
 
 

 

Minutes  
 

10358987 

 
MINUTES FOR: C2/C3 INTERSECTION OPTIONS REVIEW MEETING 

 
Date/Time: 10.30 am, 29 January 2020 

Venue: Ngaroto Room, 101 Bank Street, Te Awamutu 
In attendance: Bryan Hudson (WDC), Richard Bax (WDC), Mark Apledoorn (Stantec), 

Louise Berridge (Stantec), Ruth Dolan (WDC – note taker) 
Apologies: Erik Van Der Wel  

 
 
1 PURPOSE 

 
To review the intersection options developed to date, and agree a recommended 
intersection form. 
 
 

2 PROJECT ORIGINS 
 
Bryan tabled a copy of the relevant growth cells maps that are included in Council’s 
District Plan: 
 Cambridge North – filling up fast 
 C1 – growth cell development starting with planned supermarket etc 
 C2/3 growth cell; subject of today’s discussion 
 C6 – growth cell in last stage of development 
 C4 – development of structure plan underway 
 C10 – growth cell for industrial use, partly underway 
 C8 – the Master Plan for this growth cell is close to completion 

 
The structure plan for the C2/3 growth cell was developed by Beca.  A key part of the 
roading layout was informed by the priority Council is placing on walking and cycling 
as an alternative to vehicle use.  With new residential areas being developed, more 
focus has been placed on providing more opportunities for walking and cycling through 
good connectivity, safety and level of service.   
 
The Te Awa cycleway continues to be developed; this is currently completed to the 
Velodrome, with completion through to Hamilton City expected within the next five 
years.  This is an extremely popular amenity, so continued connectivity to the path 
near the river is required in the C2/3 area. 
 
The focus on pedestrian and cyclists aligns with Council’s Integrated Transport 
Strategy, and requests will be made for funding in the next LTP in the region of $4 - 
$5M to support this. 
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Passenger transport is also receiving attention, with a major business case underway.  
Bus coverage is steadily increasing; ultimately bus services will also circulate around 
the town rather than just the current limited commuter service to Hamilton.  Spend 
for this District wide PT will increase from $0.9M/year to $2M/year over the next 10 
years. 
 
 

3 COUNCIL LED OPTION INVESTIGATION 
 
The structure plan’s starting point initially showed a roundabout as the intersection 
for C2/3 and Cambridge Road.  Opus was subsequently engaged, and once more detail 
was to hand intersection options were narrowed down to two: 
 

1. A two lane roundabout with grade separation and underpasses 
2. Traffic signals. 

 
These are both common treatments found throughout the country.  (Note: a  
roundabout with at grade pedestrian crossings was explored, however this option was 
discounted due to its inability to provide the level of safety and service sought for 
pedestrians/cyclists). 
 
BBO further developed the options, which included examining construction methods, 
cost issues, land requirements and risk.  BBO highlighted that some stormwater 
treatment is required which would impact on width of berm (this did not seem to be 
noted in the Stantec design).  Mark noted that the roundabout design included wider 
berm areas at the corners of the roundabout which were available for stormwater 
management/pre-treatment, which could be developed to enhance the urban 
design/environmental outcome, and also to ensure pedestrian/cyclist movement 
could not access the corner locations. Mark also commented that the concept design 
was well within the land use parameters of the underpass design option and so would 
not impact any further land requirement than had already been anticipated. Any 
roundabout option would need to provide for stormwater treatment. 
 
The two options were fed through a multi-criteria assessment (MCA) tool, with strong 
weighting applied for pedestrian/cyclist connectivity and safety.  The design starting 
point was primarily focused on level of service for pedestrian/cyclists with vehicles 
secondary but still important.  The aspirations of Council include achieving 10% or 
more walking or cycling as modes of transport. 
 
Bryan reiterated Council’s strategy to prioritise its support for cycling and walking, and 
that with the Velodrome in Cambridge, along with Cambridge being the seat of centres 
of excellence for a variety of sporting disciplines, including Bike NZ, there are a large 
number of cyclists in Cambridge.  The MCA suggested that, even with underpasses in 
place, sport cyclists would likely still use the road/roundabout. 
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The roundabout with underpasses option would double the construction period from 
six to 12 months and have a significant impact on the total cost.  Council staff consider 
a signalised intersection the best option through the MCA. 
 
 

4 3MS INTERSECTION OPTION INVESTIGATION 
 
Mark advised that Stantec had reviewed the intersection option investigation and the 
MCA: 
 
 Noted some errors in the Opus modelling which affect comparison to Stantec’s 

results.   
 By re-doing the sensitivity analysis Stantec’s conclusion was that there could be 

tremendous benefit in a roundabout solution, by introducing reduced speed 
and raised tables at crossing points.  

 Mark noted that some places in New Zealand were re-introducing zebra 
crossings at roundabouts. 

 Total road safety (including consideration for vehicle safety outcomes) doesn’t 
seem to have been addressed. 

 Considers there are further beneficial opportunities with a signalised or 
metered roundabout with at grade pedestrian crossings, which would provide 
capacity, that main road domination can be controlled/metered with the 
signals,  and that there was the potential to utilise advanced call systems for 
cyclists. 

 Could be staged over 15 years, starting with a single lane roundabout, which 
would then provide time to re-assess all road user requirements, providing an 
adaptive approach to future demands and technologies. 

 There could be a fully signalised roundabout by 2041. 
 Council should look at a whole of corridor approach. 
 Could be looking at dual lane approaches in the future. 
 Traffic signals create queuing; which could extend back beyond the point of the 

mid-block crossings by 2041. 
 Consequence of signals is a load up of traffic on other local roads. 
 Sees benefits in flexibility of timing and not having to widen the road.   
 There is limited road user experience in the area of signalised roundabouts in 

New Zealand.   
 Bus prioritisation is possible with signal control or dedicated lanes. 
 Environmental/representation of the corridor is poorer both in terms of 

performance and also visually with the extra lanes at a signalised intersection. 
 

 
5 COUNCIL ASSESSMENT OF STANTEC OPTION 
 

Bryan acknowledged Stantec’s innovative approach to the intersection design, and 
that the safety issues related to a signalised roundabout could potentially be mitigated: 
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 Signalised, formed crossing would need to be positioned close to the 
intersection, if at distance then pedestrian barricades would be required (like 
Ohaupo Road in Hamilton). 

 Fully raised intersection would be required. 
 
Bryan referred to his feedback to Stantec on 20 December and advised: 
 A zebra crossing on a two lane roundabout was unacceptable in terms of 

pedestrian/cycling safety. 
 Crossings too far away from the intersection are unacceptable as this promotes 

risk taking through taking a direct line across the throat of the roundabout. 
(Mark noted that pedestrian fencing could be erected for this. He also noted 
that the concept of metered roundabout design with direct pathways across 
the corners avoided pedestrians landing at the corner of the roundabout and 
with berm landscaping avoids the need for fencing). 

 Updated traffic volumes are expected from BBO in the next few days – the Opus 
prediction of 3,500 movements per hour by 2041 seems too high. 

 WRTM not designed for local assessments; generally used for wider traffic 
predictions but not split of movements in local situations like this.  The 
Austroads road design guides focus strongly on managing risks, and the Guide 
to Road Design Part 4B Roundabouts, Section 5, outlines the risks of at grade 
pedestrian and cyclist crossings when traffic and pedestrian/cyclist volumes are 
high. 

 Stantec’s model shows the roundabout queuing gets quite extensive requiring  
two lanes for a distance on the C2 side road.  The main flow is still along 
Cambridge Road and gap availability for side road traffic will be poor at peak 
times. 

 Considers that the Council MCA has balanced the options; on-road cyclists are 
at risk with a two lane roundabout. 

 Already with the Victoria/Hamilton Road roundabout, the traffic volumes are 
approaching those of the previous SH1 (circa 20,000) and queues are at 400m 
sometimes because of dominating flows.  This roundabout has two zebra 
crossings and operates at low speed. 

 
General 
 Bryan commented that this is an arterial road, with traffic wanting to travel at 

higher speeds.  A signalised roundabout would present a high risk of confusion 
for drivers.  However, there is potential for this type of solution to be applied 
to other, neighbourhood environments (as promoted by the Dutch). 

 Bryan acknowledged Dutch practice; single lane roundabouts in local, low 
traffic volume streets are used, but two lane roundabouts are deemed too high 
a risk for at grade crossings. 

 In Bryan's view the best practice suggests that a signalised intersection form 
with ramps to platforms controls speeds and allows for prioritisation of 
pedestrians and cyclists.  

 Bryan has previous experience with a signalised roundabout in Tauranga; in 
New Zealand signalised roundabouts are usually applied to provide a short-
term solution to a safety or capacity issue. 
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 Bryan stated that the aim of the intersection solution is to provide for people 
of all abilities; this is particularly relevant for one of the key stakeholders in the 
area, the Te Awa Retirement Village.  They have residents with various 
impairments, and the retirement village wants to ensure that there is the ability 
for their people to cross the road safely.  This also applies to elderly residents 
entering or exiting through the intersection by car from the complex. 

 Bryan stated that in the current urban part of Hamilton Road, signals will be 
required in the future.  There are plans to replace the school zebra crossing 
with signals in the short term.  Mark observed that the earlier report by Stantec 
had indicated, based on the modelling results for both the signals and the 
roundabout, that there was evidence the form of control at these other 
locations may warrant reconsideration of the intersection form.  

 Mark commented that in providing for the long term, consideration should be 
had for the form of intersection control required beyond the 2041 modelled 
year. He observed that the options for signals were limited to simply adding an 
additional lane and creating a very wide paved corridor. The roundabout 
option, operating at a far more efficient level of service, provides greater future 
flexibility, including the possibility of not having to widen further or the future 
inclusion of signalised facilities such as signalised metering. Mark noted that in 
the hierarchy of capacity a signalised roundabout will achieve greater capacity 
performance than either a roundabout or traffic signals. 

 Council already has experienced the installation of a roundabout that did not 
cater for dominating flows and as a consequence this may have to be replaced 
or controlled with signals.  Staff are mindful of time, cost and disruption to the 
residents and ratepayers.  Does not want to retrospectively “fix” a roundabout 
option. 

 Bryan stated that a staged approach would represent significant additional cost 
to the ratepayer in the future.  Mark observed that there were a range of 
mechanisms whereby Council could manage a staged approach and future 
expenditure including mechanisms like targeted/special rating and noted this 
was not a new concept for Councils to manage 

 
 
6 MATTERS OF COMMON AGREEMENT 

 
 Roundabouts provide a higher, overall safety solution based on vehicle injury 

performance. 
 Uncontrolled roundabouts provide a lesser overall safety solution than 

traditional signals where there are high numbers of pedestrians and cyclists. 
 In any solution (signals or roundabout), signalised crossing facilities were 

preferred over non-signalised crossing facilities for pedestrians. 
 The Stantec concept for signal metered approaches to the RAB with signalised 

pedestrian crossings would require a gazette notice as a trial if it does not 
conform to standard traffic signal display form. 

 Bus priority could be implemented within either the signalised or roundabout 
option. 
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 The BBO signalised intersection design does not provide the full number of 
lanes shown in the Opus modelling and demonstrates a lack of adequate 
capacity at 2041.  

 The Council MCA process acknowledged that a roundabout solution with grade 
separated crossings improves safety on the whole. 

 Agreed signalised roundabouts are not currently common in New Zealand, but 
are in use and are widely used in other places such as the UK.  Such a solution 
could present confusion to road users if not designed and constructed properly 
and there may be a need to provide local road user education with it. (eg: Bryan 
noted that a signal near the roundabout can suggest that the driver has priority 
in the roundabout when the light changes green).  Mark noted that Austroads 
provided well-established design guidance on this and that the Austroads 
guides had informed the development of the concept designs prepared to 
date). 

 
 
7 UNRESOLVED 

 
 Stantec sees real merit in a signalised roundabout, suggesting this would 

provide the opportunity for both long term adaptability, flexibility and 
innovation, and would be a safe option that could be developed through the 
detailed design. 
 

 When weighing up time, cost and risks that a signalised roundabout would 
present on a major arterial road, Council staff consider that a more traditional 
approach is called for, in this instance, a signalised intersection.  

 
 

8 NEXT STEPS 
 

1. Notes of meeting to be circulated to Stantec for feedback, and then to all 
stakeholders for their information. 

2. Bryan to advise next steps 
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