-metered (Off-street). Includes lease and time restricted. 596 

Outside the Ring Road Metered (On-street) 99 

Metered (Off-street 0 

Non-metered (On-street) time-restricted 1792 

Non-metered (Off-street). Includes lease and time restricted. 378 

Special Parking Spaces (inclusive to car park numbers above) 

Accessible / disabled 80 

Loading Zone 59 

Motorcycle 31 

Taxi 14 

Bus 59 

Asset Type Types / Materials Quantity Useful Life Valuation 

Parking Machines Metro parking meters 190 15 years Not valued 

Bay Sensors Frog parking 2,241 10 years Not valued 

Bay Markers Either discs mounted on adjacent 

kerb or painted on car park. 
2,027 Varies Not valued 
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Asset Age Profile 

Transport assets associated with off-street car parks are generally very old. More than 97% of sealed 

surfaces in off-street car parks are 15 years old or older. With more than half of surfaces 25 years old or 

older. 

In 2008, all existing parking meters were replaced with new parking meters. The expected asset life of the 

new machines is 10-15 years. It is anticipated that, with developing technologies, some internal firmware 

may require replacement or upgrading before the outer casings of the parking meter completely 

deteriorate. 

Data on the asset age of our car parking technology is not held in RAMM. 

Asset Condition and Performance 

Car parking assets such as surfaces, lights and road marking are part of the condition assessments for the 

individual asset groups 

The parking meters have an expected life of 15 years, due to technology advancements and casing ‘wear 

and tear’. However, it is anticipated that a full replacement will not be required, as many of the 

components within the meters are being progressively upgraded in response to sensing technology and 

bank requirements. Upgrades to both the parking meters and bay sensing technology can occur frequently 

and are often necessary to ensure the system is maintained and operates efficiently. These upgrades may 

incur additional capital or maintenance costs to the assets which cannot necessarily be forecasted but 

give added value to the asset. 

A performance issue with the parking meters and sensors is the malfunction. This impacts on the customer 

experience, as well as Council revenue. 

Prevalent Condition and 

Performance Issues 

Existing Response 

On and off street car parks 

Both on-street and off-street car parks are maintained to the same standard as the main asset groups 

making up the road network (for instance, pavements, street lights, drainage, signs, & markings). 

Faults relating to the pavement, 
drainage, light and traffic 

service assets. 

Response as per individual transport asset areas. 

Some off street car park areas 
are over-utilised while others are 

under-utilised. 

Consider changes to fees and charges associated with these car 

parking areas in order to maximise utilisation and revenue. 

  

Car Park Technology 

No condition data is recorded in RAMM or the providers system for these assets. This is an improvement 

item for the upcoming period. 

Parking bay sensors are solar 

powered, and many do not 

receive enough light at times 

during the year. 

For sensors that continue to not receive enough light, batteries are 

provided in order to maintain service. 

There is an increasing rate of 

parking sensor failure. 

Sensors are maintained or replaced when identified as being faulty. 

Upcoming procurement for a parking supplier may include updating 

the sensor technology. 

Technology advancements are 

requiring upgrade to the parking 

meters prior to them reaching 

their end of life. 

Many components within the parking meters are being progressively 

upgraded in response to sensing technology and user requirements. 

The parking machines fail to 

accept users preferred payment 

method. 

Faults are identified by the parking supplier or via customer requests. 

Necessary maintenance is undertaken to rectify the fault. 
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9.12.4 Lifecycle management alternatives 

Alternatives to parking provision is dependent on the demand being generated, with behaviour change to 

other modes of transport being a key driver of change. Furthermore, demand management measures such 

as pricing and alternative transport modes will be used to change parking assets use. Changes to the 

management and supply of parking are essential if the city is to achieve its strategic land use and transport 

outcomes. 

All parking assets need to be maintained, operated and renewed. The alternatives considered in this 

section are for car parking technology only. For other individual transport assets which related to on and off 

street car parks, the individual asset sections should be read. The options for car parking technology 

include: 

The Asset upgrade alternative is proposed in this AMP. The Operations and Maintenance, Renewal and 

Asset Improvements sections for Parking are described further based on this alternative. 

 

9.12.5 Operations and Maintenance  

O&M Strategy and Priorities 

There are various suppliers that contribute to the on-street and off-street car parking. Their roles are defined 

further in   

Alternative Description Risks & Opportunities 

Maintaining 

status quo 

Potentially regular failures of parking 

assets; 

High operational cost associated with 

delivering car parking. 

Increased number of customer requests 

relating to car parking; 

Increased likelihood of infringement 

notices being challenged; 

Enhancing 

existing 

Additional maintenance and renewal of 

the existing parking assets; 

Leverage better performance out of 
existing assets and service contracts at a 

higher cost; 

Existing technology will continue to be 

outdated and may eventually become 

redundant; 

Increased cost to deliver the same service 

as was being delivered 10 years ago; 

Asset 

upgrade 

Capital new investment - update the 
parking assets to deliver the expected 

LOS. 

Would require a capital investment; 

Operational expenditure may increase or 

decrease depending on the option 

selected and upfront cost. 

More parking revenue collected from on-

street car parking; 

Better information on car parking use and 

impacts of changes; 

Up front cost may not be reasonable or 

feasible. 

Car parking plays an important role in supporting the land use surrounding our roads and streets. 

However, when incorrectly managed, it can severely impact the movement of active modes, and 

diminish the Place value of our public spaces. 

There will often need to be a trade-off between car parking and delivering better Movement and 

Place outcomes. As our roads and streets develop further, it can be expected that more on-street 

car parks will need to be removed to support this. This is not likely to be widely supported by the 

public who are dependent on private motor vehicles. 
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Table 13: 

• Road Maintenance Contractor; 

• Parking Meter Maintenance and Operation; 

• Parking Sensor Maintenance and Operation. 

Parking generates revenue for Council. Figure 24 shows the revenue generated over the last 5 years. 

Parking revenue comes from infringement fees, rents and leases, and sales. 
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Table 13: Car park operations and maintenance activities 

O&M expenditure trends 

Operating costs had been relatively steady over the period from 2015/16 to 2018/19. This was after a period 

of growth in parking revenue primarily due to an increase in the level of service provided by Council’s 

wardens. Operating costs increased over the same period as there was a greater focus on providing a 

response to city-wide parking issues, not just in the CBD. 

Covid 19 had an impact on the parking revenue generated and operational costs during the 2019/20 

financial year. This was the primary driver for the decline show in Figure 24. It is anticipated that there could 

be an ongoing impact on the amount of parking revenue generated for the next few years. 

Car Parking Operations and Maintenance 

Description Activity 

Operational Parking enforcement undertaken by Council parking wardens. This includes 

city-wide enforcement, not just in the CBD. 

Management of lease car parking undertaken by the Customer Unit of Council 

on behalf of Transport. 

Cash collection from parking meters. 

Reactive 

Maintenance 

Minor maintenance of other transport assets which have had faults identified 
through inspections or customer requests. This is undertaken by the relevant 

maintenance contractor.  

Our Parking Meter maintenance contractor is responsible for the preventative 
maintenance, reactive maintenance, servicing, repair and provisioning of the 

meters to ensure they met the required level of service. Maintenance of the 

meters also includes: 

• Supply of consumables such as paper and batteries for the meters; 

• Monthly cleaning; 

• Software maintenance and upgrades to the meters; 

• Time programming. 

This contract is managed based on a cost per meter maintained per month. 

Our Parking Sensor provider provides maintenance and support for all system 

hardware, with any damaged or faulty space markers, sensors and wireless 
links. Maintenance also includes the provision of a fully functional web-based 

parking management system. 

This contract is managed based on an agreed annual service fee invoiced 

monthly by the supplier. 

Response timeframes 

Fault type Contract response time 

Faulty parking meter During business hours, the response time to commence attendance at the fault 

is 2 hours. 

Faulty parking sensor Faulty space markers, sensors or wireless links are to be replaced within 10 

business days of notification. 
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Figure 24: Parking revenue and operating costs 

 

Assessment of the issues and trends suggests that: 

• Car parking revenue and operating costs will increase from the levels seen in 2019/20 when they 

were impacted by Covid-19; 

• For the time being, the costs associated with the maintenance and operations of the car parking 

technology (meters and sensors) is known and consistent. This makes up approximately two thirds of 

the total maintenance and operations spend for car parking; 

• It is uncertain how the maintenance and operations costs will change should a new car park 

technology provider be engaged. For the time-being, budgets are based on the existing levels of 

investment; 

• Other consistent costs are associated with rates applied to off-street car park areas; 

• The amount of maintenance and renewal work undertaken on off-street car parking has been 

limited by the budget over the last few years. This will increase, though is still only a minor portion of 

the overall maintenance and operations budget for car parks. 
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O&M forecast and funding 

Forecasted expenditure for maintenance and operations, as it relates to car parking, is outlined in the table 

below. Longer term expenditure forecasts are outlined in Appendix C. 

Car parking 

maintenance and 

operations 

2018/20 annual 

average 

2021/22 2022/21 2022/23 % Change 

PNCC Funded Works 

Car parking 

maintenance and 

operations * 

$986,800 $963,300 $963,300 $963,300 - 2% 

PNCC Revenue 

Car Parking revenue ($3,5000,000) ($3,995,000) ($3,995,000) ($3,995,000) + 11% 

* Does not include costs associated with enforcement, car parking wardens or Infrastructure staff time. 

9.12.6 Renewals 

Renewals Strategy and priorities 

Individual renewal budgets are only held for off-street car park areas. These budgets are predominantly 

used for resurfacing. Though renewals of pathways or street lighting can fall under this budget where they 

do not form part of the pedestrian network. Pavement and surfacing details for off-street car parks are held 

in RAMM and resurfacing priorities are considered alongside the wider transport network resurfacing. 

Renewal work associated with on-street car parks such as road resurfacing and line marking are delivered 

as part of the main transport asset type they are associated with. See the relevant Section 9 sub-section for 

more information on these. 

Parking technology is not expected to be renewed as when these assets are replaced, they will be done so 

with assets that provide a greater level of service and are there considered an asset improvement. 

Table 14: Car park renewal activities 

Renewal expenditure trends 

There has been an extremely low level of renewal investment in off-street car parks over the past five years. 

Averaging less than $10,000 per year. This has primarily been to renew signs and markings within these car 

park areas. 

Assessment of the issues and trends suggests that: 

• Several car parks have extremely aged surfaces which are not meeting the anticipated level of 

service from the public; 

• There has been a historical underinvestment in the renewal of car parking assets based on the area 

of car parks and quantum of other car park assets; 

• The long-term quantum of renewal work required for off-street car parks has been assessed and built 

up from first principles based primarily on the area of car park to be resurfaced. There is a proposed 

catch-up over the next five-year period; 

Parking Renewal 

Description Activity 

Renewal Renewal work associated with off-street car park assets including: 

• Car park surface (chipseal and AC); 

• Lighting; 

• Pathways; 

• Drainage; 

• Signage. 

See the individual Section 9 sub-sections for further information on the 

renewal work undertaken for these assets; 



 

159 

 

Renewal forecast and funding 

Forecasted car park renewal expenditure is outlined in Table 15. Longer term expenditure forecasts are 

outlined in Appendix C. 

Table 15: Car park renewal expenditure 

9.12.7 Asset Improvement 

Improvement strategy and priorities 

The Asset upgrade alternative for car parking assets promotes the replacement of our existing car parking 

technology. The primary outcome of this change would be to provide consistent level of service to our 

customers and better reliability from our car park infrastructure.  

Asset improvement programme and funding 

Forecasted parking assets improvement expenditure for the next 3-year period is outlined in the table 

below. Longer term expenditure forecasts are outlined in Appendix C. 

Table 16: Car park asset improvement expenditure 

Programme 1807 provides for upgrades over a 3-year period: 

• Year 1. Roll-out of new car parking management technology to replace existing CBD car parking-

controlled zone; 

• Year 2. Upgrade to LED for off-street car park lights; 

• Year 3. Expand area covered by new car parking management technology; 

 

  

Parking renewals 2018/20 annual 

average 

2021/22 2022/21 2022/23 % 

Change 

PNCC Funded Works 

82-City-wide - Off 
Street Parking 

Resurfacing, Remarking 

and Signage 

Replacement 

$9,000 $65,000 $75,000 $75,000 + 700% 

Parking asset 

improvement 

2021/22 2022/23 2023/24 Resulting 

Operational 

cost 

Comments 

PNCC Funded Works 

1807 – Car park 

infrastructure 

improvements 

$800,000 $150,000 $400,000 Possible 

reduction 
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9.13 Place infrastructure 

9.13.1 Overview 

Support the use of roads and streets as a Place. 

The City’s roads and streets are being used for more than just driving, they are places for community, for art, 

and for spending time. Place infrastructure and street furniture help make our public spaces more inviting 

and vibrant places. The types of assets that fall under this category include: 

• Street seats, benches and bollards; 

• High quality surfacings such as stone pavers; 

• Street trees; 

• Grass berms & gardens. 

Public art is excluded from Council’s Asset Management Planning at this time and therefore those art 

fixtures located within our roads and streets are not covered in this AMP. 

Table 17: Place infrastructure lifecycle intent 

Life Cycle Intent 

Statement 

Indicator Short term goal Long term goal Life Cycle impacts 

Place infrastructure 
support and 

encourage other 

transport modes. 

Number of 
people walking, 

cycling and 

taking the bus. 

Existing place 
infrastructure is 

well maintained 

and attractive. 

People want to 
walk, cycle or 

take the bus 
because that 

provides the 

most enjoyable 

journey. 

High level of 
maintenance 

investment. 

New assets support 

transport modes. 

Roads and streets 

support the Place 
expectations of the 

community. 

The Place value 

of roads and 
streets is 

considered in all 

investment 

decisions. 

Investment in 

place 
infrastructure to 

support 

community 

outcomes. 

Place is viewed 

as equally 
important to 

movement for 

our roads and 

streets. 

Capital investment 

in Place 

infrastructure; 

Co-creation with 

the community. 

 

The investment decisions made regarding maintaining, operating and renewal Place infrastructure have 

been as diverse as the assets themselves. While previous AMPs have captured some of the decisions as 

they are made by staff, they have not fully captured the impacts of these assets. 

This is highlighted as a gap that has not been closed during the development of this AMP. This is one of the 

areas that can be considered further as part of updates made to this document over the next three years. 

 

9.13.2 Customer and Strategic Issues 

Table 18: Place infrastructure Customer expectations and strategic issues 

Customer Expectation Current response 

Provide facilities that are fit for purpose for the 

transport networks being developed 

Generally status quo is accepted as being okay. 

Some minor changes being made. 

Street furniture assets are well maintained and 

clean. 

Respond quickly to damage or graffiti issues as 

they occur 

Strategic issues & opportunities Current response 

Ongoing improvements to areas, such as the CBD, 

to maintain a high-quality environment 

Integrate streetscape planning with urban design 

and other disciplines 



 

161 

 

9.13.3 Place infrastructure and Street furniture Assets 

This group includes a range of assets that are within the transport corridor for the convenience and 

enjoyment of the public. They are important in contributing to enhanced streetscape design and amenity 

values, especially in busy pedestrian areas such as the CBD. 

They also include a range of minor “practical” assets which are not reported elsewhere. 

Art works within streets are provided by the artists and vested to Council for ongoing maintenance. Council 

Community team are developing maintenance programmes and budgets for these assets. They are not 

currently captured within any of the infrastructure AMPs. 

Asset Type Types / Materials Quantity Useful Life Valuation 

Benches and 

seats 

Generally wooden slat bench seats with a 

back. 

99 15 years Not valued 

Stone paving Granite or other natural stone 4.3km 25 years Not valued 

Bollards Fixed or removable posts which prevent or 

control access into areas. Various materials. 

87 10 years Not valued 

Street trees  13,600 100 years  

 

Asset Age Profile 

Limited age data is currently available in RAMM for these assets. There is uncertainty on the reliability of the 

age data that is captured. 

Asset Condition and Performance 

For place infrastructure, condition is important, because of the role these assets play within the streetscape. 

Assets in high profile and usage areas such as the Central Business District are generally of a higher quality 

and are maintained to higher standards than local neighbourhood street furniture. 

There is not currently an inspection regime for any of the place infrastructure or street furniture assets. A full 

condition assessment was undertaken for bollards when they were added in RAMM between 2016 and 

2017. All benches have a condition recorded, however for most assets, this was captured more than 10 

years ago. 

Table 19: Place infrastructure condition and performance issues 

 

Prevalent Condition and 

Performance Issues 

Existing Response 

Place furniture (benches, seats, bollards, fencing) 

Street furniture damaged by 

vandalism, graffiti, vehicles. 

Fault generally found by CBD maintenance team or via customer 

request. Appropriate maintenance programmed and undertaken. 

Stone Paving 

The stone surface is permanently 

stained or damaged by chewing 

gum, spills, bird poo. 

New stone paving installations are sealed to improve performance 

and ease of cleaning. 

Place infrastructure and street furniture within the CBD is water-

blasted on a regular basis. 

Stone pavers become uneven 

due to general deterioration or 

vehicle loads 

Restrict all vehicles, including those used for maintenance, from 

trafficking over stone pavers that are laid on sand. 

Where required, lift the stone pavers, regrade sand and relay. 

Stone pavers will be a higher cost 

to reinstate after any work on 

underground utilities and services. 

Undertake any underground asset improvements alongside capital 

works. 

Ensure that any temporary works that do occur reinstate the surface 

to the same quality as it was previously. 
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Condition / Performance 

Information 

Prevalent Condition and 

Performance Issues 

Existing Response 

All types of place furniture Street furniture damaged by 

vandalism and vehicles. 

Fault generally found by CBD 

maintenance team or via customer 
request. Appropriate maintenance 

programmed and undertaken. 

Place infrastructure and 

furniture is targeted with 

graffiti or otherwise defaced. 

Cleaning programmed once found by 

CBD maintenance team or customer 

request. 

Place infrastructure and 

furniture is damaged by 

skateboarders or other 

wheeled users. 

Infrastructure is designed to dissuade its 

use by these users. 

Where damage occurs, this is 
appropriate maintenance is 

programmed and undertaken. 

 

9.13.4 Lifecycle Management Alternatives 

Alternative Description 

Do minimum Significantly reduce maintenance and renewal expenditure; 

Reduce cleaning regime by half; 

Undertake work based solely on public safety; 

Would include asset disposal where that was the lowest cost intervention. 

Existing Approach for maintaining, operating and renewing place infrastructure and 

street furniture assets as planned for 2020/21 continues into the foreseeable 

future; 

Renewal programme implemented in the future to replace assets when they 

reach a poor condition; 

Asset improvement within CBD as part of Streets for People. 

Additional cleaning Approach for maintaining and renewing place infrastructure and street 

furniture assets as planned for 2020/21 continues into the foreseeable future; 

Increase cleaning regime by double; 

Asset improvement within CBD as part of Streets for People. 

Renewal Approach for maintaining and operating place infrastructure and street 

furniture assets as planned for 2020/21 continues into the foreseeable future; 

Undertake renewal assets earlier to enhance the streetscape environment. 

Include programme to replace condition average assets; 

Asset improvement within CBD as part of Streets for People. 

 

9.13.5 Operations and Maintenance  

O&M Strategy and Priorities 

O&M activities are driven by faults that are identified during regular the results of routine inspections, 

monitoring, scheduled work requirements, and complaints by the public. These are summarised below. 

Asset O&M Processes and Responses 

Bollards Routine inspections, reactive maintenance, painting, replace if broken 

Fencing Routine inspections, reactive maintenance, painting, replace if broken 

Benches and seats Routine inspections, reactive maintenance, painting, replace if broken 

 

The current maintenance strategy addresses any street furniture defects resulting from damage due to 

age, vandalism, graffiti, vehicle damage, and public complaints. This can either be reactive or planned 

maintenance. 
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Reactive maintenance is generally in response to a customer enquiry, referral, or complaint, and is 

recorded through the RFS system, which documents and tracks response times to the action identified. 

Much of the reactive maintenance undertaken is in response to individual customer complaints. 

Planned maintenance and operations is undertaken in accordance with the ‘Street Furniture Installation & 

Maintenance’ Service Level Agreement (SLA). This work is compiled through routine network inspections 

and any other work identified through reactive maintenance that is deemed non urgent. 

 

O&M expenditure trends 

 

 

9.13.6 Renewals 

As the assets are typically replaced on an individual basis under maintenance, there is no specific renewals 

plan.  

9.13.7 Asset Improvement 

Improvement strategy and priorities 

New assets may be installed as a result of:  

• Specific streetscape enhancement projects 

• Capital/Renewal programmes 

The Streets for People programme will significantly improve urban amenity, with a number of bespoke sets 

of furniture to be installed. This will increase the number and value of the asset base, and lead to an 

increase in maintenance demand and future cost. This programme is addressing consistency in streetscape 

designs throughout the city, placing priority on areas such as the City’s entrances, main arterial routes, and 

Central Business District.  

New Assets Policies 

New asset creation must recognise the principles and strategies in the following PNCC documents: 

• City Development Strategy 2018 – in particular, urban design principles 

• City Centre Streetscape Plan 2016 – in particular, public realm quality, street art, etc. 

New assets are funded through the following methods: 

• Vesting via subdivision  

• Rates for Council works 

• Waka Kotahi financial assistance for approved projects 
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Capital new 2021/22 2022/21 2022/23 2023/24 Comments 

PNCC/Waka Kotahi Co-Funded Works 

74 – Street light 

renewals 

WC 222 

$135,000  $140,000 $140,000 $145,000  

 

9.14 Capital Investment 

9.14.1 Growth Infrastructure 

Table 20: Transport Growth Programmes 

 

  

Prog No. & Name Budget as per the first 10 years of LTP 

201 – Urban Growth 

– Development 
contributions - 

Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

$200,000 $200,000 $200,000 $200,000 $200,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$200,000 $200,000 $200,000 $200,000 $200,000 

1681 – Urban Growth 
– Kakatangiata - 

Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

$400,000 $5,500,000 $300,000 $2,500,000 - 

2026/27 2027/28 2028/29 2029/30 2030/31 

$200,000 $450,000 $450,000 $600,000 $600,000 

1682 – Pioneer 

Highway - 

Improvements 

2021/22 2022/23 2023/24 2024/25 2025/26 

- - - - - 

2026/27 2027/28 2028/29 2029/30 2030/31 

- $200,000 $400,000 $3,200,000 $650,000 

1683 – Urban Growth 

– Whakarongo – 

Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

$200,000 $200,000 $200,000 $300,000 $500,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

$6,000,000 $200,000 $200,000 $200,000 $200,000 

1684 – Urban Growth 

– Ashhurst – Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

$250,000 $2,700,000 $1,600,000 $2,000,000 - 

2026/27 2027/28 2028/29 2029/30 2030/31 

- - - - - 

1685 – Urban Growth 

– NEIZ - Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

$7,800,000 $0 $250,000 $1,500,000 $2,000,000 

2026/27 2027/28 2028/29 2029/30 2030/31 

- - - - - 

1925 – Urban Growth 

– Development 

contributions – 

Active Transport 

2021/22 2022/23 2023/24 2024/25 2025/26 

- - - $130,000 - 

2026/27 2027/28 2028/29 2029/30 2030/31 

$130,000 - $130,000 - $130,000 
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How do we get there? 

10. Financial Summary 
This section outlines the long-term financial requirements for the operations, maintenance, capital renewal 

and capital new investments to meet the agreed levels of service for the Transport Activity. These financial 

requirements have been identified and assessed individually throughout this AMP and are summarised in 

this section. This section includes discussion on the strategies used to develop the financial budgets, as well 

as the assumptions and risks inherent in the budget forecasts. 

10.1 Financial Forecast 

10.1.1 Proposed Operations and Maintenance Expenditure 

Existing operations and maintenance budgets were reviewed against historic expenditure and levels of 

service requirements. This was used to forecast future budget needs for existing assets, and to estimate the 

budget required for new assets programmed to be created. 

The figure below shows the breakdown of the proposed operations and maintenance budgets for the next 

ten years. The different colours in the columns show budget for different expenditure categories: 

• Maintain Service Level or MSL (pink): budget for the operation and maintenance of the existing 

assets (existing budgets); 

• Operational Programmes (blue): budgets for discrete operational programmes and increases in 

maintenance and operational budgets. For example, the collection of base asset condition data, 

and business case preparation; and 

• Capital New (green): budget allowance for operation and maintenance due to asset improvement 

and the creation of new assets each year. 

 

Section 9 summarised the total level of investment required in order to deliver levels of service sought by the 

public over the life of the assets. This did not consider at this stage existing budgets or what mechanism 

would be used to fund the proposed work. However, it was evident there was a gap between existing 

levels of investment and what was required for the activity. Operational and maintenance programmes 

have been developed to meet this ‘gap’, as opposed to adjustments to the operations and maintenance 

(MSL) budgets. A significant portion of the blue bar above (about 50%) represents a proposed increase in 

maintenance activities on the Transport network. 

The graph above shows a forecast increase in O&M investment over the next 10 years. Initially, this is being 

driven by the ‘gap’ programmes. Later in the period though it is predominantly due to consequential 

operating and maintenance costs associated with asset improvement and new assets. Two areas which 

are expected to increase significantly are associated with the development of the on and off-road cycle 

network and further investment in Streets for People. 

The trend over the 30 years is expected to follow a similar pattern. With the expected growth of the City the 

forecast trend in transport operations and maintenance budgets is a steady increase. 
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Operational and maintenance forecast reliability 

Forecasts of operational and maintenance expenditure are reasonably reliable based on a known quanta 

and scope of work. However, as the operational and maintenance procedures are collected and 

documented, there will be more certainty and reliability in forecasting the operations and maintenance 

budgets. 

The new road maintenance contract could result in significant changes to existing rates for undertaking 

maintenance work. The most likely scenario is that these rates will increase. If this is the case Council and 

Waka Kotahi will need to decide whether to fund this increase, or lower levels of service. 

10.1.2 Proposed Renewal Expenditure 

Proposed budgets for transport asset renewal and developed in various ways. Renewals relating to road 

surfacing and pavements are informed by pavement deterioration modelling. Others such as footpath and 

drainage assets are informed by long term depreciation along with existing renewal pressures. 

The figure below shows the total proposed transport renewals budget for the next ten years. Section 9 

highlighted the renewals deficit identified in several transport asset areas. The graph shows a steady 

increase over the first 6 years with the proposed budgets then plateauing. The steady increase in proposed 

investment enables Council and our contractor to slowly ramp up capability and capacity to deliver the 

renewals work. 

 

Over the next 30 years and longer the expected trend in the renewals budgets is that they will eventually 

reach a state of slow and steady rise. Though due to the nature of the transport assets, there will be short to 

medium term increases. Street lights for example will require renewal of luminaires at around the same time 

as a large cost. Individual bridges and structures also have high renewal costs that are required extremely 

infrequently.  

Alternative funding mechanisms may be required for some of these high cost renewals as the short-term 

rating impact may be too  

Capital renewal forecast reliability 

The renewals expenditure forecast is mostly based on the asset information in RAMM. Asset quantities, age 

and condition were all used to inform the required level of renewal expenditure. Good asset and condition 

information is held for road pavements which provides a good level of confidence on the required level of 

renewal investment. However, there is limited information available for some transport assets which makes 

the renewal budgets associated with these less certain. Structures and bridges are one example of this. 

Better asset information is being gathered over the next three years in order to better inform renewal 

budgets in the future. 

Another factor that may affect the certainty of the long-term renewals forecast is the rate of increase in the 

value of the assets. If the overall valuation increases at the same rate as inflation, then the forecast 

renewals budget with an inflation adjustment will be adequate. If the asset value increases at a greater 

rate than inflation, as has occurred in the last three years, then the forecast renewals budgets will need to 

be reviewed. 
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10.1.3 Proposed New Capital Expenditure 

The Capital New programme forecast over the next 10 years is dominated by a few significant high-cost 

programmes. These are associated with PNITI, road safety and Streets for People. Details on individual 

programmes are in Section 9. 

The overall level of expenditure proposed is consistent throughout the 10-year period following an initial 

ramping up of the level of investment over the first three years. This period provides us the opportunity to put 

the delivery mechanisms in place to successfully deliver on the programmes. 

 

Capital new forecasts reliability 

The budget forecast for each capital new programme is based on the assumptions and information 

available for that programme, and thus reliability varies between programmes. The data associated with 

each programme indicates the reliability of the budget for that programme. 

The growth programmes have been developed based on assumed future demand occurring in certain 

locations of the city. For financial planning purposes, the timing of the growth programmes assumes that 

the demand for these programmes will occur in a predicated year. This may not be the case. The 

programmes may need to move forward or back depending on how quick land development occurs. The 

financial implications of the growth programmes are somewhat certain however the timing of this 

investment is significantly less certain. 

10.2 Asset Valuation 

Our transport assets were revalued as at 10 June 2020 in accordance with International Public Sector 

Accounting Standards 17: Property, Plant and Equipment. The results of this valuation were independently 

audited.  

The valuation process and all assumptions made regarding effective lives, unit costs, and the quality of the 

data used is documented in the Valuation Report. These assumptions are consistent with discussion in the 

Life Cycle Management section of this AMP. All assets, except land, are depreciated on a straight-line basis 

at rates that will write off their cost, less any estimated residual value, over their expected useful economic 

life.  

10.3 How We Will Pay for It 

Most, but not all, investment made in support of the Transport Activity generates co-investment from Waka 

Kotahi. For us, that means that Waka Kotahi make a 51% funding contribution to our complying operations 

& maintenance, renewal and capital new investment. The funding assistance rate which is currently 51%, 

has been set for the 2021-24 period. It could change in the future, though there is no indication of this at this 

time. 

The other significant non-rates source of revenue for the Transport activity is car parking revenue. As 

highlighted in Section 9.12, this is generated via leased and short-term car parking. This revenue goes 

directly to reducing the rating impact of the Transport activity. 

Council’s portion of funding for the different types of expenditure are as follows: 
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• Operation and Maintenance. Funded by fees & charges (car parking) and rates. For some 

operational activities such as Bikes in Schools, funding grants may be available. Though these are 

not typical for the Transport activity. 

• Capital renewal. Funded by rates revenue based on a three-year rolling average and if necessary, 

from borrowing; 

• Capital New (non-Growth). Funded through borrowing. 

• Capital New (Growth). Council seeks to obtain funding for infrastructure that is required for growth 

through the application of the Development Contribution policy. Programmes with the percentage 

attributable to growth and identified in Appendix C. The non-growth component is funded through 

borrowing. 

Further information can be found in our Financial Strategy. 

10.4 Financial forecast uncertainty 

10.4.1 Potential effects of uncertainty 

Expenditure forecasts are based on the best available information. The longer-term budgets will be refined 

both in scope and costing as these programmes get closer to implementation. Periodic revision and 

adjustment to the schedule of works every three years enables the adverse effect of uncertainty in the 

financial forecasts to be mitigated. 

Should the required level of funding not be available, then there is a potential risk of deferred maintenance 

and renewal or development. This may not be noticeable immediately but would result in agreed levels of 

service not being met. 

The ideal cost accuracy for any programme (operational, renewal and new) is based on when the 

programme first appears in the LTP. These ideal accuracies are as follows: 

• Years 1 to 3 (2021/22 -2023/24): The scope and pricing of work should be reliable, based on good 

market information for unit rates, etc. 

• Years 4 to 6 (2024/25 - 2026/27): Estimates should be reliable, with detailed design work has not 

been carried out.  

• Years 7 to 10 (2027/28 - 2030/31): Estimates generally based on a high-level idea of what the 

programme will involve.  

• Years 11 to 30 (2031/32 onwards): Rough order costing based on the estimated quantum of work; 

forecasts could change significantly with further investigation. 

10.4.2 Capital programme deliverability 

Planning for both the Capital Renewal and New investments have considered our and our suppliers’ 

capability and capacity to deliver. This has included providing a period across both programmes to ramp 

up delivery, while also meeting the outcomes sought from investment in the period.  

The new road maintenance contract provides an opportunity to facilitate more effective delivery of the 

maintenance, renewal and some of the capital new works. With a potential contract period of up to nine 

years, it will incentivise the contractor to establish and grow their base and effectively deliver on the 

available work.  

Other long-term contracts are being considered for other large programmes. Streets for People is being 

procured as a large package over a longer period in order to facilitate long term delivery. We will work with 

Waka Kotahi on the delivery of PNITI, to see how we can effectively deliver that programme of works. 

Several significant projects, such as Te Ahu A Turanga, are currently underway or planned to be 

constructed over the next ten years. These projects are expected to put a strain on an already restricted 

contractor market. The largest portion of our Capital New programme is in years 3-8 which will not conflict 

with Te Ahu A Turanga. Other allowances, escalations and contingencies have been allowed for an 

individual programme level when developing budgets. 
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11. Plan Monitoring and Improvements 

11.1 2018 AMP improvement plan  

The 2018 Transport AMP included a significant improvement plan aimed at improving asset management 

practices within Council’s transport function. Since it was adopted, Council have undergone significant 

structural change and asset management has been focused into one division. 

Given the scale of these changes, when they occurred and the capacity within dedicated transport staff, 

the 2018 Transport AMP improvement plan was not progressed. The plan was quickly overtaken by other 

priorities such as the outcomes from the Asset Management Maturity Assessment.  

11.2 Maturity Assessment 

An external review of Council’s asset management practice was undertaken in July 2019 by Infrastructure 

Associates Ltd using the New Zealand Treasury framework. The broader discussion on the results of this are 

outlined in the SAMP. One of the outputs of the review was a list of activity specific improvement items. 

Many of the more generic improvement items have and are continuing to be addressed by the formation 

of the new Asset and Planning Division, alongside the development of the Asset Management Policy and 

Strategic Asset Management Plan. 

The maturity assessment improvement items are listed in Table 21. For each item there is comment on the 

status and progress that has been made, as well as where it is addressed; either in the SAMP or this AMP. 

Table 21: Transport Specific Improvement items from Maturity Assessment 

AM Function  Recommended Improvements  Priority 

Policy and Strategy  Ensure that the Asset Management Policy provides 

specific guidance for the management of roading and 

parking assets. 

Medium 

Levels of Service and 

Performance Management  

Review roading and parking levels of service 

performance measures 

Medium 

Forecasting Demand  Assess impacts of potential high growth over next 15 

years on network.  

Medium 

Commence collection of pedestrian and cycling 

demand information. 

Medium 

Asset Register Data  Reconsider whether sophisticated dTIMS modelling is 

appropriate if data insufficient to produce reliable 

results. 

Low 

Asset Performance and 

Condition 

Ensure that critical pavement and bridge assets have 

recent condition surveys and are scheduled on a 

regular basis. 

High 

Review network service contract to provide more 

condition data collection into Council systems 

Medium 

Decision Making  Develop masterplan that considers state and local 

roads as well as other forms of transport. 

High 

Use condition data to develop renewal profile over next 

30 years 

High 

Managing Risk  See organisation-wide improvements. Medium 

Operational Planning  Assess options for the form of contract suitable for the 

network and the area, including the need to assess and 

report asset condition, performance, risk, and remaining 

life. 

Medium 

Capital Works Planning  Review programmes of work from a strategic 

perspective to ensure right outcomes. 

High 
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AM Function  Recommended Improvements  Priority 

Financial Planning Review mix of maintenance, operations and capital 

funding. 

Medium 

Asset Management 

Leadership and Teams  

Develop asset management capabilities of transport 

and parking team and implement AM improvements to 

reduce reliance on key staff. 

High 

AM Plans  Develop asset management plans that are more 

focused on the transport corridor and reallocating 

space. 

Medium 

Management Systems  See organisation-wide improvements. Medium 

AM Information Systems  Ensure that there is at least one other database 

administrator who can manage RAMM 

High 

Service Delivery 

Mechanisms 

See Operational Planning recommendation Medium 

Develop inhouse contract management capability Medium 

Audit and Improvement 

Planning  

Along with other activities, develop combined Council 

improvement plan. 

High 

11.3 Improvement Plan 

The purpose of the Improvement Plan is to: 

• Identify and develop implementation of AM planning processes. 

• Identify, programme and resource measures required to complete studies or measures to confirm 

planning assumptions or to gather information required to improve the reliability / confidence of 

information used to develop the AMP. 

• Identify and prioritise ways to cost-effectively improve the quality of the AMP. 

• Identify indicative timeframes, priorities, and human and financial resources required to achieve AM 

planning objectives.  

The Improvement Plan has been developed Infrastructure wide. This provide opportunities within the 

improvement plan to create efficiencies where previously items may have been delivered separately within 

activities. On the flipside of this, some items that may have been more important to the transport activity 

may not be prioritised as highly as other improvement items that provide benefits to multiple activities. The 

Improvement plan seeks to provide a balance between the two. 

More information on each improvement item and programme is held within the Improvement Register. 

Individual scopes will be developed for each improvement programme to ensure it will deliver the desired 

outcome and AM maturity benefits sought. 

Table 22: Improvement Programme as it relates to Transport 

Programme 

Number 

Improvemen

t ID 

Description 

PROG-001 IMP-0002 Undertake a review of strategic and policy document hierarchy and 

interdependency. 

PROG-002 IMP-0004 Ensure that the AM Policy clearly articulates asset ownership between 

Council groups and the associated areas of responsibilities, including 

management and funding. 

IMP-0134 Ensure that the Asset Management Policy provides specific guidance 

for the management of roading and parking assets. 

IMP-0306 Ensure that the AM Policy and strategies clarify strategic alignment and 

reflect stakeholder (Activity) engagement. 
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PROG-003 IMP-0039 Introduce a cross functional asset management steering group to 

direct and guide asset management improvements, and to build 

organisational awareness. 

PROG-004 IMP-0332 Carry out a subsequent maturity assessment to assess progress 

PROG-005 IMP-0007 Articulate the levels of service for each activity clearly and simply in the 

SAMP document. 

IMP-0331 Develop a programme and/or a process for updating the SAMP 

IMP-0340 Develop meaningful KPIs for remaining AM Objectives 

PROG-007 IMP-0147 Develop asset management plans that are more focused on the 

transport corridor and reallocating space. 

IMP-0285 Embed 2021 Road Maintenance Contract in Transport AMP 

IMP-0330 Develop a programme and/or a process for updating AMPs 

PROG-008 IMP-0052 Establish a formal organisational improvement plan based on the 

recommendations in this report and other sources. The plan should 

show responsibilities, milestones, and budgets. 

IMP-0053 Establish a formalised monitoring and reporting system on asset 

management improvement progress. 

IMP-0150 Along with other activities, develop combined Council improvement 

plan. 

PROG-009 IMP-0028 Implement asset management improvement actions to reduce the risk 

posed by the loss of experienced staff. 

IMP-0146 Develop asset management capabilities of transport and parking 

team and implement AM improvements to reduce reliance on key 

staff. 

PROG-011 IMP-0044 Undertake a formal review of AM systems and development of AM 

policies, processes, and procedures captured and managed within a 

quality system. 

PROG-012 IMP-0333 Develop survey assessing the extent to which asset-based services are 

achieving Council’s strategic direction 

PROG-013 IMP-0335 Complete review of whether asset management practices meet 

statutory obligations 

PROG-014 IMP-0336 Develop a stakeholder engagement plan for asset management 

planning 

PROG-015 IMP-0337 Implement iwi partnership and programme development framework 

PROG-016 IMP-0036 Consider revising the financial policy from rating for three year rolling 

renewals to rating for long term depreciation, to ensure adequate 

reserves are built up over time. 

PROG-017 IMP-0005 Review the levels of service for each activity through customer 

engagement. 

IMP-0006 Develop the non-infrastructure (community/customer) LoS and then 

review the infrastructure (technical) LoS. 

IMP-0135 Review roading and parking levels of service performance measures 

PROG-018 IMP-0009 Conduct informed LoS workshops with Councillors. Present options 

aligned with organisational strategies and include discussion of costs 

and risks against different service levels. 
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PROG-019 IMP-0010 Consider undertaking a formal stakeholder engagement with the 

community to explore potential service level and funding trade-offs, 

e.g. higher rates to provide a higher level of resilience and service. 

PROG-020 IMP-0022 Adopt a Risk Management Policy. 

IMP-0023 Establish a Risk Management framework based on good practice. 

PROG-021 IMP-0024 Develop standard operating policies, processes, and procedures for 

risk management. 

IMP-0025 Develop and implement a risk management information system. 

PROG-021 IMP-0026 Ensure that newly entered risks are approved by a line manager, or 

where there is a conflict of interest by the Risk Manager. 

PROG-023 IMP-0027 Assess the resilience of the network across all the activities. 

IMP-0099 Develop and enhance measures for resilience of critical assets to 

natural hazards. 

PROG-025 IMP-0080 Develop user friendly database for the PPI information 

PROG-026 IMP-0019 Establish a formalised decision making process to prioritise projects and 

programmes across Council, that aligns with strategies and is 

supported by reliable data. 

IMP-0033 Develop a project prioritisation and decision making process based on 

asset criticality and risk.  

PROG-027 IMP-0012 Explain how the Growth Infrastructure Plan will be achieved for each of 

the activities and be included in lifecycle plans that focus on the 

maintenance, renewal and development needed for each activity. 

IMP-0339 Develop process to review timing of growth programmes with strategic 

planning staff on a regular basis 

PROG-028 IMP-0144 Review programmes of work from a strategic perspective to ensure 

right outcomes. 

IMP-0278 Integration of the One Network Framework (ONF) and Roads & Streets 

Framework (RASF) in transport investment 

IMP-0279 Utilise the Network Operating Plan to inform low cost transport 

improvements 

PROG-029 IMP-0049 Review the threshold for formal tendering and quotes from the market. 

PROG-030 IMP-0050 Develop pre-approved procurement panels and formalise contracts 

with more clearly defined KPIs and monitoring. 

PROG-031 IMP-0032 Define the project thresholds for managing projects in different ways.  

IMP-0048 Develop procurement processes within the PMO. 

PROG-032 IMP-0021 Bed in the business case development to align with the strategic 

options. 

PROG-032 IMP-0034 Develop business case process to ensure cases progressively become 

more detailed as they progress through the project investigation, 

feasibility and detailed design stages.  

PROG-033 IMP-0051 Develop contract management system capabilities. 

IMP-0149 Develop inhouse contract management capability 

PROG-034 IMP-0015 Review the critical assets for each activity by assessing the 

consequences of failure and use to prioritise inspection, renewal and 

maintenance activities. 
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PROG-036 IMP-0016 Review the policy governing asset condition and performance 

assessment in terms of content and frequency. 

PROG-037 IMP-0227 Document performance data capture processes 

PROG-038 IMP-0017 Complete condition surveys on all critical assets, and schedule regular 

inspections with the frequency based on criticality.  

IMP-0139 Ensure that critical pavement and bridge assets have recent condition 

surveys and are scheduled on a regular basis. 

IMP-0140 Review network service contract to provide more condition data 

collection into Council systems 

IMP-0282 Implement bridge asset condition assessment programme 

IMP-0286 Process improvement to capture up to date asset information on all 

transport assets as the work occurs 

PROG-039 IMP-0013 Review the asset data hierarchies against industry standards. 

PROG-040 IMP-0014 Review asset information needs, conducting a gap analysis, and 

implementing a data improvement project.  Recognise the approach 

may be difference for each of the activities/portfolios. 

IMP-0281 Improve data quality by scoring greater than the national median on 

the ONRC Performance Measure Reporting Tool (PMRT). 

IMP-0338 Ensure data systems enable analysis and creation of understanding 

about assets 

PROG-041 IMP-0283 Capture data and report on all LTP, AMP, ONRC and ONF measures 

PROG-042 IMP-0018 Develop processes for contractors and inhouse staff to collect 

condition information, using mobile data applications. 

PROG-044 IMP-0280 Maintenance, operations and renewal programme dashboard to track 

contractor performance and asset information 

PROG-045 IMP-0137 Commence collection of pedestrian and cycling demand information. 

IMP-0277 Improve user information / counts relating to all transport users 

(especially pedestrians, cyclists and public transport users.) 

PROG-047 IMP-0046 Incorporate back -up of other asset systems into database 

administrators’ roles. 

IMP-0148 Ensure that there is at least one other database administrator who can 

manage RAMM 

PROG-048 IMP-0047 Review the functionality capabilities of each system and develop 

processes to use them effectively through training and process 

development. 

PROG-050 IMP-0219 Investigate and implement a method of capturing current contact 

costs to validate valuation unit rates. 

PROG-051 IMP-0223 Review road formation in RAMM, including quantity calculation, 

expected life look-up and value. 

IMP-0224 Review depreciation calculation and whether there is a difference 

between deprecation and valuation in RAMM 

PROG-053 IMP-0029 Review the approach to operational planning as part of the broader 

AM review, i.e. start with the policies and strategies, develop asset 

management plans, and implement strategic, tactical, and 

operational plans that are all aligned and integrated. 

PROG-054 IMP-0030 Ensure that clear renewal and maintenance plans are developed and 

communicated with key staff and broader stakeholders. 
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PROG-056 IMP-0045 Map AM processes in ProMapp. 

PROG-057 IMP-0035 Further develop process to assess whole of life costs for all capital new 

and renewal projects.  

PROG-058 IMP-0145 Review mix of maintenance, operations and capital funding. 

PROG-059 IMP-0066 Analyse asset lives (using condition/ capacity/ performance data), 

and review / address data quality issues. Enter into AM system 

IMP-0220 Develop a process to ensure condition data is used to estimate 

expected lives of individual assets and overall asset groups. 

PROG-060 IMP-0287 Develop priority for bridge and structures maintenance and 

component renewal 

PROG-061 IMP-0138 Reconsider whether sophisticated dTIMS modelling is appropriate if 

data insufficient to produce reliable results. 

PROG-062 IMP-0142 Use condition data to develop renewal profile over next 30 years 

IMP-0334 Develop renewal strategies and get them approved by ILT 

PROG-064 IMP-0136 Assess impacts of potential high growth over next 15 years on network.  

IMP-0141 Develop masterplan that considers state and local roads as well as 

other forms of transport. 

PROG-065 IMP-0226 Document asset condition assessment programme in order to meet 

Waka Kotahi funding requirements 

PROG-072 IMP-0020 Prior to the LTP, assess the key risks and challenges facing the delivery 

of services and develop high level options. 

PROG-073 IMP-0037 Show the renewal requirement for different options and the funding 

available in the Strategic AMP. The consequences of funding 

constraints should be articulated clearly. 

PROG-074 IMP-0288 Capture and embed process for satisfying Waka Kotahi funding 

requirements 
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Appendix 

A. Legislative 
Local Government Act 2002 Amendment Act 2014  

Defines the purpose of local government as enabling local decision-making and action by and on behalf 

of communities and to meet the current and future needs of communities for good-quality local 

infrastructure, local public services and performance of regulatory functions in a way that is most cost 

effective for households and business. The Amendment Act introduces several new measures. Of 

relevance, the Act:  

• changes what development contributions can be used for;  

• introduces new requirements for infrastructure strategies and AM planning (including planning 

effectively for future management of assets, and collaboration and cooperation with other local 

authorities to improve efficiency and effectiveness around priorities and outcomes);  

• requires disclosure of risk management arrangements for physical assets in annual reports; and  

• requires a significance and engagement policy to ensure that in making decisions that Council is 

clear about why it is addressing a matter, has considered and evaluated the options and 

alternatives, and has information on the community view about the matter and the options for 

addressing it, and particularly it has an understanding of the views and preferences of those persons 

likely to be affected by or have an interest in the matter.  

Resource Management Act 1991  

Requires Council to:  

• sustain the potential of natural and physical resources to meet the reasonably foreseeable needs of 

future generation;  

• comply with the District and Regional Plan;  

• to avoid, remedy or mitigate any adverse effect on the environment; and  

• consider the principles of the Treaty of Waitangi in exercising functions and powers under the Act 

relating to the use, development, and protection of natural and physical resources.  

Health and Safety at Work Act 2015  

Requires the provision of safe work places for all activities by local authority staff and contractors, and the 

maintenance of an audit trail to demonstrate compliance. The Transit NZ Guidelines “Code of Practice for 

Temporary Traffic Management” and the “Local Road Supplement” are the recognised standards for 

maintenance and construction works on legal road.  

Building Act 2004  

Sets minimum standards for buildings and facilities and requires Councils to produce Project Information 

Memoranda (PIM's) and building Warrants of Fitness.  

Public Works Act 1981.  

Public Bodies Contracts Act 1959  

Confers on a local authority similar powers to enter contracts as enjoyed by corporate bodies or natural 

persons. 

The Land Transport Management Act 2003  

The purpose of this Act is to contribute to the aim of achieving an affordable, integrated, safe, responsive 

and sustainable land transport system:  

• provides an integrated approach to land transport funding and management;  

• improves social and environmental responsibility a land transport funding, planning and 

management; and  
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• improves long term planning and investment in land transport.  

Land Transport Act 1998  

Controls aspects of road and traffic operations including Traffic Regulations, bylaws and enforcement.  

CDEM Act 2002  

The hazards and risks to be managed under the Civil Defence Emergency Management Act 2002 (CDEM 

Act) and the National CDEM Plan include any hazard that may result in a civil defence emergency.  

Utilities Access Act 2010  

The Act requires corridor mangers to coordinate the work of the various utilities within their districts, including 

their own, in a way which ensures the best outcomes for all New Zealanders in terms of the performance 

and longevity of the utility services and the transport corridor.  

Vehicle Mass and Dimensions Amendment 2010  

Amends Land Transport Rule: Vehicle Dimensions and Mass 2002, which specifies requirements for 

dimension and mass limits for vehicles operating on New Zealand roads. 
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B. Key Assumptions 
The following assumptions have been adopted for this AMP. 

Inflation 

Financial projections are based on July 2020 estimated costs. No inflation factors have been applied. 

BERL inflation factors will be applied to the programmes and budgets in the 10 Year Plan. Budgets for 

successive years of the Annual Budget are based on the corresponding year of the 10 Year Plan.  

Depreciation 

Average asset lives at a project level for new works have been used to calculate depreciation. 

New works are a small percentage of total depreciation. Differences from actual due to averaging of lives 

are relatively minor. 

Vested Assets 

On average the same level of assets are gifted to the Council as a result of subdivision as has occurred over 

the last 5 years. 

Note that the rate of change of development will be taken account of in future revisions of the AMP and 

subsequent O&M and depreciation taken into account. 

Service Potential 

Service potential of the asset is maintained by the renewal and maintenance programme. 

There is low risk that the service potential of the asset will not be maintained by implementation of the 

renewal programme since this is based on reliable asset and condition information from the asset 

management system. 

Asset lives 

Asset lives are accurately stated. 

The risk that lives are inaccurate is low. Lives are based on generally accepted industry values modified by 

local knowledge. The asset database gives a good knowledge of asset condition and an extensive field 

assessment has recently been undertaken. 

Natural Disasters 

That there are no major natural disasters during the planning period requiring additional funds. 

There is medium risk of a natural disaster occurring during this period requiring additional funds to repair or 

reinstate assets. Some further provision for increasing the resilience of the assets has been built into this plan 

but there is still further work to be undertaken to determine the desired level of resilience and the further 

asset improvements to achieve this. 

Council Policy 

No significant change to Council policy that impacts on assets and services. 

Any significant change will require a full review of the AMP and implications identified at the time. 

Interest Rate 

An interest rate of 5.7% p.a. is used for debt on new work. 
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C. 30 Year Financial Forecasts 
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Table 23: Active and Public Transport Programmes as at September 2020 (2021/22 – 2030/31)  
2021/22 2022/23 2023/24 2024/25 2025/26 2026/27 2027/28 2028/29 2029/30 2030/31 

CAPITAL NEW           

1676-City-wide - Supporting 

Cycle Infrastructure 

Improvements 

$102,000 $175,500 $102,000 $155,500 $79,000 $124,500 $51,000 $124,500 $48,000 $121,500 

1677-Regional Shared Path 

Network Improvements 
$1,832,000 $1,868,000 $2,185,000 $2,665,000 $2,511,660 $2,035,660 $2,181,660 $2,904,167 $2,904,167 $2,904,167 

1678-City-wide - Off Road 

Shared Path Network 

Improvements 

$415,000 $439,300 $415,000 $415,000 $415,000 $415,000 $415,000 $415,000 $415,000 $415,000 

1679-City-wide - Footpath 

Improvements 
$518,000 $498,000 $498,000 $498,000 $498,000 $498,000 $498,000 $498,000 $498,000 $498,000 

1680-City-wide - Public Transport 

Infrastructure Improvements 
$90,000 $90,000 $90,000 $90,000 $90,000 $90,000 $90,000 $90,000 $90,000 $90,000 

1803-Village Streetscape 

Improvements 
$30,000 $300,000 $30,000 $300,000 $30,000 $300,000 $30,000 $300,000 $30,000 $300,000 

1808-City-wide - Street amenity 

improvements 
$274,000 $274,000 $274,000 $274,000 $274,000 $274,000 $274,000 $274,000 $274,000 $274,000 

1925-Urban Growth - 

Development Contributions - 

Active Transport 

$130,000 $130,000 $130,000 $130,000 $130,000 $130,000 $160,000 $50,000 $50,000 $50,000 

1121-Tennent Drive 

Improvements - Food HQ & 

Massey 

$100,000 $2,980,000 $3,020,000 $2,020,000 $0 $0 $0 $0 $0 $0 

1559-City-wide - Urban Cycle 

Infrastructure Network 

improvements 

$3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 

CAPITAL RENEWAL           

64-City-wide - Footpath 

Renewals 
$1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,250,000 $1,500,000 



 

180 

 

 
2021/22 2022/23 2023/24 2024/25 2025/26 2026/27 2027/28 2028/29 2029/30 2030/31 

181-City-wide - Public Transport 

Infrastructure Renewals 
$50,000 $50,000 $50,000 $50,000 $50,000 $50,000 $50,000 $50,000 $50,000 $50,000 

648-City-wide - Supporting 

Cycle Infrastructure Renewals 
$20,000 $20,000 $20,000 $12,500 $12,500 $12,500 $15,000 $15,000 $15,000 $15,000 

 

 

Table 24: Active and Public Transport Programmes as at September 2020 (2031/32 - 2050/51)  
2031/32 – 2050/51 

CAPITAL NEW  

1808-City-wide - Street amenity 

improvements 
$274,000 / annum 

CAPITAL RENEWAL  

64-City-wide - Footpath 

Renewals 
$1,500,000 - $2,000,000 / 

annum 

181-City-wide - Public Transport 

Infrastructure Renewals 
$50,000 / annum 

648-City-wide - Supporting 

Cycle Infrastructure Renewals 
$15,000 - $30,000 / 

annum 
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Table 25: Transport & Roading Programmes as at September 2020 (2021/22 – 2030/31)  
2021/22 2022/23 2023/24 2024/25 2025/26 2026/27 2027/28 2028/29 2029/30 2030/31 

CAPITAL NEW           

159-Kelvin Grove Road - Safety 

Improvements 
      $600,000 $700,000 $5,100,000 $0 $0 $0 $0 

167-James Line (Schnell Dr to 

Kelvin Grove Rd) - 

Improvements 

$22,000 $800,000 $0 $0 $0 $0 $0 $0 $0 $0 

187-Manawatu River - Road 

Bridge 
                    

201-Urban Growth - 

Development Contributions - 

Transport 

$200,000 $200,000 $200,000 $200,000 $200,000 $200,000 $200,000 $200,000 $200,000 $200,000 

243-Urban Bus Terminal 

Redevelopment 
$100,000 $2,175,000 $4,675,000 $4,575,000 $0 $0 $0 $0 $0 $0 

279-City-wide - Minor transport 

improvements 
$1,470,000 $1,525,000 $1,525,000 $1,525,000 $1,525,000 $1,400,000 $1,400,000 $1,400,000 $1,400,000 $1,400,000 

684-Longburn Rongotea 

Road/No. 1 Line - Intersection 

Safety Upgrade 

$250,000 $0 $0 $400,000 $1,800,000 $2,000,000 $0 $0 $0 $0 

839-Rangitikei St / Featherston St 

- Intersection Improvements 
            $1,000,000 ($500,000) $350,000 $4,000,000 

1086-City-wide - Street Lighting 

Upgrade to Current LEDs 
$100,000 $100,000 $100,000 $150,000 $150,000 $150,000 $150,000 $150,000 $150,000 $150,000 

1094-Milson Line Overbridge 

Improvement 
              $200,000 $300,000 $0 

1367-City-wide - Street Light Infill $846,000 $869,000 $869,000 $618,500 $0 $0 $0 $0 $0 $0 

1615-City-wide - Parking and 

Traffic Signs and Marking 
$110,000 $75,000 $75,000 $75,000 $75,000 $75,000 $75,000 $0 $0 $0 

1681-Urban Growth - 

Kakatangiata - Transport 
$3,200,000 $300,000 $2,500,000 $0 $0 $200,000 $450,000 $450,000 $600,000 $600,000 
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2021/22 2022/23 2023/24 2024/25 2025/26 2026/27 2027/28 2028/29 2029/30 2030/31 

1682-Pioneer Highway - 

Improvements 
            $200,000 $400,000 $3,200,000 $650,000 

1683-Urban Growth - 

Whakarongo - Transport 
$200,000 $200,000 $200,000 $300,000 $500,000 $2,700,000 $200,000 $200,000 $200,000 $200,000 

1684-Urban Growth - Ashhurst - 

Transport 
$1,300,000 $2,100,000 $1,000,000 $0 $0 $0 $0 $0 $0 $0 

1685-Urban Growth - NEIZ - 

Transport 
$100,000 $500,000 $500,000 $4,500,000 $2,500,000 $0 $0 $0 $0 $0 

1686-CBD Streets for People $4,243,040 $2,959,178 $3,915,477 $2,988,015 $1,507,517 $2,770,656 $3,614,459 $642,000 $0 $0 

1688-CBD and Urban Ring Road 

Transport Improvements 
  $250,000 $2,500,000 $400,000 $1,400,000 $1,200,000 $2,100,000 $1,000,000 $0 $0 

1689-Rural Road Safety & 

Accessibility Improvements 
      $300,000 $4,200,000 $2,000,000 $200,000 $2,200,000 $2,000,000 $400,000 

1690-PNITI – Intersection & 

bridge improvements 
$600,000 $3,300,000 $6,050,000 $400,000 $3,000,000 $2,500,000 $0 $0 $0 $0 

1691-Road to Zero - Transport 

Safety Improvements 
$1,170,000 $1,845,000 $2,230,000 $1,380,000 $2,200,000 $1,530,000 $2,450,000 $2,750,000 $2,300,000 $0 

1804-Road drainage 

improvements 
$80,000 $80,000 $80,000 $80,000 $80,000 $80,000 $80,000 $80,000 $80,000 $80,000 

1806-City-wide - Street light LED 

lighting improvements 
$412,551 $471,000 $0 $0 $0 $0 $0 $0 $0 $0 

1807-City-wide - Car park 

infrastructure improvements 
  $150,000 $0 $100,000 $400,000 $0 $0 $0 $0 $0 

1944-Village Road upgrades to 

City standard 
$300,000 $2,200,000 $2,200,000 $2,200,000 $2,100,000 $2,000,000 $2,000,000 $2,000,000 $0 $0 

2013-PNITI – Strategic Transport 

Corridor Improvements 
  $250,000 $5,000,000 $8,000,000 $9,000,000 $9,500,000 $17,000,000 $20,000,000 $20,000,000 $0 

CAPITAL RENEWAL                     

74-City-wide - Street Light 

Renewals 
$135,000 $140,000 $140,000 $145,000 $145,000 $145,000 $150,000 $150,000 $150,000 $155,000 
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2021/22 2022/23 2023/24 2024/25 2025/26 2026/27 2027/28 2028/29 2029/30 2030/31 

82-Off-street Parking Renewals $65,000 $75,000 $75,000 $115,000 $120,000 $15,000 $15,000 $15,000 $15,000 $15,000 

115-City-wide - Sealed 

Pavement Renewals 
$2,250,000 $2,250,000 $2,500,000 $2,500,000 $2,750,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 $3,000,000 

122-City-wide - Road Drainage 

Renewals 
$365,000 $370,500 $376,000 $381,500 $399,500 $418,500 $438,500 $460,000 $482,000 $505,000 

139-City-wide - Sealed Road 

Resurfacing 
$2,250,000 $2,500,000 $2,600,000 $2,850,000 $3,050,000 $3,250,000 $3,450,000 $3,450,000 $3,450,000 $3,450,000 

155-City-wide - Street Tree 

Renewals 
$604,992 $612,352 $620,310 $628,268 $636,226 $644,184 $652,142 $660,100 $668,058 $671,336 

162-City-wide - Vehicle Crossing 

Renewals 
$102,500 $115,000 $120,000 $130,000 $140,000 $165,000 $165,000 $165,000 $165,000 $165,000 

1805-City-wide - Transport 

structure component renewal 
$100,000 $125,000 $150,000 $250,000 $250,000 $250,000 $250,000 $250,000 $250,000 $250,000 

 

Table 26: Transport & Roading Programmes as at September 2020 (2031/32 – 2050/51)  
2031/32 – 2050/51 

CAPITAL NEW  

187-Manawatu River - Road 

Bridge 
$112,000,000 2037 - 

2043 

201-Urban Growth - 

Development Contributions - 

Transport 

$200,000 / annum 

839-Rangitikei St / Featherston St 

- Intersection Improvements 
$4,000,000 2031/32 

1086-City-wide - Street Lighting 

Upgrade to Current LEDs 
$150,000 / annum 

1094-Milson Line Overbridge 

Improvement 
$3,500,000 2031/32 

1681-Urban Growth - 

Kakatangiata - Transport 
$18,600,000 2031 – 2041 
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2031/32 – 2050/51 

1682-Pioneer Highway - 

Improvements 
$14,750,000 2031 – 2033 

1683-Urban Growth - 

Whakarongo - Transport 
$400,000 2031 - 2033  

1689-Rural Road Safety & 

Accessibility Improvements 
$4,161,900 2031/32 

1804-Road drainage 

improvements 
$80,000 / annum 

CAPITAL RENEWAL  

74-City-wide - Street Light 

Renewals 
$155,000 - $160,000 / 

annum 

82-Off-street Parking Renewals $15,000 - $25,000 / 

annum 

115-City-wide - Sealed 

Pavement Renewals 
$3,000,000 / annum 

122-City-wide - Road Drainage 

Renewals 
$512,000 - $600,000 / 

annum 

139-City-wide - Sealed Road 

Resurfacing 
$3,500,000 / annum 

155-City-wide - Street Tree 

Renewals 
~$600,000 / annum 

162-City-wide - Vehicle Crossing 

Renewals 
$150,000 / annum 

1805-City-wide - Transport 

structure component renewal 
$250,000 / annum 
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Addendum 

A number of changes have been made through the 10 Year -Long Term Plan process via internal and 

external pressures. 

The proposed budgets were set prior to 27 September 2020. This AMP’s renewal, operational and 

maintenance costs are derived from the 27 September 2020 budget scenario.  

The adopted budget reflects the budgets in the 10 Year 2021-31 Long Term Plan. They are a reflection of 

internal and external consultation as part of the 10 Year Plan process.  They also reflect the impact of not 

obtaining all of the funding applied for from Waka Kotahi. 

Renewals  
Figure 25 below summarises the differences between the proposed and adopted renewals budgets for 

transport.  

Figure 25: Proposed and adopted renewals budgets for Transport  

 

The table below provides a high-level summary of the changes to renewal programmes, alongside the 

implications, risks and opportunities due to the change in budgets. 

Table 27 - Capital Renewal Programmes Changes - Summary 

Program Name Change Implication/Risk/Opportunity  

64-City-wide - 

Footpath Renewals 

Budget 

reduction 

Footpath renewal will not keep up with deterioration resulting in 

a reduction in service levels. 
Reduces mobility for vulnerable users, disproportionately 

affecting residents from lower socio-economic households. 

Increased risk of negative incidents and risk of personal injury. 
Increase in number of customer requests for service. 

Future maintenance budgets will need to be increased as asset 

deteriorate faster. 

74-City-wide - 
Street Light 

Renewals 

Budget 

reduction 

Budget may not be sufficient if a significant number of street 
light failures occur. 

Increase in number of customer requests for service. 

115-City-wide - 

Sealed Pavement 
Renewals 

Budget 
reduction 

Road pavement renewal will not keep up with deterioration. 
Levels of service for smooth travel will decline. This is more likely 

to result in higher frequency of pavement failure than would 

otherwise occur.  
Greater level of reactive maintenance required for pavement 

$0

$2

$4

$6

$8

$10

$12

$14

M
ill

io
n

s

Proposed Adopted

https://www.pncc.govt.nz/media/3134098/10-year-plan-2021-31.pdf


 

186 

 

Program Name Change Implication/Risk/Opportunity  

assets. 

Increased whole of life costs for pavement assets. 

139-City-wide - 

Sealed Road 
Resurfacing 

Budget 
reduction 

Road surface deterioration will lead to a greater number of 

failures of other transport assets, such as road pavements and 

drainage assets. 
Levels of service for smooth travel will decline. 

Greater level of reactive maintenance required for pavement 

assets. 
Increased whole of life costs for pavement assets. 

155-City-wide - 

Street Tree 
Renewals 

Programme 
removed 

Removal has been offset with the introduction of programmes 

of greater value, thus providing the opportunity to maintain 
service levels.  These allow for increased investment in new trees 

(1808-City-wide - Street amenity improvements), and a short 

duration enhanced investment in the removal of dangerous 
trees (2028-Street Tree Removals).  

181-City-wide - 

Public Transport 
Infrastructure 

Renewals 

Budget 

reduction 

Reduced service level as bus shelters continue to deteriorate. 

Bus stop infrastructure does not meet the expectations of users. 
Reduced mobility for vulnerable users, disproportionately 

affecting residents from lower socio-economic households. 

Future maintenance budgets need to be increased as more 
assets deteriorate more quickly 

Increase in number of customer requests for service. 

2109-City-wide - 
Sealed Pavement 

Renewals (No 

Subsidy) 

Programme 

introduced 

Opportunity to partially mitigate the reduction in service levels 

as the programme partially offsets the budget reduction in 115-

City-wide - Sealed Pavement Renewals (above).  

2110-City-wide - 

Footpath Renewals 

(No Subsidy) 

Programme 

introduced 

Opportunity to partially mitigate the reduction in service levels 

as the programme partially offsets the budget reduction in 64-

City-wide - Footpath Renewals (above). 

 

Capital New  
The graph below summarises the differences between the proposed and adopted capital new budgets for 

transport.  

Figure 26: Proposed and adopted capital new budgets for Transport 
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Table 28 - Capital New Programmes Changes – Summary  

Program Name Change Implication/Risk/Opportunity  

159-Kelvin Grove Road - 

Safety Improvements 

Budget 
reduction 

Brought 

forward 

Decreased investment in transport safety 
Level of service will not match increase in traffic volumes.  

Risk that deaths and serious injury accidents will be higher 

compared to the original programme. 

167-James Line (Schnell Dr 
to Kelvin Grove Rd) - 

Improvements Delayed 

Key urban link will continue to not meet the anticipated 

level of service. 
Greater chance that design work undertaken will need to 

be reworked. 

243-Urban Bus Terminal 

Redevelopment Delayed 

Reduced level of service as existing terminal continues to 
deteriorate. 

Reduced mobility for vulnerable users, disproportionately 

affecting residents from lower socio-economic 
households. 

Increase in number of customer requests for service. 

Improved likelihood that external funding may be 
obtained from Waka Kotahi by delaying the programme 

until a robust Business Case is prepared and funding is 

more likely to be available. 

279-City-wide - Minor 

transport improvements 

Budget 

reduction 

Decreased investment in transport safety, and in 

improved walking, cycling and PT infrastructure. 

Transport safety will not improve at the desired rate. 
Lower rate of increase in the number of people walking, 

cycling and catching the bus. 

1086-City-wide - Street 

Lighting Upgrade to 

Current LEDs 

Programme 

removed 

Continued higher maintenance and operation costs 
associated with bulb replacement and higher energy 

consumption associated with continuation of existing 

high-pressure sodium lighting. . 

1121-Tennent Drive 

Improvements - Food HQ 
& Massey Delayed 

The Food HQ masterplan will not be delivered on in the 

desired timeframes. 

Transport safety improvements at the Massey / Food HQ 
campus will be delayed. 

1134-City Entrance 

Corridors - Streetscape 
Improvements 

Programme 
introduced 

City boundary entranceway improvements can be 

completed to a higher standard by investing in 
wayfinding, site information and lighting. 

1476-City Centre 

Laneways Programme Delayed 

Potential delay to enhancement of laneway corridors as 

active spaces and active transport connections. . 
Continuation of current poor safety experiences and 

vandalism in inner CBD.  
Improved alignment with the implementation timeline 

and design framework developed for Programme 2122-

CBD Streets for People. 

1559-City-wide - Urban 

Cycle Infrastructure 

Network improvements 

Budget 

reduction 

The urban cycle masterplan is not delivered at the rate 

previously anticipated. 

The benefits sought from an increase in the number of 
cyclists, (such as reduced transport congestion, CO2 

reduction, crash/harm reduction, improvements to 

health) will not be realised or only be partially realised. 
Cyclists will continue to use a cycle network that does not 

offer a suitable level of service and exposes them to an 

unacceptable crash risk. 

1578-Monrad Pencarrow 

Roundabout installation 

Programme 

removed 

Programme funding had been advanced so objectives 

will be met and benefits realised earlier than anticipated. . 

1615-City-wide - Parking 

and Traffic Signs and 

Marking 

Budget 

reduction 

Council are unable to respond to all customer requests 
regarding parking and traffic signs and marking. 

Identified road safety issues may not be able to be dealt 

with. 
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Program Name Change Implication/Risk/Opportunity  

1680-City-wide - Public 
Transport Infrastructure 

Improvements 

Budget 

reduction 

Fewer bus shelters, hardstands, laybys and other works 

associated with meeting anticipated levels of service 
delivered. 

The benefits sought from an increase in the number 

people catching the bus (such as reduced transport 
congestion, CO2 reduction, crash/harm reduction, 

improvements to health) will not be realised or only be 

partially realised. 
Public transport remains a secondary transport choice for 

commuters. 

1695 (previously 1690)-PNITI 

– Intersection & bridge 

improvements 

Budget 

increase 

Greater confidence that benefits will be delivered due to 
security of external funding.   This includes removal of 

heavy vehicles from urban roads, improved transport 

safety and connectivity, and economic growth. 

1803-Neighborhood 

Streetscape Improvements 

Brought 

forward 

Benefits will be realised marginally earlier.  This includes 

increased activation of village centres, improved safety 

and accessibility for vulnerable users, and improved 
investment confidence amongst businesses, building 

owners and developers. 

1806-City-wide - Street 
light LED lighting 

improvements Delayed 

Higher energy and maintenance costs for street lighting in 

areas not converted to LED. 

1807-City-wide - Car park 
infrastructure 

improvements 

Budget 

increase 
Brought 

forward 

Greater confidence that the programme will be able to 

deliver the benefits.  This includes delivery of improved 

customer information, open access to parking data for all 
Council users, a decrease in numbers of customer 

requests for service, and an increase parking revenue.  

1925-Urban Growth - 

Development 

Contributions - Active 
Transport 

Budget 
reduction 

Council cannot fully support the development of an 
effective cycle network in urban growth areas, and will be 

reliant on the developer and subdivision controls in place. 

Cycle and shared path networks remain incomplete or 
not linked effectively. 

Under-utilised cycle network. 

The benefits sought from an increase in the number of 
cyclists will not be realised or only be partially realised. 

1944-Village Road 

upgrades to urban 
standard 

Budget 
reduction 

Village roads will remain at a lower level of service than 
those in the Palmerston North residential area. 

2026-Active Transport 

Measurement 

Programme 

introduced 

Establishment of robust and continuous active transport 

user data collection to meet third party funding 
obligations and inform active transport investment 

decisions. 

2056 (previously 1676)-City-

wide - Supporting Cycle 

Infrastructure 
Improvements 

Budget 
reduction 

Lower level of service for cyclists. 
Fewer cycle stands, shelters, lockers, racks & tool posts 

delivered throughout the city. 

The benefits sought from an increase in the number of 
cyclists will not be realised or only be partially realised. 

2058 (previously 1685)-

Urban Growth - NEIZ - 

Transport 

Budget 
increase 

Brought 

forward 

Greater confidence that the programme will be able to 

deliver the benefits in the timeframe required to align with 
development of the NEIZ.  This includes not impeding 

growth, mitigating congestion impacts within the NEIZ and 

facilitating active transport choices. 

2059 (previously 1688)-

Urban Transport 

Improvements - Enabling 
PNITI 

Budget 

increase 

Brought 
forward 

Greater confidence that the programme will be able to 

deliver the benefits by demonstrating alignment with and 
support for the PNITI strategic roading network 

programme.   This includes detuning the city’s network for 

heavy vehicles, prioritising active modes on priority 
collector roads, discouraging vehicle traffic within the 



 

189 

 

Program Name Change Implication/Risk/Opportunity  

inner CBD and improving safety and efficiency for users of 

the existing dual carriageway network.  

2061 (previously 1689)-

Rural Road Safety & 
Accessibility Improvements Delayed 

Investment will not address identified safety and corridor 

deficiencies at the planned rate. Deaths and serious injury 

crashes will remain higher for longer. 
Increase in number of customer requests for service. 

2065 (previously 1683)-

Urban Growth - 

Whakarongo - Transport 

Budget 

increase 

Greater confidence that the programme will be able to 

deliver the benefits.  This includes not impeding growth, 
development of a coherent transport network with 

increased connectivity, and enabling access to active 

transport alternatives. 

2111-Kelvin Grove Road - 

Safety Improvements to 

intersections 

Programme 

introduced 

Investment in transport safety at critical intersections. 

Level of service will better match changes in traffic 
volumes.  

Reduced risk of deaths and serious injury accidents for 

road users. 

2123 (previously 1681)-
Urban Growth - 

Kakatangiata - Transport Delayed 

Opportunity to review the optimum solution for the future 

transport environment in this area. 

The transport network may not develop in a coherent 
fashion and may be deficient in some areas for longer. 

Negative perception from developers and road users. . 

2124 (previously 1684)-

Urban Growth - Ashhurst - 
Transport 

Budget 

increase 
Delayed 

Greater confidence that the programme will be able to 
deliver the benefits and the optimum solution will be 

delivered.   

The transport network may be deficient in some areas for 
longer. 

 

Operations and Maintenance  
The graph below summarises the differences between the proposed and adopted operational budgets for 

transport. 

Figure 27: Proposed and adopted operational budgets for Transport  
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Table 29 – Operations and Maintenance Programmes Changes – Summary  

Program Name Change Implication/Risk/Opportunity  

1214-Bikes in Schools 
Programme 
removed 

None as included in programme 1442. 

1313-City-wide - Cycle 

Awareness Markings at 
Roundabouts 

Programme 
removed 

Now recognised as capital and added with budget 

increase to programme 1559-City-wide - Urban Cycle 
Infrastructure Network improvements.   

Greater confidence that the programme will be able to 
deliver the benefits. 

1442-Active Transport 

Behaviour Change 
Programmes 

Budget 
reduction 

Reduced uptake of active transport modes impacting 

disproportionately on vulnerable users and residents from 
lower socio-economic households. 

Risk of limiting rate of uptake in participation in active 

transport. 
Negative perceptions of active transport.  

1470-Additional cycle 

path sweeping 

Programme 

removed 

None as programme was moved to MSL budgets. 

1472-Business Case work 

for strategic roads (PNITI) 

Budget 

reduction 

Risk of not obtaining or obtaining insufficient external 

funding for the work because of the preparation of an 

inadequate Business Case. 

1494-Active and Public 

Transport Planning & 

Investigation 

Budget 

increase 

Increased confidence that service level will be achieved 

by funding the resourcing of active transport. 

1567-NZTA subsidisable 
footpath maintenance 

(cost less subsidy)* 

Programme 

removed 

Footpath maintenance will not keep up with 

deterioration resulting in a reduction in service levels. 

Reduces mobility for vulnerable users, disproportionately 
affecting residents from lower socio-economic 

households. 

Increase in number of customer requests for service. 
Future maintenance budgets will not be adequate to 

offset decreased renewal budgets. 

1858-Tree Maintenance Increased 

Reduced risk of trees and branches falling on pedestrians 
and passing traffic. Long term reductions in costs to 

remove dangerous and end of life tree assets due to 

timely maintenance intervention. 
Reduced damage to footpaths and reduced powerline 

intrusions.   

Reduced trip hazards and potential liability to Council. 

1877-Active Transport 

Measurement 

Programme 

removed 

Removal has been offset with the introduction another 

programme (2026-Active Transport Measurement). That 
will maintain investment in consistent data collection to 

meet compliance obligations and make informed active 

transport investment decisions. 

1878-Active Transport 

Innovation 

Budget 

reduction 

Risk of reducing the rate of increase in participation in 

active transport. 

Risk of negative health, environmental, economic, social 
and education outcomes. 

Less capacity to test and trial initiatives that may lead to 

bigger, transformational projects. 

1932-Urban Transport 

Improvements - Enabling 

PNITI - Business Case 

Budget 

increase 

Improved likelihood of obtaining external funding for the 

redevelopment through preparation of a most robust 

Business Case. 

1937-Afterhours Parking 
Enforcement 

Programme 
removed 

None as the programme is no longer required due to 

additional enforcement costs being fully offset by 

additional parking infringement revenue collected. 
Objectives of the programme have been met. 

1977-City-wide – 

Transport - Operation 
and maintenance of 

vested assets 

Budget 

reduction 

The vested assets may deteriorate more quickly than 

expected.  
Maintenance of existing assets may reduce if vested 

assets need to be maintained out of existing budgets. 
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Program Name Change Implication/Risk/Opportunity  

1994-Cycle Path 

Maintenance 

Budget 

reduction 

Levels of service for cycle paths will decline and may 

reduce the uptake of active transport. 
Increase in number of customer requests for service. 

Greater investment in cycle path renewals required in the 

future. 

2001-Transport Network & 
Asset Management - 

Operating Cost 

Budget 

reduction 

Possible increased costs across the whole life of transport 

assets due to inadequate asset management.  

Value from new road maintenance contract is not 
leveraged. 

Maintenance interventions are not well informed. 

2009-Transport 

Advanced Investigation 

Budget 

reduction 

Transport improvements may not be fully developed, 
impacting long term investment decisions. 

Poor investment decisions due to limited investigation 

undertaken on transport investment. 

2010-Transport & three 

waters subdivision public 
good 

Budget 
increase 

Reduced risk of not meeting service levels for 

development enquiries.   

Reduced risk of vested assets not being to Council 
standard and/or developments not meeting District Plan. 

2018-Transport Bridge 
Maintenance 

Budget 
increase 

Reduced risk of increased future renewal costs and/or 

increased costs across the whole life of bridge and 
structure assets. 

Reduced risk that bridges need to be closed or weight 
restricted due to deterioration. 

2021-Innovating Streets 

Budget 

increase 

Opportunity to obtain Waka Kotahi support for further 

Innovating Streets investment. 

2025-Urban Bus Terminal 

Redevelopment Business 

Case 

Programme 

introduced 

Improved chance of obtaining external funding for the 

redevelopment by preparation of a robust Business Case. 

2028-Street Tree 

Removals 

Programme 

introduced 

Introduction offsets the removal of a programme of lesser 

value, thus providing the opportunity to maintain service 

levels.   
Reduced risk of trees falling on pedestrians and passing 

traffic. 

Reduced damage to footpaths and reduced powerline 
intrusions.   

Reduced trip hazards and potential liability to Council.  

2032-Transport 
Maintenance - new 

contract prices 

Programme 

introduced 

Opportunity to maintain service levels by allowing for 
future increases in costs of transport maintenance. 

2037-Additional cycle 
path sweeping 

Programme 
introduced 

Opportunity to maintain service levels and reduce the risk 
of reactive maintenance being required for cycle paths.  

2052- Implement Corridor 

Access Request Fees 

Programme 

introduced 

Opportunity to establish a revenue neutral/full cost 

recovery model for Corridor Access Requests.   
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