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Introduction

The Hutt Corridor, for the purpose of regional spart planning, is defined as:

State Highway 2 and the Wairarapa railway line fromNgauranga in the south through to Te
Marua, Upper Hutt in the north. East — west connedbns between State Highway 2 and State
Highway 1, including State Highway 58. It includegnajor arterial routes and key routes for
public transport, walking and cycling.

]
¥ Te Marua

Rimbtaka Ranges -

Hutt Corridor

Figure 1: Extent of the Hutt Corridor for the purpo se of this plan.

Current Plan

The current Hutt Corridor Plan was adopted in Ddoean2003. It is one of four corridor plans that

sets out the issues and needs in each corridorthenidientified transport projects to address those
needs. The Hutt Corridor Plan was the first pldongside the Wairarapa Corridor Plan, to be

adopted. It is now due to be reviewed to refleeinges that have occurred in the past 6 years.

The review will consider whether the pressures reetds of the corridor have changed, the current
national and regional policy context, and the cosidns of transport and land use studies completed
since 2003. In addition, the review will allow piglconsultation on projects that are now
sufficiently developed.

The northern boundary for this plan is now extenttethe rural speed limit north of Te Marua on
SH2 and to include the Maymorn railway station loa YWairarapa rail line. The decision to include



Maymorn was made by the technical working groughatOctober 2009 review of the Wairarapa
Corridor Plan. The reason is that Upper Hutt Cityucil (UHCC) plan to develop Maymorn
significantly which is likely to have more of anpact on the Hutt Corridor in terms of trip making
than the Wairarapa Corridor.

Key outcomes

The key outcomes for the corridor as set out irctiveent plan are:

- A safer, more reliable road and rail corridor

- User expectations of a consistent regional corridog met

- Reduced congestion in parts of the corridor

- Balanced investment in road and passenger transptohg with travel demand management.

Review process
The review of the existing Hutt Corridor Plan will:

Understand the background issues for the corrigotuding, but not limited to current
transport, employment, population pressures, raéetystrends and problems, and land use and
development plans.

Understand, and incorporate where appropriatey athreidor plans and key projects identified
through detailed transportation studies relevathitcorridor.

Ensure alignment of the plan with the strategicedion provided by the Regional Land
Transport Strategy 2007 — 2016 and its 2009/1@sé&fr

Ensure alignment of the plan with the current regl@nd national level policy context.

Develop a final corridor plan for signing off byetiiRegional Transport Committee.

This corridor forms an important component of cegional transport network, providing regionally
significant access for people and freight withird ahrough the Hutt Valley, and to Wellington

City’s CBD. East-west connections between thisidorrand the Western Corridor and key regional
centres are also important considerations.

The Hutt corridor accommodates significant traffidumes and trip making, and includes several of
the region’s key freight routes. The scope of theaw is expected to reflect this.

Several studies currently being carried out byNEeTransport Agency are expected to provide key
technical input to feed into the corridor plan ewi These include: the Ngauranga Triangle
Strategic Study, the SH2 (Upper Hutt to Ngaurargjegtegic Study, the SH58 Strategic Study, and
the SH2 Melling Interchange investigations.

The review will take account of the completed Akatga Hill Road Study (Upper Hutt City
Council) and the completed Dowse — Petone impromsnen SH2. It will also take account of the
Regional Rail Plan and the upcoming review/develepinof a Regional Public Transport Plan.

The existing corridor plan identifies a number tdnmed improvements for the first ten years and
the following ten years. The review will look todgde the projects identified in the plan based on
current information about pressures and issueshanhtest studies.



Greater Wellington officers will work with a Teclwail Working Group (TWG) made up of officers
from the relevant local councils, the New ZealamdnBport Agency and other organisations and
interest groups to develop a draft Hutt CorridarPfior consultation.

Background work

This background document outlines the current gpdliamework, the outcome of relevant transport
studies, the implications of land use plans anttigsd, current trends and statistics.

It also includes a review of the key projects ia éxisting corridor plan.

This background document will assist the technmaaking group to identify the current issues and
any gaps that may require additional projects tviéies in the new plan.



Policy context for the corridor plan review

1. National context
1.1 New Zealand Transport Strategy 2008

The New Zealand Transport Strategy (NZTS) 2008 idess an update to the previous 2002
strategy. The strategy seeks to provide directiothé transport sector about its role in supporting
the government’s overall vision for transport syst®ustainability.

The government’s vision for transport in 2040 iatthPeople and freight in New Zealand have
access to an affordable, integrated, safe, respensnd sustainable transport system.’

The NZTS identifies a number of key challenges tfue transport sector if the vision is to be
achieved including responding to climate changesrgyn security and cost, funding transport
investment while keeping transport affordable, smwvnental and social impacts of transport,
changing demands from an aging population, landdeselopment and impact on demand.

The five government objectives for transport are:

Ensuring environmental sustainability;
Assisting economic development;
Assisting safety and personal security;
Improving access and mobility; and
Protecting and promoting public health.

The strategy establishes targets across the rahgebjectives, many with long term (2040)
timeframes.

1.2 Government Policy Statement (GPS) on Land Trans  port Funding
While the NZTS 2008 has a long-term outlook, theS@iPovides for shorter-term ‘impacts’.

The GPS details the government’'s desired outcomes and fgngiriorities for the use of the
National Land Transport Fund to support activiiieshe land transport sector. The GPS will be in
effect from July 2009 to July 2012.

The GPS sets out the ‘impacts’ that the governmasihies to achieve through investment in land
transport. These are:

Impacts that contribute to economic growth and prodictivity

Improvements in the provision of infrastructure aedvices that enhance transport efficiency
and lower the cost of transportation through:

improvements in journey time reliability

easing of severe congestion



more efficient freight supply chains
better use of existing transport capacity.

Better access to markets, employment and areasdhtaitbute to economic growth.

A secure and resilient transport network.

Other impacts
Reductions in deaths and serious injuries as dtrafstoad crashes.

More transport choices, particularly for those withited access to a car where appropriate.
Reductions in adverse environmental effects fram kmansport.
Contributions to positive health outcomes.

The GPS identifies State Highway 1 between Levid &Wellington as a Road of National
Significance (RoNS) for the Wellington Region. Thigans that the NZ Transport Agency is likely
to give higher priority to funding projects alongig route ahead of other projects in the region.
However, while the Hutt Corridor does not includ®aNS, many of the impacts identified by the
GPS as contributing to economic growth and prodgiigti— ie. reliability, congestion, freight
efficiency and access to markets and employmenteaserelevant to the Hutt Corridor.

1.3 Safer Journeys 2020

The government released its new road safety sirdteghe next ten years on 3 March 2010 called
Safer Journeys 2020. The strategy is based arotsafea systems’ approach which includes safer
vehicles, safer roads and roadsides, safer draretssafer travel speeds.

In addition to identifying changes to legislatiamdasystems at the national level, the strategyadsgn
priorities that local road safety programmes waed to be well aligned with.

Three action plans are proposed to set out kegragtiimelines and responsibility for implementing
them. The first action plan (to be progressed aliernext 12 months) was released alongside the
strategy and actions include:

Younger drivers

- Raise the driving age to 16

- Changes to restricted licence test to encouragé@@s supervised driving
- Zero drink-drive limit for drivers under 20

- Awareness and education campaigns

- Investigation of vehicle power restrictions.

Alcohol/drug impaired driving
- Addressing repeat offenders — through compulsagtall interlock & zero limits

- Further investigation of lowering drink drive limi 0.05 BAC



- Review traffic offences and penalties.

Safer roads and roadsides

- Develop a classification system for the road nekwobased on road safety

- Focus safety improvements on high risk rural raaas$ high risk intersections
- Change the give way rules or turning vehicles.

Increase the safety of motorcycling
- Improve motorcycle rider training and licensing
- Introduce power-to-weight restriction for novicderts.

Of the above proposed first actions, the safer gaattl roadsides is the only area that has any
significant local responsibility. The action reqag focus on improvements to high risk rural roads
and high risk intersections should be an importonsideration when deciding programmes of
works and in developing our corridor plans.

The strategy also lists a range of ‘further actidinat could be progressed once the first actianseh
been completed. Many of these are well aligned wWithadvocacy issues and local actions in our
Regional Road Safety Plan.

1.4 NZ Energy Strategy and NZ Energy Efficiency and  Conservation Strategy

The New Zealand Energy Strategy (NZES) to 2050 imdstatutory sub-set the New Zealand
Energy Efficiency and Conservation Strategy (NZEE®@8re published in October 2007.

The NZES sets the strategic direction for the eneagtor, including clear priorities for investment
in renewable energy generation, efficient transimmssefficient energy use and new technologies.
Included in this direction is the need foesilient, low carbon transportand the development of
policies to encourage greater provision for putsbmsport, walking and cycling.

The NZEECS sits under the NZES and sets out actmpsomote more efficient use of energy. It
focuses on implementation by sector, identifying thain measures, policy instruments and those
responsible for them. For the transport sectorpthjective isTo reduce the overall energy use and
greenhouse gas emissions from New Zealand’s transpstem’.

NZEECS includes a number of targets against whhassess progress. These include the
following:

To reduce per capita greenhouse gas emissions tfrentransport sector by 50 percent from
those in 2007 by 2040; and

To reduce the kilometres travelled by single ocoggavehicles, in major urban areas on
weekdays, by 10 percent per capita by 2015 (condpar2007).

15 Draft State Highway Classification System

This system is currently under development, witlirst phase of consultation underway. The
consultation document classifies the state highnetyvork based on the role and function of the
highways, using freight volumes, total traffic vislas, proximity to major cities, tourism functions,



etc. It includes proposed classification of Statghtvay 2 and State Highway 58 through the Hutt
Corridor, however at this early stage it is uncledrat influence it will have on improvement
projects within the Hutt Corridor.

2. Regional context
2.1 Wellington Regional Land Transport Strategy (RL ~ TS) 2010 — 2040

The current Wellington RLTS was adopted by Gre#ltetlington in September 2010. The current
strategy identifies a number of objectives, policieutcomes and 2020 targets for the region’s
transport network.

RLTS Vision

‘To deliver an integrated land transport networlatlsupports the region’s people and prosperity in
a way that is economically, environmentally andiabcsustainable.’

The following commentary supports the strategyorisand relates to the Hutt corridor:

Along the Hutt Corridor from Ngauranga to Upper lHuState Highway 2 and the Wairarapa
railway line will provide a high level of accessdareliability for both passengers and freight. Thes
primary networks will be supported effectively bgdl and regional connector routes. High quality
rail and bus services will accommodate the majoify people using passenger transport to
commute along this corridor during the peak period.

Maximum use of the existing road network will béieged through measures giving priority to
buses and addressing severe traffic congestion.p@almnsive bus services and adequate park and
ride facilities will provide additional access fohe community. Effective safety measures on the
road and rail networks will ensure that no one ikell or injured when travelling in this corridor.
East-west connections between this corridor ancerottorridors and regional centres will be
efficient, reliable and safe.

The RLTS also contains the following region widg kérategic outcomes:

Increased peak period public transport mode share
Increased mode share for pedestrians and cyclists
Reduced greenhouse gas emissions

Reduced severe road congestion

Improved regional road safety

Improved land use and transport integration
Improved regional freight efficiency.

2.2 Proposed Regional Policy Statement (RPS)

The RPS provides the policy framework for resouramagement issues and land use planning for
the region and is a particularly important docunmeenDistrict Plans are required to give effect.to i

The Proposed RPS includes objectives, policies methods relevant to regionally significant
infrastructure (including transport infrastructyr&€pmpact urban design, energy efficiency and
travel demand management, and integrated landnaseansport planning.



The RPS seeks to encourage future land use devetdpmhich supports an efficient and
sustainable transport system. The policy framewpr&vided by the Proposed RPS will be
considered as part of the corridor plan development

2.3 Wellington Regional Strategy

The Wellington Regional Strategy (WRS), adopte@007, is a sustainable growth strategy for the
region. Its aim is to ensure that Wellington isemfationally competitive. It was developed jointly
by Greater Wellington and the territorial local lawtties in the region, working in tandem with
central government and business, education, rdseactvoluntary sector interests.

The WRS is relevant to the Hutt Corridor Plan invesal ways. The strategy includes focus on
‘investment in good regional form’ and notes theartance of ‘a strong Wellington CBD and sub-
regional centres’ which is significantly influencbky transport investment decisions.

The WRS identifies several ‘focus areas’ that afevant to this transport corridor. It identifiémet
Seaview/Gracefield area in Hutt City as having iigant industrial and commercial redevelopment
potential. Recognised is the opportunity for a reasgt-west transport link between Grenada and
Gracefield for better connectivity and to reducagestion at Ngauranga.

The other relevant focus area is described as ‘SH28 interchange to Upper Hutt City centre’
which includes several large regionally significalgvelopment sites. Improved housing choice,
including intensification around transport nodesSitverstream, Trentham and Upper Hutt CBD is
also identified. The WRS also notes that the arealdv benefit from improved east — west
connections via Transmission Gully and SH2 andf@ades.



Transport network pressures

Note: For many parts of this pressures and isseettoa we have broken the Hutt Valley into sub-
areas to enable more detailed understanding ofhiaeacteristics relating to different areas within
the Hutt Valley. The following map shows the exteftthe sub-areas described in the various
sections below.
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Figure 2: Hutt Valley sub areas for the purpose ofransport trend analysis



3. Integrating Land Use and Transport Planning

Land use can affect transport demand in a numbesigoificant ways. Dispersed land use patterns
are often linked with longer trips and greater v$emotor vehicles, whereas compact land use
patterns tend to be linked with shorter trips aradenwalking, cycling and public transport use.

The effects of transport on land use can alsodpafgiant. New or upgraded transport infrastructure
that improves access to the urban fringe can rasulhore people living in these areas and
commuting longer distances. Ensuring that land plaaning documents, such as District Plans,
carefully manage any growth in these areas is ftbreery important. This includes promoting and
maintaining compact urban form and encouraging fraw be accommodated in areas with good
access to public transport networks and local atiesni

The Wellington Regional Strategy includes a focteadlnvestment in good regional form’. This
recognises the need for well-configured and compantmunities, good transport connections, a
strong CBD supported by sub-regional centres, tyualban design, and integrating transport with
urban and rural needs. The strategy identifiesralyau of ‘change areas’ in the region that are yikel
to come under development pressure or which preggmbrtunities, where it is important for the
region that local authorities work together to ngmthese areas. The strategy specifically idestifie
the need for improved east-west transport connestizetween the Hutt Valley and the Western
Corridor, including the opportunity for a new libketween Grenada and Gracefield.

Any unintended consequences of new or improvedpan infrastructure, such as increased vehicle
kilometres travelled, needs to be balanced withbimeefits of good transport connections between
our region’s centres, access to the CBD, Port, dkir@nd Hospital. The Wellington Regional
Strategy, Regional Policy Statement and RegionaldLBransport Strategy provide the framework
to manage these dynamics.

In developing the Regional Land Transport Stratemyange of future scenarios for land use,
economic and population growth, and transport cogése tested against various possible
investment options for the transport network. Ttrategic investment option chosen was ‘mixed
investment’ - a balanced programme of investmeruhlic transport and roading improvements.
This option contributed best to meeting the keycontes of the RLTS under the range of future
scenarios. Longer term, adding a road pricing sehtenthe mixed investment option would achieve
the best outcome under high growth futures andwhisld also contribute to managing growth in
traffic on the regions roads.

The Hutt Corridor Plan is being reviewed in the teah of the above framework provided by the
various regional strategies and policy statemensd, taking account of the guidance they provide
around land use and transport integration. It 8 amportant that the conclusions of the Hutt
Corridor Plan are taken into account in land usaépihg and decision making by each local council.

4. Population and Household

Population for the whole Wellington region is exigecto grow by about 3000 per annum using the
medium projection from the Statistics NZ 2006 bestgmates to 2031(as updated early 2010). Eight
percent (240 per annum) of this growth is expeatetthe Hutt Valley. This translates to a forecast
average annual growth rate of 0.2 percent for dpgper Hutt and Hutt City, compared with 0.6
percent forecast for the Wellington Region.



Household size is projected to decrease from 284dmedium projection for Lower Hutt, similar
trend for Upper Hutt) by 2031. With projected lowpulation growth, the number of households
will continue to increase, indicating a forecasinadad for transport.

4.1 Population trend between 1996 and 2006

Census Population
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100,000
80,000
@ 1996
60,000 2001
02006
40,000
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Upper Hutt city Low er Hutt city

Figure 3: Upper Hutt and Lower Hutt census night pgulation growth 1996 - 2006 (Source: Census data,ZN
Statistics)

Table 1: Population growth in Upper Hutt and Lower Hutt between 1996 - 2006 (Source: Census data, NZ
Statistics

Increased by %

Census population® 1996 2001 2006 (between 2006 and 1996)
Upper Hutt city 36,714 36,372 38,415 5
Lower Hutt city 95,874 95,478 97,701 2
Wellington Region 414,048 423,765 448,959 8

The population of Upper Hutt is about 38,000 withogulation density of 70.4/km2. Hutt city has a
population density of 259.2/km2. These compare &lvgton City at 672.4/km2 and Greater
Wellington at 58.8/km2.

Between 1996 and 2006, the population of Upper Bitit has increased by 5% which was higher
than that (2%) in Lower Hutt City. During this tinperiod the population of the Wellington Region
increased by 8%. This is shown in the changesda@dtpulation index.
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Figure 4: Population trend in Hutt Valley between D96 and 2006

In order to have a closer look to the Hutt areae Bmaller areas have been disaggregated from the
two City areas. The boundary of these five smalteas follows the same boundary in the Journey
to Work study by Wellington Regional Council. A msipowing the boundary of smaller sub-areas
is presented in Figure 2.

For the year between 1996 and 2006, the populatidrcower Hutt East and Upper Hutt Central
almost remained the same. The population in adbbrareas has increased in the range between
1,000 (Lower Hutt North and Upper Hutt North) an@aD (Lower Hutt Central).

Hutt Population (URP)
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Figure 5: URP? trend in the five Journey to Work areas (GW Study)between 1996 and 2006.




4.2 Population forecasts

Statistics NZ provide a population forecast for tkgion and territorial authorities out to 2031.
While these forecasts use the estimated 2006 piqrulas a base, the forecasts have been updated
several times since 2006 as new information becawesable, most recently on 24 February 2010.

The table below reflects these most recent updates.

Table 2: Projected population between 2006 and 2032006 base).(updated Feb 2010) Source: StatistNg

Population change
Population at 30 June 2006-31
Growth Average
Rate 2006 2011 2016 2021 2026 2031 annual
Number (percent)
High 42,500 44,100 45,600 47,100 48,400 8,700 0.8
Upper Hutt
city Medium 39,700 41,500 41,900 42,100 42,000 41,800 2,100 02
Low 40,600 39,800 38,600 37,200 35,400 - 4,300 05
High 106,000 110,300 114,600 118,700 122,500 21,300 0.8
Lower Hutt
city Medium 101,300 103,500 104,700 105,300 105,500 105,100 3,900 02
Low 101,100 99,200 96,300 92,700 88,400 - 12,900 05
High 500,800 532,000 561,800 591,000 618,700 152,500 11
pielgoten 466,300 489,100 506,100 519,900 531,700 | 541,200
region Medium ' ' ' ' ' ' 75,000 0.6
Low 477,400 480,500 478,800 474,100 466,500 200
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Figure 6: Projected population to 2031 — using 200iBase estimates (updated Feb 2010)

According to Statistics NZ's projections, the estted population growth in both Lower Hutt and
Upper Hutt will be around 0.2 % per annum betwe@®62and 2031 under a medium scenario.




Table 3: Statistics NZ population estimates for yaa since 2006 census

Looking at the population estimates over the past ffears since the last census, Upper Hutt is
estimated to have been growing at an average faaeoand 0.5 percent per annum while Lower

Hutt has shown a growth rate of 0.2 percent peuamn

Wellington City is predicted to continue growingaataster rate than much of the rest of the region
(26,000 — 34, 000 new households by 2031 underumedi high projections). A major part of this

growth is greenfield development on the northeingis of the city. Wellington City Council’s

District Plan has identified a large developmet# ai Lincolnshire Farm, located north of Grenada
village and west of Horokiwi. A structure plan hasen developed for a residential and business
park at this location. It is envisaged that thil accommodate 1000 or more dwellings and over 30
hectares of employment activities in future. Someyesubdivisions of this land have already been

approved and are under construction.

4.3 Household number

Year at 30 June 2006 2007 2008 2009

Upper Hutt city 39,700 40,000 40,200 40,600
Lower Hutt city 101,300 101,500 101,700 102,100
Wellington Region Total 466,300 470,240 473,850 478,570
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Figure 7: Upper Hutt and Lower Hutt census night hausehold numbers 1996 - 2006 (Source: Census dat& N

Statistics)




Household number growth index
—&— Upper Hutt —a— Low er Hutt — — Wellington

115
110 >
105 -
100 - 4

95

90

1996 2001 2006

Figure 8: Household number growth index comparisorbetween Upper Hutt, Lower Hutt and Wellington Regim
1996 - 2006 (Source: Census data, NZ Statistics)

Table 4: Comparison of the number of households pe€ensus period between Upper Hutt, Lower Hutt and
Wellington Region (Source: Census data NZ Statisti}

Census household number Increased by %
(‘000) (between 1996 and 2006)
Upper Hutt city 13 13 14 10
Lower Hultt city 34 34 35 4
Wellington region 12

The household number in Upper Hutt City has ina@dasy 10% which was more than that (4%) in
Lower Hutt City but less than the regional increg¢isz%o).

Upper Hutt, Lower Hutt and the Wellington regionvBahousehold growth rates faster than
population growth rates (Upper Hutt: 5%, Lower Hufb, Wellington Region: 8%) and this
comparison is more pronounced for Lower Hutt anghé¥gHutt than the Wellington Region (about
two times compared to 1.5 times).
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Figure 9: Disaggregated Upper Hutt and Lower Hutt @nsus night household numbers 1996 - 2006 (Source:
Census data, NZ Statistics)

Table 5: Rate of increase per Census period of tmimber of households within five smaller areas of pper Hutt
and Lower Hutt (Source: Census data NZ Statistics)

Household number
0
1996 2001 2006 (bethQg;efggg gxd/ozooe)
Lower Hutt Central 19,500 19,800 20,400 5
Lower Hutt East 7,500 7,500 7,700 2
Lower Hutt North 7,100 7,300 7,600 8
Upper Hutt Central 8,700 8,900 9,500 9
Upper Hutt North 4,100 4,300 4,800 16

When smaller areas were considered, Upper HutthNexperienced a significant increase in
household numbers; and Lower Hutt East experietftedmallest increase. In number Upper Hutt
North has increase of 660 households (16%). Howeher population in Upper Hutt North has
increased about 1,000 (8%). This is the same tasnobserved for the analysis of the larger areas,
where the rate of increase of household numbeoublé the rate of increase of population. Large
subdisivions in this area created more househatddoring the period - Riverstone Terrace and Te
Marua - that could explain the increase in housgimoimber but lower increase in population. The
household size section will explore this further.

4.4 Household number forecast

Statistics NZ released projections of household e in July 2009. The household number
projection is based on a 2006 estimate of househaldber which is different from Census
household number of 2006.



Table 6: Projected household number between 2006 dr2031 (2006 base). Source: Statistics NZ

Households at 30 June Housgg&lsd_gt;ange
S;‘t’“a"”h 2006 2011 2016 2021 2026 2031 Number QrYr?Laal%Ae)
(percent)
High 16,000 16,900 17,700 18,400 19,100 4,100 1.0
gﬁ)‘;er alfl Medium | 15,100 15,600 16,200 16,700 17,000 17,300 2,200 0.6
Low 15,300 15,600 15,700 15,800 15,600 600 0.1
High 39,600 41,800 43,800 45,800 47,800 | 10,300 1.0
é‘i’t")‘/’er Al Medium | 37,500 38,900 40,300 41,600 42,700 43,600 6,200 0.6
Low 38,200 39,000 39,500 39,900 39,900 2,400 0.3
High 192,500 | 206,700 | 220,400 | 234,000 | 247,500 | 69,200 1.3
\Q’eeé'iigr?ton Medium | 178,300 | 189,000 | 199,400 | 209,100 | 218,200 | 226,500 | 48,100 1.0
Low 185,500 | 192,300 | 198,300 | 203,400 | 207,100 | 28,800 0.6
Household number projection (medium growth)
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Figure 10: Projected household number for Lower Hut and Upper Hutt for medium growth rates between 206

and 2031

Table 7: Projected household number between 2006 dr2031 (2006 base). Source: Statistics NZ

2006 2011 2016 2021 2026 2031 A"erag(‘jm‘;‘”””a'
Upper Hutt City | 15,100 | 15,600 | 16,200 | 16,700 | 17,000 | 17,300 0.6
Lower Hutt City | 37,500 | 38,900 | 40,300 | 41,600 | 42,700 | 43,600 0.6
Wellington Region | 178,300 | 189,000 | 199,400 | 209,100 | 218,200 | 226,500 1.0

The projected household numbers shows an increasnd in both Upper Hutt City and Lower
Hutt City between 2006 and 2031. The projected éloolsl numbers of Hutt cities (with a medium




growth rate) shows a similar average annual graath of household numbers (0.6%); but it is
smaller than that in the region (1.0%).

These forecast annual increases are slightly hi@h2o for both Lower Hutt and Upper Hutt) than
the actual annual increases measured over 19966- 20

441 Household number forecast for smaller areas

Statistics NZ does not report household numberctsts for smaller areas than Hutt and Upper Hutt
Cities. However, by considering the current inciegdrend of household numbers, the smaller
areas with projected changes in household numlaerge identified. The following table compares

current trends in household numbers with curretds in population numbers.

Table 8: Comparison of household number and popul@n trends for 5 smaller areas. Source: StatisticNZ
(Census)

Household ('000) Population (‘000)
Change Change
1996 2001 2006 | 1996 & 2006 | 1996 2001 2006 | 1996 & 2006
Lower Hutt Central 20 20 20 5% 53 53 55 3%
Lower Hutt East 8 7 8 2% 22 22 22 -2%
Lower Hutt North 7 7 8 8% 20 21 21 5%
Upper Hutt Central 9 9 9 9% 25 24 25 3%
Upper Hutt North 4 4 5 16% 12 12 13 8%
Wellington Region 150 157 169 13% | 414 424 449 8%

The household number increased by about twicedtfhtte population increase in the smaller areas
between 1996 and 2006. For Lower Hutt East, thesétoald number has increased by 2% despite a
population decrease of 2%. For Upper Hutt Centhad, household number has increased by 9%,
where the population has just increased by 3%.

4.4.2 Household sizes
Household size is a good indicator of current aridre pressures on transport networks.

Statistics NZ does not report household sizes. Mewen area wide view of household size can be
derived by dividing the population by the numbemhoftiseholds. These are the figures reported in
the charts below.
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Figure 11: Derived household sizes for Census peds. Source Statistics NZ Census
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Figure 12: Indexed trend of household size for Cens periods. Source Statistics NZ Census

Table 9: Derived household sizes for Census periodSource Statistics NZ Census

Census household size

Upper Hutt City 2.95 2.89 2.68
Lower Hutt City 2.90 2.90 2.82
Wellington Region 2.77 2.69 2.66

The household size in Upper Hutt City has decreésed% over 1996 - 2006, and by 3% in Hutt
City. The decrease in Upper Hutt is greater thar_éwer Hutt and the Wellington Region. This is

shown in the previous statistics for household nemsiland populations.




4.4.3 Household size in sub-areas
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Figure 13: Comparison of household size for 5 smalt areas. Source: Statistics NZ (Census)
All five areas show a decrease in household siee the period 1996 — 2006.

Lower Hutt East has the largest household sizeLameer Hutt Central has the smallest household
size.

The population is projected to grow or remain gablmost of these areas. With a decreasing trend
in household size likely to continue, it is expectbat number of households in the future will
continue to rise.

4.4.4 Household size forecast

Statistics NZ does not report forecasts of houskbizle. However the reporting they do release for
projections of household numbers and populatiarsesl to derive projections of household size.

Table 10: Projected household sizes between 2006da2031 (2006 base). Source: Statistics NZ

Household size projection
based on medium growth of projected population and households
(2006 base)
2006 2011 2016 2021 2026 2031 change
Upper Hutt City 2.63 2.59 2.51 2.44 2.39 2.34 -11%
Hutt City 2.70 2.64 2.58 2.51 2.44 2.39 -12%
Wellington Region 2.62 2.55 2.49 2.44 2.39 2.34 -11%
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Figure 14: Household size projections 2006 — 203drfUpper Hutt, Hutt City and Wellington region

Household size is projected to decrease in Uppdr Eity, Lower Hutt City and the region between
the year 2006 and 2031. The rate of decrease itasifor each area and is approximately 11% for
the 25 year period.



5. Climate Change Impacts

The future impact of climate change on the transpetwork is a very relevant pressure for the Hutt
corridor. State Highway 2 and the Wairarapa railwag provide important strategic access to the
Wellington City CBD, the Port and International part and Wellington Regional Hospital.

Evidence suggests that rail services are alreatherable to delays or cancellations on an annual
basis as a result of storm surges affecting theoseof track between Petone and Ngauranga. With
expected increases in sea levels combined with fnegeient and severe storms and storm surge the
impacts are likely to be more significant in future

5.1 MFE Guidance on Climate Change

The Ministry for the Environment has published aga of guidance for local government on
planning for climate change. The document ‘Pregarfior climate change: A guide for local
government in New Zealand’ was published in Jul§&0

A key message is that local government is resptn$ib a range of functions that may be affected
by climate change under the Local Government A€22Qhe Resource Management Act 1991
(RMA) and other legislation. Local authorities haah social and legal obligations to take climate
change effects into account in their community plag. Long-term planning functions therefore
need to embrace expected long-term shifts and @samgclimate extremes and patterns, so as to
ensure future generations are adequately preparddtéire climate conditions.

The guide explains the general effects of projectedate change on New Zealand, current climate
variability, projected future climate changes bo#tionally and regionally, and how climate change

may change the frequency and intensity of extrereather events such as floods and storms. It
goes on to explain councils’ social and legal ddiiigns to take climate change effects into account
in their planning and decision-making, the key gipfes that need to be considered in responding to
climate change, and how to assess the impact mfati change on council functions. The guide

outlines how councils can integrate climate chargyesiderations into council decision-making, and

assess what effect climate change could have anfispsouncil functions and services.

The guide summarises the main features of the Nealadid climate change projections and
contains the best current scientific estimate efdlection and magnitude of change. This includes
a projected sea level rise of at least 18-59 cen(New Zealand average) between 1990 and 2100.

5.2 Climate Change Effects on the Land Transport Ne  twork — MWH/NIWA

A study to look at the effects of climate changetlom transport network was carried out by MWH
Ltd and NIWA on behalf of New Zealand Transport Agg (completed 2009) This study had a
national focus, however it identified ten multi-nabdstrategic corridors (state highway and rail)
vulnerable to coastal inundation in New Zealandthie Wellington region these were the North
Island Main Trunk line and SH1 around Porirua Harband the Wairarapa Line and SH2 between
Wellington City and Petone.
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The study also identifies significant risks arouhd Petone foreshore. This risk is exacerbated by
potentially overtopping of the adjacent Hutt Riyeurrently protected by a system of stop-banks).
Fully assessing the effects of climate change andation risk in this area will need to take acdoun
of the exacerbating effects of flood dischargehtodea. This has the potential to affect arounanl9k
of local roads, including the Petone Esplanade thedVairarapa railway line as it heads east across
Lower Hutt. It is noted that the risk zones in gedy rely on fairly coarse data showing areaswelo

a bm elevation from satellite information and tlideynot take account of existing sea defences.

In terms of adaptation options the study suggests:

further research initiatives to better understankictv parts of our region’s transport
infrastructure may need protection or relocatiohe Btudy suggests a much more detailed
understanding of at-risk coastal areas and infragire is required.

Land use planning needs to consider the potens&k rto land transport networks and
implications.

Design of new transport infrastructure should takeount of predicted coastal conditions
and climate change risks. Also important when assetwal or improvement is proposed.

The protection (or relocation) of at-risk assetspimority locations should be based on
cost/benefit considerations.

Studies need to include other risks from climatangfe such as coastal erosion and slips.
5.3 Mapping sea level rise vulnerabilities

Greater Wellington has done some initial mappingrmgfact of climate change on the region’s
coastal areas. This is very preliminary based podaaphical contours and tsunami work and shows
effects on areas of a 1-2m rise in sea level. Tapssuggest the following risks to the
Petone/Lower Hutt area:

Potential flooding of the Wairarapa railway lineen®etone during high water events

Potential flooding of carpark areas on Petone fayesduring storm events

Potential erosion as shore adjusts to rising s€&t@ne Beach

Increased incidences of stormwater flooding dunmegnse rainfall due to impeded drainage
from Hutt River and raised watertable

Increased flood risk and greater pressure on stiqsbat Waiwhetu/Seaview
Floodwater drainage impeded by higher base watet td estuary at Hutt River mouth
Flooding during storm surge events at Seaview Marin

Increased incidences of Marine Parade floodingmotential loss of road around Lowry and
Days Bay.

These impacts need to be assessed further baserhoge of other factors.
54 Future studies

Various complementary studies and further pieceswvofk are being carried out by Greater
Wellington Regional Council, Victoria University Weagton Climate Change Research Institute,
and NIWA to get a better handle on the likely fetimpacts of sea level rise and coastal inundation,



floods and erosion, and wind. This includes a fiesce study’ by VUW CCRI which involves a
case study on increased flood risk in Hutt Valley.

These pieces of work should provide more robust detdiled data to inform future studies. It is
recommended that the Hutt Corridor Plan includeetion to investigate likely impacts of climate
change and required responses in relation to aémsport network specifically.

6. Economic, social and lifestyle trends
6.1 Employment within Hutt Valley

There was an increase in the number of full timeivedent (FTEs) employees working in the Hutt
Valley up until 2008. In 2009, the number decreasembout the same as the 2007 number.
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Figure 15: Number of employees working in the Hutl/alley

The chart below shows the dominance of the manwiacf, healthcare, retail and construction
industries in the two cities for the most recerdryef data available from Statistics NZ
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Figure 16: Employment (FTES), Upper and Lower Hutts 2009 (Source: Statistics NZ, 2010)

Lower Hutt supports about four times more employdems Upper Hutt (44,925 compared to
11,395) and is also dominated by manufacturingltinegre, retail and construction. This is similar
to the national picture of manufacturing, retadalthcare, and education, but very different from t

Wellington regional picture which is dominated bybpc administration, professional services,

healthcare and retail.

The manufacturing industry is the largest area wipleyment in the Hutt Valley Region.
Manufacturing in the Hutt Valley Region is conce#d in the following manufacturing areas: food
products, machinery and equipment, fabricated metektiles, printing and polymer products and

rubber products.

The chart below shows that over the past 5 yearsdlstrial sectors in Lower Hutt have increased

or remained static apart from manufacturing.
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Figure 17: Employment trends (FTEs), Lower Hutt City, 2009 (Source: Statistics NZ, 2010)

Nationally manufacturing has decreased in employseabout 10% over the past 5 years. This
trend is similar for Lower Hutt City except thatethlecreasing trend is slightly more pronounced.
Upper Hutt City also is experiencing this decregsrend.

The historical manufacturing and engineering basédutt City has evolved towards a smaller
production, high value and niche manufacturing ecomplimenting the strong science and
research sector in the city. There is also a \emge transport and logistics base in Seaview.

6.1.1 Forecast Employment within Hutt Valley

Hutt City Council forecast two growth scenarios dth®n a stretch target and one based on their
Economic Development Strategy (EDS) 2009. The ddtreéarget is set at 2.7% p.a. Hutt City
Council suggest an average growth scenario arold¥@ ger annum is likely.

The recent growth in FTEs was largely following tBBS target line of 1.5% until 2010 when,
according to the latest economic monitoring regoyrtBERL, actual job numbers fell by 3.49
percent. This has been caused by the current ecoradimate, however Hutt City’s jobs fell by
more than comparator regions.

Over the decade, employment growth in Hutt City hasn at 1.18 percent per annum, below all
comparator areas. In the past five years, growghbegen fairly similar at 1.01 percent per annum,
which is still below the Wellington Region and P&&suncil average trends, but above National
employment growth for the same period.



More information about Hutt City employment and G&@ available at:

http://www.huttcity.govt.nz/Your-Council/News-and-notices/Latest-News/Hutt-Citys-economy-returning-to-

growth-/)

Upper Hutt has experienced employment growth in$=rBm a plateau from 2000-2004 of about
10,000 up to 11,500 in 2007 (approximately 1.3% grawth). This growth was experienced in the
manufacturing, retail, business services, and atiomal services, while declines took place in
primary and social services.

The projected growth in employment within Upper Hat1.4% p.a. out to 2021 (a total growth of
2,500 over the 15-year period), with a much sloprejected growth from 2016 to 2021. The slower
growth forecast is predicated on an aging populatieduced population growth rates, and a
historically low current unemployment rate. Thegkrsectors that are forecast to grow include
construction, wholesale trade, government admatisin and defence. Those sectors with slower
growth include retail trade and education.

6.2 Employment status of residents

Residents on Census night are asked whether theypaot time, full time or are unemployed. The
chart below shows that the majority of residentslutt Valley are employed full time and that there
is an increasing trend in full time employment.
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Figure 18: Employment status of Upper Hutt residens — 1996, 2001, 2006. Source: Census data.
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Figure 19: Employment status of Lower Hutt residens — 1996, 2001, 2006. Source: Census data.

In 2006, about 75% of residents in the Hutt Valleyked full time, 20% part time and 5% were

unemployed. These proportions are very similahéoWellington region.

In terms of the 10 year trend, the increase intiile employment is more pronounced in Upper Hutt
than Lower Hutt (22% versus 13%). Also the trendnemployment reflects this with a decrease of

28% in Upper Hutt compared to the 22% decreasewel Hutt. Interestingly the decrease in
employment for the Wellington region was 20% |éestboth Upper and Lower Hultt.

6.3 Gross Domestic Product (GDP) trends

Gross Domestic Product per capita for the Hutt &ahas increased over the 15 year period 1994-

2009.




GDP per capita (1996%)
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Figure 20: GDP per capita in 1996 dollars —Hutt Ciy, Upper Hutt and Wellington Region.

The rate of increase of GDP per capita is morequnoed for the Wellington Region than Hutt City
and Upper Hutt City.

There were minor decreases on a year to year bHsés.chart is an extract from a report from

BERL, who posit the reason for the decrease in Upf#t since 2005 is the closure of the South
Pacific Tyre factory in 2006. This was a loss afuard 400 employees, which equates to 3.8% of
FTEs in Upper Hutt, and 4.6% of GDP. In 2009 soratence force personnel (about 160 FTES)
relocated, which along with declines in businesd property services has affected the overall
employment figures for Upper Hutt.

Note: latest BERL monitoring report for Hutt Cityo@ncil shows GPD dropped by 3.9% in 2010.

6.3.1 Productivity Trends

The indicator for productivity, GDP per FTE, readtgeplateau in 2002 in the Hutt Valley



Productivity, GDP/FTE (1996%)
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Figure 21: GDP per Full Time Employee in 1996 dolless — Hutt City, Upper Hutt, and Wellington Region.

Since 2002 productivity has been relatively stdbiehe Wellington Region. This trend is
replicated for the Hutt City and Upper Hutt City.

6.4 Income levels

Income levels in the Hutt Valley have been incnegsover the past 10 years as shown by the
following Census data.

Lower Hutt City household income distribution
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Figure 22: Household income distribution — Hutt City — 1996, 2001, 2006. Source: Census data.



Upper Hutt City Household income distribution
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Figure 23: Household income distribution — Upper Htt — 1996, 2001, 2006. Source: Census data.

At first glance it appears that the higher incoraads are increasing in size as the lower income
bands decrease in size. Certainly this is happeatitige very low and very high income bands, but
those bands in the mid range remain relativelylstab

The household incomes in the Hutt Valley are comiplarto the New Zealand average. For example
55% of households in Hutt City and 44% of housetaidUpper Hutt City have incomes over
$50,000. In New Zealand 58% of households havemesoover $50,000.

6.4.1 Household income distribution in smaller areas

The households with the highest incomes in the Mattey are in Lower Hutt Central and Upper
Hutt North.

Household Income distribution (2006) for families i n private occupied dwellings
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Figure 24: Household income distribution for families in private occupied dwellings.



The average household income has increased inlatueas of the Hutt Valley since 1996 as shown
in the chart below

Average Household income
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01996 50.7 50.8 44.4 46.2 50.4
@ 2001 59.7 56.0 49.0 52.7 55.7
02006 72.4 68.8 60.1 64.7 69.0

Figure 25: Average household income by sub-area 996, 2001, 2006. Source: Census data.

In 2006, the highest average household income wasi@0, in Lower Hutt Central.
high was $69,000 in Upper Hutt North. The loweasw60,100 in Lower Hutt North.

6.4.2

Personal income

The second

The personal income trends for the Hutt Valley sireilar as for the household trends as shown

below.

Lower Hutt City Personal Income distribution
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Figure 26: Personal income distribution in Hutt City.



Upper Hutt City Personal Income distribution
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Figure 27: Personal income distribution in Upper Hut.

Both Lower Hutt and Upper Hutt are showing increasepersonal incomes; the percentage of
people earning over $20,000 increased from 46998610 60% in 2006. For Lower Hutt the
percentages were 48% to 61%.

6.4.3 Personal income in smaller areas in 2006

The highest personal incomes in the Hutt Valleyimidsower Hutt Central and Upper Hutt North.

Distribution of Personal Income level (2006)
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Figure 28: Personal income distribution comparisorby sub-areas 2006.

Across the five smaller areas about 20% of peaptheé Hutt Valley earn less than $10,000.
Interestingly, this does not vary much betweenatfeas with the highest incomes and those with the
lowest.



6.5 Fuel price trends - nationwide

Taking March 2000 as the base for the petrol pndex (i.e. 100), between March 2007 and
September 2008, the petrol price index has incteéreen 146 to 208, but has recently fallen
again.

Petrol price index
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Figure 29: Fuel price index (with March 2000=100)

Fossil based energy resources are finite, non-rablevand in high demand. While the timing of a
‘peak oil’ scenario is still widely debated, we kizmow that fuel prices are likely to continue to
increase and become more volatile over time.

6.6 Car Ownership
6.6.1 Car ownership per household

The number of cars per household has increaseldeirHutt Valley since 1996, with the highest
number of cars per household occurring in Uppet.Hut
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Figure 30: Car Ownership per household between 19%nd 2008

Car ownership per household in Lower Hutt is corapkr to car ownership in the Wellington
Region. This may indicate that households in LokVett are less car-dependent, perhaps because of
good public transport access or because househotdkess wealthy than other parts of the Hutt

Valley.

When considering smaller areas, Upper Hutt Norththa highest number of cars per household.
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Figure 31: Car Ownership per household between 19%hd 2006 Hutt sub-areas

5 The number is derived by using information of “number of households with/without cars” and “total number of households”.

6 The number is derived by using information of “number of households with/without cars” and “total number of households”.




6.6.2 Car ownership per person

Car ownership per person has also increased s88fith Upper Hutt City, Lower Hutt City and the
Wellington Region as a whole. Upper Hutt has exgrered the largest increase as shown in the
chart below. Lower Hutt City has a similar trendhie Wellington region in car ownership.
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Figure 32: Car Ownership per person between 1996 a2006

When considering sub-areas, all areas show anaser@ car ownership. Upper Hutt North has the
highest number of cars per person and has the dtigh@wth in car ownership. Car ownership per

person is lowest in Lower Hutt North.
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Figure 33: Car ownership per person — Hutt Valley sb-areas 1996 - 2006




6.7 Working from home

In almost all areas within the Wellington regiome humber of residents working from home peaked
in 2001. Since then the number has decreased asshdhe chart below.
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Figure 34: Percentage of people working who work fsm home, by district. (Source: Statistics New Zeafal)

There was a large decrease in the percentage ohkjpa residents working from home in 2006.
However, this should be tempered with the lower benof residents in this area relative to the
other areas.

Approximately 5% of Hutt Valley residents work frohome. This result is similar to Porirua’s
which is located closer to Wellington City.

6.8 Car Parking

The trend in increased car ownership coupled witheased activity in central areas contributes to a
demand for long and short stay car parking. Theci&pof car parks is monitored by the Councils
and is generally at a level below the scope ofcbrsidor plan.

However, Greater Wellington’s Travel Demand ManagetPlan identifies an action programme
for parking management. Under this programme, W22@ach local authority area is to develop or
review a parking policy that ensures parking suppbgst and management contributes to an efficient
and sustainable transport network. Also the progmansignals a review by 2013 of the parking
standards in District Plans to consider the intotiden of maximum parking standards for new
developments.
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Travel demand and trip patterns

7. Road traffic volumes
7.1 Road traffic volumes on SH2

Traffic volumes measured in Annual Average Dailyaffic (AADT) on SH2 increase as the
highway approaches the Lower Hutt exits. The ttaffblume then remains similar until its
termination at Ngauranga as shown below.
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Figure 35: Traffic volumes (AADT) on SH2 from Brown Owl (Upper Hutt) to Korokoro (Petone)

Around 18,000 vehicles per day use SH2 at Brown @wWpper Hutt and around 34,000 vehicles
per day use it at Korokoro Road in Petone.

The AADT increased on most SH2 sections from 20pQuntil 2005. Since then traffic volumes
have stabilised and on average, we are now segffg tvolumes returned to the same level as
recorded in 2005. This is similar to the natiomaht as shown below.
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Figure 36: State Highway indexed traffic growth. (8urce: NZTA, http://www.nzta.govt.nz/resources/stag-
highway-traffic-volumes/docs/SHTV-2005-2009.pdf)

The traffic growth index shows the growth in theatsmumber of vehicles using the State Highway
network. The index is referenced to 1989 and tylyichows steady (4.3% per annum) growth up
until 2005, thereafter the index becomes more Welperhaps due to fuel price increases and the
economic recession. It is unclear at this stagetlvenghe trend since 2005 is a new trend or simply
a hiccup in the historical trend.

The regional trend is similar to the national trepalrticularly the decrease from 2007 to 2008. In
2009, the all vehicle growth index returned to shene level as observed in 2006.

7.1.1 Capacity of SH2
The capacity of SH2 varies from north to south aelggy on intersections, merges, number of lanes
and passing lanes.

As shown in the table below, the section of SH2uadbthe Ngauranga Interchange has some
serious capacity issues during the peak. The seofi®H2 between Ngauranga and Petone is also
approaching capacity and future growth in traffadumes will result in a further reduction in level
of service along this part of the network.

Location AADT (2008) V/C Ratio LOS
South of SH1/SH2 Interchange 86,000 1.0 F
Ngauranga SH1 Interchange 42,000 0.5 C
North of Ngauranga 67,000 0.8 D
Petone 37,000 0.4 B
South of Korokoro Road 35,000 0.4 B
South of Normandale Footbridge 33,000 0.4 B

Table 11: SH2 AADT and LOS summary. Source: NZTA Nguranga Triangle Strategic Study 2010.




Over the past 9 years, the traffic volume betwesswBB Owl (north of Upper Hutt) and Melling
Station has been increasing at about 2% per anAlihough the volumes are beneath the road
capacity now, traffic modelling is suggesting that2026 this section will be operating at level of
service F in the morning peak as shown below.

Green=LOS D, Blue=LOS E, Red=LOS F.

Kt \

| \
Figure 37: Level of Service Base Network - 2006 Maimg Peak (left) 2026 Morning Peak (right)

7.2 Traffic volumes on other main arterial roads
7.2.1 Fergusson Drive, Upper Hutt

Fergusson Drive currently carries about 19,000 clekiper day. It runs approximately parallel to
SH2, which at this point carries about 24,000 Vekiper day. Even minor changes to either route
will influence this balance of traffic. To the yed026, traffic modelling is suggesting stronger
traffic growth on Fergusson Drive than on SH2

Traffic modelling predicts that Fergusson Drivelwié operating at a LOS D in 2016 for both links
and intersections in the evening peak period. B2628ome sections will become LOS E.
Principally the capacity issues will be caused bgeas from side roads and properties. The section
in the vicinity of Park Road is critical in thisgard.
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7.2.2 Petone Esplanade, Lower Hultt

Petone Esplanade currently carries about 32,00@leshper day. Around 10-12% of these are
heavy commercial vehiclésThe Esplanade connects Petone to Seaview anbldGas¢ and offers a
route option to Wainuiomata. As with SH2, travehéis are stabilising on this route which leaves a
response such as a lengthening peak period agéhe inechanism for absorbing increased traffic
growth. Currently the Esplanade is operating atear capacity (LOS E) during peak periods.

7.2.3 Grays Road, Porirua City

Grays Road connects SH58 and SH1 near Plimmettaimd approximately east west and skirts the
northern edge of the Pauatahanui inlet.

Freight heading north may use Grays Road insteaBH88 to avoid the urban features of the
Whitby section of SH58, Paremata, and Mana Espkndthis could be the reason for the
fluctuating trend in HCV volumes on SH58 (Refer g 40).

The freight task is expected to increase. Assurfrgight is carried on the same routes, these routes
must be able to provide for increased movementsveider, Grays Road has a poor safety record.
PCC have recently installed some safety measurds &1 a temporary 60 km/h speed limit, but
identification of freight routes and providing fdrem will be the long term strategy for this route.
Some route identification and planning is curreritging carried out as a result of change to the
mass and dimension rule for heavy vehicles.
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7.3 Road traffic volumes on SH58

The traffic volume on SH58 is relatively consistanth slightly more traffic using SH58 near the
Paremata junction (SH1).
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Figure 38: Traffic volumes (AADT) on SH58 from Haywards (Upper Hutt) to Paremata (Porirua) (Source:
NZTA)

Around 14,000 vehicles per day use SH58. Since 2t®@raffic volume has steadily increased until
2007, and experienced a decrease in 2008. Thectvalume record shows a step increase in 2006
near Paremata. This is about the time the Man@®ndas duplicated and the Paremata roundabout
was modified.

The current traffic volumes are well within the dable capacity on this route. The capacity at the
intersections is also easily serving current tcafblumes.

7.4 Heavy vehicle volumes
7.4.1 HCV volumes on State Highway 2

The volume of Heavy Commercial Vehicles (those 3a5l heavier) increases heading south on
SH2.
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Figure 39: Heavy Commercial Vehicle volumes (AADTpn SH2 from Brown Owl (Upper Hutt) to Korokoro
(Petone) (Source: NZTA)

Over the 3 year period 2006 to 2008, the amounH®WV traffic on SH2 has decreased. The
decrease is mainly on the section between Mandx &at Korokoro.

Further south of Korokoro on SH2 the percentagd©Y's decreases from 5.8 % at Korokoro to 3.3

% south of the Petone Ramps. This difference a&ylikue to HCVs exiting and entering SH2 from
Petone Esplanade.

7.4.2 HCV volumes on State Highway 58

The volume of Heavy Commercial Vehicles (those 3abil heavier) has grown over the 3 year
period 2006 to 2008 as shown below.
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Figure 40: Heavy Commercial Vehicle volumes (AADTpn SH58 from Haywards (Upper Hutt) to Paremata
(Porirua) (Source: NZTA)

The growth in Heavy Commercial Vehicles has nouoed consistently along the length of SH58.
In 2006, the volume of Heavy Commercial Vehiclémée 3.5T and heavier) is still higher at the
SH2 end of SH58 compared to the SH1 end. Howelisrtrend appears to be reversing.



8. Public Transport Trends and Issues

Overall, both bus and rail patronage in the Hutleyahas experienced moderate growth up until 2008.
There was a slight decrease in 2009 in the numidewtb train and bus trips.

The rail services in the Hutt Valley are providedtbe Wairarapa line (Hutt Valley Line and Wairaaap
rail services) and the Melling line.

The bus services comprise services within and beEtvigpper and Lower Hutt. Most of the services run
north south, however there are east west connacértending from the Hutt River to the Eastbourne,
Wainuiomata, Stokes Valley and Silverstream cenfrisre is also one peak period service from Upper
Hutt to Porirua.

8.1 Hutt Valley Line (HVL) and Melling Line (ML) Pa tronage

The Wairarapa line is the most used line, in teahpassenger numbers in the region carrying about
45% of all passengers across the netWoilthere are currently more than five million raips per year
going between the Hutt Valley and Wellington Citiyn 2009, there were about 3.4 million trips during
peak hours; and 1.8 million during off-peak hours.

The patronage number during peak hours increas#dfrtin 2.95M (2005) to 3.43M (2009).

The patronage number during off-peak hours incita586 from 1.62M (2005) to 1.77M (2009).

There was steady growth in rail patronage ovebtiiear period 2005 to 2009.

Hutt Corridor Train patronage (yearly total)
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Figure 41: Hutt and Melling rail line patronage **

10
% 1;>6) )9 ) %! );% =
11 The Hutt Rail Patronage is only available from May 2005. For the purpose of year-to-year comparison, patronage information between January and April 2005 was

estimated.



There was a slight decrease in patronage from 2008009. However this scale of decrease is
consistent with the ups and downs of previous y&drs train improvement works and the decrease
in fuel price may have contributed to this trend.

8.1.1 Rail infrastructure issues

As with other parts of the network, services areently suffering poor reliability due to ageindliiog
stock, track and signalling — along with limitecpeaity at peak times. These issues are being adtes

with works currently underway as part of the raitb case.

A key issue for rail in the Hutt Valley is a sectiof single track line from Trentham to Upper Hutt
which limits ability to increase frequency for Uppdutt services.

The Petone to Ngauranga section of the line has steficiencies. The tightness of the curves limits
train speeds to 70 km/h whereas on the valley ficns are able to travel at 100 km/h. In thenitgiof
Ngauranga Station, southbound trains can be delayselvere weather conditions by storm surge (over
the last four years this has occurred almost omegyey/ear.

8.2 Bus Patronage

As for rail patronage there has been steady grawbus patronage over the 6 year period 2004 to
20009.

Hutt bus yearly total

(million trips)
w
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Figure 42: Hutt Valley Bus Patronage 2004 — 2009

8.2.1 Bus reliability issues

Bus services travelling to and from Wellington Citpm the Hutt Valley during peak times are
usually caught in general traffic congestion onté&tdighway 2. An absence of any bus priority
lanes along State Highway 2 means that these serai® subject to delays and variable travel time
on this heavily congested route.



Q. Journey to work patterns

9.1 Trip numbers — all modes

Journey to Work yearly total (Hutt City and Upper H  utt City)
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Figure 43: Journey to work trip numbers and mode sfit for Hutt City and Upper Hutt 1991 — 2006. Soure: NZ

Statistics -Census data.

Journey to work trips by Hutt residents between1188d 2001 were largely static, with public
transport increasing its mode share by around 2686 this time. However between 2001 and 2006
the total number of trips to work increased by 8,@bom 50,400 to 54,700). Trips by car and
public transport each increased by about 10% dueperiod, while trips by active mode decreased

about 4%.



9.2 Journey to work mode split

Mode split of ITW
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Figure 44: Mode split for journey to work trips between 1996 and 2006 — Hutt City and Upper Hutt CitySource:
NZ Statistics, Census data.

While the mode split for journey to work trips bgth Hutt City and Upper Hutt residents appears to
have remained fairly static over the ten year gkfrom 1996 — 2006, the mode share of walking
and cycling appears to be steadily declining aettigense of growth in car and public transport use.

9.3 Destination of Journey to Work trips

The table below shows the % of residents that iotke same district as they live. Upper Hutt has
less than 50% of residents who live and work ingame district (46%). However, around 66% of
people live and work in Hutt Valley as a whole.

District Percentage of residents live and work intie district
Wellington City 90%
Porirua 43%
Hutt City 61%
Upper Hutt 46%
Hutt Valley 66%
Wairarapa 91%
Kapiti 66%

Table 13: Percentage of residents who work in theame district as they live. Source: NZ Statistics, €nsus data.

The following table shows the percentage of jourteeyork (JTW) trips made by Hutt residents to
various destinations within the Hutt Valley and thst of the region.



Most JTW trips from the various Hutt sub-areasmegle within that sub-area or to a nearby centre
within Hutt Valley. After that, Wellington City ithe next key destination for journey to work trips.
Residents based in Upper Hutt North had the lowestentage of trips within their own sub-area,
with most JTW trips made to Upper Hutt Central, leowdutt Central or Wellington City. Upper
Hutt North residents had the highest number of dfijg¢ with Porirua City as the destination.
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Lower Hutt Central 38 1| 06| 0.6 50 6 1 3 0
Lower Hutt North 29 1.5 0| 0.7 39 22 0.7 5 0
Eastern Bays/Wainuiomata 30 1.2 0| 1.2 38 5 23 2.4 0
Upper Hutt Central/South 27 2 0 1 20 5 0 45 1
Upper Hutt North 22 2.2 0 0 22 4.3 0 35 13

Table 14: Destination of journey to work trips from Hutt Valley sub-areas to other parts of the regionSource:
NZ Statistics, Census data.

10.  Journeys for shopping and education

There is no census data available for these tppsyhowever estimated data can be provided by the

regional transport strategic model (which uses dbakl travel data) to give an idea of these trip
patterns.

10.1  Shopping trips

Analysis of this data shows that most Upper Hudidents shop in Upper Hutt, and most Lower
Hutt residents shop in Lower Hutt. A relatively mirpercentage of Hutt residents travel to shop in
Wellington City or other parts of the region.

The majority of trips for shopping purposes by Hettidents are made by car. Lower Hutt Central
has the lowest percentage of trips by car (82%)thadhighest percentage of trips by active modes
(13%) for shopping trips. This demonstrates thepidl for more walking and cycling trips to be

made where people have good access to nearby ahdgacilities — as is the case with residents
living in central Lower Hultt.

The sub-area with the highest proportion of shoppiips made by car is Upper Hutt North (93%).
It will be important that local shops and facilgtiare provided as part of the Maymorn structura pla
to accommodate any future significant increasdsumseholds in the north Upper Hutt area, to
encourage a greater proportion of shorter tripsdha be made by active modes.

10.2  Education trips

The majority of trips for education purposes by Bipplutt residents are within Upper Hutt (72%),
with the second but much less significant destimateing Wellington City (18%). For the three
Lower Hutt sub-areas, the majority of trips are maither within that sub-area (40-50%) or to
Lower Hutt Central. After that, the next highesstilgation for Lower Hutt residents is Wellington
City at around 28%.




The mode of travel for education trips varies dyebetween the Hutt sub-areas. The following graph
shows that 35% of education trips by residentsppéy Hutt Central are by active mode, compared with
4% in Upper Hutt North. However, Upper Hutt Nontasidents have the highest mode share of
education trips made by public transport at 51%.d&lahoice for these trips is likely to reflect
availability of schools and education centres witlie sub-areas and distances that need to bdldéchve

Education trips (2006 WTSM)
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Figure 45: Journey to education trips mode split Hutt sub-areas. Source: WTSM.

11. Walking and cycling patterns

The following table sets out the journey to workdaeshare by walking and cycling — as recordeden th
2006 Census. Lower Hutt and Upper Hutt tend torbersy the lower group in terms of percentage of
trips to work made by walking and cycling. This miaygely reflect the characteristics of the Hutt
Valley. The largest proportion of journey to worlps by walking and cycling are in Wellington City
where the trip distances are shorter and traffrlgestion/car parking charges act as a disincerdind;

in Wairarapa — where roads are generally quieter ranre people work from home or work within
Wairarapa.

1 +B +B
N +B +B

$ !5 +B +B
- 15 +B +B
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Table 15: 2006 Journey to work mode share for walkig and cycling by territorial authority.



A transport perceptions study asked respondentst ddoov safe they felt it was to walk and cycle in
the Wellington region. A breakdown of the resulistérritorial authority is shown in the figures
below.
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Figure 46: How safe do you think people are when viking? (%) - By local authority area.
Source: Transport perception survey 2008.

While most respondents in Hutt City felt that peoate safe while walking, this area had the highest
proportion of respondents who felt unsafe while kiveg. Respondents from Upper Hutt had the
highest proportion in the ‘neither safe nor unsafategory, while Hutt City had the largest
proportion of respondents to rate walking as ‘ue'siafthe region.
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Figure 47: How safe do you think people are when cling? (%) - By local authority area. Source: Trangort
perception survey 2008.
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Respondents from both Upper Hutt and Hutt City weoth amongst the lowest areas to rate cycling
as ‘safe’. Hutt City was also one of the areas wiith highest proportion of respondents rating
cycling as ‘unsafe’.



12. Road safety

12.1  Total Casualties — Hutt City and Upper Hutt

The following graphs show the trend in road craghes have resulted in casualties over the past ten
years for the two Hutt districts, and compare thegh the regional average. Casualties are shown pe
1000 population.
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Figure 48: Total Casualties — Upper Hutt, Hutt Cityand regional average

For the entire region and the Hutt Valley, the nembf casualties decreased up until 2006, and since
then sharply increased, almost back to 1997 levels.

12.2  Crash trends by road type

The graph below shows the crashes per 100 millericle kilometres travelled (VKT) on the different
road types.

Crashes per 100 million VKT 2003-2007
@ Hutt City O Upper Hutt m All NZ
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Figure 49: Total crashes per 100 million vehicleilometres travelled by road type and TA area. Soure: NZTA
Road Safety Reports 2003 — 2007.



This shows that the crash rate per kilometres Hevés higher on local roads compared to State
highways.

12.3 SH2 Road crash information

The crash data for the 5-year period from 2004Q@82inclusive indicates an average of about 56
injury crashes, 215 total crashes and crash céstbaut $22.5 million per annum along SH2 from
Ngauranga to Fergusson Drive north of Upper Hutt.

The figures below show the long term trend in régubrcrashes on State Highway 2, with an
encouraging reduction in 2009 and 2010.

Figure 50a: Total injury crashes on SH2 from 198@ 2010. Source: NZTA pivot chart.
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Figure 51: SH2 Intersection Injury Crashes 2004 - @08. Source: NZTA SH2 Strategic Study (March 2010)

[=] n =1
m o~ o~

SAYSeL] JO JBaquinN

wn

pu3 zHs 01 dwey-up pqn eSuenesy

dwey-uQ pgnN edueinedn 01 49
'3 dg 03 PY IMBOIOH

PY ImpjoioH 03 dwey-ug pgs auolad
dwey-uQ pgs auoclad 03 3S ysiuiod

15 Y51U10D) 0} Py 010%0.0)

$240 040) 0} JQ asmoq

1Q 3smoq 01 MalA JnogueH / SuljlBin
eBueyoui] / 320|g 01 alaliepn / alewod
2JalieA / 9JBWOd 0} 4] |[PSUN04D

$91J [[95UN0IG 01 dWey-uQ |[Fsunci
dwey-uQ pan ||3sunoig o1 1q Jofey
iq Aemuieq 03315 uamoQ

15 UBMQ 03 (435) 531D UapgaH

(U3s) 5940 UIPQAH 0} PY UOLIBAL

PY UOLIBAIT 0} BSHS

8SHS 01 Py 3ied Jouey

PY Jied Jouely 03 (Y1) 4q uossnBiag
(y35) 4q uossnBsa4 01 py |IH AUlysUOOIN
PY [1IH 2UIYSUOOIA 0} Y BUlYSUOOIN
PY 3UIYSUCOIN 03 35 DIIIEYBYM

15 PiRejeyMm 0315 suoqqglo

15 5U0qqI9 01 PY yJed eelol

Py ed elejo] o1 (YiN) Jq uossndiag

Whakatiki Street, Moonshine Road, Fergusson Diseeith) in Upper Hutt.

Figure 52: SH2 Mid-block Crashes 2004 - 2008. Satg: NZTA SH2 Strategic Study (March 2010)
The figures above show that a large proportiorhefreported crashes along SH2 through the Hutt

Valley have occurred at a relatively small numbigktay intersections and mid-block sections.

The intersections with the highest crash ratesudel



- SH58 (Haywards), Kennedy Good interchange, Melimgrchange, Korokoro Road, and
Horokiwi Road in Lower Hutt.

Looking at the injury crash rates on SH2 along#detypical injury crash rates in the figure below,
it can be noted that most mid-block sections areparable with typical rates. The exceptions are:

Fergusson Drive (north) to Totara Park Road

Major Drive to Groundsell Crescent northbound omypa
Cornish Street to Petone Southbound on-ramp
Ngauranga northbound on-ramp to SH2 end

The reason for high crash levels at the first tections listed above are primarily the result @frre
end crashes associated with queuing at nearbysed#ons. Tight curves under the Petone
overbridge are the primary reasons related to hird section. High crash levels at the last mid-
block section listed are related to rear-end crasbiten as they are slowing down to merge with
north-bound traffic.

700

Numberof Crashes

B Actual Rates

=Typical Rates

Fergusson Dr (Nth) to Totara Park Rd

TotaraPark Rd to Gibbons St

GibbonsSt to Whakatiki St

Whakatiki St to Moonshine Rd

Moonshine Rd to Moonshine Hill Rd

Moaonshine Hill Rd to Fergusson Dr {Sth)

Fergusson Dr {Sth) to Manor Park Rd

RManor Park Rd ta SHS8

SHS8to Liverton Rd

Liverton Rd to Hebden Cres{Sth)

Hebden Cres{Sth) to Owen St

OwenSt to Fairway Dr

Major Dr to Grounsell Nbd On-Ramp

Grounsell On-Ramp to Grounsell Cres

Grounsell Cr to Pomare / Walrere

Pomare / Walrere to Block / Tirchanga

Melling / Harbour View to Dowse Dr

Dowse Drto Koro Cres

Korokoro Rd to Cornish St

Cornish St to Petone Sbd On-Ramp

Petone Sbd On-Ramp to Horokiwi Rd
Horokiwi Rd to BP &

BP to Ngauranga Nbd On-Ramp

Ngauranga Nbd On-Ramp to SH2 End

Figure 53: SH2 Mid-block Crash Rate and Typical Raés 2004 - 2008. Source: NZTA SH2 Strategic Study
(March 2010)

12.4 SH58 Road crash information

Typically between 10 and 20 injury crashes occuSétb8 every year. Although a relatively small
number of crashes, it is a high number considahegelatively low traffic volumes.

Over half of these crashes are loss-of-controleadkhon type crashes, reflecting the winding and
narrow nature of the route. Less than 30% of cmsiteurred at intersections, the remainder mid-
block.
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Injury crash rates at intersections along SH5&agkest near the SH2/58 interchange and at

intersections between Spinnaker Drive and Paremata.

Figure 54: SH58 Intersection Injury Crashes. SourceNZTA SH58 Strategic Study (March 2010)
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figure below, it is evident that several sectiomyén higher than typical rates. These include the
section near the SH2/58 interchange, the sectiobnelem Moonshine Road and Bradey Road, and

Looking at the mid-block injury crash rates on SH®8npared with typical injury crash rates in the
the section from James Cook Drive to Spinnaker @riv

Figure 55: SH58 Mid-block Injury Crashes. Source: NETA SH58 Strategic Study (March 2010)
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Hebden Cres - McDougall Grove
McDougall Grove -Hugh Duncan St
Hugh Duncan St - Kaitawa St
Kaitawa St - Atimuri Cres

0ld Haywards Rd - Mount Cecil Rd
Mount Cecil Rd - Harris Rd

Harris Rd - Moonshine Road
Moonshine Rd - Mulhern Rd
Mulhern Rd - Murphys Rd / Flightys Rd
Murphys Rd / Flightys Rd - Belmont
Belmont Rd - Bradey Rd

Bradey Rd - Pauatahanui RAB
Pauatahanui RAB - Joseph Banks Dr
Joseph Banks Dr - James Cook Dr
James Cook Dr - Spinnaker Dr
Spinnaker Dr - Postgate Dr
Postgate Dr - Oak Ave

Bay View Rd / Sea View Rd - Paremata Cres RAB

Figure 56: SH58 Mid-block Injury Crash Rates and Typical Crash Rates. Source: NZTA SH58 Strategic Styd
(March 2010)

12.5 Local Road Safety Issues

A new Road Safety Issues Report for Upper Hutt ldott City was released in July 2010 by NZ
Transport Agency and provides a breakdown of r@édely issues for local roads and state highways
for 2009. See links below:

http://www.nzta.govt.nz/resources/road-safety-isfugt-city/2010.pdf

http://nzta.govt.nz/resources/road-safety-issu@&thutt/2010.pdf

Key facts include:

Hutt City Council — local roads
48 percent of crashes occurred at intersections

Failed to give way/stop and travelling too fastdonditions were the two top causal factors
in injury crashes

Upper Hutt City Council — local roads
49 percent of crashes occurred at intersections

Failed to give way/stop and travelling too fastéonditions were the two top causal factors
in injury crashes



12.6  Vulnerable road users

The map below shoes the location of serious aral &tshes involving pedestrians or cyclists along
SH2 and SH58 over the past decade. A number of daih serious pedestrian crashes on SH2 have
occurred between Moonshine Rd and Gemstone Drildpper Hutt. The serious cyclist crashes on SH2
have been largely clustered around the Petonech@age in Lower Hutt. There has a fatal crash
between Ngauranga and Horokiwi and near SH2/58cdhémge. One serious crash was recorded on
SH58 on the section between Pauatahanui roundabduSpinnaker Drive intersection.

Fatal and Serious Incidents on SH2 and SH58
Involving Pedestrians and/or Cyclists
from 2000 to 2010 (reported to date)

Figure 57: Location of fatal and serious pedestriamnd cyclist crashes in Hutt corridor

The most recent road safety issues reports fromAN@dvide more information about crash
locations on local roads within Upper Hutt and HCitly.
http://www.nzta.govt.nz/resources/road-safety-isaugper-hutt/index.htmi

http://www.nzta.govt.nz/resources/road-safety-isfugt-city/index.html

Key points from these reports include:

Upper Hutt
- In Upper Hutt City, vulnerable road users were Iagd in 38 percent of all injury crashes in

2005-2009
Thirty-five percent of pedestrians injured werdhe age group 10-19 years. This is higher
proportionally when compared to similar authorities
Cyclist crashes were concentrated on the artemthlcallector roads in Upper Hutt City.
Eighty-two percent of crashes involving cyclist€@eed on local roads in urban areas.
Half of all crashes involving motorcyclists occudren local roads (52 percent) and a third
were at intersections (33 percent).
While younger motorcyclists in the age group 15¢24rs were the most commonly injured
motorcyclists, the age group 50-54 years is praogaatly over represented in Upper Hutt
compared with other similar regions



Hutt City

In Hutt City, vulnerable road users were involvadhirty-four percent of all injury crashes

in 2005-2009

Nearly all pedestrian crashes in Hutt City occumwadirban local roads (99 percent), over a

third at intersections (35percent).

Forty-four percent of the injured pedestrians werihe age group 5-20 years, higher than

similar authorities in NZ

Ninety-two percent of cyclist crashes occurredamal roads in urban areas. Just over half of

the cycling crashes occurred at intersections bent)

Three-quarters of motorcycling crashes in Hutt @Qeyppened on local urban roads (73
percent).

Motorcyclists in the age group 15-24 years werentlest commonly injured.

12.6.1 Vulnerable Road User Casualties
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Figure 58: Cyclist Casualties —Upper Hutt, Hutt City and regional average

The above figure shows cyclist casualties (19970082 in Upper Hutt and Hutt City per 1000

population. There is an increasing trend in crageesapita in both TAs, similar to the regionahi.



0.5

0.4
- 04
kS
£ 03]
Q.
o
o
= 0.3
o
-
o 0.2
o w V 14
9
£ 0.2 -
2 —@— Huit City
©
o 01
8 —— Upper Hutt
5 01 .
% = = = = Regional Average
o 0.0 ‘ ‘ ‘ ‘ T T T T ‘ ‘
1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

Year

Figure 59: Pedestrian Casualties — Upper Hutt, HutCity and regional average

The trend in pedestrian casualties has been fltictuhetween years but appears to show a fairly
flat trend overall, similar to the regional trer@@ver more recent years, Hutt City has shown much
higher rates than Lower Hutt.
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Figure 60: Motorcycle Casualties — Upper Hutt, HuttCity and regional average

The trend in motorcyclist casualties per 1000 patoh was decreasing up until around 2001, but
like the regional trend has been increasing sihee.tThe rate in Upper Hutt since 2005 has been
consistently higher than both Hutt City and theioagl average.



12.7 KiwiRAP results

The AA and certain government agencies (NZ Trarispgency, Ministry of Transport, Accident
Compensation Corporation, and New Zealand Policayehdeveloped a Road Assessment
Programme (KiwiRAP) that will help address somehaf areas of concern in NZ's Safety Strategy
— Safer Journeys. The programme is developed &ie Sighways only at this stage.

The objectives of the programme are:

- to reduce deaths and injuries on New Zealand'ssgbgdsystematically assessing risk and
identifying safety shortcomings that can be adar@sgth practical road improvement measures

- to have risk assessment as a key factor in stcatisgisions on road improvements, crash
protection and standards of road management

- to provide meaningful information on where the g¢eetlevels of risk are faced, and in turn to
influence behaviour.

KiwiRAP identifies two types of risk: collectivesk and personal risk. Collective risk is the number
of crashes per kilometre and indicates the risdotoety of a route. Personal risk indicates thie tos
an individual driver and is the number of crashessgmount of travel (vehicle kilometres travelled).

SH58 was ranked band SH2 from Ngauranga to Upper Hutt was rank&fl ii2NZ for highest
collective risk. Both highways did not feature e troutes with high personal risk.

In July 2010, the agencies released maps of Siglevays showing star ratings. This rating system

is based on the level of safety 'built-in' to tlwad. Features such as road width, lane markings,
roadside hazards, and road alignment are measwalliated and used to determine the star rating.
The higher the star rating, the safer the roadN2n 95% of the highway length scored either a 2 or

3 star. In terms of travel, it is split evenly beem 2, 3, and 4 star highways.

For the Hutt Corridor, the sections of 2-star higiwnclude SH58, and SH2 from Moonshine to
Maoribank. SH2 from Moonshine to SH58 is 3-stad drstar from SH58 south to Ngauranga. Note
that KiwiRAP does not rate sections with speedtbnaf 70 km/h and below. This excludes SH2
Fergusson Drive, SH2 around Dowse, and SH1 Man&izge. Therefore it is not surprising that
the length of SH58 from Pauatahanui west ratest@— it is an 80 km/h speed environment with
many intersections.

The high number of crashes per kilometre and poad rfeatures of SH58 are noted in a recent
NZTA study (SH58 Strategy Study - refer Section, With a plan to address this by installing
safety engineering features.

The high risk safety features of SH2 are recognisédiZTA’'s SH2 Strategic Study, which plans to
address these features in a similar way.

Both these approaches fit with the KiwiRAP objeesivof providing information to influence driver
behaviour, and to have risk assessment as a k&y facstrategic decisions on road improvements.

12.8  Greater Wellington 2008 Road Safety Investigat ion

The purpose of this project was to investigatelcrases in the greater Wellington region. First the
project sought to determine if the numbers haven lieereasing over the last ten years and then on
determining areas for remedial action.



The investigation found that the numbers of crastiesncreasing and that it was not only a case of
increased reporting by Police.

Minor injury crashes are where the majority of thgional increase is occurring. Most (63%) of the
injury crashes in the region are occurring on lazhln roads. The causal factors of crashes oeer th
past 10 years have not changed, and the reportesiggga fresh look at how road safety is
considered.

The report identified national, regional and loazdd safety initiatives that have occurred over the
past 20 years and concludes that it is likely tiha&t road safety gains achieved by the various
initiatives have been off-set by the following:

Increasing vehicle ownership along with an incnegsiumber of drivers in the 20-29 year old
age group (the age group that features most preduontty in crash numbers).

Increasing demand for travel and increasing trafficimes

Aging vehicle fleet (the average age currently abli2.29 years) meaning only some of the
modern safety features are present on the regioats network

The report identified that the largest increase avftweefold increase in cycle crashes.

In terms of addressing the road safety issue, ¢épert advocates for the region to support the
national strategy for road safety (Safer Journawsl)to focus on the following three areas:

1. Ensure adequate investment in road safety in @iome- through Annual Plans, LTCCPs, and
the Regional Transport Programme — may need asafatly champion to raise profile

2. Ensure adequate focus on vulnerable road usergg®Preohs and Cyclists)

Pedestrian and cycling improvements in urban apgasicularly on routes most frequently used
by pedestrians and/or cyclists — eg. Dedicatedeciaries and ‘Green Wave’ at traffic signals
Continue raising awareness for cyclists among atesl users (particularly vehicle drivers)
Continue programmes to improve safety around ssharadl on key walking/cycling routes to
school

3. Continue promoting alternative means of transpioanab car travel such buses, trains or
carpooling

Safety benefits by increased use of safer modeswRIking) and reduced car traffic volumes
(reduced conflict for all road users)

many other benefits — emissions reductions, healthfitness improvements, affordability and
resilience to petrol price volatility

The above three recommendations focus on the arélas region which are largely contributing to
the increase in number of crashes: crashes on lobalhroads and crashes involving pedestrians
and cyclists. These issues are relevant to the\ralkty and provide some focus for the responsible
agencies.






Land use pressures and plans

13. Land use characteristics

The Hutt Valley extends along the northern andezasshores of Wellington harbour and inland
along the Hutt River for about 30km.

The river flows roughly along the course of an\aetjeologic fault. For this reason, the land rises
abruptly to the west of the river; to the east flwodplains have developed. The higher of these is
between 15 and 22 km from the mouth of the riveaydhd this, the river is briefly confined by a
steep-sided gorge near Taita, before the land opets the south into a long triangular plain close
to the outflow into Wellington Harbour.

Hutt City (the second largest city in the Wellingtieegion) lies on the northern and eastern shdres o
the Wellington harbour. To the north the city extemp the Hutt Valley along the banks of the Hutt
River from Petone to Stokes Valley, and includesri®at Regional Park to the West. To the east
Hutt City encompasses Wainuiomata, Eastbourne @dRimutaka Forest Park. At the southern
extremities is Pencarrow and Baring heads, an&#s¢ Harbour Regional Park.

Upper Hutt sits to the north of Hutt City, with apulation of around 40,000. The southern
boundary is Silverstream and the northern bountteyop of the Rimutaka Hill. Upper Hutt covers
an area of 53,962 hectares making it the secogadarcity council by area in New Zealand.
(Source:WRS)

In addition to consisting a major suburban areaf@ilington, the valley is a location for a variety
of manufacturing and heavy industry, educationdl r@creational facilities.

14. Upper Hutt
14.1  Upper Hutt City Council (UHCC) District Plan

The Upper Hutt City Council’s District Plan defingsveral areas within the city into zones to allow
for environmental effects to be categorised andagad appropriately, and to enable standards to be
set that maintain and enhance the particular cteisiics of different parts of the city. The zones
identified within the Plan are:

Residential - to provide a range of living environments anchlcamenity facilities and services
such as schools and churches.

Rural - areas within which rural and rural-based aaggitan occur

Business— includes commercial zones, providing the managgniramework for the City
Centre and the suburban shopping areas - and rredustnes to manage the industrial and
service areas.

Open Space- to recognise and protect land already used fmnospace and recreation
purposes.

Special Activity - manages those large scale special land use$ Whie a special character or
function (The NZ International Campus, Trentham itdiy Camp, Trentham Race Course,
Rimutaka Prison and St Patrick’s Estate Area).

The Plan recognises that the amount of land seitédnl urban use is influenced by servicing,
topographical, ecological and other constraintbe’ Residential Zone covers the existing residentia
areas as well as undeveloped land suitable fordessiial use in the future. Expansion of existing



urban areas will be encouraged in appropriate eamiments with the existing urban areas being the
preferred location for higher density development’

The Plan includes a policy to provide for new resitibl development in a sustainable manner. It
sets out the intention to generally contain newdesgial development within the existing zoned
urban area. The Plan suggests thahtinuous expansion at the City’s edge, whiledgpgrts of the
urban areas remain undeveloped, does not conssugtinable managemérnit states Greenfield
subdivision, for urban residential development mgsResidential Zones should be considered by
way of a District Plan change to extend the urbasaa This enables the full effects of the potential
development to be assessed

The Plan also identifies the importance of an &ffitresidential roading network of a high standard
to meet the mobility needs of the City’'s residergsje access to available transport services,
provide safety for those using the network and gate the adverse effects of traffic on the
environment.

The Plan includes rules for car-parking and destgndards for access at intersections and road/rail
level crossings.

The Plan sets out a ‘roading hierarchy’ where thg'scroads are classified into a hierarchy
according to their function in the roading networke hierarchy reflects the importance of moving
traffic around the City in a manner conducive te tfevelopment of the City. It is also important in
protecting traffic routes for improvements and fetextensions and enables a consistent approach
to road upgrading and safety, street constructicaffic operations and levels of service. The
hierarchy map is shown below.

HIERARCHY
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—— Primary (Regional) Arerials
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Local Distributor Routes

— Local Roads

Urban Planning Maps N
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AR
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Figure 61: Roading Hierarchy Map. Source: UHCC Distict Plan.




14.2  Urban Growth Strategy

The Upper Hutt City Council adopted its Urban Grhotrategy in September 2007. The strategy
guides where and how future development should roecd will ensure that the fundamental
elements of the city — its roads, infrastructuralvges, parks, reserves, neighbourhood centres,
business areas, community facilities and housingrk effectively now and in future years.

Business

The strategy outlines a development approach iatioel to its business zones and identifies
potential future development opportunities.

In summary, the strategy seeks to protect exigbuginess zones for business purposes, to limit
retail development in the business industrial zpaad to focus retail development on the CBD and
suburban centres. It identifies three key sitepfiiential redevelopment - AgResearch Wallaceville
Site (62ha), St Pats Silverstream (40ha), Soutffiedgres Site, Blenheim St (22ha).

Residential
The strategy also identifies an approach for accodating future demand and growth in housing.

Forecasts out to 2026 were prepared using a rahgefasmation including Statistics NZ data,
building and resource consents, economic data #suwlissions with developers. The map below
shows where expected growth is likely to be locatétin existing urban areas. It does not include
forecasts for potential new Greenfield housing sshich are likely to be needed beyond the next
five years.
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Figure 62: Housing growth forecasts and locationsSource: UH Urban Growth Strategy Sept 2007.



Three potential sites for new housing areas amtified in the strategy - at Maymorn, Guilford and
Wallaceville.

A wider range of housing densities and types auglst together with higher density development
around centres, and supported by good urban dstgdards.

The strategy also identifies the need to reviewigions and zoning for the ‘Southern Hills’ from
Pinehaven to Mount Marua.

Transport infrastructure

The Urban Growth Strategy identifies a number ot e upgraded local road linkages that could
be required to service future extended urban areas.

The strategy also notes that a number of intemestwith State Highway 2 may need to be
upgraded depending on the growth options adoptéatume.

The strategy notes that public transport is a fonciof Greater Wellington but that UHCC
participates in the direction of these servicesufjh the Regional Land Transport Committee and
will advocate for the following specific servicegrades:

New railway station at Upper Hutt

Extend rail commuter service to Timberlea (inclgdanew rail station)
Upgrade Maymorn railway station

Extend the rail and bus commuter service

New bus service to Riverstone Terraces

14.3  Maymorn Structure Plan

Housing Needs Report

This report developed to inform the Maymorn StruetBlan provides an estimate of the number of
new dwellings that will need to be accommodatetljpper Hutt for the period 2006 to 2021. The
report then compares this demand assessment weitbutinent understanding of ‘dwelling supply’,
in order to establish how many new dwellings neede¢ planned for in the period to 2021.
‘Dwelling supply’ is calculated as the combinatiohnew dwellings that have already been and are
being constructed (over the period 2006-2008) ghasexisting capacity for dwellings likely to be
constructed through further intensification/infd@levelopment in the period to 2021.

The Housing Needs Report concludes that aroundd4n@®v dwellings would be needed under a
high growth projection. Around 2,000 of which cam &iccommodated within existing residentially
zoned land, leaving a further 2,000 dwellings twauld need to be provided for through future
urban expansion.

Note: For the purpose of estimating the demand for &utesidential land, the NZ Statistics ‘high’
population projections were used in the UHCC Hogidileeds Report. This is because of the lead
time required to plan for and service new land Wwhinakes planning for the higher growth
scenarios necessary. The population projections tieen been used to predict demand for dwelling
by taking account of reducing household sizes,thachousehold to dwelling relationship (ie. there
are more dwellings available than households -nadbke future growth to be met, to facilitate/allow
migration, and to allow normal market conditiongtevail.



Structure Plan Development

Of the several options for urban expansion idexdifin the Urban Growth Strategy, the Maymorn
option is currently thought to be the most certdis.a result, Upper Hutt City Council is currently
preparing a structure plan to accommodate arou@ 86w lots in Maymorn over a 20 year period.

This would have implications for both state highwatgrsections and the rail/bus network in terms
of accommodating the additional demand.

The intersection of State Highway 2 with both Pdat&oad at Te Marua and Mangaroa Hill Road at
Maoribank are likely to be affected by increaseadfic volumes as a result of this proposed new
development in future. The Hutt Corridor Plan wi#ed to identify an action/project under which
the future safe and efficient operation of thesersections will be addressed.

Maymorn has an existing railway station with accéssWairarapa train services. While this
provides a basic level of public transport accessfiiture residents, enhanced services may be
needed in future to meet increased demand fromMVidigmorn Structure Plan development. The
various potential options and timings for doingase discussed under the Regional Rail Plan and
other public transport related sections below.

15.  Lower Hutt (Hutt City)

15.1  Vision CBD 2030 and CBD Making Places

Hutt City Council’sVision CBD 203@&ndCBD Making Placeswere developed to guide long term
strategic opportunities for the CBD.

Vision CBD 2030 describes the following vision the CBD ‘Shaped by the Hutt River, the Hutt
CBD connects people and nature to create a livadyvébrant place’.

CBD Making Places identified some key prioritiesiethare to:
establish a connection with river
develop and maintain a sustainable heart for ttye ci
create a place of cultural, social, & economiclitifa

offer a unique place that helps builds local idgnti

The Making Places vision for the next 20 year®isreate a CBD that is vibrant, liveable and
sustainable, and that is underpinned by qualityetigment.

The Council has also agreed on five priority prtgeof around 200 identified. These are:
1 - Creating the Dowse Square

2 - Building a new Margaret Street bridge
3 - Understanding CBD transport & car parking
4 - Creating a civic heart in southern High Street

5 - Establishing a riverside promenade



15.2  Vision Seaview Gracefield

In March 2010 the Hutt City Council consulted ondeaft vision to 2030 for Seaview and

Gracefield. The vision includes providing stabiliyd efficiency to support existing businesses,
creating a suitable environment for business grpai provide good recreation opportunities. This
recognises that Seaview Gracefield is the highasinless growth area in Hutt City, with a 25%
increase in the number of businesses over the p&W®2-2007. Currently there are over 6000
employees in about 700 businesses in this area.

Seaview port receives high value commodities sughoié that is stored near the port. Other
businesses include engineering, steel supply ahtrial gases.

The Wellington Regional Strategy (2007) identiflesaview Gracefield as a growth area that has
significant industrial and commercial redevelopmeautential.

The vision aims to enhance and build on the aneadgstrial character by ensuring good roads and
road access, excellent public transport, linkagdhe port and other industrial areas.

The vision’s key outcomes include improved traféitficiency, particularly for commercial and
industrial trips, noting the frequent congestionongl Petone Esplanade and suggesting the Cross
Valley link as a more direct route.

Safety measures for pedestrians, cyclists and Meshare suggested initiatives along with support
for active mode routes through green spaces suttiedSreat Harbour Way.

Improvements to off peak public transport serviaessuggested to cater for shift workers. Also the
Council aims to retain rail as a future mode ohs$gort and will advocate protecting and proactively
encourage the use of rail for commercial opporiesit

15.3 Petone Vision Statement

Hutt City Council has developed a vision statenfentPetone with a 2027 outlook. The vision
statement touches on various issues that are rglev&ransport planning including:

increasing the attractiveness of walking, cycling @ublic transport options

increased opportunity for residents to work locally

changed roading networks that improve movemenisidential and business traffic and add
amenity value to areas such as the foreshore.

The vision statement makes the following commemelation to the Petone Esplanade:

Hutt City Council has included $18 million in itehg Term Council Community Plan of the $60
million estimated to undertake the Cross ValleykLldpgrading works on the Esplanade itself are
currently unbudgeted and estimated to be of theroofl $5 million plus.

The vision statement also notes the importantablearning institutions within Petone, particularl
with regard to WelTec which is currently a key eay@r and has around 7000 students enrolled.



15.4  Hutt City District Plan

HCC'’s District Plan contains policies and rulestthavern the development of land within Lower
Hutt. The District Plan became operative in 2008/20The District Plan identifies the Petone
foreshore as a special recreational area and theie€Se Gracefield area as a special business area.
There are a series of rules that manage land dawelot in these respective areas.

The residential provisions in the plan were regerdgliewed through Plan Change 12 in particular.
One aspect of the plan change was to provide ftindu residential intensification around shopping
centres and key transport routes, consistent wighHutt City Housing Policy 2008. The district

plan seeks to balance this provision of townhouseits, apartments etc with the retention of family
homes with sections within the city.

Plan Change 14 reviews the provisions for the @éommercial Activity Area in the District Plan
to ensure that they encourage and facilitate theooues sought in the Vision CBD 2030 and CBD
Making Places projects. The plan change addressess auch as allowing a greater range of
permitted activities, introducing four ‘precincts’the central area, refining rules for retail aities,
accommodating a riverside promenade and upgradeketdlood protection works, introducing
design guides and maximum car parking standards.

There are a number of policy changes that havermegtuelating to Petone and the CBD that are
aimed at strengthening and growing the commer@etos. In Petone, the western end has been
freed up in the District Plan for larger multi udevelopments which continues to attract a highlleve
of developer interest (despite the downturn). Ha €BD, a series of Council led investment is
planned and a significant private developer inesentscheme has been approved. Anecdotal
evidence from a number of the newer businessestim these areas suggests that public transport
links from Wellington CBD to Hutt City and Petoneeaa concern at peak times given the reverse
commute.

15.5 Other potential large development sites

There is also a Treaty claim on Nicholson BlockMgllington Tenths Trust, and master planning
underway by Housing New Zealand Corporation to vebtg existing housing stock at the eastern
end of The Esplanade.



Key transport studies and plans

16.  Freight Studies
16.1  National freight demands study — September 200 8

The Ministry of Transport released a National FAneéiemands Study in September 2008. The
government recognises the importance of the fresghtor and the desire to improve its efficiency
and achieve significant changes in modal shares Jtady was therefore commissioned by the
Ministry of Transport (MoT), the Ministry of EconamDevelopment (MED) and Land Transport
New Zealand (now the NZ Transport Agency) to lobkh& current operations of the sector and its
future development. The study was undertaken tocovee the limited amount of data on the sector
and provide a sound basis for future policies.

The study notes that the freight sector is a sigaifi consumer of energy resources, accounting for
about 43 percent of the energy consumed by thespgoah sector and a similar proportion of
greenhouse gas emissions. As shown in the diagedowbactivity in the sector is dominated by the
movement of goods by road, although when the lengtiaul is taken into account the role of rail
and coastal shipping is enhanced with these havimnigher share of longer distance movements.

The Current Freight Task by Mode The Current Freight Task by Mode
Road (tonnes) (tonne-kms)
2 Road
70% Rail
15%
Rail
Air 6% Air Coastal
0% ansf[al 0% Shipping
Shipping 15%

2%

Figure 63: The current freight task. Source: Natioral Freight Demands Study, 2008.

Total movements in terms of tonnages are dominayeahgregates, logs and wood products and by
dairy products, which combined are estimated tooact for about 60 percent of the total
movements identified. The mode share for freightogs and wood chips is currently 94% by road
and 6% by rail.

16.1.1 Forecast growth in total freight movements

Over the period from 2006/07 to 2031 the freiglsktéor the commodities identified is expected to
increase by about 70-75 percent (100% in Wellingtmion) in terms of tonnes lifted and in terms
of tonne-kms transported. This figure of growtl2@81 can be compared with alternative estimates
of growth in tonne-kms of about 70 percent betw2@d5 and 2020 based on work undertaken by
Transport Engineering Research New Zealand (TER&M) forecasts of growth of up to 100
percent by 2040 based on work undertaken interrmaflghe MOT, and lies broadly between the
two.



16.2  Freight Analysis Study - Wellington

In October 2009, the NZ Transport Agency release@port prepared on its behalf by Hyder
Consulting titled ‘NZTA Freight Analysis — Wellingh, Nelson, Marlborough and Tasman regions’.

The report’s purpose was to analyse regional fteigbvements to get a better understanding of the
implications of the Government’s freight transpatbjectives within those regions. The key
conclusions for the Wellington region are as fokow

- Wellington has a relatively high proportion of shdruck-based trips which handle the large
number of intra-regional and inter-regional exgopgs.

- These short, truck-based trips are concentratedSldfh between the Terrace Tunnel and
Ngauranga, and SH2 between Ngauranga and Upper Hutt

- The section of SH2 north of Ngauranga has the Bigtaily flow of heavy vehicles in New
Zealand. This section is also in high demand byroaters to and from Wellington City.

- The negative impact of growth in road commutersongestion, and therefore road freight, is
recognised — and consequently the need to invéstigays to shift more commuters to rail is
identified.

- While SH1 between Levin and Wellington has beemtified as a RoNS (and therefore given
increased priority by NZTA), it is important thaiviestment is applied to the integration of high
freight transport demand and high commuter demang§H2.

Also discussed in the report are ‘Areas of oppatyufor achieving better freight efficiency suck a
— reducing empty running, making better use oftegsfacilities, industry solutions for particular
goods, and investigating ‘high performance hubg. {eland port to transfer to rail or hubs for time
sensitive commodities).

16.3  High Productivity Motor Vehicle routes identif  ication

NZTA and local councils will be going through a pess to identify high productivity motor vehicle
routes in the region and associated upgrades needled road network to accommodate these. This
section will be expanded once this work has beegrpssed.

17.  State Highway strategies and plans
17.1  SH2 Strategic Study

The NZTA developed a long-term strategic plan tdrads significant congestion and safety issues
along SH2 (from Ngauranga to Maoribank) over a 28ryperiod. The key conclusions about
improvement projects from this study form an impattinput to the Hutt Corridor Plan.

The overall strategy for SH2 along this corridon && summarised as:

- A dual carriageway, 100km/h, expressway standarth &t least two lanes in each direction
along the full length from Ngauranga to Maoribahkrthbound and southbound carriageway
will be separated by a median barrier and all rimmd$iazards will be suitably treated to
minimise the impact of driver error.



- Side road access to and from SH2 will generallyilnéed to grade-separated interchanges at
strategic and well spaced locations, with any atgrintersections allowing left in/left out
turning movements only.

The study identified the following improvement pojs for this section of SH2 in the short,
medium and long term:

Improvement works: Indicative cost
Medium Term — 5 to 10 years

Moonshine Hill Rd to Silverstream 4- $5-20m
laning

SH2 Melling Interchange Grade $20-100m
Separation

SH2 Fairway Drive/Major Drive (Kennedy $20-100m
Good Bridge) grade separation

Local traffic provision between Melling $20-100m

and SH2/58 interchanges

Hutt Riverbank Cycleway Route TBD

Petone to Horokiwi Cycling Facility TBD
Improvement works: Indicative cost

Long Term — 10 to 20 years

Maoribank to Moonshine Bridge route $100m+
upgrade or River Road ‘bypass’ on
western side of Hutt River.

SH2/Fergusson Drive (Silverstream) $5-20m
grade separation

The above projects will need to be incorporated itte action tables of the multi-modal Hutt
Corridor Plan, with NZTA as the lead agency in muzses.

For more detail about these projects and the giattudy refer to the full NZTA ‘SH2 Strategic
Study’.

17.2  SH2 River Road Realignment — Project Feasibili ty Report

This report was prepared for NZ Transport AgencyMWH in September 2009 and relates to the
stretch of SH2 known as River Road from MoonshiileRbad to Topaz Street in Upper Hutt. This
section of highway has a number of at-grade intdi@es that create safety concerns and the route
as a whole is approaching capacity.

The executive summary from the report is set oldvine

Three options have been investigated:
» Option 1: Upper Hutt Bypass — new alignment anlestern side of the Hutt River
* Option 2: Four laning of the existing River Road

* Option 3: Combination of Option 1 and Option 24ZSwould cross Hutt River south of Gibbons
Street



There are significant travel time and crash cosings associated with providing four lanes along
this stretch, however the cost of implementing éhesutions are also very high. Accordingly, none
of the options yield a BCR of more than 1.0.

A summary of the economic evaluation is shown attble below:

d C . +
g Cc . +
g Cc . +

The report concludes that Option 2 is the Prefe@@tion as it has the lowest costs but still has
some significant benefits for safety and capadityrecommends that a scheme assessment be
carried out to explore this option in more detail.

17.3  SH58 Strategic Study

The NZTA has recently developed a long-term stiat@{an to address significant issues along
SH58 (from its junction with SH2 to its junctiontWiSH1 at Paremata) over a 20-year period. The
key conclusions about improvement projects frons #tudy form an important input to the Hutt
Corridor Plan.

The overall strategy for SH58, as concluded byshisly is:
- SH58 will be retained as a two-lane two way highwty the current passing lariés

- All intersections ‘at-grade’, except SH58 intersattwith Transmission Gully and SH2 which
will be grade separated.

- Manor Park to Moonshine Road — to be managed a€)8Rm/h rural environment, with wire
rope median barrier considered in long term.

- Moonshine Road to Pauatahanui — to be managed-a80&®n/h rural environment, with minor
safety upgrades in short-term. Long-term, constderagiven to roundabouts at intersection
with Moonshine Rd and Flighty Rd/Murphys Rd togetwéh reduced speed limits for safety.

- Pauatahanui to Postgate Drive — to be managed@kna/h peri-urban section with intersection
upgrades at Spinnaker Dr and Postgate Dr in the: tdro.

- Postgate Dr to Paremata — will be managed as a/BOkrban highway with controlled access
in the short-term. The long-term status of SH58veen Transmission Gully and Paremata will
be determined as part of the Transmission Gullyepto

- Minor safety works will continue to be undertakenaddress specific crash issues that arise
during the study period.

The study also included a proposed implementatian for SH58 as set out below:

12



Improvement works Indicative cost

SH2/SH58 Grade separation $20-100m
Uphill passing lane extension $ <5m
Haywards to Moonshine seal widening $5-20m

Haywards Substation Curves Realignment  $ <5m

Haywards Summit to Moonshine Road $5-20m
Median Barrier

Moonshine Road Roundabout $ <5m
Moonshine to Pauatahanui Minor Safety $ <5m
Improvements

Flightys Road/Murphys Road Roundabout ~ $ <5m
Postgate Drive Roundabout $ <5m

Spinnaker Drive intersection treatment $ <5m

The above projects will need to be incorporated itte action tables of the multi-modal Hutt
Corridor Plan, with NZTA as the lead agency in muzses.

For more detail about these projects and the giagtudy refer to the full NZTA ‘SH58 Strategic
Study’.

17.4 Ngauranga Triangle Strategic Study

The purpose of this study was to develop a longrtietegrated transport strategy for the study area
that covers safety, access, walking and cyclinggrated land use/transport, economic growth and
congestion.

The need for the study resulted from several astidentified in the current Hutt and Western
Corridor Plans and was a three way partnershipdetviNZTA, HCC and WCC with support from
GWRC.

The area covered by the study is shown on the rakgb



TAWA

JOHWSONVILLE

Legend

I Area Of Interest

Figure 64: Study area — Ngauranga Triangle Study

Key strategic drivers for the study:
Improve connectivity for general traffic, freighaffic, and passenger transport
Improve connectivity for safe walking and cycliran{l other active modes)

Improve the security, resilience, and quality o tnansport network between Wellington
City and the Hutt Valley and the SH1 corridor witlhe study area

Improve the amenity of Petone and foreshore to lenaevelopment of this area
incorporating integration with the foreshore

Provide for the integration between transport amdi luse.

During discussions with stakeholders during theefide chats’ stage of the study, a number of
issues were identified that relate to the curremd future performance of the transport network.
These are set out in the table below accordingealifferent sections of the study area.

Ngauranga to Tawa Ngauranga to Dowse SH1 to SH2 Corridor SH2 to Seaview/Gracefield
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The study recommends several key projects to asldhes strategic drivers and issues within the
study area.
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Figure 65: Key projects identified — Ngauranga Triangle Study
Key projects to be incorporated into the draft Hirridor Plan for consultation include:

Petone to Grenada link road - $250m

New four lane divided expressway between SH1 (Tamtarchange) and SH2 (Petone
interchange). Includes shoulder width for cycligi@8kph design speed and maximum gradient
9%. Saves 6.5km and 8 mins peak travel time orentirip. Includes new ramps at Tawa,



grade separation at Petone and Lincolnshire Farmecsafety fixes, potential ‘beach to bush’
active mode connection via redundant Petone ramps.

Cross Valley Link (between Gracefield and Petone)$68m

New four-lane divided road between Dowse intercleaagd Randwick Road. 70 kph design
speeds. Includes adequate shoulder width for ¢gcéiad new bridge over Hutt River. Has
very low B/C ratio and further economic investigatiis required. [Note: See current status
Section 18.5]

SH2 Cycleway Completion - $14m

Northern section - new cycle/pedestrian facility seaward side of railway between Petone
and Horokiwi. Requires reclamation of coastal land bridge over the railway line to connect
with existing facility between Horokiwi and Ngaugmn

Southern section — upgrade existing facility betwétorokiwi and Ngauranga including
widening, surface improvements and better drainage.

State Highway Traffic Management (Ramp signalling)

Ramp signalling at Petone in the morning peak aldgauranga in the evening peak. Further
investigations required to better understand effedbcal road network.

For more detailed information please refer to tlegious detailed reports available from NZ
Transport Agency.

17.5 SH2 Melling Interchange investigations

The Melling Interchange Investigation study areeludes the Melling Interchange to the south,
Kennedy Good Interchange and the stretch of SH® Ut not including the intersection of SH2
with SH58.

Initial work is underway to investigate proposedpmvements to the stretch of SH2, including
upgrade of both Melling and Kennedy Good Interclesngnd adjacent intersections. The
investigation will look at crash statistics, lewlservice, vehicle operating costs, and traveeim
Modelling outputs will be used to analyse optioos dchieving expressway alignment along SH2
while aiming to retain access to all propertieqiglthe route.

The investigation will include looking at measutesimprove accessibility for pedestrians and
cyclists along the SH2 corridor, to and from thellMg Rail Line, between the Hutt CBD and the
Western Hills suburbs. Use of Melling line servieasl an assessment of the future location of the
Melling Railway Station are also to be includedhe study.

Note: The Melling Investigations have concluded sinds trackground report was prepared. The
outcome has been included in the final plan. Prefeoptions for grade separating the interchanges
were found, but with relatively high cost and loenlefits (due to limited projected traffic growth on
SH2), were not economically viable within 10 yeafi$erefore the projects will not be progressed
further at this time. Instead the NZTA is inveatigg short-term improvement measures for SH2
which will help to alleviate traffic congestion amshprove safety until such time as the grade
separation of Melling and Kennedy Good becomes@oarally viable.



18.  Other significant roading studies
18.1  Upper Hutt 2006-2016 River Road Modelling Repo rt (Gabites Porter)

In 2004 Upper Hutt investigated the effects of @asi treatment options at the intersections of River
Road. This work utilised the Upper Hutt transpoddal with 2001 data. The data in the model was
updated in 2006. In 2007, Upper Hutt commissionathiteés Porter to investigate the effect of this
on the treatment options.

Seagull traffic islands were recently installedtba River Road intersections with Moonshine Hill
and Whakatiki Street. The modelling results inddcdiat the form of these intersections will need to
be reconsidered (to signalised seagull islands2a#6. The effect of the intersection changes has
resulted in traffic re-routing from taking the Giots Street exit to the Whakatiki Street exit. This
effect is noted as minor in the report and doegngger other infrastructure constraints.

18.2  Akatarawa Hill Road Study

In June 2009, Duffill Watts & Tse Ltd completedtady on behalf of Upper Hutt City Council and
Kapiti Coast District Council that examined thedigdlity of upgrading the Akatarawa Road route
linking Upper Hutt and Waikanae.

The report notes the following key characteristitthe existing route:
- The distance of the route between SH1 and SH2ks135

- Its primary function is currently a local accesadpand also serves as a scenic tourist route.

- The majority of properties that access the routeraral/residential, although there are a number
of businesses in the Upper Hutt section coveringism, agriculture and logging.

- The existing road is narrow and, in places, lackficsent width for two vehicles to pass. The
existing alignment is tortuous with many tight cenrs and poor sight lines, particularly in the
hill areas.

Currently, Upper Hutt City Council has budgetedusie $1.5m over the next ten years for safety
upgrades along the route in their Long Term Cou@@mmunity Plan (LTCCP). There is no
specific provision for any improvements to the it the Kapiti Coast District Council LTCCP.

The report identifies and assesses three key aptayrupgrading the route:
- ‘Do minimum’ — maintain current road without changiexisting layout

- ‘Online widening’ — same alignment as existing, hwadditional widening where necessary to
allow adequate passing (car and truck)

- ‘Offline realignment’ — deviates from existing aligent, to provide route that meets 50-70kph
design standards.

Provisions for cyclists have been considered, twas felt that due to low numbers of vehicles and
cyclists, the cost of providing specific measuresid be disproportionate. However, the proposed
improvements will provide improved road widths asight distances and this is expected to
significantly improve safety for cyclists.

The topography is difficult from an engineering gctive, with large cut/fill slopes required even
for relatively small amounts of widening.



Conclusion:

At a cost of $56 million and with a BCR of 0.75ettOffline realignment’ was recommended as the

preferred option. This option would provide the Hegt standard of road design, be safer, and
provide greater benefit in an emergency. The BC&sdwt include a number of benefits — namely
availability of an alternative route during statgghway closures, traffic reductions on state

highways, improved revenue for businesses alongaothie and some accident cost benefits.

The study recommends that the next stage of work Ipeeliminary geotechnical appraisal and
initial site investigations.

18.3  Akatarawa Bridge Replacements

The three wooden bridges on Akatarawa Road have fiepaired to extend their useful life but need
to be replaced to ensure adequate and safe asa@séntained to the properties on Akatarawa Road
and to the through traffic. The UHCC website repahte following progress in relation to the first
bridge to be addressed:

Upper Hutt City Council has appointed engineerioggultants to design the new Akatarawa Road
Bridge (B1/4) where the wooden truss bridge by &gy Camp on the Upper Hutt side of
Staglands is located.

The design will consider if possible, options ttaie the existing bridge and to keep the road open
during the construction phase. It is intended tlpmovisions will be made for cyclists and
pedestrians either via the new design or the egshiridge. The construction phase is expected to
commence in mid to late April 2010.

In relation to the other two wooden bridges, NZTashrecently announced a proposal to jointly
fund replacement of both bridges over the 2009/2010/11 financial years.

18.4  Hutt City Traffic Model

Hutt City Council is carrying out a study to establa long-term plan for the Lower Hutt CBD and
its approaches using a realistic traffic model leé CBD. It will include testing several access
improvement scenarios. Hutt City has an existiaffitr model but it is not capable of modelling the
effects of the SH2 Dowse to Petone improvementt)eQueensgate shopping mall.

The study will seek to understand the above effants test improvement scenarios including the
construction of a new bridge over the Hutt Riven emproved CBD passenger transport
interchange, changing through routes, a parkingagament strategy and a CBD improvement
programme. It will also look at the effect of imphog flood protection for the CBD which will
impact car parking.

This study will be an important input into this dor plan review and NZTA’s investigations into
the Melling interchange upgrade.



18.5 HCC Decision on Cross Valley Link and Petone E  splanade

Note latest decision re the Cross Valley Link at:
http://www.huttcity.govt.nz/Documents/CouncilMegsiCommunity%20Plan%20Committee/9-
10%20March%202011/Cross%20Valley%20Link%20option3féRort%20.pdf

A new efficient east-west route across the lowett Nalley has been under consideration for many
years. Options for improving access between SH2Grnadefield were investigated in a 2004 MWH
Study and in 2009/10 as part of the Ngauranga GaBtrategic Study. This included options to
construct new links and upgrade existing links.r&f@rred option was identified as a new two-lane
link road with provision for cyclists that conne@gaview/Gracefield to SH2 at the new Dowse
Interchange on SH2. However, the option had redgtinigh costs and low benefits, giving it a low
benefit/cost ratio under the NZTA standard evabratiWhile Hutt City officers were able to
identify wider economic benefits, they consideredt these were extremely unlikely to be accepted
by the NZTA for funding purposes. This means thedbo of funding the project would fall solely
on the local community and as a result it is notsoered acceptable to pursue this option further.

Hutt City Council has decided to investigate mimmprovement works along The Esplanade at
Petone over the next ten years to maximise trafficiency of the route to minimise congestion and
travel time variability as much as possible. Thisyminclude measures such as upgrading
intersections, making some minor intersections ilefeft out, and lane widening. Investigating a
dedicated walkway/cycleway is also proposed.



Public Transport Plans and Reviews
18.6  Regional Public Transport Plan

The current Regional Passenger Transport Plan wapted in August 2007 and sets out Greater
Wellington’s intentions for the regional passengansport network over a ten year period. The plan
includes policies that cover - network standarés$jcle and infrastructure standards, fares, tiokedind
information, and funding and procurement. Its peBgrovide the basis for projects such as newigubl
transport vehicles, real time information, integrhticketing, park and ride improvements and servic
reviews.

A new plan is now under development as a resutthahges to legislation in 2008. The new Regional
Public Transport Plan must be developed in accaslamth the Public Transport Management Act
2008. A discussion document has been consulted tdmedirst step in developing a new plan.

A key feature of the new plan is likely to includescription of a network hierarchy for the public
transport network. This will describe the expectedel of service to be provided by key routes
(described as the Rapid Transit Network and theliQuaransit Network), connecting regionally
significant centres and strategic interchangealsiv identifies future routes that will form paftthis
priority network. One of these future routes retdgvéo the Hutt Corridor Plan is a new east-west
connection between Lower Hutt and North Wellington.
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18.7 Regional Rail Plan

Recent developments and continuing uncertainty araud funding for rail means that the Regional
Rail Plan is likely to be significantly reviewed inthe near future. As such, the commentary below
should be read as the pathway for development of Haagreed in 2008, but subject to change.

The Wellington Regional Rail Plan, endorsed by @&e®ellington’s Transport and Access Committee
on 26 November 2008, provides for the long termettgument of our region's rail network. It sits
alongside the Regional Land Transport Strategy.ldmpntation of the plan is a condition of ongoing
rail funding from various Crown sources. The pugpos§the plan is to maintain and grow rail's positi

as the key transport mode for long to medium detaand high volume transport services over the next
25 years. While projects are already underway foumber of improvements, such as the order for new
rolling stock, the plan provides for the longermtermprovement of the rail network once current
developments are complete.

The preferred pathway in the plan includes the ltase of committed improvements (many of which
are underway or in place already), followed by anbar of different scenarios to address reliability,
frequency, capacity, journey time and reach (cay&xa
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Figure 67: Regional Rail Plan — Implementation Pattvay

Rail Scenario One (RS1) is the first package ofrowpments and is focused on addressing capacity
during the peak, as well as increased frequencyralmbility. It also increases freight capacitydan
speed. In addition to new rail carriages and netwode track and signal upgrades, a key proje&%1

is double tracking the railway line from TrenthamUpper Hutt. This project includes associatedsiat
works at Wallaceville and Trenthain
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Also identified in RS1 is consideration of a ‘majstation upgrade’ for Upper Hutt and Waterloo
stations.

As the Implementation Pathway diagram (Figure &iowss, the preferred option is to complete RS1
then proceed to RS2 then to RSA and then RSB. Menyé patronage forecasts show a levelling
off in demand on the Hutt Line, an alternative optexists to proceed directly to RSA after RS1
and implement RS2 and RSB later. The Regional Rliamh provides choices and the flexibility to

respond to changing external pressures and comymuendds.

18.8 Park and Ride improvements

At many railway stations in the Hutt Valley, parkdaride facilities are at or nearing capacity.
Greater Wellington continues to look for opportigstto expand capacity where demand is high and
affordable options become available. At present,nélv park and ride spaces are proposed at
Pomare station where some land has become availdbkre has also been some potential
identified for further spaces at Petone, althodmg$ is yet to be confirmed.

A programme of improvements to the security and ratyeof existing park and ride facilities is
underway. This includes new (Melling, Silverstreamd Taita) and upgraded CCTV systems and
other amenity improvements (at Waterloo as a pyipri

18.9  Station Upgrades

Many of the railway stations along the Hutt Corridequire platform upgrades to allow them to
accommodate the new trains due to arrive in 2010.

In addition, the Regional Rail Plan identifies nrggtation upgrades for Upper Hutt and Waterloo in
the medium term.

Other minor improvements to all stations along lthat Corridor are programmed over time - for
improved amenity and pedestrian safety and acakigsib

One station that has been experiencing particufaggificant issues around security and amenity is
the Naenae station and its associated subway.

Greater Wellington and Hutt City Council spent ard$150,000 upgrading the subway providing
access to/from Naenae station in 2009. These iadludeaning, painting, lighting improvements

and CCTYV installation on the platform and subwagasr However, there are still significant issues
with the subway. Further initiatives including setgupatrol, education programmes, graffiti guard

paint, murals and new tar seal have also consideye@reater Wellington. A maximum budget of

$55,000 was agreed for these further improvemaenits, further financial contribution to be sought

from Hutt City Council.

The future of the Naenae station building itselfliso being considered at present, with discussions
taking place between Hutt City Council, Greater Migton and Ontrack.

18.10 Hutt Bus Service Review

Bus service reviews are carried out for each aiganthe region on an ongoing basis, to addresseis
around route design, frequency, coverage, effigienapacity, demand, cost, timetabling, integration
etc.



The last Hutt Service Review commenced in 2002,wag not fully complete and implemented until
2004. Since that time a number of interim improveteaehave been implemented to respond to issues
that have arisen including some Stokes Valley aminWomata timetable improvements and some new
bus stops are proposed as a result of route chalegeshe new Dowse/Petone interchange.

The next scheduled major review of Hutt Valley basvices is expected to take place during 2011/12.

The sorts of issues raised over recent years titldbavconsidered as part of the next review might
include:

A bus service to Riverstone Terraces in Upper Hutt

Bus link(s) between the Hutt and Western corridors

More earlier morning and later evening bus services
Bus services to Kingsley Heights in Upper Hutt

A unique aspect of Hutt Valley bus services comgaveh other areas of the region is the high number
of ‘commercial’ services, particularly along keyrgdors through the Hutt Valley and into Wellington
City CBD and Airport. The implications are that @er Wellington has less influence over the plagnin
of these services than those that are subsidised.

19. Walking and cycling plans and projects
19.1  Upper Hutt

The Hutt River Trail provides a key north-south @s&tdan/cycle route through Upper Hutt and
upgrading this route to accommodate commuter alsasekcreational cyclists is consistent with the
Regional Walking and Cycling Plans as the roufeais of the region’s strategic cycle network.

The current on road provision for cyclists on SKHvariable. Although the Hutt River Trail runs
north south parallel to SH2, it is mostly used as@eational facility, with commuting cyclists
preferring the shoulder of SH2. The condition o 8houlder and its proximity to exit/entry points
of SH2 cause safety risks.

SH2 runs on the western side of Hutt and Upper Biites. As such it causes significant severance
issues for pedestrians and cyclists wishing tosstee cities from western suburbs.

There are currently no on-road cycle facilitiesyiong a key north-south route between Upper Hutt
CBD and Silverstream through the main urban ar&dhkile there was previously a shared

cycle/parking lane along Fergusson Drive, this vemsoved when such facilities became illegal and
insufficient road width was available to providéud cycle lane facility.

Other identified walking/cycling issues include:groving access across State Highway 2 at several
locations; improving linkages from Field Street aRérgusson Drive to the Hutt River at
Silverstream; upgrading pedestrian facilities inirmarban areas to enable easy use by those with
mobility scooters or disabilities; and, designimgas on the periphery of the urban areas to allow
sufficient space for use by pedestrians, cyclistslorse riders, as these roads also often extend |
the rural are.

UHCC formed a proposal to develop their strategicling (and walking) network as part of
NZTA’s ‘Model Communities’ initiative. The proposaivolves providing two good quality arterial
cycle routes. One route is along the rail corridetween Upper Hutt and Silverstream station, then
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following Fergusson Drive to Silverstream BridgéneTother route extends along the river corridor
between Silverstream and Totara Park. Several meypgraded ‘cross valley’ links between these
two arterials are also proposed.

The proposed rail corridor route would address lt#oi of on-road cycle facilities on Fergusson
Drive, noted above, and likely increases in tradfieng this key arterial road. It would be develbpe
to a standard to serve the needs of commuter pedesand cyclists, not just recreational. The key
benefits of this proposed route include:

- Route starts/ends at Upper Hutt CBD and is cegttallated along the major axis of the main
urban area. It is located close to the major pamiand employment areas and schools.

- It is separated from motorised transport and adese$uture safety concerns associated with
increased traffic on Fergusson Drive.

- A number of access points from adjacent urban aataady exist, enabling good integration
with the surrounding local roads and footpath nekwo

- Itis a shorter, more direct and safer route thengiFergusson Drive.

The proposed river corridor route involves upgrafiealing some sections of the existing Hutt
River Trail to a standard suitable for commutemstructing a new sealed track on the river stop
bank between Upper Hutt College (Moonshine Hill &cand Upper Hutt CBD, a new underpass at
Totara Park Road, and a new link between the nalraver corridors at Silverstream.

Although these projects did not meet the critena the current round of Model Communities
funding, UHCC plan to consider these projects asgfdheir land transport programme.

19.2  Lower Hutt (Hutt City)

The ‘Making Places’ vision discussed earlier irsthection looks to create a CBD that is vibrant,
liveable and sustainable, underpinned by qualityettgpment. A key element of this work will be to

make the CBD area more pedestrian friendly by meaif a “mixed-use CBD” supported by outer

vehicle routes. The ‘Making Places’ project hasoatemmitted to additional signage for way

finding — especially to the Hutt River Trail anddncourage pedestrianisation of the CBD.

In 2006, Hutt City Council developed a Cycling $gy to guide Council’s involvement in the

provision for cycling in the city. The vision setitan the strategy is ‘Hutt City proud to be a drea
city for cycling’. The strategy identifies a rangé interventions that HCC could progress to
contribute to this vision — including improving tlegcle network and key connections, education
and promotion, cycling to school, etc.

Hutt City seeks to have a continuous and integrayete network which includes a route along the
Petone foreshore and routes parallel to SH2 ndrfPetone. The Hutt River Trail provides a key
north-south pedestrian/cycle route through Hutty.Cithere has been recent work to increase
connectivity via off-road dedicated facilities ammuState Highway 2, the Esplanade and Hutt Road.
There are also plans to seal the cycle paths wiki@rtrail to make it an attractive option for ade#
range of cyclists. The foreshore route connectorieto Eastbourne. Hutt CC are currently
developing this route, with a plan to completeviéiothe next ten years consistent with the visibn o
the Great Harbour Way concept.



HCC has formed a proposal to develop their strategcling (and walking) network as part of
NZTA’s ‘Model Communities’ initiative. The expressi of interest for this funding opportunity
includes a list of prioritised network improvemembjects. Amongst these are River Trail upgrades,
improved signage and cycle lane markings, constmucif an Eastern Bays shared cycle path, cycle
lanes along key urban routes and within the CBzyeaeway on the Wainuiomata Hill Road.
Although these projects did not meet the critena the current round of Model Communities
funding, HCC plan to consider these projects asgfdheir land transport programme.

Other walking/cycling issues for Lower Hutt (iddigd through the Triangle Study) include:

- Inadequate or no off-road pedestrian/cycle faesitadjacent SH2 between Ngauranga and

Petone
No direct link for pedestrians and cyclists crogsiom the Petone foreshore to the Korokoro

Valley and the Belmont Regional Park



Summary of key issues to be considered

Poor current passenger rail level of service. Bilealns and delays are being experienced due to
ageing rolling stock, signals, track — resultingpoor reliability. Capacity at peak times and poor
quality station and shelter facilities are alsddes. (The new Matangi trains and track/signal
upgrades currently underway will help address sofrikese issues).

Inadequate rail park’n’ride security and capacttg@me stations.

Commuter buses travelling to and from Wellingtoty@ire getting caught up in general traffic
congestion during peak times.

Significant congestion on SH1, SH2 and Petone Bspla during peak times due to the sheer
volume of traffic on these routes rather than aiigebottleneck.

NZTA travel time surveys indicate that peak tratimles have stabilised which means any increasing
traffic demand will lead to a lengthening of thehg@eriod variability and the lengthening of the
peak periods.

Significant volumes of heavy vehicles move throtlgh Hutt corridor and compete with other trips
for space on the transport network.

Need to accommodate expected significant incraadesight volumes over the next few decades,
including improved access to and from Seaview/Gielck

Need for new and improved east-west road connechbetween the Hutt Valley and SH1.
Limited east west public transport connections.
Limited east west connectivity for walking and a¢ggl

Need to improve access to Wellington City CBD, @elabrt, Regional Hospital and Wellington
International Airport as regionally significant deations for people and freight.

Need to address road safety issues, on SH58 @td2intersections in particular.
Poor provision for walking and cycling between Ngaga and Petone.
Need to improve north-south walking and cyclinglfaes as a safe alternative to SH2.

Need to consider public transport provision and langl road and state highway safety and
capacity upgrades to provide for the planned sicarit new residential development at
Maymorn.
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Appendix A: Status of actions in the 2003 Hutt Cor  ridor Plan

Travel Demand Management: short to medium term projects (2007 — 2016)
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Note: Further investigation of roading improvenserietween Ngauranga — Petone and Grenada —
Gracefield needs to be undertaken as soon as [wssillletermine an appropriately coordinated
package. These investigations were progressed under the Ngaga Triangle Strategic Study —
completed early 2010.

Passenger transport: short to medium term projects (2007 — 2016)
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Notes: (i) All proposals to improve rail servicessame a continuous programme of improvements kiagol
stock, park and ride facilities, bus feeder sewjidategrated ticketing, real time information and
other measures.All of these aspects are being addressed underRkgional Rail Plan, Regional
Passenger Transport Plan and/or service reviews.




(if) A trial of bus services between Petone and éfggutt was undertaken between 2001 and 2003.
The service was discontinued due to lack of pafyzena A new east-west public transport
connection is proposed under the draft Regional Falransport Plan Discussion Document and
any such service is likely to depend on a new PetamGrenada road link.

(i) There is a need to evaluate and determine the appsbpriate connections between Hutt CBD
and the public transport network in conjunctionhatite development of the proposed Melling/SH2
interchange (roading project).Greater Wellington’s Public Transport Group are ioled in the
current SH2 Melling Investigationsvhich include looking at the location of Melling &tion and
connections to the Hutt CBD as identified above.

Passenger transport: long term projects (beyond 2016)
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Roading: short to medium term projects (2007 — 2016)
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Roading: long term projects (beyond 2016)
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Walking and cycling: short to medium term projects (2007 — 2016)
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Note:

The above actions need to be coordinateld thi¢ design of the HOT lane between Petone and
Ngauranga.




Appendix B: Key Information sources
Greater Wellington Regional Council (20(Hggional Land Transport Strategy 2007 - 2016
Greater Wellington Regional Council (200Hggional Passenger Transport Plan 2007 - 2016

Greater Wellington Regional Council (2008nnual Monitoring Report on the Regional Land
Transport Strategy 2007/08

Greater Wellington Regional Council (20(8¢gional Rail Plan

Greater Wellington Regional Council (2008ansport Perceptions Survey
Greater Wellington Regional Council (200oposed Regional Policy Statement
Hutt City Council (2009Walking and Cycling Model Communities — EOI

Hutt City Council (2009) Economic Development Sttt 2009 — 2014

Hutt City Council website — Berl Economic MonitogirReportshttp://www.huttcity.govt.nz/Your-
Council/News-and-notices/Latest-News/Hutt-Citysaecay-returning-to-growth-/

Ministry of Transport (September 2008)ational Freight Demands Study
Ministry of Transport (2008New Zealand Transport Strategy

Ministry of Transport (2009%0vernment Policy Statement on Land Transport Fun@009/10 —
2018/19

Ministry of Transport (2010%afer Journeys 2020
NZ Transport Agency — Crash Analysis System (CAS)

NZTA Road Safety Issues Report 2010 Upper Huitip://nzta.govt.nz/resources/road-safety-
issues/upper-hutt/2010.pdf

NZTA Road Safety Issues Report 2010 Hutt Gityp://www.nzta.govt.nz/resources/road-safety-
issues/hutt-city/2010.pdf

NZ Transport Agency (2009) SH2elling Interchange Investigations — Contract Scope
NZ Transport Agency (Feb 201B)nal Draft - Ngauranga Triangle Strategic Study

NZ Transport Agency (March 2016)nal Draft - SH2 Strategic Study

NZ Transport Agency (March 2016)nal Draft — SH58 Strategic Study

NZ Transport Agency and Hyder Consulting (June 20@®ight Analysis — Wellington, Nelson,
Marlborough and Tasman regions.



Statistics NZ — Census data from 1996, 2001, 2006.
Upper Hutt City Council (2004)pper Hutt District Plan

Upper Hutt City Council (Feb 2010)Valking and Cycling Model Communities Expression of
Interest — Upper Hutt Strategic Cycling Network rejposal.

Upper Hutt City Council (Sept 2000pper Hutt Urban Growth Strategy

Upper Hutt City Council and Beca (April 2008aymorn Structure Plan — Housing Needs Report
Upper Hutt City Council and Duffill Watts (June Z)RAkatarawa Road Upgrade Study
Wellington City Council (2006)Vellington City Urban Design Strategy

Wellington Regional Strategy (2006) Wellington Rmwl Strategy — Internationally Competitive
Wellington

Wellington Regional Strategy websh#p://www.wrs.govt.nz




