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Executive Summary 
This report describes the findings and recommendations of an independent re-evaluation of the 
programme for improving State Highway 2 between Pokeno and Mangatarata, for which funding 
was approved by the NZ Transport Agency Board in 2016.   This re-evaluation was initiated due 
to new transport investment priorities set out in the Government Policy Statement (GPS) for 
Transport (2018).    

The funded programme involved upgrading the existing corridor to a 2 plus 1 lane carriageway 
with median and side barriers, including on and off-line sections.   The programme was divided 
into five sections for implementation over a 14-year period, as shown below. The Mangatarata 
Passing Lanes have been investigated separately and are not part of this re-evaluation. 

 

SH2 Pokeno to Mangatarata Corridor 

The corridor supports economic activity in the Coromandel, Hauriki and North Waikato districts 
by providing transport connections to the Auckland region. It is a key route for domestic and 
international tourists travelling to the Coromandel and the Bay of Plenty.     

The route has experienced high crash rates for several years and is characterised by poor 
geometry, a narrow carriageway with few median barriers and a large number of intersections 
and accesses.  Recent travel growth in the region has exacerbated existing problems, leading to 
further deterioration in levels of service.   

The NZ Transport Agency Board confirmed the investment objectives for this section of SH2 in 
2015, to deliver a reduction in deaths and serious injuries and a predictable journey.  A key 
finding of this re-evaluation is that these investment objectives are still valid, based on a 
reassessment of the corridor problems.   

This re-evaluation also concluded that the recommended option for improving this corridor is 
consistent with an appropriate investment direction to address the current problems.  The 
general alignment and form of the proposed improvement, i.e. a road corridor of 2+1 lanes, with 
on and off line sections, is still appropriate.    At the western end of the corridor, improvements 
are likely to be based on a 2+2 carriageway and upgrading of the grade separated interchange, 
to enable a safe transition from SH1.    
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These changes will deliver a significant safety improvement on a high risk road, which is 
consistent with one of the strategic priorities of the GPS.    

The third lane on the corridor is warranted to address the growing crash problem (including 
crashes from increased queuing) and the need for operational resilience associated with 
maintaining the route.   The third lane also provides an opportunity to address the journey 
predictability problem, for example by using it for passing lanes.    However, the additional lane 
could be used for other alternatives, in line with the new GPS themes. This could be a useful, as 
the corridor serves areas for which alternative transport networks, such as rail, are unlikely in 
the foreseeable future.    

Therefore, work should be undertaken to compare the performance of improvements that were 
previously proposed with interventions that respond to the new GPS themes, to confirm how the 
2+1 road corridor should be configured. 

Given the increasing crash rate, work to identify short term safety improvements is a priority.   
Speed does not feature highly in the current crash record, but a reduction in operating speed 
could reduce crash severity.  In the short term, a speed management review should be 
combined with a local network review, focused on exploring further opportunities to reduce the 
frequency and severity of crashes, together with optimising network operations during peak 
holiday periods. 

Given that Section A at the western end of the corridor has a high collective and personal risk, 
and has implications for the operation of SH1, improvements on this part of the corridor should 
be implemented with a higher priority than other sections.  Safety risk and affordability of the 
remaining sections will influence the timeframe for implementing the overall programme, which 
is likely to extend beyond 10-years.   
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1. Introduction 
The SH2 corridor between Pokeno and Mangatarata is a 32-kilometre regional route between 
SH1 and the turnoff to SH25 to Thames.  SH2 continues onto Tauranga via the Karangahake 
Gorge, with connections south to Matamata via SH27.   It is currently the signposted route from 
SH1 at Pokeno to Tauranga. 

The corridor supports economic activity in the Coromandel, Hauriki and North Waikato districts 
by providing transport connections to the Auckland region. It is a key route for domestic and 
international tourists travelling to the Coromandel and the Bay of Plenty.   The corridor is shown 
on Figure 1 below.  The Mangatarata Passing Lanes have been investigated separately and 
are not part of this re-evaluation. 

Figure 1: SH2 Pokeno to Mangatarata Corridor 

 

The route has experienced significant traffic growth and high crash rates for several years. The 
corridor is characterised by poor horizontal and vertical geometry, a narrow carriageway with 
few median barriers and a large number of intersections and property accesses.   

In 2016, the NZ Transport Agency Board approved $278 million of funding for detailed design 
and construction of the SH2 Pokeno to Mangatarata Safety Improvement Programme.   The 
programme involved upgrading the existing corridor to a 2 plus 1 lane carriageway with median 
and side barriers, including on and off-line sections.   Earthworks and drainage were designed 
to allow for future upgrading of the route to 2 lanes in each direction.   Four grade separated 
interchanges and one roundabout were included.  The programme was divided into five 
sections for implementation over a 14-year period. 

This report describes the findings of an independent re-evaluation of the programme, given the 
new transport investment priorities set out in the Government Policy Statement for Transport 
(2018).    The re-evaluation was undertaken in accordance with the draft TAIP Re Evaluation 
Guidance prepared in July 2018.  The report includes a strategic alignment assessment of the 
programme using the Ministry of Transport’s recently published Outcomes Framework and 
recommendations for the corridor in the short and longer term time horizons.   
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The re-evaluation drew extensively on previous reports and technical memoranda, as 
referenced in this report.   In addition, WSP Opus was commissioned to update previous 
evidence and corridor data during August 2018.   This information is included in Appendix A. 
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2. Context and Evidence Update 
2.1 Strategic Context 

SH2 Connects Auckland via SH1 to Tauranga, the Bay of Plenty and the Coromandel 
Peninsula and is one of the upper North Island Key Journeys.    The Pokeno to Mangatarata 
Corridor forms the northern part of this key journey.    

Figure 2:  Waikato Key Journeys & 2018-21 NLTP Investment 

 

(Source: NLTP Summary 2018-21, NZ Transport Agency) 

In August 2015, the NZ Transport Agency Board agreed the strategic context for key Upper 
North Island journeys. The direction was to focus primarily on delivering safety and predictable 
journey outcomes from Pokeno to Tauranga via SH2 and efficiency and freight outcomes on 
the key journey from Auckland to Tauranga via SH1/SH29.    

This strategy underpinned the priority for investment in the SH1 Waikato Expressway (WEX).   
Travel time savings on SH2 were not a priority, as this could undermine the preferred freight 
function on the SH1/SH29 corridor.    This strategy is still in effect. 

 

2.2 National and Regional Transport Policies 

The new Government Policy Statement on Transport (GPS) was confirmed in July 2018.    
While the previous GPS focused on economic growth, productivity and efficiency, the new 
policy moved the focus to: 

 Greater emphasis on safety, creating a transport system that is free of deaths and 
serious injuries and 
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 Ensuring there is better access to social and economic opportunities, with better access 
to a range of transport choices with a resilient transport system 

The new GPS includes 3 themes for delivering the strategic priorities, as follows:  

 Mode Neutrality 

 Integrated transport and land use 

 Technology opportunities  

The implications of these themes for this corridor is discussed in following sections of this 
report. 

The Waikato Regional LTP 2015 – 2045 was updated earlier this year, as consultation on the 
then draft GPS was taking place.    The updated RLTP reconfirmed that:     

“SH2 is a key interregional connection between Auckland, Thames-Coromandel and the Bay of 
Plenty region that supports tourism and people and freight flows from local communities and 
industry.” 

2.3 Regional Rail Network 

The rail freight focus remains on moving freight from Port of Tauranga to Auckland 
(Southdown).   KiwiRail has invested significantly to improve the route from Tauranga to 
Auckland and, apart from the southern entrance to Auckland, provides ample capacity to meet 
the demand for freight moving between these two centres by rail.   The current bottleneck in 
South Auckland will be addressed within the next 3 years by construction of the 3rd Main Line at 
Wiri. 

The new Government made a commitment to examine passenger rail in the Waikato and Bay 
of Plenty Regions.   Passenger rail through the Hamilton to Auckland Corridor Partnership is 
progressing with related Transit Orientated Development.   Passenger rail to Tauranga will be a 
longer-term project.   Currently there are no plans for rail to extend to the Coromandel. 

2.4 Land Use Development Proposals and Economic Activity  

There has been significant land use development activity at the western end of the SH2 
corridor since 2016.  The North Waikato Integrated Growth Management Strategy (NWIGMS) 
responds to growth pressures, with plans for 50,000 additional residents and approximately 
18,000 jobs in the area.     
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2.5 Environmental and Social Context  

The corridor traverses a mainly rural environment.    The terrain is rolling with steep dips and 
rises, and several major streams.   The lower lying areas are prone to flooding and weak soils.   
The only significant natural feature is Waitakaruru Bush Reserve which is a protected 
recreational reserve. 

Rural lifestyle blocks and businesses including the Max Birt Sawmill are located at the western 
end of the corridor, close to the SH1 interchange.  Access to these properties is difficult at peak 
traffic times.   Maramarua Township has a population more than 1,000 and a small rural school.   
The highway bisects the settlement, severing the local community and making access to local 
properties difficult.    

The road environment changes quickly at the west end of the corridor, from the SH1 divided 
motorway onto a single carriageway rural road with tight alignment and narrow shoulders.    
This maybe a contributing factor to the high number of crashes in this area. 

2.6 Travel Demand 

Traffic volumes have grown significantly on this section of SH2 in the 5-year period to the end 
of 2017, with an average growth rate of 3.8% per annum, reflecting the high level of economic 
and tourism activity in the area over that period.    The corridor experiences two different travel 
demand profiles; a “general” profile through the winter months and from Monday to Thursday 
during the summer, with a “peak” profile that occurs during holiday periods and on an 
increasing number of weekends from Friday through Sunday. 

The 2017 AADT at Mangatawhiri was approximately 16,800 vehicles.  The volume of heavy 
vehicles using the route was more than 12% of the traffic mix.   

Figure 5: AADT Growth at Graham’s Bridge (west of Mangatawhiri) 

 

The peak flow profile has significantly greater traffic volumes throughout the day.    The peak 
flow measured at Grahams Bridge was 26,300 vpd on 30 December 2017, with 16,500 vpd in 
one direction.  These conditions create westbound long queues, often starting where the 
Koheroa Road onramp west of Mangatawhiri joins the main carriageway.  Queues can extend 
as far as the SH2/25 intersection (25kms) during the main holiday periods.   Further information 
about queuing on the corridor is included in Appendix A. 
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Growing traffic volumes are also affecting eastbound traffic joining the corridor from SH1.   
During the 2017/18 Christmas period, queues on the western section of the corridor stretched 
back on to SH1 for several kilometres on 5 separate occasions, delaying southbound traffic on 
the motorway.    

Rat-running has increased on local routes due to queuing on the corridor. One commonly used 
local road route is along Miranda-Mangatangi-Mangatawhiri Roads, connecting back to SH2 
using the Koheroa Road on-ramp. Flows increase from 500 vpd up to 3000 vpd on Mangatangi 
Road on public holiday travel days.  These routes are generally narrow, single carriageway 
roads with poor alignments. 

2.7 Destinations for Traffic Using the Corridor 

Updated data obtained for this re-evaluation found that the traffic split at the eastern end of the 
project (SH2/SH25 intersection) has modified slightly since 2016, possibly as a result of the 
diversion to SH1/29 from SH2 with the progressive opening of WEX.   The updated information 
is shown on Figure 6.   The evidence found that 66% of traffic on the corridor at Pokeno has 
destinations in Coromandel and Hauraki District, and 20% in Tauranga via the Karangahake 
Gorge.    

Figure 6: Destination of Vehicles using SH2 Pokeno to Mangatarata (2018) 

 

 

SH2 is currently the signposted route to Tauranga from SH1 at Pokeno.    Under current plans, 
the Tauranga destination will be signposted via SH1 / 29 when WEX is completed.   The 
forecast diversion from SH2 to WEX, when complete, is approximately 2,300 trips per day.    
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2.8 Crash History 

The corridor had a seriously high number of crashes during the first decade of this century, 
which led to the introduction of a safer speed limit over most of the corridor in 2011 (90km/h 
from 100km/h).   Through Maramarua, the speed limit is 70km/h. 

Figure 7 illustrates the numbers of crashes on the corridor over the past 10 years.  Over the last 
five years’ crashes have caused 34 deaths and serious injuries (DSIs).  The downward trend 
between 2012 and 2013 has not continued and the number of crashes has increased in each of 
the last 5 years. 

Figure 7: Crashes on Corridor over 10-year period 

 

 

The KiwiRap Star Rating on the corridor, based on data between 2013 and 2017, is shown on 
Figure 8 below.   The corridor is mostly 2 – 3 stars.   There has been a steady deterioration in 
the crash risk over the past several years.  

Figure 8: Corridor KiwiRap Rating 

 

Most DSIs have been a result of head-on, loss of control leading to run-off road, and failed to 
keep left crashes. This crash pattern has continued with the reduced speed limit.  Speed 
related crashes feature less frequently in the crash record, partly because the traffic volumes 
are now such that the 90 km/hr limit is effectively self-policing. 
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The change in road environment between SH1 and SH2 is a potential contributor to crashes at 
the western end of the corridor.   Fatigue has been a common factor in many of the eastbound 
crashes at the eastern end of the corridor.    

2.9 Active Mode Use 

There is limited evidence of walking and cycling on the corridor; the narrow shoulders and high 
traffic volumes create an aggressive environment for active modes.   However, the area is 
popular with recreational cyclists on routes surrounding the corridor.   The Hauraki Rail Trail 
starts at Kaiaua and runs to Thames, passing the eastern end of the corridor and there are 
extensions planned to trails in the Hunua Ranges.  There are popular routes for road cyclists 
from Hunua to Mangatawhiri and Kaiaua. 

2.10 Customer Insights 

A limited customer insights survey of travellers on routes between Auckland, Hamilton and 
Tauranga was undertaken in late 2015.    The key findings of this survey were that getting 
somewhere faster was not as important as getting somewhere safely and in a reliable travel 
time, and quality stopping places for rest and refreshments were important factors in route 
choice.     

Feedback obtained during consultation on route improvement options was that locals using the 
corridor do not feel safe and that accessing it at peak times is very difficult.  Consequently, 
many local residents support improving the route. 

2.11  Key Findings - Context Update 

A key finding of this review is that the strategic context for the project remains essentially 
unchanged since the decision was made to invest in the improvement programme.   However, 
increasing economic activity in the region (including tourism and land use development) has 
exacerbated existing problems, causing further deterioration to levels of service for customers.  
On increasing numbers of weekends, very high traffic flows cause queuing for several hours. 

The updated evidence confirms that this is a HIGH collective risk corridor and is a HIGH 
risk rural road. There have been 4 fatalities on the corridor in 2018 so far.    

Progressive opening of WEX may have started to attract customers to SH1 away from SH2 and 
SH27, although the signposted route from Pokeno to Tauranga remains SH2.    Further 
diversion of traffic from SH2 will improve the operational condition of the highway, although the 
forecast diversion only represents 3 to 4 years’ traffic growth at current rates.   Re-signing the 
Pokeno to Tauranga route via SH1 should be considered soon to reduce demand, and hence 
crash risk, on SH2. 

The limited available data about customer insights and preferences limits the ability to predict 
accurately how travellers will behave in response to future network changes.    An additional 
finding of this re-evaluation is that further customer insights should be obtained, as part of 
finalising the implementation plan for improving this corridor.    This will support future benefit 
realisation studies, by providing baseline data before significant changes take place on the 
regional transport network.  It will also provide data about actual behaviour changes after 
network improvements are completed and inform how operational measures can be used to 
manage demand, especially during peak periods. 
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3. Problems and Benefits  
Three problem statements were identified for the corridor in 2015, as follows: 

 Problem 1: A combination of a poor physical and unforgiving environment and high traffic 
volume is resulting in a high number of deaths and serious injuries (50%) 

 Problem 2: High traffic volumes, mixed use and insufficient capacity are reducing journey 
time predictability (30%) 

 Problem 3: Conflict between through traffic and communities is adversely affecting 
community (20%) 

As part of this re-evaluation, a workshop was held with the Project Team and other key Agency 
staff to review the strategic context and updated operational evidence described in section 2.    
The conclusion of the workshop discussion was that the corridor continued to suffer from the 
same problems as those identified previously, albeit that the problems had been exacerbated 
by traffic growth.   

The previously identified benefits for investing in the corridor were as follows: 

 Improved safety (65%) 

 Improved journey time reliability (25%) 

 Improved community connectivity (10%) 

The new GPS highlights the strategic priorities of safety and access and supporting priorities on 
environment and value for money.    All three benefits previously identified contribute towards 
safety and access, which in turn support regional economic activity including tourism.     

3.1 Key Findings - Problems and Benefits 

The updated evidence clearly demonstrates that the problems previously identified on the 
corridor remain valid.   Significant travel demand growth in the past five years has compounded 
the problems.   While there might be debate about the weighting attached to improved 
community connectivity, any change would have a minor influence on investment decisions, 
given the scale of the other issues.    

The benefits of investing in the corridor also remain valid; safety, journey time predictability and 
community connectivity would all be improved.    However, these benefits need to be 
considered in the context of the GPS themes for delivering the new strategic priorities.    
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4. Investment Objectives 
The investment proposition put to the NZ Transport Agency Board for this project was not 
developed from a business case, as work started before the business case approach was 
adopted by the Agency.   However, the Board confirmed the investment objectives for SH2 in 
2015 as: 

a. the strategic direction for the transport network in the Waikato and Bay of Plenty regions 
is to continue to focus on delivering clearly defined outcomes of:  

i. efficient freight supply chains through travel time savings on the key journey from 
Auckland to Tauranga (via SH1/SH29); and  

ii. a reduction in deaths and serious injuries and a predictable journey from Pokeno to 
Tauranga (via SH2). 

4.1 Key Finding – Investment Objectives 

Given the findings on problems and benefits described previously in this report, a key finding of 
this re-evaluation is that the SH2 investment objective is still valid, as it is: 

 Consistent with the GPS safety priority to reduce deaths and serious injuries 

 Consistent with the GPS access priority; providing predictable journeys will support 
economic activity in areas served by the route, including Coromandel and Hauraki 
Districts. 

 Appropriate, given that as stated it is mode neutral; the wording does not constrain the 
type of alternatives that could be adopted to achieve the desired outcomes.    

 Relevant, in that it responds to the problems that the evidence base has confirmed as 
part of this re-evaluation. 

The assessment and recommendations of this re-evaluation which follow in subsequent 
sections of this report are based on this key finding. 
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5. Option Development 
5.1 Development of the Current Recommended Option 

This corridor is one of four state highways that were nominated as safe system demonstration 
projects.  These were the some of the most challenging state highways, due to: 

 Poor geometry; 

 Traffic flows above design flows with low levels of service; 

 Sections of route passing through existing communities and developed areas (i.e. 
Maramarua) 

 High numbers of crashes and injuries involving crossing centreline and unforgiving road 
sides; 

In December 2011 the speed limit on most of the corridor was reduced from 100 km/h to 
90km/h in response to the high crash rate.   Seen as an interim measure before more 
significant safety improvements were introduced, the limit reduction has made speed less of a 
significant factor in the current crash record.    

The Project Team investigated interventions based on the Swedish Safe Systems Approach, 
which aims to protect people by creating safer roads.  Median wire rope barriers were proposed 
for a number of high crash risks sections of state highway, following their introduction onto the 
Centennial Highway on SH1, north of Wellington.  

Several median and side barrier configurations were evaluated to reduce or eliminate head on 
crashes and collisions with road side hazards.   A scoping study in 2011 recommended the 
narrow cross section option shown in Figure 9, with wire rope median and edge barriers, to be 
retrofitted onto the current alignment of the corridor. While the Centennial Highway generally 
operates reasonably with a similar cross section, it requires an alternating single way operation 
to be introduced when repairs or maintenance works are necessary.  

Figure 9: 1+1 Narrow Cross Section (Edge Barrier to Edge Barrier Width 11.0m) 
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Several problems with this option were identified, including: 

 Forecast significant increase in minor crashes including rear end queue crashes caused 
by increasing frequency of queuing and lack of space to manoeuvre past stopped 
vehicles (noting that rear end crashes may have more severe consequences). 

 High level of barrier strikes which would be difficult to repair with the high traffic volumes, 
including high numbers of heavy vehicles, adversely affecting journey predictability, 
whole of life costs and maintenance works, 

 Safe passing distance around cyclists could not be achieved creating an unsafe situation 
particularly with passing HCVs. 

Therefore, investigations were made to rectify these issues. An important factor was to 
determine the optimal median width and achieve the best value for money outcome by 
comparing predicted barrier strikes (and their consequential effects) with whole of life costs.     

The Project Team concluded that a 3 metre median, with improvements to the vertical 
alignment of the corridor, would achieve a safe system.   This option had sufficient width for 
incident management and emergency vehicles to manoeuvre past slow vehicles and queues. It 
also provided safer shoulder widths for cyclists.   The widened 1+ 1 Cross Section is shown in 
Figure 10. 

Figure 10: Typical 1+1 Widened Cross Section (Edge Barrier to Edge Barrier 
Width 14.0m) 

 

The widened cross section improved the safety problem but not the journey predictability 
problem. A third option was developed (Programme 3.1), with a 2+1 lane cross section, with 
offline sections where the existing road geometry was poor or had frontage property 
(Maramarua).     

This cross section would resolve the journey predictability issue, as queues would form less 
often.   Two dual lane roundabouts were proposed, and the works were to be future proofed for 
widening to 2 plus 2 carriageways, as travel demand required.   The cross section is illustrated 
in Figure 11. 
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Figure 11: Proposed Cross Section 2+1 (Edge Barrier to Edge Barrier Width 
17.75m) 

 

Programme 3.2 was a variation to Programme 3.1, with grade separated intersections provided 
either side of Maramarua to avoid merge capacity constraints and provide improved 
connectivity to local roads.    It also included the formation for a future 4th lane.   A dual lane 
roundabout was retained in section E.   Programme 3.3 was enhanced beyond 3.2 by including 
the 4th lane from the outset. 

Programme 3.2 was the preferred option, based on an assessment using the Investment 
Assessment Framework operative at the time.   This option was the basis of the corridor 
investment approved by the NZ Transport Agency Board in 2016. 

The economic evaluation concluded that Programme 3.2 had a BCR between 1.0 and 1.3, and 
an expected cost of $278 mill.   Given the function of the route and the activity class of the 
project, regional funding was allocated to implement the recommended programme in five 
stages, over a 14-year period.     

5.2 Key Findings – Option Development 

The evidence base highlights that the current problems chiefly relate to the operation of the 
state highway.   The GPS includes new themes for delivery of strategic transport priorities, 
including non-physical interventions. Therefore, options must either: 

 Directly address the current route deficiencies 

 Provide suitable alternatives for customers at appropriate levels of service  

 Use a combination of both approaches. 

Substantial investment has already been made in the existing asset, so physical interventions 
to address the current corridor deficiencies must be part of a credible improvement strategy.  
Therefore, the recommended investment direction for the corridor is: 

 A safer SH2 corridor that interfaces with local communities along the corridor. 

 Non-infrastructure interventions that contribute towards the desired outcomes with the 
same priority as physical interventions. 

 Journey predictability interventions, including passing lanes or those related to the new 
GPS themes should be investigated; these may include provision for higher priority 
customers such as freight, passenger transport and HOVs. 
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The physical interventions already investigated by the Project Team are consistent with this 
direction.   However, other options and alternatives, including how the new infrastructure will be 
operated, should be reviewed to ensure consistency with the GPS and to ensure the 
programme delivers the outcomes required to satisfy the investment objectives.  Alternative 
interventions in technology, mode neutral improvements and land use planning can contribute 
to the desired outcomes, but the root cause of problems on this corridor are unlikely to be 
addressed by these improvements alone; rather, they are likely to support the adopted solution, 
rather than remove the need for improved physical infrastructure.  
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6. Project Direction and Programme 
6.1 Key Findings - Project Scope 

The new GPS has a focus on safety and investment to improve safety is strongly supported.    
The previously funded corridor programme would deliver a substantial crash reduction, 
including the risk of crashes caused by queues forming during peak periods.     

However, the new GPS includes themes for delivering its strategic priorities.  Therefore, a key 
finding of this re-evaluation is that the programme scope should be reviewed, to include an 
assessment of the performance of alternatives in addition to those already proposed.   Possible 
alternatives related to the GPS themes that could be considered are discussed below.  

6.1.1 Technology Options 

Technology interventions that could support the investment objectives include the following: 

 Improved incident detection and response facilities to improve network resilience to 
crashes and incidents,  

 Improved real time traveller information (including improved communication systems) to 
inform time, route and mode choices made by customers.    

 Alternatives to encourage use of low / no emission vehicles, such as additional charging 
facilities  

While travel time information is already available, it is passive in nature and can be difficult to 
find.  There is scope for improvement in the quality and quantity of the data and how it is 
communicated to customers.   To be effective, these interventions need to be implemented at a 
regional level, so customers and network operators have sufficient information to make 
informed choices about using and operating the network.   The data collected also needs to be 
accurate and timely, so that users have confidence in information provided by the system. 

6.1.2 Mode Neutral Options  

Rail currently has an important role in the Auckland to Tauranga journey which KiwiRail will 
continue to invest in.   However, the majority of freight movements using this corridor have 
destinations such as the Thames Coromandel District that are unlikely to be served by rail in 
future.   

Government has committed to investigate passenger rail from Auckland to Tauranga in the 
medium term.   Rail alternatives on their own are unlikely to make a significant difference to 
travel demand on the corridor, although they may reduce the rate of travel growth.   However, 
rail network improvements will form part of a wider improvement for the Auckland - Hamilton - 
Tauranga transport system.  

Given that the corridor serves areas where rail networks are unlikely to be introduced in the 
foreseeable future, alternatives use on the corridor by other modes should be investigated.  
Interventions to improve journey predictability on the corridor could involve dedicated space for 
high priority customers.   This could be for freight, passenger transport or HOVs and could be 
designed to meet network objectives for specific modes.    

The operational details associated with these alternatives would need careful consideration 
before being adopted, and would require co-operation with service operators and other 
stakeholders.   However, they may offer the potential to deliver a variety of transport solutions 
for different customer groups, for example passenger bus services for international tourists.         
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6.1.3 Network Optimisation and Travel Demand Management    

Alternative pricing strategies could be used to manage travel demand. Differential RUC or road 
pricing tools could be adopted, either on the whole corridor or on dedicated toll lanes.   A 
system of pre booking could allow dedicated lanes to be managed to provide a high degree of 
journey reliability.    

These tools would need to be designed to achieve specific travel demand outcomes and be 
supported by appropriate promotional and enforcement tools.   Given the implications of these 
interventions, they would need to form part of a network wide policy approach to manage 
demand. 

It should be noted that travel demand on peak holiday periods is already exceeding capacity for 
long periods, indicating that the opportunity to change customer behaviour may be limited, at 
least in peak periods. 

6.1.4 Land Use Development 

The focus of further land use development is at the western end corridor around SH2.  
Therefore, the opportunities for using land use changes to influence corridor demand are 
limited.    However, the Agency should continue to monitor proposals to extend development 
eastwards from Pokeno, which could adversely affect operation of the state highway in that 
area.   Also, significant development further afield, such as tourism development in the 
Coromandel, may further influence travel demand on the corridor.    

6.1.5 Programme Scope Summary 

The key finding of this re-evaluation is that the recommended option for improving this corridor 
is consistent with an appropriate investment direction to address current problems; it provides a 
significant improvement in safety on a high risk road, which is one of the two key strategies of 
the GPS.    

Regional State Highways are not typified by dual carriageways and grade separated 
interchanges, so investment in these features needs to be justified by exception.   A key finding 
of this review is that the alignment and form of the proposed intervention, i.e. a road corridor of 
2+1 lanes, is appropriate; a 2+2 carriageway solution is warranted at the western end of the 
corridor to create a safe transition from SH1.     

The proposal to invest in a third lane on the corridor is justified, based on a growing crash 
problem (including crashes from increased queuing) and the need for operational resilience 
associated with maintaining the route.  Also, the additional lane could address the journey 
predictability problem, for example if used for passing opportunities.    

However, there are opportunities for other alternatives to use the additional lane, based on new 
themes within the GPS. The programme needs to consider how best to integrate improvements 
that were previously proposed with interventions that respond to the new GPS themes, within 
the overall project scope. 

Further investigation of how to improve journey predictability should be undertaken, including 
demand and use by modes other than single occupancy vehicles.   This investigation should 
include a wider customer insight survey to help confirm which of these alternatives would best 
support the objectives of the GPS and provide the most effective transport system outcome.   
Other non-physical interventions should be explored in combination with physical 
improvements, noting that Notices of Requirement to obtain new or amended designations will 
need to demonstrate how the proposed corridor configuration is justified in a comprehensive 
alternatives assessment. 
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It is recommended that the two grade separated interchanges at Maramarua be re-examined 
with at grade intersections (probably roundabouts) that would adequately manage traffic flows 
on side roads while not adversely impact the inter-regional function of the corridor.  The 
underpasses close to SH1 should remain grade separated due to their proximity to SH1 and 
the need to ensure that vehicles can leave the motorway onto SH2 without causing queuing, 
particularly during busy peak periods. 

6.2 Programme Implementation 

Given the increasing crash rate, work to identify short term safety improvements should be a 
priority.   The Agency plans to implement a speed management review across the network, so it 
would be sensible to include this corridor within the review.  While speed does not feature 
strongly in the current crash record, any reduction in operating speed could reduce the severity 
of crashes.  

While the Agency has invested in a variety of safety improvements on the corridor over the past 
decade, work should be undertaken to investigate what else can be done in the short term to 
reduce the number and severity of crashes.   Improved road signs and markings and localised 
intersection improvements should be explored.   The maintenance programme should ensure 
that adequate skid resistance is available and opportunities for improving roadside conditions 
should be investigated, such as removing obstacles where possible or providing additional 
barrier protection. 

Figure 12: Vision Zero Risk Assessment Example 

 



 

GHD | Report for NZ Transport Agency - SH2 Pokeno to Mangatarata, 125/03143/ | 19 

There is an opportunity to introduce a “Vision Zero” approach to the corridor, using principles 
used overseas to extend the safe systems approach already used in New Zealand.  Essentially 
a detailed risk assessment (as shown on Figure 13), Vision Zero promotes shared 
accountability for safety between customers, road authorities and enforcement bodies and 
requires a detailed evidence based assessment of specific crash causes. This should include 
as much data as possible (including customer surveys) to understand socio economic effects 
such as where effected parties come from, where they are going, why they are travelling, from 
which targeted interventions can be developed.   These interventions typically cover all pillars 
of the safe system approach, namely safe use, safe vehicles, safe speeds and safe roads and 
roadsides.  This work should be combined with a local network review, focused on ameliorating 
operational difficulties associated with peak holiday period traffic. 

Some changes to the local road connections on Section A are envisaged, which need to be 
investigated further.   Given that this section is an important transition from SH1 and has a high 
collective and personal risk rating, it is recommended that the programme for improving the 
corridor commences in this section.   

Route protection for the remaining sections of the route should be progressed as funding and 
time permits, with subsequent implementation guided by safety and operational needs.  

Affordability of the higher value physical improvements will influence the timeframe for 
implementing the programme.  This suggests the following staged implementation plan: 

In the short term: 

 Speed management review and safety improvements throughout corridor, with a 10-year 
life 

 Implement travel demand initiatives including trip reliability information for customers 

 Secure designation and property (where offline alignments are necessary) for longer 
term solution 

 Confirm detailed configuration of the road corridor, including review of passing lanes and 
mode neutral alternatives, informed by a detailed customer insights survey 

In the medium term: 

 Implement Section A 
Thereafter: 

 Progressively implement Sections B to E, using the agreed road corridor configuration  

This approach to improving the corridor focuses investment on safety as a high priority.   
Investment to address the journey predictability and access to the region will follow, thereby 
ensuring that existing infrastructure is used cost effectively and is consistent with the priorities 
of the GPS. 

6.3 Outcomes Framework Assessment 

An assessment of the preferred option has been made using the Government’s recently 
published Outcomes Framework, which is a broader assessment than the Investment 
Assessment Framework’s results alignment.    The framework states that the purpose of the 
transport system is to “improve people’s wellbeing and liveability of places”.  The framework 
gives broad direction about how the transport system can achieve this, by contributing to five 
inter related outcomes, as shown in Figure 13 overleaf. 
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Figure 13: MoT Outcomes Framework  

Table 1 overleaf summarises the preferred option assessment, together with the recommended 
timeframe for implementation for the overall project scope.   The assessment confirms a high degree 
of effectiveness from the overall programme, noting that further work to review the potential for GPS 
themed alternatives with the planned physical corridor improvements offer the possibility of improving 
programme performance, especially with regard to access. 
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6.4 Risk Assessment 

The key risks previously identified on the project were: 

 Uncertainty around eastbound peak flows and when mitigation is required to avoid 
increasing travel time unpredictability eastbound. 

 Poor ground conditions may make off line works more complex / expensive than 
predicted;  

 On line improvements will cause disruption to travellers and may delay progress  

 The consenting process may be delayed or involve onerous conditions due to landowner 
or stakeholder concerns  

 The impact of land-use development in the Pokeno area had yet to become clear. 

These risks are not unusual for a project of this nature. The Agency has significant experience 
of how they can be successfully managed.     

The change in strategic context since 2016 has focused on the priority for investment and 
therefore the risk of funding being unavailable to address the rising crash rate is increasing.   
Also, increased queuing and delays on the corridor may increase the volume of rat-running 
traffic on unsuitable local roads, thereby creating an additional safety risk.    These risks will 
need to be managed with a network operational plan, developed as part of a comprehensive 
development plan for the programme. 
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7. Summary of Re-Evaluation Findings 
and Recommendations 

Table 2 overleaf summarises the findings of this re-evaluation and related recommendations. 

 

 









 

GHD | Report for NZ Transport Agency - SH2 Pokeno to Mangatarata, 125/03143/  |  27 

 
 

Appendix A – Corridor Data Update (WSP Opus) 
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