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Otago and Southland  
Regional Transport Committees 
Chairs foreword 
The Otago and Southland Regional 
Transport Committees are pleased  
to present the mid-term review of 
the Otago Southland Regional Land 
Transport Plans 2021-31, referred to 
as the combined RLTP.

The Otago and Southland regions, which together 
cover almost half of the South Island, share both 
common challenges and opportunities to improve 
the transport system. These challenges include vast 
land areas and road networks but comparatively 
low population densities in many areas. 

For both regions, the primary focus is on 
maintaining and operating the road networks, 
generally at existing service levels. Securing funding 
to maintain similar service levels to those currently 
in place is a significant challenge. 

The impacts of climate change are expected  
to increasingly cause disruptions across transport 
networks. Greater investment is required in the 
Otago and Southland regions to increase resilience 
to natural hazards. This will reduce the frequency  
of unplanned disruptions that impact visitor  
and freight flows, productivity, and 
community wellbeing. 

Our major cities and towns are experiencing 
significant changes in how they accommodate 
interactions between people and the transport 
networks. There are opportunities to enhance the 
functionality and effectiveness of our transport 
systems by providing a broader range of travel 
options to meet people’s needs. Transport options 
across the two regions will be investigated during 
the currency of this combined RLTP.

The two Regional Transport Committees have 
collaboratively developed their Regional Land 
Transport Plans in 2015, 2018, and 2021 due to 

shared issues and opportunities across Otago  
and Southland.

The 2021 combined RLTP, as adopted, did not fully 
address the then-Government’s requirements 
regarding climate response. This mid-term review 
has incorporated a climate response, not merely 
as a result of government direction, but because it 
is the right thing to do. The review was conducted 
with a strong collaborative focus among the 
constituent members of the Regional Transport 
Committees, including territorial authorities and 
the NZ Transport Agency (Waka Kotahi). 

This mid-term review was prepared using the best 
information available at the time. Funding requests 
were based on the Government Policy Statement 
on land transport (GPS) 2021 and the Draft GPS 
released prior to the general election that took 
place late in October 2023. 

This mid-term review has also been assessed 
against the Draft GPS released in March 2024 and 
is considered consistent, given its balanced nature 
and its focus on maintenance, safety and resilience. 
Consultation on this mid-term review closed in April 
2024. Hearings were held in May and June. 

The strategic direction was largely supported, 
necessitating only minor changes. Joining together 
to create this combined RLTP has heightened 
our awareness that journeys do not stop at 
administrative boundaries. Many journeys, whether 
for freight or visitors, span Otago and Southland, 
and beyond. 

At a larger scale, there are critical freight and visitor 
journeys crossing regions, extending along and 
across the South Island, and connecting to both 
Stewart Island and the North Island. 

Recognising the interconnectedness of South Island 
regional economies and communities, the chairs 
of the seven Regional Transport Committees in the 
South Island have formed a Chair’s Group and a 
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work programme for those matters best addressed 
at this scale. A combined statement from this group 
follows this foreword.

For Otago and Southland, the benefits 
that this combined RLTP seeks  
to realise are:

•	 Maintaining network performance and 
capability, while enhancing network resilience.

•	 Improved safety and reduced social impact of 
fatalities and injuries.

•	 A focus on areas of regional development, 
productivity, and connectivity.

•	 Increased customer voice on connectivity, 
accessibility, and transport options.

•	 Greater value for money delivered by transport 
investments.

We are proud of the collaborations that have gone 
into preparing this combined RLTP. We would like 
to thank the community members who contributed 
through the consultation process, taking the time to 
submit and attend the hearings. 

We thank the participating organisations for their 
time and assistance and acknowledge the hard work 
of the elected members of the Regional Transport 
Committees and staff.

Cr Jeremy McPhail					     Cr Kate Wilson 
Chair, Southland Regional Transport Committee		  Chair, Otago Regional Transport Committee 
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Regional Councils 

- Environment Southland - Otago Regional Council - Environment Canterbury - West Coast Regional Council

Unitary Councils 
- Tasman District Council - Marlborough District Council  - Nelson City Council 

The South Island Regional Transport Committee Chairs

Our people, our communities.  
Without people we have no need  
for a transport system.
 Our transport system 
•	 Provides the arteries and veins that bring life to 

our communities 

•	 Provides our communities’ connections and 
allows our communities to function

•	 Allows people to travel safely and efficiently 
through our diverse landscapes

•	 Enables the safe and efficient movement  
of freight

•	 Must respond and adapt to a changing climate 
and emission reduction requirements

•	 Must support regional prosperity and improve 
the overall wellbeing of the South Island

We must ensure that our transport systems are 
working as effectively as possible to support  
our community’s needs.

The South Island Regional Transport Committee 
Chairs Group was formed in 2016 for this purpose. 
The Group seeks to significantly improve transport 
outcomes to, from and within the South Island 
through stronger interregional collaboration  
and integration.

The Group is focused on ensuring the South Island 
stays at the forefront of central government 
thinking. The formation of the Group recognises 
that the South Island advocating with one voice is 
more effective than the seven individual regions 
advocating independently on the same matters.

This approach seeks to ensure that the needs and 
aspirations of our South Island communities are 

recognised and understood by central government. 
We want to be seen by central government as  
a group of over 1.2 million people with common 
aspirations for our transport system. 

Each region in the South Island has unique 
characteristics, but at the same time, share similar 
transport priorities and challenges. 

These shared priorities form the priorities of this 
group and are listed below and will be reflected in 
each regions Regional Land Transport Plan for the 
2024-2027 for inclusion in the 2024 National Land 
Transport Programme.

Priority areas 
•	 Advocacy for transportation in the South Island, 

including tracking how the National Land 
Transport Fund (NLTF) is being allocated  
across the country

•	 Responding to climate and emission goals 

•	 South Island transport network resilience

•	 South Island freight task and  
associated journeys 

•	 South Island tourism transport  
systems improvements

•	 An enabling funding approach for innovative 
multi-modal transport options

•	 Exploring opportunities for inter-regional 
transport options

A resilient and fit for purpose transport system 
is vital for the continued health, wellbeing, 
and prosperity of our people – “the people and 
communities of the South Island.”

Joint statement from the  
South Island Regional Transport Chairs
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The Ōtākou (Otago) and Murihiku 
(Southland) Regional Land Transport Plans 
(also referred to as the combined RLTP) 
guide integrated transport investment  
in the regions. 

This combined RLTP provides insights into the 
current state of the transport networks, challenges 
faced, and future investment priorities. It has been 
prepared collaboratively between the Regional 
Transport Committees (RTCs) of Otago and 
Southland and comprises of a common front end 
with two distinct work programmes. 

The 2021 combined RLTP was developed amidst the 
uncertainties of the COVID-19 pandemic, resulting in 
reduced funding from the National Land Transport 
Fund. Since then, the previous Government 
had released a considerable amount of national 
direction, focusing on reducing transportation 
emissions, enhancing resilience, and integrating 
land use and transportation planning.

They also introduced the Natural and Built 
Environment Act and the Spatial Planning Act, 
which were repealed. Changes to the Resource 
Management Act (RMA) have been signalled by the 
Government since the elections in October 2023. 
The potential for changes in transport planning 
through the development of spatial plans will be 
considered in future RLTPs.

The first Emissions Reduction Plan (ERP) was 
released in 2022. The ERP requires transportation 
emissions to be reduced considerably to satisfy 
emission budgets. Emission reductions can be 
achieved through initiatives including better 
integration of land use and transport planning, 
initiatives to reducing vehicle kilometres travelled, 
mode shift plans, and increasing the use of zero-
emission vehicles. 

For decades, car-centric attitudes have dominated 
transportation choices in many communities. In 
some areas, this has led to various issues, including 
community severance, traffic congestion, air 
pollution, road safety concerns, insufficient public 
transport provision and negative impacts on public 
health. Promoting a shift away from car-centric 
attitudes towards alternative transport modes, such 
as walking, cycling, and public or shared transit, 
offers numerous benefits for both communities and 
the environment. 

Walking and cycling enable individuals to engage in 
regular physical activity, leading to improved health 
outcomes. Transitioning from car-centric to active 
and shared transport-oriented communities fosters 
a stronger sense of connectedness and allows for 
greater social interaction among residents. 

As a result, communities that embrace active 
and shared transportation can become more 
vibrant, providing a conducive environment for 
local businesses. However, it is important to note 
that these outcomes cannot be achieved through 
transport planning alone and it requires a whole of 
government approach to sustainable development. 
Local governments also require appropriate 
transport funding support to make this transition.

The National Adaptation Plan (NAP) was also 
released in 2022 in response to the National 
Climate Change Risk Assessment, which outlines 
the present and future initiatives to aid in the 
development of Aotearoa’s climate resilience. 

Land transportation networks, ports, and 
airports are critical assets for social wellbeing 
and connecting Aotearoa to the rest of the world. 
Coastal erosion, flooding, and severe weather 
occurrences are predicted to become more 
severe and occur more frequently as a result of 
climate change. The country is experiencing the 
consequences of climate change, with the North 
Island being particularly hard hit, resulting in 
significant damage to some of its transportation 
infrastructure. 

The frequency and severity of natural events are 
predicted to increase across the country. In order 
to be able to appropriately respond to events and 
community needs, greater funding and resources 
need to be allocated to building greater resilience in 
infrastructure and within communities.

The development of this combined RLTP has been 
guided by legislative requirements, as prescribed 
under the Land Transport Management Act (LTMA), 
together with various national, regional, and local 
policies and strategies. The Government Policy 
Statement on land transport (GPS), sets out the 
Government’s transport priorities. 

The GPS guides the NZ Transport Agency (Waka 
Kotahi) in determining activities to be funded from 
the National Land Transport Fund (NLTF). This 
combined RLTP has undergone a three-year review 
to ensure its relevance and consistency with the 
planning environment. 

Executive summary
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The Government Policy 
Statement on land transport

The GPS sets the Government’s priorities for land 
transport investment over the next 10-year period 
and is reviewed every three years. 

This RLTP has been informed by both the GPS 2021 
and the Draft GPS which was released in August 
2023. It has also been assessed against the Draft 
GPS released in March 2024.

The 30-year Vision of Otago 
and Southland’s Regional  
Land Transport Plans

A transport and land use system providing 
integrated, quality choices that are safe, 
environmentally sustainable and support the 
regions’ wellbeing and prosperity.

30-year strategic objectives

The 30-year strategic objectives describe what 
we want to accomplish in achieving our vision and 
are supported by policies that state the course of 
action used to achieve these objectives:

Ministry of Transport’s outcomes framework

The Ministry of Transport’s Outcomes Framework provides overarching 
national direction, which is focused on achieving a transport system that 

improves wellbeing and liveability.

Inclusive 
Access

Economic 
Prosperity

Environmental 
Sustainability

Healthy and 
Safe People

Resilience 
and Security

Road Safety 
Prioritise high risk areas to create a  
safe transport system free of death  
or serious injury.

Asset Condition 
Prioritise maintenance and renewal to  
ensure the road network is fit-for-purpose 
and resilient.

Connectivity & Choice 
Develop a range of travel choices that  
are used by communities and business  
to connect.

Environmental Sustainability 
Facilitate understanding and support 
responses that help meet environmental  
and emissions targets.

Future Focused 
Position the regions to ensure proactive 
responses to change and challenges.

The GPS guides the NZ Transport Agency (Waka 
Kotahi) in determining activities to be funded from 
the National Land Transport Fund (NLTF). This 
combined RLTP has undergone a three-year review 
to ensure its relevance and consistency with the 
planning environment. 

Currently, we are in the second half (2024-2027) 
of this RLTP’s six-year duration (2021-2027), and 
each Road Controlling Authority (RCA) in the Otago 
and Southland regions has prepared programmes 
proposed for investment. These programmes 

respond to the challenges each authority faces and 
collectively contribute to achieving the vision and 
objectives of this combined RLTP.

The RLTP’s 30-year Vision, Strategic Objectives, 
Headline Targets and 10-year Transport Investment 
Priorities are outlined below. This RLTP is guided by 
the Ministry of Transport’s Outcomes Framework  
and the GPS.
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Investment programme
This combined RLTP includes a programme of transport activities for inclusion in the National 

Land Transport Programme (NLTP). The general focus for road controlling authorities is 
maintenance, operations, and renewals. 

In the larger urban areas of Dunedin and Queenstown there is an emphasis on public transport 
and walking and cycling. There are a number of improvement and resilience projects across 

both regions as well as significant investments proposed for the state highways.

Network Resilience 
Reduced number and 
duration of closures 
on the strategic road 

network.

Mode Shift 
Increase in journey to 

work and school by public 
transport, walking  

and cycling.

Road Fatalities 
Reduced seriousness 
and impact of road 

trauma.

Proactive Response 
Increase programme 
investment levels.

Reduced Emissions 
Decreased transport 

emissions.

10-year transport investment priorities

The 10-year transport investment priorities are informed by clearly identifying the problems 
confronting the transport networks, which has been done through collaboration between the Otago and 

Southland RTCs through investment logic mapping (ILM).

10-year headline targets

The 10-year headline targets are indicators of the scale of change sought in the short to 
medium term as we move towards our vision and strategic objectives.

Identified problems 
 
A degrading and inadequate transport network 
is not fit for current and emerging requirements, 
leading to reduced confidence to respond to 
events and community needs.

Historical planning, lack of flexibility, and 
misaligned levels of service (LoS) has reduced 
opportunities for access across the network and 
increased congestion and emissions.

Integrated transport system deficiencies 
increase the level of risk to users resulting in 
reduced resiliency, poor health, harm, serious 
injury, and deaths.

Transport  
investment priorities 
 
Enhance network maintenance and resilience to 
ensure community access and connectivity.

Optimise an efficient and accessible transport 
network through enhanced mode choice 
provision across the regions. 

Promote safety and wellbeing outcomes across 
the regional transport network.
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Introduction
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The first section of this combined RLTP 
provides the context and background  
for the regions (Strategic Context  
- Our Regions). 

The Policy Context section briefly sets out the 
legislative and policy context for transport 
planning, followed by the Strategic Framework 
section, which sets out the vision, objectives, 
policies and targets. 

The 10-year Transport Investment Priorities section 
outlines the priority areas requiring investment over 
the medium term to set us on the path to achieving 
our long-term vision and objectives.

The Programming of Activities section outlines the 
land transport activities proposed for funding, while 
the Funding section provides a financial forecast of 
anticipated revenue and expenditure for the next 10 
years. This section also discusses funding sources. 
The final section of this RLTP is the Monitoring, 
Reviews, and Variations section.

In 2015, the Otago Regional Council and 
Environment Southland requested that the RTCs 
from both regions collaborate to produce a single 
combined RLTP.  

This combined RLTP:
•	 is owned collectively by the RTCs, comprising 

all territorial authorities in the regions, Waka 
Kotahi, and the two regional councils;

•	 sets the strategic transport direction to guide 
transport activities in Long-term Plans and 
identifies the agreed view of regional transport 
priorities to inform the National Land Transport 
Programme (NLTP);

•	 establishes the long-term vision and strategic 
direction for Otago and Southland’s land 
transport networks;

•	 presents the activities of approved 
organisations in a coordinated programme 
as a bid for funding from the National Land 
Transport Fund (NLTF); and

•	 provides the basis for communication of Otago 
and Southland’s transport priorities with 
stakeholders.

This combined RLTP has undergone its three-year 
mid-term review and sets the strategic direction for 
Otago and Southland’s transport networks for the 
next 10 to 30 years. 

It has been prepared as required by the Land 
Transport Management Act 2003 (LTMA) and is 
consistent with the Government Policy Statement 
on land transport (GPS) 2021 and the Draft GPS 
which was released in August 2023. This combined 

RLTP has also been assessed against the Draft 
GPS released in March 2024 and is considered 
consistent.

The transport planning environment has evolved 
since the development of the 2021 RLTP, with 
a stronger emphasis on the integration of 
transportation and land use planning, building 
resilience and emissions reduction. 

As a result, far greater focus is being placed on 
long-term planning and taking a systems approach 
that considers how each element of the transport 
system works together to improve positive 
outcomes for communities. 

However, it is important to recognise that 
transportation issues may require interventions 
outside of transportation planning. For example, 
mode shift strategies and resilience issues may 
require land use planning interventions. 

Collaboration between partners to identify 
problems and solutions is critical, and RLTP 
development is a fundamental component of this 
as it brings together all parties, activities and 
programmes in one location.

Arataki
Arataki 2023, the 30-year plan for land transport, 
was created by Waka Kotahi to be a shared sector 
vision for how the land transport system should 
be planned and invested in over the next 30 years. 
Arataki’s strategic context sets the scene by 
highlighting the possibilities of the future system. 

The national directions outline the kinds of system-
wide, national initiatives that Waka Kotahi believes 
are essential to accomplishing long-term objectives 
and Government priorities. 

Arataki also has regional directives that specify 
where efforts should be concentrated. The 
combined Otago and Southland RTCs are seeking 
greater input into Arataki as developed by Waka 
Kotahi to ensure an agreed vision for the future is 
presented.

It is critical that there be ongoing collaboration 
between Waka Kotahi, local government, approved 
organisations, tangata whenua, and communities 
to ensure there is alignment in priorities and a 
consistent approach is taken. 

 
Emissions Reduction Plan 
The Emissions Reduction Plan (ERP) was released 
in 2022. The ERP sets out how Aotearoa will reduce 
the country’s impact on climate change. The 
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actions in the ERP will enable Aotearoa to meet its 
first emissions budget.1  The previous Government 
set four transport targets, which are approximately 
equivalent to a 41 percent reduction in transport 
emissions by 2035 from 2019 levels.

Decarbonising Transport 
Action Plan
The Ministry of Transport produced the 
Decarbonising Transport Action Plan, which 
outlined how the previous Government intended to 
deliver on the ERP’s transport chapter. The Action 
Plan has four focus areas: 

•	 reduce reliance on cars and support people to 
walk, cycle, and use public transport;

•	 rapidly adopt low emission vehicles; 

•	 begin work now to decarbonise heavy transport 
and freight; and

•	 support cross-cutting measures to contribute 
to the delivery of a low-emissions transport 
system.

Freight and Supply Chain
The Ministry of Transport has released the New 
Zealand freight and supply chain issues paper, 
which forms the basis for the development of a 
freight and supply chain strategy for the next 30 
years. The issues paper highlights the changes and 
challenges confronting New Zealand’s freight and 
supply chain systems. The importance of freight 
and the supply chain system is succinctly stated in 
the paper: 

“Almost everything we have, or need to live our lives 
and operate our society and economy, is brought 
to us via this system. It is a complex and dynamic 
web of links and nodes involving multiple modes 
of transport, infrastructure networks, logistics 
nodes such as warehouses and cold stores, and 
agents including producers, freight forwarders, 
distributors, container yard operators, transport 
operators, and many more. Supply chains involve 
far more than transport.” 

The 2023 Freight and Supply Chain 
Strategy articulates a long-term vision: 
 
Aotearoa New Zealand’s freight and supply chain 
system is underpinned by zero emission transport, 

1 Ministry for the Environment (MfE), Te hau mārohi ki anamata Towards a productive, sustainable and inclusive economy, Aotearoa New Zealand’s first 
emissions reduction plan, (Wellington: Ministry for the Environment, 2022), accessed November 11, 2022, https://environment.govt.nz/assets/publications/
Aotearoa-New-Zealands-first-emissions-reduction-plan.pdf	
2 MfE, National Climate Change Risk Assessment for New Zealand – Technical report, (Wellington: Ministry for the Environment, 2022), accessed 
November 11, 2022, https://environment.govt.nz/assets/Publications/Files/national-climate-change-risk-assessment-technical-report.pdf
3 MfE, National Climate Change Risk Assessment for New Zealand – Technical report, 161
4 MfE, National Climate Change Risk Assessment for New Zealand – Technical report, 161

which is resilient, productive, efficient, and upholds 
safety and environmental sustainability.

The strategy sets out 10-year horizon  
strategic goals:
•	 Infrastructure and government systems - This 

involves the government’s role in improving 
infrastructure and making sure our laws and 
rules are effective.

•	 Enabling the sector - This focuses on the 
freight and supply chain sector’s role and how 
the government can support it to overcome 
challenges.

•	 International connections - This involves how 
New Zealand maintains its connections with 
the rest of the world and how we influence and 
respond to changes around the world.

The strategy also outlines priorities for 
implementation for the first three years,  
which are: 
•	 focus on ports and their connection to 

communities; 

•	 progress road freight decarbonisation; improve 
data sharing interoperability; and 

•	 strengthening international engagement.

National Adaptation Plan 
The ERP focuses on the reduction of emissions, 
but New Zealand also needs to adapt to the 
impacts of climate change, which are outlined in 
the National Adaptation Plan (NAP). The National 
Climate Change Risk Assessment for New Zealand 
- Technical report (Technical report) which 
supports the NAP, provides greater context into the 
challenges facing transportation infrastructure  
in Aotearoa.2   

According to the Technical report, more than 
19,000 kilometres of New Zealand’s road network 
is currently situated in inland flood hazard areas.  
Canterbury is the most exposed, followed by 
Waikato and then Southland. Over 1,500 kilometres 
of railway in New Zealand is also vulnerable to 
inland flood risks.3  Furthermore, road and rail 
networks are vulnerable to coastal flooding, with 
around 1,400 kilometres of road already exposed.4 

The regions are highly dependent on the rest of the 
country’s transport network for access to national 
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and international supply chains. The effects of 
climate change are resulting in increases in natural 
hazards such as intense storms, flooding, slips, and 
coastal erosion.

Large areas of both Otago and Southland are 
low-lying, and located within these areas are key 
transport corridors, including State Highway 1 and 
the Main South Line (rail). Natural disasters can 
isolate communities, and alternate routes in many 
areas are either indirect, resulting in excessively 
long diversions, or inappropriate for some vehicles, 
such as high-productivity motor vehicles (HPMVs). 

Both Otago and Southland have programmes 
underway to understand and respond to climate 
change. The Otago Regional Council’s Climate 
Change Risk Assessment provides information for 
both current and future challenges facing  
the region.5  

Environment Southland and the region’s territorial 
authorities also commissioned the Southland 
Climate Change Impact Assessment, which was 
published in 2018.6  Understanding and taking 
action to address resilience deficiencies across 
the regions will reduce the exposure of transport 
networks and communities to risk. 

The impacts of recent extreme weather events 
across the country have highlighted the importance 
of forward planning to provide for resilient 
transportation networks. Cyclone Gabrielle 
caused significant damage to transportation 
infrastructure and also resulted in a loss of power 
and communications in some areas for some time. 

Damage to roads meant that people did not have 
access to essential services. Despite Cyclone 
Gabrielle not affecting the Otago and Southland 
regions, the need to rebuild and repair transport 
infrastructure has put pressure on Crown funding 
and the requirement for transport specialists. 

Extreme weather events around the country 
are becoming a common occurrence, which will 
continue to put pressure on transport networks and 
funding sources. Greater investment is required 
in the Otago and Southland regions to increase 
resilience to natural hazards. This will reduce 
the frequency of unplanned disruptions that 
effect visitor and freight flows, productivity, and 
community wellbeing.

5 Tonkin & Taylor Ltd, Otago Climate Change Risk Assessment (Tonkin & Taylor Ltd, 2021), accessed November 11, 2022,  
https://www.orc.govt.nz/managing-our-environment/climate-change/otago-climate-change-risk-assessment
6 Environment Southland, Climate change (Invercargill: Environment Southland, n.d.), accessed November 11, 2022,  
https://www.es.govt.nz/environment/climate-change

Government Policy  
Statement on land transport
The LTMA requires the Minister of Transport to 
issue the GPS every three years. The GPS sets out 
the Government’s priorities for expenditure from 
the NLTF over a 10-year period and determines how 
funding should be allocated. The outcomes that  
the Government seeks to accomplish through  
NLTF investment are conveyed through 
transport priorities. 

The strategic priorities for  
the GPS 2021 are: 
•	 Safety

•	 Better Travel Options

•	 Improving Freight Connections

•	 Climate Change

The Draft GPS which was released  
in August 2023 identified six  
strategic priorities: 
•	 Maintaining and operating the system

•	 Increasing resilience

•	 Reducing emissions

•	 Safety

•	 Sustainable urban and regional development

•	 Integrated freight system

The Draft GPS released in March 2024 
identifies four strategic priorities:
•	 Economic Growth and Productivity

•	 Increased maintenance and resilience

•	 Safety

•	 Value for money

The balanced nature of the strategic direction and 
priorities within this combined RLTP are consistent 
with the Draft GPS.

The land transport system is a crucial lifeline for 
communities and is confronted with a myriad of 
challenges. To promote the system’s continued 
success and its ability to effectively serve 
communities, it is imperative that a constant and 
sustained collaborative effort be fostered among 
central government, local government, tangata 
whenua, and communities.



Our regions
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The Otago and Southland regions cover 
approximately 31,186 km² and 31,218 km² 
respectively. The landscapes of Otago and 
Southland are renowned for their diversity, 
which includes rugged coastlines, fiords, 
snow-capped mountains, alpine lakes, 
forests, and lush farmlands (see Figure 1). 

Otago and Southland are home to stunning parks, 
including Mount Aspiring National Park and 
Fiordland National Park, each boasting unique and 
captivating landscapes. In Otago and Southland, 
outdoor enthusiasts can enjoy a wide range of 
activities, including hiking, skiing, snowboarding, 
water activities, mountain biking, cycling and 
wildlife watching. 

The stunning environment, along with the diverse 
range of recreational activities, make the regions 
popular destinations for both New Zealanders and 
international visitors. 

The regions are predominantly rural and support 
primary production, including agriculture, 
horticulture, forestry, and meat processing 
activities. Ōtepoti (Dunedin) is Otago’s largest 
urban centre, but Tāhuna (Queenstown) is the 
fastest-growing urban area. 

In Southland, Waihōpai (Invercargill) provides 
most of the core services for the wider Southland 
region. Towns and cities tend to either be some 
distance from each other or separated by significant 
landforms such as rivers, gorges, and/or  
mountain ranges. 

The main urban centres provide access to 
tertiary education, research facilities, logistics, 
healthcare services, professional services, and local 
government services. Tourism plays an important 
role in both Otago and Southland. 

The Otago and Southland regions are managed 
by two regional councils and eight territorial 
authorities (see Figure 2).

Figure 1: Map of the Otago and 
Southland Regions
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Figure 2: Regional Councils and Territorial Authorities

The transportation blueprint for a region is 
intrinsically linked to its people. 

The population’s size, spatial distribution, 
demographics, and the specific needs of residents 
all influence the design of transportation systems. 
Urban areas with higher populations necessitate 
effective public transport options to  
serve populations.

In terms of people with disabilities and/or the 
elderly, transport options need to be appropriately 
designed to effectively serve diverse needs. 
Active transport is especially suited to urban 
environments because of the potential for short 
distances between destinations. Density combined 
with mixed land use of residential, commercial, and 
recreational spaces can encourage varied active 
transport users. 

The desire for more sustainable urban areas, 
reduced emissions, greater connectivity and the 
relatively lower cost of creating pedestrian and bike 
paths can make walking and cycling more practical 
options. In contrast, some rural areas with small, 
dispersed populations may have less frequent or 
absent public transit, resulting in personal  
vehicle dependency. 

In rural communities, active transport networks 
tend to be very limited. Communities have different 
needs and resource constraints, which are taken 
into consideration in designing  
transportation options.

7 Stats NZ, 2023 Census, (Stats NZ, 2023), accessed June 6, 2024, https://www.stats.govt.nz/2023-census/

Ngāi Tahu (also known as Kāi Tahu) are the tangata 
whenua that hold up the mana of Otago and 
Southland and further parts of the South Island. 

The Ngāi Tahu takiwā (tribal area) is the largest in 
New Zealand and extends from White Bluffs/ 
Te Parinui o Whiti (southeast of Blenheim), Mount 
Mahanga, and Kahurangi Point in the north to 
Stewart Island/Rakiura and the Subantarctic Islands 
in the south.  

Ngāi Tahu comprises 18 rūnanga (governance areas) 
corresponding to traditional settlements. There are 
seven rūnanga who are the kaitiaki (guardians) of 
the area stretching Southland and Otago.  
See Appendix 1. 

Much of the Otago and Southland regions are made 
up of relatively small communities, and some rural 
communities must travel long distances to access 
essential services in the main urban centres. 

Table 17 shows the Census usually resident 
population for each territorial authority. In 2023, 
the Otago and Southland regions had populations 
of 240,900 and 100,143 respectively. Table 1 does 
not contain visitor numbers, which can have a 
significant impact on the transport system. 

Our people
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Region Territorial Authority Census usually resident 2013–18 2018–23

2013 2018 2023 Percent Percent
Otago Waitaki District 20,829 22,308 23,472 7.15 .2

Central Otago District 17,895 21,558 24,306 20.5 12.7
Queenstown-Lakes 
District

28,224 39,153 47,808 38.7 22.1

Dunedin City 120,249 126,255 128,901 5.02 .1
Clutha District 16,890 17,667 18,315 4.63 .7

Southland Southland District 29,613 30,864 31,833 4.23 .1
Gore District1 2,0331 2,3961 2,7113 .0 2.5
Invercargill City5 1,6965 4,2045 5,5994 .9 2.6

Table 1: Census usually resident population count 2013-2023

This is particularly relevant for areas such 
as the Queenstown-Lakes District, which has 
substantial visitor numbers. More information on 
population and visitor numbers are available on the 
Queenstown Lakes District Council’s website.

Statistics New Zealand (Stats NZ) has produced 
the subnational population projections out to 2048, 
which comprise three alternative projections (low, 
medium, and high growth)8. Stats NZ considers the 
medium projection suitable for assessing future 
population changes. 

See Table 2 for Population Projections for Otago 
and Southland.9 These projections should be used 
as an indication of the overall trend. For more 
information, including population projections for  
the individual territorial authorities, go to the Stats 
NZ website.

The table shows that the percentage of people aged 
65 and over in Otago and Southland is increasing. 
Older people are particularly vulnerable to social 
isolation due to loss of health, mobility, income, 
and/or support networks. While the number of 
young people aged 14 and under is expected to 
decrease over time, this is the age group that is 
unable to drive. 

Although current trends show that fewer young 
people are getting their licences when they turn 16, 
they prefer to travel as passengers. Otago also has 
a high number of people aged 15 to 39. This is likely 

8 Stats NZ, Subnational population projections: 2018(base)–2048, (Stats NZ, 2023), accessed June 6, 2024, https://www.stats.govt.nz/information-
releases/subnational-population-projections-2018base2048/	
9 The 2023 population projections in Table 2 are superseded by actual numbers in Table 1
10 Stats NZ, Activity limitations (information about this variable and its quality), (Wellington: Stats NZ, 2022), assessed November 28, 2022,  
https://datainfoplus.stats.govt.nz/Item/nz.govt.stats/83ca312b-bd72-4a13-bdcf-14c570710700

due to the large number of secondary and tertiary 
education institutions, which include extensive 
residential boarding facilities. This is the age group 
seeking independence through transport and is 
most likely to use micro-mobility and alternative 
modes of transport. 

In the 2018 census, Stats NZ asked whether people 
had difficulty performing any of six basic universal 
activities (walking, seeing, hearing, cognition, 
self-care, and communication) to understand 
‘activity limitations.’ Understanding the limitations 
communities face is important for  
transportation planning. 

Table 3 shows the activity limitations information 
for the territorial authorities within the Otago and 
Southland regions. However, Stats NZ outlines that 
this variable is new and has a high rate of missing 
responses, so caution is advised.10 There is a need 
to collect more disability data for making better 
informed decisions.

Understanding how communities will change over 
time and the limitations they face is critical to 
transport planning and to ensuring we have an 
effective land transport system in place to  
support communities. 

A major part of understanding communities’ 
needs is through consultation on transport-related 
matters including consultation on this combined 
RLTP. In 2008 the New Zealand Government ratified 
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Table 2: Population projections for Otago and Southland

Table 3: Activity limations by Territorial Authority, 2018 Census

Territorial Authority

Waitaki District

Central Otago District

Queenstown-Lakes District

Dunedin City

Clutha District

Southland District

Gore District

Invercargill City

New Zealand

One or more activity  
limitations

8.8%

6.2%

2.8%

7.2%

7.3%

5.5%

9.0%

8.4%

6.5%
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the United Nation’s Convention on the Rights of 
Persons with Disabilities (UNCRPD). The UNCRPD 
advocates for disabled persons to have the same 
human rights as non-disabled people and to be able 
to participate fully in society.11  

There are eight guiding principles that underlie the 
Convention and each one of its specific articles. 
These principles include respect for the inherent 
dignity and individual autonomy of persons with 
disabilities, including the freedom to make one’s  
own choices, non-discrimination, full and effective 
participation and inclusion in society, equality of 
opportunity, and accessibility.12 

The New Zealand Disability Strategy (NZDS) 
supports the implementation the UNCRPD.13 
The NZDS is a guide for government agencies 
on disability issues and a valuable resource for 
individuals and organisation looking to make better 
decisions about issues that affect disabled people.14

11 Te Kāhui Tika Tangata Human Rights Commission (HRC), Monitoring the Disability Convention, (Wellington: HRC, 2023), accessed June 6, 2024,  
https://tikatangata.org.nz/our-work/monitoring-the-disability-convention
12 United Nations, Guiding Principles of the Convention, (New York: United Nations, n.d.) accessed June 6, 2024,  
https://social.desa.un.org/issues/disability/crpd/guiding-principles-of-the-convention
13  Te Kāhui Tika Tangata Human Rights Commission (HRC), Rights of Disabled People, (Wellington: HRC, 2023), accessed June 6, 2024
14 Ministry of Social Development, New Zealand Disability Strategy 2016–2026, (Wellington: Ministry of Social Development, 2016), accessed June 6 2024, 
https://www.odi.govt.nz/assets/New-Zealand-Disability-Strategy-files/pdf-nz-disability-strategy-2016.pdf
15 Waka Kotahi NZ Transport Agency, Transport experiences of disabled people in Aotearoa New Zealand, (Wellington: Waka Kotahi NZ Transport Agency, 
2022), accessed June 6, 2024, https://www.nzta.govt.nz/assets/resources/research/reports/690/690-Transport-experiences-of-disabled-people-in-
Aotearoa-New-Zealand.pdf

In 2022, Waka Kotahi published a research report, 
“Transport experiences of disabled people in 
Aotearoa New Zealand.” The report states that “the 
persistent challenges faced by disabled people 
using transport in Aotearoa New Zealand have not 
changed in any measurable way since the Human 
Rights Commission’s inquiry almost two  
decades ago. 

The problems are broad (across multiple domains 
of transport and everyday life), complex (related 
to a variety of transport and non-transport sector 
reasons), and urgent (affecting the wellbeing of 
disabled people and their families on a daily basis, 
in serious ways).”15 

This report is a useful resource for understanding 
and improving decision-making concerning 
transportation-related matters impacting 
individuals with disabilities.
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Economy 

16 Stats NZ, Regional gross domestic product: Year ended March 2022, (Wellington: Stats NZ, 2022), accessed May 28, 2023,  
https://www.stats.govt.nz/information-releases/regional-gross-domestic-product-year-ended-march-2022/
17 Stats NZ, Regional gross domestic product: Year ended March 2023, (Wellington: Stats NZ, 2023), accessed June 6, 2024,  
https://stats.govt.nz/information-releases/regional-gross-domestic-product-year-ended-march-2023/
18 Stats NZ, Regional gross domestic product: Year ended March 2022
19 Stats NZ, Regional gross domestic product: Year ended March 2023, (Wellington: Stats NZ, 2023), accessed June 6, 2024, 
https://stats.govt.nz/information-releases/regional-gross-domestic-product-year-ended-march-2023/
20 Beyond 2025 Southland Regional Long Term Plan, accessed 6 June 2024, https://beyond2025southland.nz/nov/wp-content/uploads/2023/12/231121_
B2025_Summary-Document-VERSION-2-NOV-2023-Web-Singles.pdf
21 Stats NZ, Regional gross domestic product: Year ended March 2022

Both the Otago and Southland 
regions have seen good growth 
within their economies, with 
the percentage change in Gross 
Domestic Product (GDP) between 
2016 and 2021 being approximately 
27 percent and 31 percent, 
respectively.16  

For more information on economic performance, 
please access the Ministry for Business, Innovation 
and Employment’s Regional Economic Activity Web 
Tool. The road and rail networks across the South 
Island that connect the regions, along with the Cook 
Strait ferries and ports are vital for the economic 
and social welfare of the regions. 

Connections to Port Otago are important to both 
regions. These transportation links are essential 
to the local economies, enabling the movement of 
people and facilitating the export and import of 
goods. They provide crucial access to necessary 
commodities and services. 

There is an urgent need to increase resilience of 
the transport networks against natural events, 
which threaten network availability. By improving 
infrastructure and services, the regions can boost 
productivity, economic output, and wellbeing. 

Incorporating sustainable transport solutions 
can help address capacity issues and align with 
environmental goals. Challenges can be formed 
into opportunities for an efficient and sustainable 
transport system that will support Otago and 
Southland’s future growth and resilience.

Otago’s Economy
Otago is a medium-sized economy and contributed 
approximately 4.2 percent to New Zealand’s GDP 
in 2021. The top industries for Otago are owner-
occupied property operations and construction, 
which made up around 20 percent of Otago’s GDP 

in 2021 (see Figure 3). Rental, hiring, and real 
estate services, healthcare and social assistance, 
and education and training added almost a 
further 22 percent. In 2022, the GDP for Otago was 
approximately $15.27 billion.17

Southland’s Economy
Southland contributed approximately 2 percent 
to New Zealand’s GDP in 2021. Southland’s 
economy is heavily dominated by agriculture and 
manufacturing. These two industries made up 
around 32 percent of Southland’s GDP in 202118  
(see Figure 4). 

The Tiwai Point Aluminium Smelter is an important 
contributor to Southland’s manufacturing output. 
In 2022, the GDP for Southland was approximately 
$7.78 billion.19  Southland was also estimated 
to produce 11.7% of national pastoral exports 
(dairy, meat, and livestock) and 8.1% of national 
merchandise exports (physical goods). 20 

Southland’s export sector accounts for the majority 
of the region’s GDP and as a result road transport 
efficiency has a substantial impact on the global 
competitiveness of Southland’s export sector. 
Median incomes for the Otago and Southland 
regions are arranged by territorial authority as 
shown in Table 4. In terms of transport, postal 
and warehousing’s contribution to Otago and 
Southland’s GDP21 this has seen a steady increase 
as shown in Figure 5 which is expected to continue.

The transportation system is essential to 
the operation of the regions’ economies, and 
through improving accessibility and operational 
effectiveness, the transportation system will assist 
regional economic development, raise productivity, 
and improve community wellbeing.
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Figure 3: Otago GDP by Industry

Figure 4: Southland GDP by Industry
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Table 4: Median incomes by Territorial Authority, 2018 Census

Figure 5: Otago and Southland GDP by Industry  
- Transport, postal and warehousing
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Otago and Southland have extensive 
roading networks that cross diverse 
landscapes including rivers and 
valleys which requires significant 
investment in infrastructure, 
particularly bridges. In both of 
the regions over 50 percent of the 
roading networks are unsealed.  

Sections of the rural network receive significantly 
lower levels of investment resulting in lower levels 
of service. Many rural areas are sparsely populated 
resulting in few to no public transport alternatives 
as well as poor walking and cycling infrastructure. 

In contrast to the increasing popularity and 
availability of alternative modes of transportation in 
urban areas, such as active modes, public transport, 
and ridesharing, the use of personal automobiles in 
rural areas remains the most viable option. 

As a result, the major urban areas can contribute 
the most to emissions reductions. At this time, 
encouraging fewer trips, ridesharing, and the use 
of fuel-efficient vehicles are the most effective 
approaches for reducing emissions in rural areas. 
Significant volumes of heavy freight are also 
transported across the regions, which increases the 
safety risk for other commuters and increases the 
demand for road maintenance. 

Also, on rural roads, large agricultural vehicles 
typically move at slower speeds, contributing to 
safety risks. Moving more freight by train and sea 
would benefit other travellers while also lowering 
emissions. However, in order for this to be practical, 
rail and coastal shipping must provide an effective 
service to clients, which will require significant 
investment in both modes.

The people of Otago and Southland require a 
transport system that enables them to meet their 
travel needs while also being able to effectively 
move freight. To be effective the transport system 
must have the capacity to increasingly support 
numerous modes including walking, cycling, electric 
cycles, scooters and public transport. 

22  Stats NZ, 2023 Census release schedule – updated May 2024 (Wellington: Stats NZ, 2024), assessed June 6, 2024,  
https://www.stats.govt.nz/2023-census/2023-census-release-schedule/
23 Waka Kotahi, Arataki version 2 - Otago regional summary
24 Stats NZ, About regional greenhouse gas emissions statistics (Wellington: Stats NZ, 2023), accessed 19 July,  
https://www.stats.govt.nz/methods/about-regional-greenhouse-gas-emissions-statistics

This is particularly relevant for the larger urban 
areas of Dunedin and Queenstown. For instance, 
the Queenstown Lakes District requires improved 
transport options because of its high visitor 
numbers, rapid growth, and geographic constraints, 
which limit the number of viable alternatives. 
Integrated walking and cycling networks are 
becoming more important to the overall transport 
system and greater co-ordination of regional 
walking and cycling networks is required.

While the 2023 Census data concerning people’s 
transport habits is not expected to be available 
until 2025,22 the 2018 Census data still provides 
insights concerning the utilisation of different 
transport modes. 

The main means of travel to work and education 
for the main urban centres of Otago and Southland 
show that public bus rates are lower than the 
average, especially in Invercargill, as shown in 
Tables 5 and 6. 

Data on the main means of travel to education 
shows Queenstown has a large percentage of 
people who use school buses compared to Dunedin 
and Invercargill. Also, because of the number 
of educational institutions, Dunedin tends to 
have a younger demographic, which leads to a 
comparatively high level of walking journeys.23 

Transport emissions for the regions are shown in 
Figures 6 and 7 which have been produced from 
Stats NZ data.24 The reduction of emissions from 
transport presents significant challenges given the 
rural nature of the regions. However, as outlined, 
the main urban centres of Dunedin, Queenstown, 
and Invercargill present the greatest opportunities 
for reducing emissions due to the availability of low-
emission alternatives and population densities.

Table 7 presents information on the makeup of the 
fleet by region. Further information can be accessed 
on the Ministry of Transport’s Fleet statistics 
webpage. The electric vehicle-charging network 
has also expanded across Otago and Southland in 
recent years. However, more investment in charging 
infrastructure is required to support the transition 
to electric vehicles. For the latest updates on 
locations of charging stations see Waka Kotahi’s 
Electric vehicle charging stations map.

Our transport system
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Table 5: Main means of travel to work for people in the major 
urban areas of the Otago and Southland regions

Table 6: Main means of travel to education for people in the 
major urban areas of the Otago and Southland regions

Table 7: Current fleet by region
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Figure 7: Transport emissions for Southland

Figure 6: Transport Emissions for Otago
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Active transport

The use of private automobiles  
is a major cause of greenhouse  
gas emissions, air pollution,  
and accidents. 

Creating built environments that prioritise active 
transportation networks where communities feel 
safe to use active modes is critical for better 
environmental and wellbeing outcomes. 

Individuals will be able to engage in regular physical 
activity, which will result in better physical and 
mental wellbeing. With more people walking and 
cycling, there are increased opportunities for 
spontaneous face-to-face interactions, which can 
lead to the formation of stronger community bonds. 
Reducing the number of vehicles around schools 
as well as vehicle speeds is important to foster the 
utilisation of active modes early on in life. 

Promoting active transport involves a multifaceted 
approach. Establishing and maintaining safe 

infrastructure, which includes dedicated bike 
lanes, bridges, boardwalks, and separate multiuse 
pathways is critical. Enhancing the integration of 
active transport with public transport systems 
makes it more attractive and practical.

Incorporating traffic-calming measures further 
encourages active transport. Showcasing the merits 
of active transport through temporary projects or 
pilot initiatives can allow for community feedback, 
ensuring alignment with preferences and needs. 
Advocating for urban planning policies that 
prioritise mixed-use development, compact form 
and accessible public spaces creates environments 
conducive to walking and cycling. 

Educational campaigns highlighting the advantages, 
such as improved health and cost savings, can 
provide compelling incentives. Employers can also 
help to encourage active transport by providing 
appropriate facilities and incentives. This can 
be beneficial for both employee health and the 
business’s profile.

Walking is the first part of nearly every journey, 
with pedestrian infrastructure having the greatest 

Figure 8: New Zealand Cycling Network
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utility as a community resource. Unfortunately, 
despite the evident benefits of investing in walking 
infrastructure, in some areas it has not received 
adequate attention. As society ages and disability 
levels rise, the requirements and expectations for 
pedestrian infrastructure will inevitably evolve.

However, the increasing demand for footpath space 
and the introduction of emerging modes have in 
some instances led to conflicts between traditional 
users and those adopting micro-mobility options, 
particularly electric scooters. Micro-mobility 
presents both opportunities and challenges.

Micro-mobility can offer a sustainable and efficient 
means of transportation, reducing congestion and 
carbon emissions. However, integrating new modes 
into existing infrastructure needs to be carefully 
managed to ensure the safety and accessibility  
of all users.

The two regions currently support seven of the 
country’s Great Rides.25 These Great Rides are 
Alps 2 Ocean Cycle Trail, Lake Dunstan Trail, Otago 
Central Rail Trail, Roxburgh Gorge Trail, Clutha Gold 
Trail, Queenstown Trail, and Around the Mountains 
Cycle Trail. There are also Heartland Rides that 
connect to the Great Rides. See Figure 8 and the 
New Zealand Cycling Map on Waka Kotahi’s website.

Regional trails are significant assets, and 
developing shared routes and trails necessitates a 
continuing collaborative effort and partnership from 
all stakeholders, including councils, walking and 
cycling groups, landowners, and communities. Good 
progress has been made on developing cycling 
networks. However, despite major investment in 
cycling infrastructure throughout both the Otago 
and Southland regions, many areas still lack safe and 
linked cycling infrastructure, with cyclists often 
contending for road space with vehicles. 

Within townships, local road improvements are 
needed to provide safe and attractive linkages 
to allow areas to benefit from the economic 
opportunities expected from investment in walking 
and cycling trails. Gaps in the regional networks, 
including through the townships that connect 
cycle trails together, need to be filled. Cycling 
infrastructure is progressively being developed 
within the main urban centres and  
major townships. 

25 Ngā Haerenga New Zealand Cycle Trails 2022, Great Rides of New Zealand, (Ngā Haerenga New Zealand Cycle Trails, 2022),  
assessed November 28, 2022, https://www.nzcycletrail.com/find-your-ride/23-great-rides/
26 Waka Kotahi, Cycle touring, (Wellington: Waka Kotahi, 2022), assessed November 28, 2022, https://www.nzta.govt.nz/ 
walking-cycling-and-public-transport/cycling/cycling-in-new-zealand/cycle-touring/

Many of the trails link small communities and have 
become important commuter and school routes as 
they provide safe off-road options. Cycling numbers 
are continuing to rise, and electric bikes are also 
enabling more people to travel further, faster, and 
to more places. There is currently no integrated 
cycling plan for the combined Otago and  
Southland regions. 

However, most territorial authorities have plans to 
expand their cycling networks, particularly where 
the level of service across the region varies in terms 
of safety and ride quality. 

Cycling trusts and groups play a critical role in 
the development of and advocacy for cycling 
infrastructure. Addressing the gaps in the network 
is a core priority for most of these groups. There are 
several cycling trusts including Otago Central Rail 
Trail Trust, Dunedin Tracks Network Trust, Southern 
Lakes Trails Trust, Dunedin Tunnels Trail Trust, 
Central Otago Clutha Trails Limited, Upper Clutha 
Tracks Trust, Around the Mountains Cycle Trail 
Trust and the Fiordland Trails Trust. 

There are several different projects which are at 
different stages including preliminary investigation, 
feasibility testing, planning and implementation. 
Such projects include the Tunnels Trail, the Coastal 
Communities Cycle Connection, and the Taieri Trail. 
Figure 9 provides a high-level map of the trails and 
gaps to be filled. For further information, please 
visit the trusts’ individual websites. 

The Cycle Tourism Opportunity Assessment 
prepared for Great South, the Southland Regional 
Development Agency, looks at cycling tourism 
in Murihiku (Southland) and explores the 
management, development and the promotion 
of cycling and its potential related opportunities 
within the region. 

Waka Kotahi is also working with local government 
and community groups to develop a connected 
cycling network across New Zealand.26 
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Public transport  
 
Otago and Southland face the 
challenge of providing transport 
choices, including public transport, 
to relatively small and dispersed 
communities. 

Urban bus networks currently operate in 
Queenstown, Dunedin, and Invercargill. The 
services operating in Queenstown and Dunedin 
have experienced an increase in patronage since 
a network review simplified routes, improved 
timetables, and brought services together at 
centralised bus hubs. 

The introduction of a $2.00 flat fare also 
contributed to increased patronage. The Invercargill 
network has also had a $2.00 flat fare for some 
time. Please see bus patronage data in the 
Figures 10, 11 and 12. Access to affordable public 
transport is critical as it provides communities 
with the means to reach opportunities and 
essential services, facilitating social interactions, 
employment, and education. 

Some outlying townships are connected via 
commercial operators, such as InterCity buses. 
Rakiura (Stewart Island) is currently serviced by 

a commercially operated ferry service and by air 
from Invercargill Airport. Between Queenstown and 
Milford Sound, tourist buses have operated in high 
numbers at the beginning and end of each day. 

These types of commercial or tourist-focused 
connections may present an opportunity to 
facilitate public transport in the future. However, 
the cost of these services is currently too high for 
local use and the timetables are designed to suit 
tourist movements. To enable these services to 
better support the local communities, subsidised 
services are being investigated. For example, those 
living on Rakiura are seeking subsidised services.

Smaller townships and outlying areas are difficult 
to serve by traditional public transport, which can 
isolate communities from important community 
services and social activities. Fixed route and fixed 
timetabled public transportation services in rural 
areas can be inefficient due to population densities 
and the fact that the frequency of the services is 
not convenient for passengers. 

On-demand public transport can be potentially 
more efficient in rural contexts because, instead of 
a fixed-route bus that runs no matter what, flexible 
scheduling only despatches vehicles when there 
is actual demand.  Interregional and alternative 
transport options will be investigated during the 
course of this combined RLTP. 

 

Figure 9: Map of trails and gaps in trails
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Rail
Moving more freight by rail rather than on trucks 
has significant benefits across multiple domains, 
including reduced emissions, enhanced safety, and 
lower road maintenance costs. However, in order 
to boost rail efficiency, this transition would need 
major national coordination among businesses, 
which creates a complex challenge. More rail freight 
would also need be entering the regions to balance 
inward and outward flows. 

Greater infrastructure investment is also required 
to make the service more effective and enticing 
to users who presently rely on trucking for 
bulk transport. It is crucial to note that a lot of 
freight travels less than 100 km and is mostly in 
metropolitan areas, implying that the road freight 
sector will continue to handle the majority of freight 
in our supply chain.

The Main South Line (MSL) railway runs south from 
Christchurch along the South Island’s east coast 
to Port Otago and onto South Port in Bluff (see 
Figure 13). The MSL is used primarily for freight, 
transferring bulk and containerised freight between 
the two ports and northward. 

Small branch lines also connect primary industry 
to the MSL in Southland and on the Taieri 
Plains. Concerning the branch line from Ohai 
to Invercargill, it is important that this line be 
maintained as it provides an alternative to heavy 
transport on local roads and state highways, as well 
as future potential. 

The New Zealand Rail Plan has been released 
with the intention that rail will be more integrated 
into the land transport system to ensure it is 
planned for, funded, and maintained. The previous 
Government’s vision for the national rail network 
was to provide a modern transport system in our 
largest cities, and to enable increasing volumes 
of freight to be moved off roads and onto rail.27  
However, over the next three years, investment 
in Otago and Southland is likely to be limited 
to maintenance and renewals, with no major 
improvement works planned. 

The existing network has capacity and can easily 
handle the current rail freight task, providing a good 
base for further expansion. The MSL is significantly 
constrained in the section between Wingatui and 
Dunedin due to Fonterra Mosgiel’s use frequency 
(particularly in the dairy peak from October to May). 

27 Te Manatū Waka Ministry of Transport (Te Manatū Waka), The New Zealand Rail Plan, (Wellington: Te Manatū Waka, 2022), assessed November 28, 
2022, assessed November 28, 2022, https://www.transport.govt.nz/area-of-interest/infrastructure-and-investment/the-new-zealand-rail-plan/
28 Stantec, South Island Freight Study: identification of the Opportunity for Mode Shift and Preparation of a Mode Shift Implementation Plan
29 Wikipedia, Dunedin Railways, (Wikipedia, 21 July 2022), assessed November 28, 2022, https://en.wikipedia.org/wiki/Dunedin_Railways
30 Te Manatū Waka Ministry of Transport (Te Manatū Waka), The New Zealand Rail Plan, https://www.transport.govt.nz/area-of-interest/ 
infrastructure-and-investment/the-new-zealand-rail-plan/

 
 
To further increase opportunities for freight on rail, 
the combined RTCs favour an inland port located 
between Dunedin and Balclutha. A primary user of  
this inland port is likely to be the forestry sector, 
which has estimated that 50,000 tonnes of logs 
could be transferred to rail.28 

The successful development of an inland port 
requires comprehensive planning, robust 
infrastructure and transport connections. 
Careful consideration of the potential impacts on 
surrounding communities and the environment 
from freight movements to and from the port are  
also critical. 

To be most effective, this type of investment 
would also need to address resilience issues on the 
Taieri Plains that arise from flooding. The current 
Gore main line rail bridge restricts the flow of the 
Mataura River during flood events and is at risk of 
significant damage. The RTC currently advocates 
for upgrades to this bridge as a matter of urgency.

There are currently no commuter rail or inter-
regional passenger rail services available in Otago 
or Southland. Otago and Southland residents 
have expressed an interest in additional forms of 
transportation that travel between Invercargill 
and Christchurch, notably passenger trains. It is 
anticipated that in the full review of this combined 
RLTP, further information on this matter will  
be available. 

A scenic tourist train has been operated by Dunedin 
Railways29, but services were suspended due to 
COVID-19 and are currently running on a reduced 
timetable. Further information can be found on 
the Dunedin Railways website. Decisions on future 
passenger rail in the lower South Island will need to 
consider the additional infrastructure required to 
operate the services in conjunction with current or 
future freight timetables. 

The previous Government’s rail investment 
priorities were to focus on restoring New Zealand’s 
rail network to be resilient, dependable, and safe. 
In July 2021 the first Rail Network Investment 
Programme was approved.30 
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Figure 10: Dunedin bus patronage

Figure 11: Queenstown bus patronage

Figure 12: Invercargill bus patronage
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Figure 13: The Main South Line

Table 8: Community at Risk Register 2022  
for Otago and Southland
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Strategic road network 

The regions’ road networks,  
made up of State Highways and 
sealed and unsealed local roads, 
provide the most extensive means 
of access across the Otago and 
Southland regions. 

In many parts of Otago and Southland, there are 
no transport alternatives to private car ownership. 
The network generally provides reliable travel times 
for people and freight. There are exceptions where 
sections of the urban system are nearing capacity. 
These are primarily the urban growth areas of 
Dunedin and Queenstown during peak  
travel periods. 

Otago and Southland are contributors to New 
Zealand’s road safety record. Table 8 presents 
high level information extracted from the 2022 
Community at Risk Register for the Otago and 
Southland regions.

There are two measures of risk:
•	 Collective safety risk: Average annual DSI based 

on the latest five-year data.

•	 Personal safety risk: Counts of deaths and 
serious injuries (DSI) divided by 100 million 
vehicle kilometres travelled (100MVKT) or 
millions of hours of travel (Mhrs) for active road 
users (cyclists and pedestrians).

In ranking personal risk, two groups of 
concern have been identified:
•	 High concern: is assigned to communities with 

personal risk profiles greater than one standard 
deviation from the mean (1 STDEV).

•	 Medium concern: is assigned to communities 
with personal risk profiles greater than half a 
standard deviation from the mean and below 
one standard deviation (0.5 STDEV).

For more information on the Community at Risk 
Register and the methodology on how personal 
risk and collective risk are determined go to Waka 
Kotahi’s website. The increasing demand on the 
road network and ‘just-in-time’ delivery practises 
require a higher level of road network reliability. 

The effective transport of products is supported 
through 50MAX31 and HPMV permits, which allow 

31 50MAX is a new generation of truck that allows for safe and more efficient transport of freight goods. A 50MAX truck is slightly longer than 		
the standard 44 tonne vehicle and has an additional axle (9 in total) and a weight of up to 50 tonnes https://www.nzta.govt.nz/assets/vehicle/ 
your/50max/docs/50max-faqs.pdf

heavier vehicles to travel across the country. 
However, in many locations, bridges are not capable 
of supporting larger trucks, which can potentially 
impede economic productivity. 

While there are not any on the Otago and Southland 
state highway networks, there are a significant 
number of bridges not capable of supporting larger 
trucks on the local road network, causing potential 
issues from the “farm gate.” 

Local road networks require major investment in 
small to medium-sized bridges. Given the level of 
investment required, increasing the local share may 
not be affordable, and there is a need for alternative 
funding arrangements. 

Figure 14 shows the 50MAX bridge restrictions. For 
more information, please see the Map of 50MAX 
routes on Waka Kotahi’s website.

Inter-regional connections and 
strategic corridors

Otago and Southland are heavily 
reliant on the overall South Island 
road and rail networks, as well as the 
Cook Strait ferries. 

These networks are critical to community wellbeing 
since they underpin the economy and provide 
access to essential goods and services. 

The land transport networks in the South Island are 
shaped by the geography, markedly the mountain 
ranges that run the length of the island. The 
networks tend to run north south with few alternate 
routes in many places, particularly on the western 
side of the Southern Alps. The long and narrow 
nature of the South Island exposes the networks, 
both road and rail, to resilience risk.  

Links to the neighbouring regions of Canterbury 
and Westland are extremely important for the 
flow of freight and tourists. State Highway 1 starts 
from Bluff and heads northwards, passing through 
important centres such as Invercargill, Dunedin  
and Christchurch. 

From Christchurch, it proceeds north through 
Kaikōura into Marlborough, and then to Picton 
where the Cook Strait ferry services to the North 
Island operate from. 
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State Highway 94 (SH94) is an important South 
Island highway that begins in Gore and runs 
through Mossburn and Te Anau before ending at 
Milford Sound. SH94 links to State Highway 6, 
which provides the main route from Invercargill via 
Queenstown and Wānaka over the Haast Pass  
to the West Coast. 

The Crown Range Road and the Glenorchy-
Queenstown Road are also important corridors. 
State Highway 8 provides the route from Central 
Otago over Lindis Pass, connecting to State 
Highway 83 from the Waitaki Valley, and on to  
South Canterbury. 

Network resilience is vulnerable owing to a lack 
of alternate routes, notably on the state highway 
networks. Closures caused by unanticipated 
occurrences such as landslides, snow, flooding, 
or traffic accidents can severely interrupt the 
movement of people and commodities. 

Building resilience requires greater investment. 
For example, State Highway 1 from Invercargill to 
Bluff is an essential link for communities and vital 
for Southland’s economic prosperity, providing 
access to and from the Port of Bluff. Heavy vehicles 
continuously use the road, which is crucial for 
industries. The road’s state is deteriorating, and 
major investment is required to improve safety and 
resilience, especially given its vulnerability to sea 
level rise.

It is noted that Waka Kotahi is looking to commence 
some work on the highway. The National Resilience 
Programme Business Case on Waka Kotahi’s website 
which identifies and rates nationally important risks 
from natural hazards on the transport networks as 
shown in Figure 15. 

Making transportation infrastructure and supply 
chains more resilient is crucial given recent natural 
events which are expected to increase in frequency. 
The state highway routes are characterised by 100 
km/h speed limits, two vehicle lanes (one in each 
direction), occasional passing lanes, and, in general, 
no central medians or barriers. They pass through 
challenging geography and are exposed to  
natural hazards. 

There is ongoing concern about the movement 
of vulnerable road users along state highways, 
particularly cyclists and motorcyclists, as they 
travel in a high-speed environment. For example, 
due to a lack of alternative routes, some state 
highways have been classified as NZ Cycle Trail 
‘Heartland Rides’ (e.g., State Highway 6 between 

32 Waka Kotahi, Coastal shipping, (Waka Kotahi: Wellington, n.d.), accessed 24 May 2023,  
https://www.nzta.govt.nz/planning-and-investment/national-land-transport-programme/2021-24-nltp/activity-classes/coastal-shipping/

Hāwea and Hokitika) despite not meeting the 
prerequisite of being “quiet, back-country roads.” 

Ongoing collaboration between regions across the 
South Island is vital to improving interregional 
strategic road and rail corridors, cycle routes, and 
key lifelines. At present, the Otago and Southland 
regions collaborate on emergency management 
across all lifelines, including electricity  
and transport.

Seaports 
Seaports are crucial for facilitating 
international trade, supporting 
economic growth and enhancing 
connectivity between countries. 

They handle the importing and exporting of 
goods, including consumer products, industrial 
equipment, raw materials, and energy resources. 
Seaports also play a significant role during natural 
disasters, acting as critical lifelines. They enable 
the rapid inflow of aid and serve as central hubs 
for the stockpiling and distribution of supplies 
and equipment. Seaports can also accommodate 
humanitarian and military vessels, facilitating a 
coordinated response to mitigate the impact of 
disasters and accelerate recovery efforts.

Port Otago and South Port support Otago and 
Southland. Both ports are accessed by the state 
highway and railway networks. Port Otago is the 
primary export port for the lower South Island. 
Draught is a significant factor limiting navigable 
waterways, especially for large vessels, and Port 
Otago is uniquely positioned in having deeper water 
facilities than most other ports, meaning it can take 
larger shipping vessels. 

South Port is New Zealand’s southernmost 
commercial deep-water port, and it provides a 
range of marine services, including cargo and 
container shipping, on-site warehousing, importing, 
and exporting. For more information on New 
Zealand’s Ports see the New Zealand Ports and 
Freight Yearbook 2023. 

The previous Government committed $30 million 
of funding for coastal shipping through the NLTP. 
Waka Kotahi has worked with the wider freight 
industry (NZ Shipping Federation, Port Company 
CEO Group, National Road Carriers, KiwiRail, and 
the Ministry of Transport), to select four applicants 
for co-investment in new and enhanced coastal 
shipping services through the NLTP.32 
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Figure 14: 50MAX bridge restrictions

Figure 15: Natural hazards affecting the Land Transport System
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Airports

33 Queenstown Airport, Facts & Figures, (Queenstown Airport, Queenstown, n.d.), accessed 6 June 2024,   
https://www.queenstownairport.co.nz/facts-figures 

Air transport is integral to the 
regions, serving as a reliable mode 
of travel for tourists, business 
travellers, and other visitors. 

Air transport is fundamental to enhancing 
connectivity and reducing travel durations. In 
international trade, air transport is essential for  
the rapid and reliable delivery of high-value,  
time-sensitive goods. 

Given the global market’s demands, air transport 
ensures that products maintain their quality and 
integrity upon delivery. Furthermore, the role of air 
transport is amplified during natural disasters and 
emergencies, transcending its regular functions.

Airports transform into strategic hubs for relief 
activities, facilitating the efficient receipt and 
distribution of essential aid, including food, water, 
medical supplies, and rescue personnel. Air 
transport ensures rapid resource mobilisation to 
deliver swift assistance, aiming to minimise the 
human and material impact of disasters. 

In situations where natural disasters, such as 
earthquakes or floods, compromise ground 
transport infrastructure, air transport’s ability to 
overcome geographical barriers is accentuated. It 
becomes a crucial avenue for accessing disaster-
stricken areas, playing a central role in search, 
rescue, and relief missions. 

The agility and accessibility of air transport 
underscore its significance in connecting the 
regions, promoting trade, and responding to 
emergencies effectively.

Dunedin Airport and Queenstown Airport serve 
as the primary gateways to Otago and Southland. 
Queenstown International Airport is renowned for 
its stunning location, surrounded by the Southern 
Alps and Lake Wakatipu. Queenstown Airport had a 
total of 2,410,615 passenger movements in 2023.33  

It is important to note that high movements to 
and from airports can have a significant influence 
on transport systems, necessitating the need for 
greater investment in transport infrastructure  
and services. 

Invercargill Airport, while certified to accommodate 
small private international passenger flights, 
primarily operates as a domestic airport. 

It serves the city of Invercargill and the wider 
Southland region. 

Apart from these major airports, the regions are 
also served by several smaller local airfields that 
play a vital role in enhancing regional resilience and 
connectivity. Smaller airfields are located in areas 
including Te Anau, Milford, Wānaka, Alexandra, 
Oamaru, Balclutha, and Rakiura.



36

Policy context
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Table 9: Legislative and policy context summary

The Land Transport Management Act 
2003 (LTMA) is the principal statute 
guiding land transport planning 
and funding, and its purpose is to 
contribute to an effective, efficient, 
and safe land transport system in 
the public interest. 

The LTMA sets out the core requirements of  
RLTPs for every region. This combined RLTP’s 
form and content are based on the core content 
requirements as set out in Section 16 of the  
LTMA (refer to Appendix 2). 

The process adopted in the development of 
this RLTP, is summarised in Appendix 4, and an 
assessment of this RLTP’s compliance with Section 
14 (Core requirements of regional land transport 
plans) is included in Appendix 3. 

There are a number of statutes and policy 
documents that provide the legislative and policy 
context for land transport planning and investment. 
Table 9 provides a summarised list.
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Strategic framework
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The development of this RLTP 
has been guided by the Land 
Transport Management Act 2003 
and subsequent amendments, the 
Ministry of Transport’s Outcomes 
Framework, and the Government 
Policy Statement on land  
transport (GPS). 

The GPS sets out the Government’s strategic 
direction for the land transport system and guides 
how the National Land Transport Fund (NLTF)  
is invested.

This combined RLTP takes a long-term, 30-year 
view of the transport systems within the regions. 
Project within an RLTP must be consistent with the 
current GPS for that project to be funded through 
the NLTF. However, compared to an RLTP, a GPS 
has a short duration and therefore aspects of an 
RLTP may not completely align.

The Ministry of Transport’s Outcomes Framework 
provides overarching national direction, which 
is focused on achieving a transport system that 
improves wellbeing and liveability.

This RLTP aligns with the Ministry of 
Transport’s Outcomes Framework,  
and it will:

•	 enable inclusive access by improving the 
transport choices people across Otago and 
Southland have to connect with each other and 
participate in society;

•	 contribute to healthy and safe people by 
prioritising investment in areas of highest risk 
to reduce injury and support active travel;

•	 support the regions’ transition to net zero 
carbon emissions for improved environmental 
sustainability;

•	 develop a greater understanding of risk from 
natural and human-made hazards and improve 
the regions’ assets for better resilience and 
security; and

•	 contribute to Otago and Southland’s economic 
prosperity by investing in network deficiencies 
that limit the movements of people and 
products and create a resilience risk to 
economic activity.

The strategic framework includes the 
following elements:

•	 Vision: defines what we want to achieve in the 
longer term (a 30-year outlook)

•	 Objectives: state what we want to accomplish 
in achieving our vision (a 30-year outlook)

•	 Policies: state the course of action used to 
achieve or implement our objectives

•	 Headline targets: monitor progress towards  
our long-term vision and objectives  
(10-year outlook) 

Vision 
 
Through a series of workshops and combined 
meetings, the Otago and Southland RTCs have 
developed a 30-year vision for the Otago and 
Southland regions.

A transport and land use system providing 
integrated, quality choices that are safe, 
environmentally sustainable and support  
the regions’ wellbeing and prosperity. 
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Table 10: Objectives and policy

Objectives and policies
The objectives and policies lead RLTP partners in accomplishing our 
transportation system’s 30-year vision (see Table 10).
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Headline targets
Headline targets support the intended thirty-year vision and objectives  
and serve as indicators to determine if we are on track. Monitoring progress 
towards these targets will give us confidence that we have the right policies 
and programmes in place.

Road Fatalities  
Reduced seriousness and impact of road trauma

By monitoring deaths and serious injuries (DSI) 
we can determine if we are on track to meet 
this target. For information on DSI for the Otago 
and Southland regions see the Waka Kotahi’s 
Community at Risk Register and the Ministry of 
Transport’s website.

Network Resilience  
Reduced number and duration of closures  
on the strategic road network. 

The wellbeing of communities is dependent on the 
availability of transportation networks, notably 
the strategic road network. The consequences of 
climate change are expected to increase network 
vulnerability. River floods, surface flooding, coastal 
inundation, and slips are examples of natural 
hazards that affect transportation networks. Our 
transportation systems need to be resilient to 
unforeseen natural events. 

Monitoring unplanned road closures will offer an 
indicator of the network’s resilience. Concerning 
the strategic road network’s resilience, the 
National Resilience Programme Business Case 
provides context into the challenges facing  
the network.

Mode Shift  
Increase in journeys to work and school  
by public transport, walking and cycling.

The Census journey to work and education data 
shows the main means of travel for the main urban 
centres in Otago and Southland. 

Public transport boarding rates are also a good 
indicator of this target, along with vehicle 
kilometres travelled. By monitoring the available 
data, we can determine if we are making progress. 
This target also overlaps with the target of 
“Reduced emissions.”

Reduced Emissions  
Decreased transport emissions

The greatest opportunity for reducing transport 
emissions is in the main urban centres of Dunedin, 
Queenstown, and Invercargill, given the population 

densities and the availability of alternatives to 
personal motor vehicles. Improving the quality, 
frequency and coverage of public transport, 
along with walking and cycling infrastructure, will 
encourage utilisation. 

Vehicle kilometres travelled in main urban areas 
are a good measure for monitoring this target. The 
need for early assessment of the potential climate 
impacts of project and programme choices is 
essential in the early stages of considering options. 

The Climate Assessment of Transport Investment 
(CATI) model, which assesses the potential impact 
of land transport investment programmes on 
carbon emissions will be utilised to understand 
the influences that activities within this combined 
RLTP have on emissions. 

The composition of the current fleet, such as 
electric vehicles, hybrids, and low-emission 
vehicles, is also important in terms of emissions. 

Proactive Response  
Increase programme investment levels

Integrating development with transportation 
infrastructure allows planners to create towns and 
cities that are not only economically productive 
but also promote public health, reduce inequality, 
enhance resiliency, and decrease emissions. 

To achieve a proactive approach in transport 
planning, it is essential to have a comprehensive 
understanding of the entire transport network and 
its interaction with adjacent land use. 

This requires environmental scanning and 
exploration of future scenarios, considering factors 
like changes in land use, population growth, and 
the evolving demand for transportation options. 

As a result, more resources are now being allocated 
to planning for a proactive response, monitoring, 
and gaining oversight of the current network and 
anticipating future needs.
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10-year transport  
investment priorities
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Problems and benefits
This section outlines the priority 
areas requiring investment over the  
next 10 years to set us on the path 
to achieving our long-term vision  
and objectives for transportation in 
the regions.
These 10-year transport investment priorities 
are designed to respond to the most significant 
and urgent transport problems in the Otago and 
Southland regions.

Investment Logic Mapping (ILM) workshops were 
undertaken through collaboration between the 
Otago and Southland RTCs. 

The intention of this ILM process was to outline the 
high-level problems facing the transport system, 
the benefits from solving the problems, and the 
responses that inform the 10-year transport 
investment priorities (see Figure 16). 

As the ILM is a high-level process, it does not 
contain all problems, benefits, responses,  
and/or solutions.

Figure 16: Investment Logic Mapping Problems and Benefits

Problems Benefits Responses Solutions

An efficient transport 
system that is agile 

and meets current and 
emerging requirements 

of all users.
35%

KPI 1: Improved system 
reliability

KPI 2: Increase in 
network productivity 

and use.
Optimise an efficient 

and accessible 
transport network 
through enhanced 

mode choice provision 
across the regions.

50%

Promote safety and 
wellbeing outcomes 
across the regional 
transport network.

20%

Development 
proposals take into 

account multi-modal 
requirements.

Investigate inter and 
intra-regional public 
transport services.

Advocate for 
legislative changes to 
promote mode choice.

Enhance community 
and industry 
engagement.

Promote the 
development of speed 

management plans.

Promote transport 
programmes that 

reflect the needs of the 
network requirements.,

Coordinate cross-
boundary resilience 

issues for an 
integrated response.

Promote right-
sized maintenance 

and operations 
programmes.

Enhance network 
maintenance and 

resilience to ensure 
community access 
and connectivity.

30%

Improved liveability, 
independence and 

connected communities 
that are resilient to 

change.
25%

KPI 1: Increased public 
transport and active 

mode use.
KPI 2: Communities 
remain connected  

post event.

Historical planning, 
lack of flexibility and 
misaligned levels of 
service (LoS), has 

reduced opportunities 
for access across 
the network and 

increased congestion 
and emissions.

40%

Integrated transport 
systems deficiencies 
increase the level of 

risk to users resulting 
in reduced resiliency, 

poor health, harm, 
serious injury, and 

death.

30%

A degrading and 
inadequate transport 
network is not fit for 

current and emerging 
requirements, leading 
to reduced confidence 
to respond to events 

and community needs.

30%

Improved health, 
safety and wellbeing.

25%
KPI 1: Decrease in 

emissions.
KPI 2: Reduced death 

and serious injury.

Mode choice that 
meets user needs.

15%
KPI 1: Decrease in 
vehicle kilometres 
travelled (VKT).
KPI 2: Increased 

equitable mode choice 
(all modes).
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Benefits:

•	 An efficient transport system that is agile and 
meets the current and emerging requirements 
of all users. 

•	 Improved liveability, independence and 
connected communities that are resilient to 
change.

•	 Improved health, safety and wellbeing.

•	 Mode choice that meets user needs.

Proposed areas for investment:

•	 Development proposals take into account 
multi-modal requirements.

•	 Investigate inter and intra-regional public 
transport services.

•	 Advocate for funding to advance inter and 
intra-regional mode choice.

•	 Advocate for legislative changes to promote 
mode choice.

•	 Enhance community and industry engagement.

•	 Coordinate cross-boundary resilience issues for 
an integrated response.

Case for investment:

The current transportation network faces 
limitations due to the finite transportation options 
in certain areas, leading to an excessive reliance on 
roads and personal vehicles. 

Inadequate infrastructure investment results in 
unmet expectations, causing different modes of 
transportation to compete for the same resources, 
raising access and safety concerns. Smaller 
townships generally lack adequate conventional 
public transportation, which can lead to 
communities being isolated from essential social 
and civic activities. 

The layout of urban areas significantly influences 
walking, biking, public transportation, and the 
movement of goods. Creating people-friendly urban 

centres enhances the appeal of shared and active 
transport modes. 

Regular physical activity improves cognitive and 
cardiovascular health and is related to a reduction 
in anxiety and depression symptoms. Inadequate 
physical activity has been linked to an increase 
in obesity and illness. Other advantages to active 
travel include less noise and air pollution, increased 
social cohesiveness, and reduced transportation 
congestion. 

In cases where land use and transport planning 
lack integration, areas often remain unsupported 
with no alternative options. Embracing a long-term, 
multi-modal approach to transport planning will 
yield better outcomes.

Summary of Evidence:

Dunedin City Council and Queenstown Lakes 
District Council are Tier 2 urban environments. The 
National Policy Statement on Urban Development 
2020 recognises the significance of having well-
functioning urban environments that enable all 
people and communities to provide for their social, 
economic, and cultural wellbeing, as well as their 
health and safety. 

It also recognises the importance of having 
sufficient development capacity to meet 
people’s various needs. In our larger urban areas 
populations are growing and to allow for effective 
access and connectivity long-term multi-modal 
transport strategies are required. 

The Census, which presents data for the main 
means of travel to work and education highlights 
that the dominant mode of transport is private 
vehicles. More vehicles on roads results in 
increased congestion, emissions and  
impacts productivity.

The dominance of private car travel in New Zealand 
has health effects, as well as environmental and 
economic costs. Factors affecting adolescents’ 
utilisation of active transportation (walking or 

Transport Investment 
Priority One
 - Optimise an efficient and accessible transport network 
through enhanced mode choice provision across the regions.
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cycling) to school have been investigated by the 
Built Environment and Active Transport to School 
(BEATS) Research Programme. 

Adolescent physical inactivity is a major global 
health concern and using active transportation 
to and from school is a simple way to maintain or 
increase physical activity levels. BEATS Research 
Programme findings are providing vital information 
to stakeholders, including schools, councils, and 
transportation agencies.34 For more information 
please see the BEATS Research Programme Report 
2013-2020.

Transport 2035 is a useful high-level tool for 
providing insights about land transport emissions 
and the impact different transport choices could 
make in reducing greenhouse gas emissions. It’s 
generally acknowledged that conventional public 
transportation struggles in smaller townships and 

34	 University of Otago, BEATS Research Programme overview, (Dunedin: University of Otago, n.d.), accessed 1 September 2023,  
	 https://www.otago.ac.nz/beats/information/index.html

rural locations, resulting in isolation of the 
local population. 

On-demand transportation can be potentially  
more effective because it meets demand as it 
arises. Interregional and alternative transport 
options will be investigated during the duration of 
this combined RLTP.

Strategic Alignment:

The table below outlines how the investment 
priority aligns with the outcomes in the Ministry 
of Transport Outcomes Framework, the priorities 
identified in the GPS 2021, and the strategic 
objectives of this RLTP (see Table 11). The 
investment priority is also consistent with the Draft 
GPS which was released in March 2024.

Table 11: Strategic Alignment - Investment Priority One
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Benefits:

•	 Improved health, safety and wellbeing.

•	 Improved liveability, independence and 
connected communities that are resilient  
to change.

Proposed areas for investment:

•	 Enhance community and industry engagement.

•	 Promote the development of speed 
management plans.

•	 Promote transport programmes that reflect the 
needs of the network requirements.

Case for investment:

Road accidents cause immense devastation to 
families, friends, and communities. Safeguarding 
people’s safety and preventing tragedies requires 
prioritising safer roads and transportation 
infrastructure.

Investing in safety upgrades is vital to effectively 
mitigate risks. Slower speed limits play a key role 
in creating safe environments. Slower speeds are 
also important for encouraging active transport and 
reducing safety risks to pedestrians and cyclists. 

When people feel safe, they are encouraged to 
choose walking and cycling, leading to healthier 
lifestyles, reduced congestion, and more 
sustainable spaces. 

The ambitious national strategy, Road to Zero, 
aims for zero fatalities and serious injuries on 
New Zealand roads, highlighting safety as a 

primary focus in transportation planning. Despite 
advancements, the Otago and Southland regions 
remain considerable contributors to New Zealand’s 
road safety statistics.

Summary of Evidence: 

Information on deaths and serious injuries  
can be obtained from different sources and in 
different formats. Please see Waka Kotahi’s 
Communities at risk register, and the Ministry  
of Transport’s website. 

The Communities at risk register has been 
developed to identify communities of road users 
that are over-represented in terms of road safety 
risk. The register highlights personal risk to road 
users by ranking communities by local authority 
area based on areas of concern. 

Please also refer to the summary evidence provided 
in transport investment priorities one and two. 

Strategic Alignment:

The table below outlines how the investment 
priority aligns with the outcomes in the Ministry 
of Transport Outcomes Framework, the priorities 
identified in the GPS 2021, and the strategic 
objectives of this RLTP (see Table 12). 

The investment priority is also consistent with the 
Draft GPS which was released in March 2024.

Transport Investment 
Priority Two
- Promote safety and wellbeing outcomes 
across the regional transport network.
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Table 12: Strategic Alignment - Investment Priority Two
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Benefits:

•	 Improved liveability, independence and 
connected communities. 

•	 Mode choice that meets user needs.

Proposed areas for investment:

•	 Enhance community and industry engagement.

•	 Coordinate cross-boundary resilience issues 
for an integrated response.

•	 Promote right-sized maintenance and 
operations programmes.

Case for investment:

The South Island’s road and rail networks, ports, 
Cook Strait ferries, and airports are vital to the 
communities of Otago and Southland because they 
provide access to needed products and services 
that are critical to community wellbeing. 

The road networks traverse diverse landscapes, 
including rivers, valleys, gorges, and mountain 
ranges, necessitating major investment in 
infrastructure, notably bridges. 

Natural hazards pose a significant risk to road 
and rail networks, particularly inland and coastal 
flooding as well as slips. Invercargill and Dunedin 
airports are also vulnerable to surface flooding. 

Ageing assets pose a growing risk to wellbeing, 
and without ongoing investment, service levels 
will decrease, and the possibility of unplanned 
network closures will rise. The needed investment 
strains the resources of the regions’ relatively small 
territorial authorities, requiring prioritisation and 
leaving parts of the network missing out. 

35 Ministry for the Environment (MfE), National Climate Change Risk Assessment for New Zealand – Technical report, (Wellington: MfE, 2020),  
accessed 28 November 2022, https://environment.govt.nz/assets/Publications/Files/national-climate-change-risk-assessment-technical-report.pdf	
36 MfE, National Climate Change Risk Assessment for New Zealand – Technical report
37 Stantec, South Island Freight Study: Identification of the opportunity for mode shift and preparation of a Mode Shift Implementation Plan, 
(Christchurch: Stantec, 2019), accessed 28 November 2022, https://www.ecan.govt.nz/document/download?uri=3688215

Resilience within the state highway networks 
is largely dependent on the use of local roads 
as alternatives when the state highways are 
unavailable. Therefore, guaranteeing adequate 
diversion routes when needed necessitates 
considerable investment. 

While maintenance and renewal activities increase 
resilience, improvements are required in places to 
provide dependable and secure access.

Summary of Evidence: 

Outlined in the National Climate Change Risk 
Assessment for New Zealand - Technical report 
(Technical report), natural hazards such as coastal 
erosion, floods, and severe weather occurrences 
are predicted to make New Zealand’s ports, roads, 
and rail networks more vulnerable, resulting in 
disruptions and potential access problems.35  

According to the Technical report, more than 
19,000 kilometres of New Zealand’s road network 
is currently situated in inland flood hazard areas. 
Canterbury is the most exposed, followed by 
Waikato and then Southland, which has around 
2,000 kilometres of exposed roading.36  

Otago is also exposed to inland flooding. State 
Highway 6 at Haast was completely closed for two 
weeks in 2019 due to slips, slumps, and rock fall, 
severing the connection between Central Otago 
and the West Coast. The South Island Freight Study 
highlighted that there is an overreliance on just-in-
time delivery, which implies insufficient stockpiling 
of essential items for communities.

Freight movements in the South Island are also 
expected to rise with a large proportion of this 
expansion being road transport.37 

Transport Investment 
Priority Three
- Enhance network maintenance and resilience  
to ensure community access and connectivity.
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Table 13: Strategic Alignment - Investment Priority Three

The New Zealand freight & supply chain issues 
paper outlined that coastal shipping may 
potentially improve supply chain resilience by 
offering alternate transportation during land-
based interruptions. However, due to insufficient 
investment in coastal shipping, substantial 
investment is needed to make the services 
effective for users.38  

A road closure due to unforeseen events such as 
landslips, flooding, or a traffic crash can seriously 
disrupt the flow of people and goods. The National 
Resilience Programme Business Case identifies 
and rates areas at risk from natural hazards. The 
number of unplanned road closures and availability 
of alternative routes also provide insights into the 
network’s resilience. 

38 MoT, New Zealand freight & supply chain issues paper

Strategic Alignment:

The table below outlines how the investment 
priority aligns with the outcomes in the Ministry 
of Transport Outcomes Framework, the priorities 
identified in the GPS 2021, and the strategic 
objectives of this RLTP (see Table 13). The 
investment priority is also consistent with the Draft 
GPS which was released in March 2024.
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Funding the RLTP
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This section sets out a financial 
forecast of anticipated revenue and 
expenditure on activities for the  
10 financial years starting 1 July 2024 
and discusses the allocation 
of funds to proposed activities. 
Different types of funding sources  
are discussed below. 

Local Share 
Many transport activities undertaken by regional 
and territorial authorities are co-funded through 
the National Land Transport Fund (NLTF) which is 
contingent on the provision of a local contributions. 
This local contribution is generally sourced through 
local ratepayers.

The Funding Assistance Rates (FARs) are the 
contributions, in percentage terms, that Waka 
Kotahi assigns from the NLTF to approved 
organisations for the delivery of activities. The FAR 
can vary depending on the organisation applying 
for funding and in some cases also on the type of 
activity being proposed.

NLTF Funds
Waka Kotahi determine the specific activities to 
be funded from the NLTF based on the direction 
provided by the GPS. For each activity class 
there are allocated funding ranges. The NLTF is a 
contestable fund, and organisations are essentially 
bidding for NLTF funding through the programme 
component of their RLTPs. The NLTF is not limitless 
and will not be able to fund all activities. 

The NLTF receives revenue primarily from road user 
charges, fuel excise duty, motor vehicle registration 

39 KiwiRail, Budget 2022 continues rail rebuild, (Wellington: KiwiRail, 2022), accessed 28 November 2022, https://www.kiwirail.co.nz/media/ 
budget-2022-continues-rail-rebuild/#:~:text=The%20new%20model%20came%20into,three%20years%20of%20the%20RNIP.
40 KiwiRail, Rail Network Investment Programme, (Wellington: KiwiRail, 2021), 5, accessed 22 August 2023, https://www.kiwirail.co.nz/assets/ 
Uploads/documents/Rail-Network-Investment-Programme-June-2021.pdf

and licencing fees. Each region may prioritise its 
projects for the RLTP as it wishes. However, this 
prioritisation will not necessarily be translated into 
the NLTP, as national moderation by Waka Kotahi 
may change what projects are funded according to 
national objectives.

Crown Funds
Refers to special funding that can be for specific 
regions and specified activities as appropriated 
or directed by the Government. This funding is 
external to the NLTF. 

In recent times, several significant Crown funds 
have been created with specific focuses, such as 
the Provincial Growth Fund (PGF), the New Zealand 
Upgrade Programme (NZUP), Shovel-ready projects 
(SRP), and the Climate Emergency Response 
Fund (CERF). 

This RLTP identifies transport projects and activities 
in the regions that have received funding from these 
types of sources.

Rail Funding
The Land Transport (Rail) Amendment Act 2020 has 
enabled the Rail Network Investment Programme 
(RNIP), which allows rail to be eligible for funding 
from the NLTF.39 

The RNIP has been developed by KiwiRail, and it 
sets out a three-year investment programme and 
a 10-year investment forecast for the national rail 
network. The programme is guided by government 
policy and the New Zealand Rail Plan.40
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10-year forecasts of revenue and expenditure 

Table 14: 10-year forecasts of revenue and expenditure for Otago

The LTMA requires RLTPs to include a financial forecast of anticipated revenue and expenditure on activities 
for the next 10 financial years. Long-term plan and annual plan processes will affect the values, as will 
ongoing reviews of the activities proposed.

The figures contained within this Table 1441 represent a point in time and the final figures will likely change.

10-year forecasts of revenue and expenditure - Otago
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Table 15: 10-year forecasts of revenue and expenditure for Southland

The figures contained within this Table 1542 represent a point in time and the final figures will likely change.

10-year forecasts of revenue and expenditure - Southland
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Table 16: Otago region: Prioritised improvement activities

These activities were determined to be of high significance for Otago and were prioritised (ranked) for 
funding shown in Table 16. This ranking is used to influence what activities should be implemented with 
the funding available nationally.

Significant activities - Otago
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↑

↑

↑ ↑

ngoing development of Dunedin’
oject is aligned with Dunedin’ port Strategy, Dunedin’

ro by 2030 policy and Dunedin’
hools and shops. Once Dunedin’ commuters to cycle to Dunedin’s employment centres.

↑ ↑

Safety and accessibility upgrade of the Central City area. The central city is the key area where most of Dunedin’s commercia

Consequently, most of Dunedin’s crashes 

↑ ↑

ramme is to ensure Dunedin’s local centres are great places for people, in terms of traffic safety, accessibility and amenity

Generation Plan “the 
2GP”. The Centres are the same as those as identified in the Spatial Plan (Dunedin towards 2050 

↑ ↑
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city is the key area where most of Dunedin’s commercial activity occurs. It has the highest concentration 

high pedestrian activity. Consequently, most of Dunedin’s crashes occur in the central city and it is the highest risk area o

↑ ↑
Improve Dunedin’s urban cycleways with a focus on road safety, and on providing an appropriate level of service to encourage 

Dunedin’s commercial activity occurs. It has the
area of high pedestrian activity. Consequently, most of Dunedin’s crashes occur in the central city and it is the highest ris

↑ ↑
–
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The Peninsula Connection has lifted and widened the coastal road. This has improved the road's safety and resilience to climate change, including sea level rise and erosion. The Otago Peninsula trail, known as Te Awa Ōtākou, is a 
significant community asset for cyclists and walkers, creating safe connections for communities and visitors. However, the work along this road is not complete, and there are still sections of the project awaiting completion. The 
completion of this project is recognised in terms of its importance to Te Rūnanga o Ōtākou and Ōtepoti overall. Considering the feedback from the consultation on this combined RLTP, the Hearing Panel recommends that consideration be 
given to completing the remaining sections of the project within a reasonable timeframe.

↑ ↑

↑ ↑

↑ ↑

↑ ↑

↑ ↑

↑ ↑
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↑ ↑

↑ ↑

↑ ↑

most of Dunedin’
Consequently, most of Dunedin’

↑ ↑

↑ ↑

↑ ↑
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↑ ↑

↑ ↑

↑ ↑

↑ ↑

↑ ↑
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↑ ↑

↑ ↑
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↑ ↑
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↓

Zealand’s road safety 
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Table 17: Southland region: Prioritised improvement activities

These activities were determined to be of high significance for Southland and therefore are required to be 
prioritised (ranked) for funding shown in Table 17. This ranking is used to influence what activities should be 
implemented with the funding available nationally.

Significant activities - Southland
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↓

Zealand’s road safety strategy. 
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Activity name Phase Cost 24/25 Cost 25/26 Cost 26/27 Total Cost 24-27 Total Cost 2024-30 
RLTP

Total Cost 10 
years Source RLTP

Objective

Dunedin City Council (DCC)

CERF-TC-Safer Streets Implementation $3,000,000 $3,000,000 $3,000,000 $3,000,000 1, 3 ,4 & 5

Otago Regional Council (ORC)

Low cost / low risk improvements 
2024-27

External funding - CERF 
- Community connect $2,281,549 $2,281,549 $2,281,549 $6,844,647 $6,844,647 $6,844,647 

External funding - CERF 
- Improving Bus Driver 

Terms & Conditions
 $3,111,789  $3,111,789  $6,223,578  $6,223,578  $6,223,578 

Waitaki District Council (WDC)

Low cost / low risk improvements 
2024-27

External funding - CERF 
- Community connect  $850,000  $2,150,000  $3,000,000  $3,000,000  $3,000,000 

Table 18: Otago region: All activities arranged by activity class name

Figures have been compiled from Transport Investment Online and the activities grouped by activity class 
name. For more information on the activity classes, please refer to the Government Policy Statement on 
land transport 202143. The figures in Table 1844 represent a point in time and final figures for projects will 
potentially change.

All activities - Otago
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These are known as ‘Committed’ activities, as their funding has already been 
Table 19: Otago region committed activities

These are known as ‘Committed’ activities, as their funding has already been approved, 
they are now moving through the necessary phases. See Table 19.

Committed activities - Otago
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Table 20: Southland region: All activities arranged by activity class name

Figures have been compiled from Transport Investment Online and the activities grouped by activity class 
name. For more information on the activity classes, please refer to the Government Policy Statement on 
land transport 2021. The figures in Table 2045 represent a point in time and final figures for projects will 
potentially change.

All activities - Southland
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hese are known as ‘Committed’ activities, as their funding has already been approved, they are now moving through the necessa

hese are known as ‘Committed’ activities, as their funding has already been approved, they are now moving through the necessa

Table 21: Southland region committed activities

These are known as ‘Committed’ activities, as their funding has already been approved, 
they are now moving through the necessary phases. See Table 21.

Committed activities - Southland

Summary tables - Otago and Southland
Figures have been compiled from Transport Investment Online (27 November 2023 Extract) and are grouped 
by activity class. The figures represent a point in time, and the final figures will likely have changed. The 
tables only include the total costs for the 2021-2023 and 2024-2027 periods. See Tables 22 and 2346.
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Table 22: Otago region summary
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The Climate Assessment of Transport Investment (CATI) model was created by Waka 
Kotahi to evaluate the possible effects of land transport investment initiatives on carbon 
emissions. CATI is a high-level tool, and the results are qualitative evaluations and do not 
offer numerical estimates of reduced emissions. 

Each investment is assigned a rating from minus 
three (-3) (high potential emissions impact) through 
to plus three (+3) (low potential emissions impact). 
The investment portfolio can then be evaluated 
to determine the expected overall impact on 
greenhouse gas emissions. For more information on 
CATI please go to Waka Kotahi’s website. 

Both Otago’s and Southland’s programmes have 
been evaluated using CATI with the overall climate 
impact rating being approximately + 0.56 and - 0.92 
respectively when total costs for investments are 
used (Total Cost for 10 years). 

For Otago the rating reflects the programme’s 
focus on public transport whereas for Southland 

the rating reflects the programme’s focus on 
maintenance, operations and renewals as well as 
a few large improvement projects. Table 24 shows 
how the funding is split across different climate 
impact ratings.

When the total costs for the 2024-27 NLTP are used 
for Otago and Southland the overall climate impact 
ratings are + 0.02 and - 0.89 respectively. 

This comparison shows how the different 
investment costs at different time periods affect the 
overall climate impact rating. 

Climate assessment  
of transport investment

Key outcomes from road network 
activity management plans

Table 24: Climate impact ratings for funding split Otago and Southland

Activity Management Plans (AMPs) are prepared by road controlling authorities (RCAs), 
with the state highway sector preparing a State Highway Asset Management Plan to 
provide details of their networks, levels of service, proposed maintenance and renewal 
programmes, and any new improvements proposed.  

Each RCA seeking funding from the NLTF for 
maintenance, renewal, or improvement projects 
on their networks has the opportunity to provide 
key outtakes from the AMPs they have prepared to 
support the funding requests included in this RLTP. 

The information contained in Appendix 7 has been 
provided directly by the RCAs as a summary of 

the key focus for their funding applications. This 
provides the opportunity to directly contribute to 
RLTP content as well as greater ownership of their 
funding application. The format of each input varies 
depending on the source.
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Monitoring, reviews 
and variations
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–

Transport, postal and warehousing’s 

Table 25: Primary indicators for monitoring this RLTP
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Monitoring the RLTP 
This section outlines the set of 
indicators that will be used to 
track the progress of this RLTP in 
accordance with Section 16(6)(e) of 
the Land Transport Management  
Act 2003.

The monitoring framework is based on the Ministry 
of Transport’s Outcomes Framework:

•	 Inclusive access 

•	 Healthy and safe people 

•	 Environmental sustainability 

•	 Resilience and security 

•	 Economic prosperity

Please see Waka Kotahi’s website and the Ministry 
of Transport’s website for more information on the 
Ministry of Transport’s Outcomes Framework. Table 
25 contains the primary indicators by which this 
RLTP will be monitored.

Reviewing the RLTP 

Under the LTMA, RLTPs must be issued every six 
years and reviewed every three years. This RLTP is 
now in the second half (2024-2027) of its six-year 
duration (2021-2027). In accordance with the LTMA, 
the RLTP review must commence no later than six 
months immediately before the expiration of the 
third year. 

Variations to the RLTP
The RLTP will remain in force until 30 June 2027, 
unless a variation is required under Section 
(s)18D of the LTMA. Due to their complexities, 
the activities and projects covered in an RLTP’s 
programme evolve even after the RLTP is published. 
Programme tables are essentially a snapshot 
in time, given that projects may change, be 
abandoned, or be added during the duration  
of the RLTP. 

Approved organisations, or Waka Kotahi, can 
request that the RTCs prepare a variation. The RTCs 
can also prepare variations on their own initiative. 

The RTCs will consider requests for variations and 
forwards the amended RLTP to the relevant regional 
council for consideration.

Significant Variations  
to the RLTP
The majority of changes to the activities in a 
submitted RLTP will be minor, resulting in simple 
changes inside Waka Kotahi’s TIO system. However, 
some may be significant and necessitate a formal 
variation to the RLTP. Additionally, some changes 
may be so significant that they require consultation. 

Under s106(2)b of the LTMA, each RTC must 
establish a policy that specifies what will be 
‘significant’ in relation to RLTP variations made 
under s18D. When variations are deemed significant, 
the RTCs must consult on the variation before 
adopting it and forwarding it to the relevant 
regional council and ultimately to Waka Kotahi. 
Consultation is only required for variations that are 
considered ‘significant’ under this policy. 

A proposed change to the RLTP raises  
two core questions for the RTC: 
1.	 Does the proposed change require a formal 

variation to the Plan? 

2.	 Is the variation to the Plan ‘significant’ enough 
to require public consultation? 

If a variation is necessary and is seen to be of 
significance, then consultation must be considered 
(s18 of the LTMA). The relative costs and benefits of 
consultation are important. 

A two-step process for the application of the 
significance policy is applied in relation to RLTP 
variations as outlined below. Table 26 provides 
definitions of ‘significant’ for the purpose of s16 and 
s106 of the LTMA. 
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• 

Table 26: Definitions of significant
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Not ‘significant’ and May be ‘significant’

• 
• 

• Changes to or new ‘automatically included’ activities of local 

• 

• 

• 
• 

• 

• 

• 

• 

• 

–

• 

• 

Not ‘significant’ and May be ‘significant’

• 
• 

• Changes to or new ‘automatically included’ activities of local 

• 

• 

• 
• 

• 

• 

• 

• 

• 

–

• 

• 

General guidance on whether a variation is likely to be  
considered significant is provided in Table 27.

Table 27: Significance of variation

Step one
Consider the nature and scope of the variation
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• 
• 

• 
• 

• 

• 
• 

The RTC has adopted the following matters to guide when a requested variation  
to the RLTP is significant enough to need public consultation (see Table 28).

Table 28: Significance of variation public consultation

Step two
Consider the effect of the variation
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Appendix 1

There are seven rūnanga who are the kaitiaki (guardians)  
of the area stretching across Otago and Southland: 

•	 Te Rūnanga o Moeraki centres on Moeraki and 
extends from Waitaki to Waihemo and inland to 
the Main Divide.

•	 Kāti Huirapa Rūnaka ki Puketeraki centres 
on Karitāne and extends from Waihemo to 
Purehurehu and includes an interest in Ōtepoti 
(Dunedin) and the greater harbour of Ōtākou. 
The takiwā extends inland to the Main Divide 
sharing an interest in the lakes and mountains 
to Whakatipu-Waitai with Rūnanga to the south.

•	 Te Rūnanga o Ōtākou centres on Ōtākou and 
extends from Purehurehu to Te Matau and 
inland, sharing an interest in the lakes and 
mountains to the western coast with Rūnanga 
to the north and to the south (includes the city 
of Dunedin).

•	 Waihōpai Rūnaka centres on Waihōpai 
(Invercargill) and extends northwards to Te 
Matau sharing an interest in the lakes and 
mountains to the western coast with other 
Murihiku Rūnanga and those located from 
Waihemo (Dunback) southwards.

•	 Te Rūnanga o Awarua centres on Awarua and 
extends to the coasts and estuaries adjoining 
Waihōpai sharing an interest in the lakes and 
mountains between Whakatipu-Waitai and 
Tawhititarere with other Murihiku Rūnanga and 
those located from Waihemo southwards.

•	 Te Rūnanga o Ōraka-Aparima centres on Ōraka 
(Colac Bay) and extends from Waimatuku to 
Tawhititarere sharing an interest in the lakes 
and mountains from Whakatipu-Waitai to 
Tawhititarere with other Murihiku Rūnanga and 
those located from Waihemo southwards.

•	 Hokonui Rūnaka centres on the Hokonui region 
and includes a shared interest in the lakes and 
mountains between Whakatipu-Waitai and 
Tawhitarere with other Murihiku Rūnanga and 
those located from Waihemo southwards.

Otago and Southland Rūnanga
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Appendix 2

14	 Core requirements of regional land  
	 transport plans
Before a regional transport committee submits a 
regional land transport plan to a regional council 
or Auckland Transport (as the case may be) for 
approval, the regional transport committee must—

(a)	 be satisfied that the regional land  
	 transport plan—

	 (i)	 contributes to the purpose of this  
		  Act; and

	 (ii)	 is consistent with the GPS on land  
		  transport; and

	 (iii)	[Repealed]

(b) 	 have considered—

	 (i) 	 alternative regional land transport  
		  objectives that would contribute to  
		  the purpose of this Act; and

	 (ii)	 the feasibility and affordability of  
		  those alternative objectives; and

(c)	 have taken into account any—

	 (i) 	 national energy efficiency and  
		  conservation strategy; and

	 (ii)	 relevant national policy statements  
		  and any relevant regional policy  
		  statements or plans that are for the  
		  time being in force under the  
		  Resource Management Act 1991;  
		  and 
	 (iii)	likely funding from any source.

 
16	 Form and content of regional land  
	 transport plans
(1)	 A regional land transport plan must set  
	 out the region’s land transport objectives,  
	 policies, and measures for at least 10 
	 financial years from the start of the  
	 regional land transport plan.

(2)	 A regional land transport plan  
	 must include—

(a)	 a statement of transport priorities for the  
	 region for the 10 financial years from the  

	 start of the regional land transport plan;  
	 and

(b)	 a financial forecast of anticipated revenue 
	 and expenditure on activities for the 10 
	 financial years from the start of the regional  
	 land transport plan; and

(c)	 all regionally significant expenditure on  
	 land transport activities to be funded from 
	 sources other than the national land 
	 transport fund during the 6 financial years 
	 from the start of the regional land transport 
	 plan; and

(d)	 an identification of those activities 
	 (if any) that have inter-regional significance. 

(3)	 For the purpose of seeking payment from  
	 the national land transport fund, a  
	 regional land transport plan must contain,  
	 for the first 6 financial years to which the  
	 plan relates, —

(a)	 for regions other than Auckland, activities  
	 proposed by approved organisations in the  
	 region relating to local road maintenance, 
	 local road renewals, local road minor  
	 capital works, and existing public transport  
	 services; and

(b)	 in the case of Auckland, activities proposed  
	 by Auckland Transport; and

(c)	 the following activities that the regional  
	 transport committee decides to include in  
	 the regional land transport plan:

	 (i)	 activities proposed by approved 
		  organisations in the region or, in the  
		  case of Auckland, by the Auckland  
		  Council, other than those activities  
		  specified in paragraphs (a) and (b);  
		  and

	 (ii)	 activities relating to State highways  
		  in the region that are proposed by  
		  the Agency;  
		  and

	 (iii)	activities, other than those relating  
		  to State highways, that the Agency  
		  may propose for the region and that  

Key provisions of the Land Transport Management Act 2003

The Land Transport Management Act 2003 (LTMA) guides the 
development and content of regional land transport plans.  
The key provisions of this act are set out below:
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		  the Agency wishes to see included  
		  in the regional land transport  
		  plan; and

(d)	 the order of priority of the significant  
	 activities that a regional transport  
	 committee includes in the regional land  
	 transport plan under paragraphs (a), (b),  
	 and (c); and

(e)	 an assessment of each activity prepared by  
	 the organisation that proposes the activity  
	 under paragraph (a), (b), or (c) that  
	 includes—

	 (i)	 the objective or policy to which the  
		  activity will contribute; and

	 (ii)	 an estimate of the total cost and  
		  the cost for each year; and

	 (iii)	the expected duration of the  
		  activity; and

	 (iv)	any proposed sources of funding  
		  other than the national land  
		  transport fund (including, but  
		  not limited to, tolls, funding from  
		  approved organisations, and 
		  contributions from other parties);  
		  and

	 (v)	 any other relevant information; and

(f)	 the measures that will be used to monitor  
	 the performance of the activities. 

(4)	 An organisation may only propose an  
	 activity for inclusion in the regional land  
	 transport plan if it or another organisation  
	 accepts financial responsibility for the  
	 activity. 

(5)	 For the purpose of the inclusion of  
	 activities in a national land transport  
	 programme, —

(a)	 a regional land transport plan must be in  
	 the form and contain the detail that 
	 the Agency may prescribe in writing to 
	 regional transport committees; and

(b)	 the assessment under subsection (3)(e)  
	 must be in a form and contain the detail  
	 required by the regional transport  
	 committee, taking account of any  
	 prescription made by the Agency under 
	 paragraph (a). 
 
(6)	 A regional land transport plan must  
	 also include—

(a)	 an assessment of how the plan complies  
	 with section 14; and

(b)	 an assessment of the relationship of Police  
	 activities to the regional land transport  
	 plan; and

(c)	 a list of activities that have been approved  
	 under section 20 but are not yet completed;  
	 and

(d)	 an explanation of the proposed action, if it  
	 is proposed that an activity be varied,  
	 suspended, or abandoned; and

(e)	 a description of how monitoring will be  
	 undertaken to assess implementation of the  
	 regional land transport plan; and

(f)	 a summary of the consultation carried out 
	 in the preparation of the regional land  
	 transport plan; and

(g)	 a summary of the policy relating to  
	 significance adopted by the regional  
	 transport committee under section 106(2);  
	 and

	 (ga) in the case of the plan for  
		  Auckland, a list of any significant  
		  rail activities or combinations of rail  
		  activities proposed by KiwiRail for  
		  Auckland; and

	 (gb) in the case of the plan for the  
		  Wellington region, any significant  
		  rail activities or combinations of rail  
		  activities proposed by KiwiRail for  
		  the Wellington region; and

	 (gc) in the case of the plan for any other  
		  region that has a regional transport  
		  committee within the meaning of  
		  section 105A(1)(c), any significant  
		  rail activities or combinations of rail  
		  activities proposed by KiwiRail for  
		  that region; and

(h)	 any other relevant matters. 
 
(6A)	 Any matter included in a regional land  
	 transport plan under subsection (6)(ga),  
	 (gb), or (gc) is for the purposes of co- 
	 ordinated planning and does not limit or  
	 affect the process by which any rail  
	 activities or combinations of rail activities  
	 may be included or excluded, as the case  
	 may be, from a rail network investment  
	 programme and its funding processes.

(7)	 For the purposes of this section, existing  
	 public transport services means the level  
	 of public transport services in place in the  
	 financial year before the commencement  
	 of the regional land transport plan, and  
	 any minor changes to those services. 
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18	 Consultation requirements
(1)	 When preparing a regional land transport 
	 plan, a regional transport committee—

(a)	 must consult in accordance with the  
	 consultation principles specified in section  
	 82 of the Local Government Act 2002; and

(b)	 may use the special consultative  
	 procedure specified in section 83 of the  
	 Local Government Act 2002.

(2)	 If consulting the Auckland Council, a  
	 regional land transport committee  
	 or Auckland Transport must consult both  
	 the governing body and each affected  
	 local board of the Council. 
 
18G	Separate consultation with Māori  
	 on particular activities
(1)	 An approved organisation, the Auckland  
	 Council, or the Agency (as the case  
	 may require) must do everything  
	 reasonably practicable to separately  
	 consult Māori affected by any activity  
	 proposed by the approved organisation,  
	 the Auckland Council, or the Agency that  
	 affects or is likely to affect—

(a)	 Māori land; or

(b)	 land subject to any Māori claims settlement  
	 Act; or

(c)	 Māori historical, cultural, or spiritual  
	 interests.

(2)	 The relevant approved organisation, the  
	 Auckland Council, or the Agency (as 
	 the case may be) must consult the land  
	 holding trustee (as defined in section 7  
	 of the Waikato Raupatu Claims Settlement  
	 Act 1995) about any proposed activity that  
	 affects or is likely to affect land registered  
	 in the name of Pootatau Te Wherowhero  
	 under section 19 of that Act. 
 
35	 Needs of transport-disadvantaged  
	 must be considered
In preparing any programme or plan under this Part, 
the Agency, the Commissioner, the Secretary, every 
local authority, Auckland Transport, and every 
approved public organisation must consider the 
needs of persons who are transport-disadvantaged.

 
106 	Functions of regional transport  
	 committees
(1)	 The functions of each regional transport 
	 committee (other than the regional  
	 transport committee for Auckland) are—

(a)	 to prepare a regional land transport plan,  
	 or any variation to the plan, for the  
	 approval of the relevant regional council;  
	 and

(b)	 to provide the regional council with any  
	 advice and assistance the regional  
	 council may request in relation to its  
	 transport responsibilities.

(2)	 Each regional transport committee,  
	 including the regional transport  
	 committee for Auckland, must adopt a  
	 policy that determines significance in  
	 respect of—

(a)	 variations made to regional land transport  
	 plans under section 18D; and

(b)	 the activities that are included in the 
	 regional land transport plan under  
	 section 16.

(3)	 A joint regional transport committee  
	 established under section 105(9) must—

(a)	 prepare the joint regional land transport  
	 plan in accordance with sections 14 and 16;  
	 and

(b)	 consult in accordance with sections 18 and  
	 18A; and

(c)	 lodge the joint regional land transport plan  
	 with the relevant regional councils or  
	 Auckland Transport (as the case may be) in  
	 accordance with section 18B.

(4)	 Each regional transport committee  
	 (including the regional transport  
	 committee for Auckland) must also  
	 carry out any functions conferred on a  
	 regional transport committee under any  
	 other provision of this Act (including  
	 functions conferred by regulations made  
	 under section 109(c))
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An RLTP must be assessed for compliance with the core requirements for 
RLTPs as set out in Section 14 of the Land Transport Management Act 2003 
(LTMA) and subsequent amendments (see Table 29).

Table 29: Assessment of legislative compliance LTMA

Appendix 3
Assessment of legislative compliance
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–

planning documents, including the regions’ 
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A summary timeline concerning the development of 
this combined RLTP is shown in Figure 17.

Figure 17: Summary of engagement and development

May 2022 
 

Analysis of the combined RLTP in relation to 
national, regional, and local policies, as well as 

the identification of emerging transportation 
concerns for the regions.

June 2022 
 

Assessment of the existing problem statements 
that inform the 10-year investment priorities to 

determine if amendments are required.

July 2022 
 

Start of facilitated Investment Logic Mapping 
(ILM) workshops with combined RTCs to refine 
problems, benefits, responses, and solutions to 

inform 10-year investment priorities.

October 2022 
 

Start of drafting for the mid-term review of 
the RLTP based on the RLTP analysis and the 

refinement of problem statements from  
the workshops.

March 2023 
 

First meeting following the local elections. 
Induction briefing for the Otago and SOuthland 

Regional Transport Committees (RTCs). ILM 
workshop held to refine problem statements.

May 2023 
 

Combined RTC meeting where the draft RLTP 
was discussed, and direction provided on 

amendments to be made.

August 2023 
 

Combined RTC meeting where second draft 
of the RLTP was presented for review and 
feedback. The Government released the  

Draft GPS 2024 and the Freight and  
Supply Chain Strategy.

November 2023 
 

Combined RTC workshop to prioritise projects 
in the RLTP for funding from the NLTF.

February 2024 
 

Final draft mid-term review of the combined 
RLTP presented to RTCs for review and 
feedback. RTCs approved the RLTP for  

public consultation.

May 2024 – June 2024 
 

Public consultation on the combined RLTP 
started on 12 February and closed on 19 April. 

Hearings were held on 31 May and 4 June 
followed by deliberations.

Appendix 4
Summary of engagement and development
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Approach to significant project prioritisation  
(projects over $2 million)

The front section of this combined RLTP sets the 
strategic context for transport activities in the 
region with a 30-year horizon. The strategic section 
is also linked to the Ministry of Transport Outcomes 
Framework. 

This RLTP provides the strategic framework for the 
Approved Organisations (AOs) Activity Management 
Plans (AMPs). AMPs provide the background 
detail that supports maintenance, renewals and 
improvement projects that are included in this 
RLTP. 

This combined RLTP includes the programme 
of activities that AOs are proposing for funding 
from the National Land Transport Fund. Regional 
Transport Committees (RTCs) must prioritise 
the significant improvement projects AOs have 
proposed. 

Prioritisation allows the regions to tell their unique 
stories on the outcomes that really matter and 
how investment in projects included in the various 
improvement activities will contribute to this 
RLTP’s desired outcomes, community outcomes 
and the direction provided by the Government 
Policy Statement on land transport. 

This combined RLTP proposes a prioritisation 
approach based on a multi criteria analysis of the 
projects to obtain an overall regional ranking. This 
approach was used in other regions in development 
of their RLTPs. 

The priority given using the methodology provides 
a methodical way for Waka Kotahi to recognise 
regional importance when confirming projects for 
inclusion in the NLTP.

The regional priorities can also be used to support 
applications for investment for projects/packages 
from other Crown funding sources. RTCs may utilise 
the regional priorities to support advocacy for 
projects in their respective region.

Prioritisation approach

Projects to be prioritised must show strong 
alignment with the strategic ‘front end’ of this 
combined RLTP. A principles-based approach 
allows more flexibility in the prioritisation process 
but still provide Waka Kotahi with confidence that a 
consistent approach has been taken.

The base principles are:

•	 Road maintenance and renewal, public 
transport existing services and road safety 
promotion are considered as “continuous 
programmes” and are being captured as part 
of the Activity Management Plans (AMPs) or 
Regional Public Transport Plans (RPTPs). All 
continuous programmes are eligible for NLTF 
funding within the relevant activity class. 
The allocation of NLTF funds to continuous 
programmes will take account of cost-effective 
levels of investment to maintain an appropriate 
customer level of service when considering the 
distribution of available funds. These should be 
listed, and any inter-dependencies specified. 
These activities do not require prioritisation at 
a regional level.

•	 Low cost, low risk (LCLR) activities are being 
assessed at the programme level. There should 
be a strong linkage between the AMPs and 
RLTPs that provides insight to the quality and 
value proposition of these programmes. These 
should be listed, and any inter-dependencies 
specified. These do not require to be prioritised 
at a regional level.

•	 Activities being developed, in a Programme 
Business Case, Indicative Business Case 
or Detailed Business Case stage, may be 
prioritised to demonstrate their importance 
to the region but under normal circumstances 
would not be prioritised.

Appendix 5

RLTPs are not just a list of activities and projects that seeks inclusion in the 
National Land Transport Plan by Waka Kotahi. RLTPs provide the regional 
context, setting out the problems, priorities for investment and how the 
proposed investment will address them at a regional level.
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•	 Activities including business cases that are 
part of a package are prioritised as part of the 
package and not as an individual item.

•	 Activities with contracts signed and funding 
allocated from any source (e.g. property, pre 
implementation and implementation), are 
considered as “committed”. These should be 
listed, and any inter-dependencies specified. 
These do not require to be prioritised on a 
regional level.

The above is a guide but is not intended to omit 
any activity or project from being in the priority list 
by the RTCs. It will be each RTC’s choice whether 
to include activities or projects that they deem are 
significant at a regional level. 

The inclusion of an activity in the priority list would 
also provide additional visibility along the process 
and provide an RTC an opportunity to elevate its 
importance. 

According to the Land Transport 
Management Act (LTMA) 2003,  
a regional programme should:

•	 outline of funding sources, e.g. NLTF, local rate 
contributions, central government  
(PGF, NZUP etc;

•	 list of region’s ‘significant’ activities proposed 
for funding over the next 3 to 6 years in  
priority order;

•	 list of inter-regionally ‘significant’  
transport activities;

•	 include a 10-year financial forecast.

Section 16 (3)(d) of the Land Transport Management 
Act 2003 (Act) requires significant activities to be 
ranked by priority. Significant’ activities are not 
defined in the Act, and RTCs are responsible for 
defining ‘significant’ activities for prioritisation. 

Definitions of ‘significant’ are provided in Table 26: 
Definitions of Significant in the section: Significant 
Variations to the RLTP. 

Multi-Criteria Analysis is a decision-making tool 
used to evaluate and prioritise options when 
multiple criteria are involved. It’s especially 
useful in situations where decisions are complex 
and involve balancing different, often competing, 
factors or objectives. 

MCA allows for a structured, transparent evaluation 
and comparison of different options based on a set 
of defined criteria.

Key Elements of MCA:

•	 Criteria and Sub-Criteria: MCA involves 
identifying various criteria (and sometimes  
sub-criteria) that are important for the 
decision-making process. These criteria 
represent  
the different aspects or dimensions that are 
relevant to the decision.

•	 Weighting: Each criterion is assigned a weight, 
reflecting its relative importance in the overall 
decision. This process is critical as it influences 
how much each criterion contributes to the final 
decision.

•	 Scoring: Each option is scored against each 
criterion. This can be based on quantitative 
data, qualitative assessments, or a combination 
of both.

•	 Aggregation: The scores for each option are 
then aggregated, taking into account the 
weights of the criteria, to produce an overall 
score for each option.

•	 Comparison and Decision: The overall scores 
allow for a direct comparison between different 
options, aiding in making a more informed and 
balanced decision.

•	 Sensitivity Analysis: Conduct sensitivity 
analysis to understand how changes in scores 
or weights affect the overall prioritisation. A 
limited sensitivity analysis was carried out as 
part of this process.

Significant improvement projects have been scored 
in various categories including Strategic Urgency 
and Contribution to GPS Objectives. Each category 
has been weighted based on its relative importance 
and has a scoring range/rating (1-4). 

The calculation of the total scores is expressed 
as a percentage which is a method of aggregating 
and normalising the scores, making it easier to 
compare projects against each other. Please see the 
evaluation criteria shown in Figure 18.
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Figure 18: MCA evaluation criteria
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The LTMA requires an assessment of the relationship of police  
activities to RLTPs. Police’s strategic direction is outlined in  
Police’s Statement of Intent 2023-2027.  

Road policing activities are funded through the 
Road Safety Partnership Programme (Partnership 
Programme) as part of the NLTP. 

The NZ Police, Waka Kotahi, and the Ministry of 
Transport have established this partnership to 
develop and implement a new operating model and 
investment approach for road policing. 

The Partnership programme is prepared in 
accordance with the LTMA and sets out the 
activities the police will deliver. In 2019, the 
Government published the Road to Zero strategy 
for 2020-2030. Its vision is “A New Zealand where 
no one is killed or seriously injured in road crashes”. 

As a step towards achieving this vision, the 
strategy targets a 40 percent reduction in deaths 
and serious injuries by 2030. The Partnership 
Programme focuses on achieving desired road 
safety outcomes as outlined in Road to Zero and the 
efficient delivery of police activities. 

The RLTP includes a variety of land transport 
activities that supplement police actions and 
contribute to Road to Zero. 

The approach taken through the Partnership 
Programme increases consistency between police 
activities and this RLTP.

Police activities

Appendix 6
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Central Otago District Council

Central Otago District Council manages 1,935km of roads,  
with 92% being rural. The remaining 158km of urban streets  
account for over half of daily vehicle trips. 

72% of roads are unsealed. Council owns 179 
bridges, with half of those experiencing fewer than 
50 vehicles daily. CODC is facing significant funding 
and maintenance challenges and is reassessing 
service levels, costs, and our appetite for risk. 

To maintain ratepayer affordability (current 
expenditure) the only option is to reduce the 
quantity of work being delivered across all work 
categories. This creates a current and future risk to 
service levels and to whole of 
life costs.

Bridge maintenance has been deferred because 
of funding challenges from as far back as 2015. 
Historic decisions to maintain affordability are 
having a real impact to service levels. Maintaining 
the current levels of access will require significant 
increases in replacement and maintenance budgets 
and a revised approach to renewals. 

In recognition of the significant fiscal challenge, a 
Bridge Strategy has been developed that requires 
bridge prioritisation and rationalisation on available 
funding. The goal of this Bridge Strategy is to 
commence initiatives that will reduce the projected 
gap in service levels over the next 30 years. 

Council faces a surge in bridge replacements with 
at least 30 bridges at, or near the end of their useful 
life within the next 10 years. Full replacement of all 
bridges is expected to cost in the region of $20m. 
Furthermore, a $3.8m bridge maintenance backlog 
has been identified.

Waka Kotahi have expressly stated that any 
applications for bridge funding must have strongly 
considered all options and whole of life costs, 
including reduced service levels, third party funding 
and divestment or closure. 

The strategy categorises bridges using a risk 
matrix as a ‘Point of Entry’ for treatment. Potential 
treatments to maintain service levels where 
economic and value for money. Three bridges have 
been identified for replacement and Council has 
commenced the ‘present value end of life’ analysis 
with BECA and Waka Kotahi.

With many low-volume roads, favourable 
environmental conditions, and a robust re-surfacing 
programme, our sealed roads achieve very long 
lives. Very few pavement rehabilitations have been 
needed in recent history. However, this regime still 
carries a reasonable amount of risk for CODC. 

To monitor this risk, pavement maintenance and 
renewal budgets are validated regularly by dTIMS, 
a strategic deterioration modelling tool. The model 
produced for this draft submission further extended 
the life of surfacing assets to maintain affordability 
and prioritise budget into bridges. The projection 
of surface condition does not indicate too large of a 
risk to asset performance. 

One pavement rehabilitation is likely to be 
necessary in the coming three-year window. 
Proactive drainage and maintenance are scheduled 
to extend this as long as possible. Continue 
modest planned investments in minor road safety 
improvements and new sections of footpaths, where 
level of service gaps and resilience issues have been 
identified on the network. 

This will continue to use the Council’s established 
process of minor project prioritisations, the 
organisation’s Sustainability Strategy, Infrastructure 
Resilience Plan and desired community wellbeing 
outcomes. A new maintenance physical works 
contract is being tendered with the current 
contract expiring 30 June 2024.

Key outcomes from road network activity management plans

Appendix 7
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divestment or closure. The strategy categorises bridges using a risk matrix as a ‘Point of Entry’ for 

Three bridges have been identified for replacement and Council has commenced the ‘present value 
end of life’ analys

Figure 19: Bridge priority replacements

Clutha District Council

A large area of the Tokomairiro Plain (approximately 330 ha) stretching from 
Milburn in the north to the outskirts of Milton in the south has been rezoned 
industrial as part of Clutha District Plan, Plan Change 41. 

This location has long been earmarked for industrial 
purposes given its locational attributes. The site is 
flat and generally flood free, as well as away from 
all major residential areas. It is located within close 
proximity to large forestry resources, evidenced 
by the two wood processing facilities in this area, 
along with Calder Stewart’s headquarters and steel 
manufacturing plant. 

The site has access to both SH1 and the Main South 
Railway Line. There are potential rail sidings in the 
area, able to facilitate the movement of freight to 
and from the area, and with minor changes to the 
roading network will enable multiple easy accesses 
to the site off SH1.

The improving of Milton’s main street, which was 
one of the top priorities identified in the Our Place 
Milton community plan, the potential upgrading 
of the Milton Swimming Pool, Service Centre and 
Library, coupled with the potential development 
of the industrial park to the north and a number of 

subdivisions is certainly resulting in the Milton and 
wider area continuing to be a growth area in the 
Clutha district.

The planned Low Cost Low Risk Improvement 
project of a cycle path between Balclutha and the 
freezing works at Finegand will provide a mode 
choice for users and contributes to improved 
walking and cycling facilities within the district. 

For “business as usual activities”, increases in 
construction costs are reflected in our Programme 
Business Case with an increase in overall funding 
requests to Waka Kotahi NZTA. 

Part of the increased cost is in the Bridge 
Renewal programme and through its 2024/34 LTP 
development, Council will explore options in how to 
manage the replacement programme of 50MAX  
precluded bridges. 

Priority replacements for consideration in the next three years are:
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Dunedin City Council

DCC has a large and diverse network, with an inconsistent layout and 
competing users, which results in a poor record in road safety. 

Improvements in safety performance are required 
to address this, with vulnerable users and 
intersections a key concern. Network constraints, 
along with changing user demands and provision for 
private motor vehicles, have resulted in poor access 
for alternative transport demands. 

A focus on supporting mode shift is required 
through asset improvements and better co-
ordination with public transport providers. A 
programme to increase investment in safe and 
active transport has been developed for Dunedin. 

This includes a walking and cycling connection 
between Mosgiel and Dunedin and a programme 
looking at walking and cycling improvements across 
the city. Our walking and cycling strategic network 
PBC will identify how we could connect people to 
key destinations by walking, cycling and public 
transport options. 

Additionally, work to review the Integrated 
Transport Strategy, including freight, is planned to 
give confidence to investment in the network. To 
support active transport, Dunedin City is investing 
in a cycleway project between Caversham and 
Mosgiel and working with community groups to 
facilitate their investigations into a walking and 
cycling connection in the north, servicing the 
communities of Warrington, Karitāne and Waikouati.

Aging infrastructure, climate events, a lack of 
funding and vulnerable key routes have been a 
risk to economic and social wellbeing. Funding 
constraints in recent years have seen an under 
investment in renewals, which has had an adverse 
effect on the condition of the network. 

This has been supported by advanced asset 
modelling and condition assessments, which 
strongly support a case for increased investment 
for carriageways, footpaths, drainage, structures, 
pavement renewals and resilience focussed 
improvements.

Dunedin’s road safety record is improving with 
investment through low cost, low risk and road 
safety promotion activities. Continued targeted 
investment in safety projects will improve the 
safety of the roading network for users and further 
improve ranking on the communities at risk register. 

The DCC has been working closely with Waka 
Kotahi in developing a programme of safety 
improvements. Focus continues to be on delivering 
safety interventions around Dunedin’s schools to 

protect our tamariki, installing additional crossing 
points on key arterial routes for pedestrian safety, 
interventions at dangerous intersections and 
implementing our speed management programme. 

All programmed renewal sites will be assessed from 
a safety improvement perspective to, for example, 
install dropped kerbs where there are accessibility 
gaps in the pedestrian network. 

The Dunedin hospital rebuild in the CBD, will 
involve the single biggest hospital build ever in 
New Zealand costing up to $1.4 billion. It is having 
a big impact on Dunedin’s CBD creating many 
opportunities for the community and at its peak 
there will be up to 1,000 workers on site. DCC’s LTP 
(2021-31) allocated funding for the Shaping Future 
Dunedin Transport (SFDT) programme. 

SFDT projects include improving the efficiency 
of alternative routes to reduce congestion in 
the central city, introducing intelligent parking 
wayfinding solutions, constructing a park and ride 
facility and improving the network for alternative 
modes to reduce reliance on motor vehicles. There 
is a focus on cycle network improvement and active 
mode facility upgrades through these projects.

This is a once in a generation opportunity to shape 
the future of Dunedin by addressing some key 
transport challenges to ensure the safe, effective 
and efficient movement of a diverse range of traffic 
converging into a compact city centre composing of 
a central business district, educational facilities, an 
industrial precinct and the Dunedin hospital. 

Maintaining key freight connections is essential 
to support industry and the distribution of goods.  
Freight, in particular logging, places significant 
pressure on our road networks and for aging 
pavements, showing a decline in condition, this is 
of concern in Dunedin. The SFDT programme will 
address the volume of northbound freight through 
the city by improving the efficiency of the Harbour 
Arterial route as a preferable alternative.

Tourism has quickly bounced back to pre-COVID 
levels including cruise ship visits which are trending 
upwards and currently at around 130 per annum. 
Ensuring reliable and safe accessibility to many 
of Dunedin’s tourist attractions (Blue Penguins, 
Albatross Colony, iconic beaches, Larnach Castle, 
walking tracks, Eco sanctuary) situated on the 
Otago Peninsula and surrounding hillsides is key 
in supporting Dunedin’s tourist economy and 
reputation as a popular tourist destination
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Queenstown Lakes District Council

Queenstown-Lakes continues to face rapid growth and in 2023  
has already surpassed pre-COVID traffic levels.  

The transport network plays a fundamental role 
in supporting our communities and our economy. 
With a restrained Long-Term Plan, focus has 
been on delivering meaningful progress on active 
travel, planning maturity and capability, network 
resilience, and local connectivity. 

We will also advance key enabling activities 
for strategic projects with longer-term delivery 
timeframes. With geographic and climatic 
challenges, resilience is front of mind with some 
important projects on key corridors such as the 
Crown Range and Glenorchy-Queenstown roads. 

A key tool for QLDC has been stronger alignment 
with land use planning. The National Policy 
Statement for Urban Development has resulted 
in QLDC creating a Spatial Plan ‘Grow Well’ or 
‘Whaiora’.  The plan sets out the principles and 
outcomes that will guide sustainable growth across 
the district.

Investment in, and performance of, our transport 
network is critically interdependent with the 
priorities of our partners – in particular Waka Kotahi 
(funding and state highways) and ORC (public 
transport). There is always a risk that our priority 
for, and ability to, fund transport interventions is 
misaligned with that of our partners – meaning we 
may miss critical funding opportunities.

QLDC continuous programmes build on providing 
balanced and cost-efficient levels of service. A 
maturing approach to programming across all 
asset classes is supported with data collection 
and analysis, with an increasing need to monitor 
demand and usage across a multi-modal  
transport network.  

QLDC is still a growing network with more 
complexities arising and by the end of the 2024-
2027 RLTP, QLDC is projected to have up to seven 
sets of local road signal-controlled intersections. 

As yet, there has been no slowdown in subdivisions 
and urbanisation is intensifying the asset density 
and placing growing pressure on maintenance 

and renewals. Given the alpine environmental 
with climatic and geographic constraints, QLDC is 
working hard to preserve current investment.

QLDC improvements programme will be downsized 
in years 1-3 because of more immediate financial 
commitments that have to be addressed, and 
consequently the aspirational mode shift required 
to support the increasing growth in the district will 
not be fully realised in the short term. 

A suite of “toolkit” projects will be progressed to 
optimise our network management, and behaviour 
change will be a theme that is actively pursued 
through parking and travel demand programmes. 

Some elements of active travel networks 
will be actioned as capital projects, and pre-
implementation phases on a replacement crossing 
at Arthurs Point, and a new Public Transport 
Interchange in Queenstown will begin in the  
same period. 

Key interventions that are not currently being 
sequenced in the short term such as the 
Queenstown arterial may have a significant impact 
on growth, through limited network circulation for 
public transport and limited resilience. 

A key project will be a Strategic Review of 
Transport, to confirm the present approach to 
Master planning, or to provide new direction. The 
last major review was in 2014.

There is a level of uncertainty around the impact 
of Three Waters reforms. The LTP programme has 
been developed under the assumption that three 
waters assets, debt and revenue transition to the 
new entity on 1 July 2026 at the latest. Any change 
to this may require material changes to QLDC’s 
investment programme in the near future.
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State Highway Investment Proposal – Otago

Ōtākou’s large land area, and reliance on tourism and primary industries 
mean its state highways are crucial for the local economy. 

We’ll increase our investment in the operation and 
maintenance of the Ōtākou state highway network 
alongside our partners to maintain safe and reliable 
strategic freight corridors across the region, 
focusing on:

Maintaining and operating the system 

The state highway maintenance, operations, and 
renewals programme in Ōtākou builds scale for 
the first three years and proposes investment in 
activities to restore the condition of the network 
and service levels over the 10-year period. The 
programme includes:

•	 a significant increase in road surface and 
pavement renewals activity to increase the 
longevity of new pavements and reduce the 
incidence of potholes and similar faults and 
related repair works;

•	 increasing drainage renewals to better deal with 
the effects of climate change;

•	 increasing safety through the installation and 

renewal of barriers, safety markings, and digital 
safety devices;

•	 increasing investment to forward works 
planning;

•	 delivering work more efficiently by doing 
low cost low risk improvement activities 
simultaneously, including Crown-funded 
resilience activities.

Integrated freight system

We’ll continue to operate and maintain the state 
highway network to agreed levels of service for key 
freight and tourism connections in the region. This 
will include more focus on maintenance, operations 
and renewals, programmes to improve resilience 
and safety on the network as well as replacing aging 
bridge infrastructure to improve route resilience 
and productivity.  

We’re planning a business case for the replacement 
and improvement of the single lane Albert Town 

Waitaki District Council

The Maintenance, Operations and Renewal bid that WDC submitted to Waka 
Kotahi was an increase of 24 percent on the 2018-2021 NLTP. 

The submission targeted a level of service increase 
in sealed and unsealed pavement maintenance, 
footpath maintenance, resurfacing and  
road renewals. 

There is an increase in network and asset 
management recognising the importance of 
this activity to be efficient and cost effective 
in achieving high service delivery with one 
additional staff member proposed to support road 
maintenance activities and programming with the 
new road maintenance contract.  

The Kakanui Point Bridge has been included in 
renewals which accounts for a significant portion of 
the increase. The increase also gives effect to ONRC 
and REG, as well as all the performance measures 
associated with it i.e. customer, technical, input and 
data quality. 

In Low Cost Low Risk Improvements, an increase 
of 24 percent has being submitted. This allows for 

additional staff to assist the projects team and the 
remainder of the increase is to give effect to Road 
to Zero projects, as well as seal widening, urban 
mobility and walking and cycling.  

Waitaki has 31 intersection improvements totalling 
$1.8 million that has already been endorsed 
through Waka Kotahi’s SNP programme. Activity 
Management Planning has increased by 74 percent 
to ensure that we provide a quality business case 
and asset management to support our request 
for investment. Community focused activities are 
increasing by 5 percent. 

The overall increase is 28 percent, and WDC 
believes that this is where it needs to be to support 
roading and transport in the Waitaki District, 
ensuring that beneficial road safety outcomes are 
achieved. WDC acknowledges that it is high and are 
considering options following initial feedback from 
Waka Kotahi.
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Bridge on SH6, which would provide resilience as 
well as additional capacity for increasing urban 
development. We’ll continue to work with rail, port, 
and freight operators to explore multi-modal  
freight opportunities.

Increasing resilience

Ōtākou faces a range of effects from climate change 
and natural hazards. Over the next three years, 
Waka Kotahi and the Crown are investing in and 
completing resilience improvements on:

•	 SH1 Katiki straight rock armouring

•	 Kakanui River flood mitigation

•	 Drainage and slope stabilisation

•	 Addressing rockfall and slip sites on SH8,  
83 and 85

•	 SH1 Waikouaiti flood mitigation

We’re also working on resilience corridor business 
cases for SH6 Cromwell to Frankton, Frankton 
to Kingston and Haast to Hāwea, and will make 
progress on design and implementation of 
improvements in 2024-27.

Reducing emissions

In Ōtākou, private vehicle use dominates travel, 
with low but growing public transport usage in the 
larger urban areas. Ōtākou will need to contribute 
to reducing transport emissions in order to reach 
the 2035 targets set in the Government’s Emissions 
Reduction Plan. 

To meet national emissions targets, Ōtākou will 
need to reduce light vehicle kilometres travelled 
by 16 percent in Ōtepoti Dunedin, and 12 percent in 
Tāhuna Queenstown. 

In urban areas there are opportunities to improve 
transport choice and reduce private vehicle travel 
by investing in public transport and walking and 
cycling improvements, and through changes to our 
transport networks that support all modes by using 
the One Network Framework approach.

Sustainable urban and regional 
development

Encouraging compact, mixed-use urban form 
close to public transport and walking and cycling 

connections is needed to reduce trip length and 
car dependency. This will be delivered by the 
Queenstown Lakes Spatial Plan and the associated 
structure planning of Priority Development Areas, 
and Future Development Strategies in Tāhuna  
and Ōtepoti.

Over the next three years we hope to progress 
the Queenstown New Zealand Upgrade Package, 
which includes public transport improvements on 
SH6, and Whakatipu Active Travel Network routes 
from the Old Shotover Bridge to Frankton and from 
Jack’s Point to Frankton. 

We’ll also progress a business case looking at  
potential offline solutions for high-capacity public 
transport to address long-term network capacity 
issues in Tāhuna.

The transport system in Ōtepoti is changing, 
catalysed by the hospital and other central city 
projects. We’ll complete business cases for SH1 and 
SH88 in Ōtepoti and get these projects underway. 

Key aspects for consideration will be speed 
management, safety, access and amenity 
improvements, and levels of service for pedestrians 
and cyclists. Where funding is provided, we’ll also 
support lower cost projects to improve transport 
choice, including in townships and smaller 
urban areas.

Safety

Over the next three years the focus for safety will be 
finishing what was started, particularly in the larger 
projects:

•	 SH1 Oamaru to Dunedin – Herbert to Hampden

•	 SH1 Oamaru to Dunedin – Hampden-Palmerston

•	 SH1 Balclutha to Clinton

The remaining focus will be on beginning the 
investigation and design of two key corridors where 
significant improvements in road safety can be 
achieved. These are SH1 Mosgiel to Balclutha and 
SH1 Oamaru to Dunedin. We’ll coordinate closely 
with maintenance activities to build back better and 
improve safety as part of these projects.
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Southland District Council
Southland District Council’s activity management 
plan indicates that a good portion of Southland 
District’s roading infrastructure will start to 
reach the end of its useful life within the next 10 
to 20 years and therefore require hard decisions 
around prioritisation, rationalisation and increased 
investment is inevitable. 

The affordability aspect of this increased 
investment is unrealistic based on the relatively 
small ratepayer base in comparison to the size of 
the network, therefore, alternative forms of funding 
to maintain current levels of services is most likely 
going to be unavoidable going forward.  

The two significant roading infrastructure 
challenges Southland District Council face are 
bridges renewals and sealed road renewals (sealed 
road resurfacing and pavement rehabilitations). 
Council currently has 134 bridges programmed for 
renewal over the next 10-year period. 

The bridges comprise of primarily timber or timber/
steel structures that have reached or exceeded 
their design lives with 60 bridges already posted 
with restrictions and a further seven  
currently closed. 

The cost to replace these 134 bridges is 
approximately $52 million or $5.2 million/annum 
over the next 10 years. Under-investment in bridges 
over the next 10 years poses a significant risk to 
public (not adhering to bridge postings) and could 

result in a loss of connectivity in the district and 
potential harm to the economy from increased 
travel times and increase in vehicle emissions.

The sealed road network is also nearing the 
precipice of significant replacements being required 
to maintain existing levels of service. This is driven 
by a combination of pavement age and the number 
of seal layer causing seal instability issue. 

During the next 10-year period, a ramp-up 
in investment is required to increase work 
programmes from approximately 8 km/annum to 
14 km/annum (this is still less than what the future 
years require). At this rate of investment, it will 
take SDC nearly 145 years to carry out pavement 
rehabilitation of its sealed road network. 

Over the next 10 years, the investment required to 
retain current levels of service will need to increase 
from approximately $4.5 million/annum (current 
budget) up to $10 million/annum.

This level of total investment is unaffordable 
from a ratepayer base and without alternative 
funding sources, increased prioritisation and likely 
rationalisation of levels of service will be required 
going forward. 

Reduced levels of funding will result in sealed roads 
having more failures, permanent reduction in speed 
limits, loss of economic productivity for the region, 
increased levels of vehicle emissions and increased 
road user safety risk.

Department of Conservation – Otago
Otago accounts for DOC’s second largest roading 
length by region (334 kilometres), although only 
38% of this length is eligible for Waka Kotahi 
funding. The nature of the roading in this region is 
diverse, ranging from accesses to coastal reserves 
through to accesses to reserves and tracks. 

This area also features ex-farm roads that have 
come to DOC as an outcome of high-country tenure 
reviews – generally these roads are ineligible for 
Waka Kotahi funding support. The DOC  
programme is predominantly maintenance  
and operations activities.
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State Highway Investment Proposal – Southland
As a rural-based economy, Murihiku (Southland’s) 
roads are critical for moving goods to production 
centres and on to domestic and international 
markets. The two key connections in Murihiku are 
the freight route north to Ōtepoti (Dunedin)/Port 
Chalmers and beyond, and the tourist connections 
north to Tāhuna (Queenstown). 

We’ll increase our investment in the operation 
and maintenance of the Southland state highway 
network alongside our partners to maintain safe and 
reliable strategic freight corridors across the region. 

Priorities for investment in this region include 
ensuring key tourism and freight routes are safe 
and resilient, with a greater focus on network 
maintenance, and exploring opportunities to 
support the transition to a low-carbon economy.

Increasing resilience

We’re working on a SH94 corridor resilience 
business case between Te Anau Downs and Milford 
and intend to complete pre-implementation and 
start the improvements on this route in the next 
three years. 

We’re supporting the Milford Opportunities Project 
by completing Crown funded safety and resilience 
improvements to the Homer Tunnel, including a 
new portal structure at the eastern entrance. 

We also have funding to explore other safety and 
resilience improvements and the best approach for 
the Homer Tunnel in the long-term. 

Our focus will remain on improving network 
resilience through our maintenance and renewal 
programme, and investment in low cost low risk 
projects along the network.

Other projects we’re looking to deliver with  
Crown funding in 2024-27 include:

•	 Relocating the road inland on SH94 at  
Shooting Rail Slip site

•	 Raising the road on SH1 at Ocean Beach  
near Bluff

•	 Replacing and upsizing the culvert  
at McCracken’s Rest

•	 Stabilising the bank at Riley’s Slip on SH99.

Safety

Over the next three years the focus for safety will 
be the investigation, design and delivery of two key 
corridors where significant improvements in road 
safety can be achieved. These are SH1 Clinton to 
Mataura and SH6 Invercargill to Winton. 

Provision will be made for improving safety to 
support the Great Rides and Heartland Rides as 
part of the New Zealand Cycle Network. We’ll 
coordinate closely with maintenance activities to 
build back better and improve safety as part of 
these projects.

Department of Conservation – Southland
Although a significant proportion of the Southland 
region’s land area is in national park, the length 
of the Department’s roading in this region is small 
(only 94 km) and comprises mainly short, unsealed 
roads extending off local roads and state highways. 

The Department’s programme is predominantly 
road maintenance and operations related. An 
exception is the completion of a significant 
maintenance and renewals project for three bridges 
on the Wilmot Pass Road. This road is important 

for visitor and concessionaire access within the 
Fiordland National Park. 

It is also a key means of transporting heavy 
equipment to and from the Manapōuri Power 
Station. The work on the three bridges commenced 
in 2023/24 and will be completed in 2024/25. 

The total cost of the bridge renewal work is 
estimated at $1.6m, with just under $950k to be 
incurred in 2024/25.
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Notes






