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Introduction 

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

State Highway 2 and the Wairarapa railway line from Ngauranga in the south through to Te 
Marua, Upper Hutt in the north. East – west connections between State Highway 2 and State 
Highway 1, including State Highway 58. It includes major arterial routes and key routes for 
public transport, walking and cycling. 

 

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

Current Plan 

The current Hutt Corridor Plan was adopted in December 2003. It is one of four corridor plans that 
sets out the issues and needs in each corridor, and the identified transport projects to address those 
needs. The Hutt Corridor Plan was the first plan, alongside the Wairarapa Corridor Plan, to be 
adopted. It is now due to be reviewed to reflect changes that have occurred in the past 6 years. 

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

The northern boundary for this plan is now extended to the rural speed limit north of Te Marua on 
SH2 and to include the Maymorn railway station on the Wairarapa rail line. The decision to include 
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Maymorn was made by the technical working group at the October 2009 review of the Wairarapa 
Corridor Plan. The reason is that Upper Hutt City Council (UHCC) plan to develop Maymorn 
significantly which is likely to have more of an impact on the Hutt Corridor in terms of trip making 
than the Wairarapa Corridor. 

Key outcomes 

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

- A safer, more reliable road and rail corridor 

- User expectations of a consistent regional corridor are met 

- Reduced congestion in parts of the corridor 

- Balanced investment in road and passenger transport, along with travel demand management. 

Review process 

The review of the existing Hutt Corridor Plan will:  

·  Understand the background issues for the corridor including, but not limited to current 
transport, employment, population pressures, road safety trends and problems, and land use and 
development plans.  

·  Understand, and incorporate where appropriate, other corridor plans and key projects identified 
through detailed transportation studies relevant to this corridor. 

·  Ensure alignment of the plan with the strategic direction provided by the Regional Land 
Transport Strategy 2007 – 2016 and its 2009/10 refresh. 

·  Ensure alignment of the plan with the current regional and national level policy context. 

·  Develop a final corridor plan for signing off by the Regional Transport Committee. 
 
This corridor forms an important component of our regional transport network, providing regionally 
significant access for people and freight within and through the Hutt Valley, and to Wellington 
City’s CBD. East-west connections between this corridor and the Western Corridor and key regional 
centres are also important considerations. 

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

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

The review will take account of the completed Akatarawa Hill Road Study (Upper Hutt City 
Council) and the completed Dowse – Petone improvements on SH2. It will also take account of the 
Regional Rail Plan and the upcoming review/development of a Regional Public Transport Plan.  

The existing corridor plan identifies a number of planned improvements for the first ten years and 
the following ten years. The review will look to update the projects identified in the plan based on 
current information about pressures and issues and the latest studies.  
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Greater Wellington officers will work with a Technical Working Group (TWG) made up of officers 
from the relevant local councils, the New Zealand Transport Agency and other organisations and 
interest groups to develop a draft Hutt Corridor Plan for consultation.  

Background work 

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

It also includes a review of the key projects in the existing corridor plan.  

This background document will assist the technical working group to identify the current issues and 
any gaps that may require additional projects or activities in the new plan. 
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Policy context for the corridor plan review 

1. National context 

1.1 New Zealand Transport Strategy 2008 

The New Zealand Transport Strategy (NZTS) 2008 provides an update to the previous 2002 
strategy. The strategy seeks to provide direction to the transport sector about its role in supporting 
the government’s overall vision for transport system sustainability.   

The government’s vision for transport in 2040 is that: ‘People and freight in New Zealand have 
access to an affordable, integrated, safe, responsive and sustainable transport system.’ 

The NZTS identifies a number of key challenges for the transport sector if the vision is to be 
achieved including responding to climate change, energy security and cost, funding transport 
investment while keeping transport affordable, environmental and social impacts of transport, 
changing demands from an aging population, land use development 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 range of objectives, 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, the GPS provides for shorter-term ‘impacts’.  

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

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

Impacts that contribute to economic growth and productivity  

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

�  improvements in journey time reliability 

�  easing of severe congestion 
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�  more efficient freight supply chains 

�  better use of existing transport capacity. 

·  Better access to markets, employment and areas that contribute to economic growth. 

·  A secure and resilient transport network. 

Other impacts 

·  Reductions in deaths and serious injuries as a result of road crashes. 

·  More transport choices, particularly for those with limited access to a car where appropriate. 

·  Reductions in adverse environmental effects from land transport. 

·  Contributions to positive health outcomes. 

The GPS identifies State Highway 1 between Levin and Wellington as a Road of National 
Significance (RoNS) for the Wellington Region. This means that the NZ Transport Agency is likely 
to give higher priority to funding projects along this route ahead of other projects in the region. 
However, while the Hutt Corridor does not include a RoNS, many of the impacts identified by the 
GPS as contributing to economic growth and productivity – ie. reliability, congestion, freight 
efficiency and access to markets and employment are very relevant to the Hutt Corridor. 

1.3  Safer Journeys 2020 

The government released its new road safety strategy for the next ten years on 3 March 2010 called 
Safer Journeys 2020. The strategy is based around a ‘safer systems’ approach which includes safer 
vehicles, safer roads and roadsides, safer drivers and safer travel speeds.  

In addition to identifying changes to legislation and systems at the national level, the strategy signals 
priorities that local road safety programmes will need to be well aligned with. 

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

Younger drivers 

- Raise the driving age to 16 

- Changes to restricted licence test to encourage 120 hours 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 compulsory alcohol interlock & zero limits 

- Further investigation of lowering drink drive limit to 0.05 BAC 
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- Review traffic offences and penalties. 

Safer roads and roadsides 

- Develop a classification system for the road network – based on road safety 

- Focus safety improvements on high risk rural roads and 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 novice riders. 

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

The strategy also lists a range of ‘further actions’ that could be progressed once the first actions have 
been completed. Many of these are well aligned with the advocacy 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 and its statutory sub-set the New Zealand 
Energy Efficiency and Conservation Strategy (NZEECS) were published in October 2007.  

The NZES sets the strategic direction for the energy sector, including clear priorities for investment 
in renewable energy generation, efficient transmission, efficient energy use and new technologies. 
Included in this direction is the need for ‘resilient, low carbon transport’ and the development of 
policies to encourage greater provision for public transport, walking and cycling.   

The NZEECS sits under the NZES and sets out actions to promote more efficient use of energy. It 
focuses on implementation by sector, identifying the main measures, policy instruments and those 
responsible for them. For the transport sector, the objective is ‘To reduce the overall energy use and 
greenhouse gas emissions from New Zealand’s transport system’.  

NZEECS includes a number of targets against which to assess progress. These include the 
following: 

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

·  To reduce the kilometres travelled by single occupancy vehicles, in major urban areas on 
weekdays, by 10 percent per capita by 2015 (compared to 2007).  

1.5 Draft State Highway Classification System 

This system is currently under development, with a first phase of consultation underway. The 
consultation document classifies the state highway network based on the role and function of the 
highways, using freight volumes, total traffic volumes, proximity to major cities, tourism functions, 
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etc. It includes proposed classification of State Highway 2 and State Highway 58 through the Hutt 
Corridor, however at this early stage it is unclear what 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 Greater Wellington in September 2010. The current 
strategy identifies a number of objectives, policies, outcomes and 2020 targets for the region’s 
transport network.  

RLTS Vision 

‘To deliver an integrated land transport network that supports the region’s people and prosperity in 
a way that is economically, environmentally and socially sustainable.’ 

The following commentary supports the strategy vision and relates to the Hutt corridor: 

Along the Hutt Corridor from Ngauranga to Upper Hutt, State Highway 2 and the Wairarapa 
railway line will provide a high level of access and reliability for both passengers and freight. These 
primary networks will be supported effectively by local and regional connector routes. High quality 
rail and bus services will accommodate the majority of people using passenger transport to 
commute along this corridor during the peak period.  

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

The RLTS also contains the following region wide key strategic 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 resource management issues and land use planning for 
the region and is a particularly important document as District Plans are required to give effect to it.  

The Proposed RPS includes objectives, policies and methods relevant to regionally significant 
infrastructure (including transport infrastructure), compact urban design, energy efficiency and 
travel demand management, and integrated land use and transport planning.  
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The RPS seeks to encourage future land use development which supports an efficient and 
sustainable transport system. The policy framework provided by the Proposed RPS will be 
considered as part of the corridor plan development.  

2.3 Wellington Regional Strategy  

The Wellington Regional Strategy (WRS), adopted in 2007, is a sustainable growth strategy for the 
region. Its aim is to ensure that Wellington is internationally competitive. It was developed jointly 
by Greater Wellington and the territorial local authorities in the region, working in tandem with 
central government and business, education, research and voluntary sector interests.  

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

The WRS identifies several ‘focus areas’ that are relevant to this transport corridor. It identifies the 
Seaview/Gracefield area in Hutt City as having significant industrial and commercial redevelopment 
potential. Recognised is the opportunity for a new east-west transport link between Grenada and 
Gracefield for better connectivity and to reduce congestion at Ngauranga.  

The other relevant focus area is described as ‘SH2/SH58 interchange to Upper Hutt City centre’ 
which includes several large regionally significant development sites. Improved housing choice, 
including intensification around transport nodes in Silverstream, Trentham and Upper Hutt CBD is 
also identified. The WRS also notes that the area would benefit from improved east – west 
connections via Transmission Gully and SH2 and 58 upgrades.   
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Transport network pressures  

Note: For many parts of this pressures and issues section we have broken the Hutt Valley into sub-
areas to enable more detailed understanding of the characteristics relating to different areas within 
the Hutt Valley. The following map shows the extent of the sub-areas described in the various 
sections below. 
 

 
Figure 2: Hutt Valley sub areas for the purpose of transport trend analysis 
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3. Integrating Land Use and Transport Planning 

Land use can affect transport demand in a number of significant ways. Dispersed land use patterns 
are often linked with longer trips and greater use of motor vehicles, whereas compact land use 
patterns tend to be linked with shorter trips and more walking, cycling and public transport use.  

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

The Wellington Regional Strategy includes a focus area ‘Investment in good regional form’. This 
recognises the need for well-configured and compact communities, good transport connections, a 
strong CBD supported by sub-regional centres, quality urban design, and integrating transport with 
urban and rural needs. The strategy identifies a number of ‘change areas’ in the region that are likely 
to come under development pressure or which present opportunities, where it is important for the 
region that local authorities work together to manage these areas. The strategy specifically identifies 
the need for improved east-west transport connections between the Hutt Valley and the Western 
Corridor, including the opportunity for a new link between Grenada and Gracefield.  

Any unintended consequences of new or improved transport infrastructure, such as increased vehicle 
kilometres travelled, needs to be balanced with the benefits of good transport connections between 
our region’s centres, access to the CBD, Port, Airport and Hospital. The Wellington Regional 
Strategy, Regional Policy Statement and Regional Land Transport Strategy provide the framework 
to manage these dynamics.     

In developing the Regional Land Transport Strategy, a range of future scenarios for land use, 
economic and population growth, and transport costs were tested against various possible 
investment options for the transport network. The strategic investment option chosen was ‘mixed 
investment’ - a balanced programme of investment in public transport and roading improvements. 
This option contributed best to meeting the key outcomes of the RLTS under the range of future 
scenarios. Longer term, adding a road pricing scheme to the mixed investment option would achieve 
the best outcome under high growth futures and this would also contribute to managing growth in 
traffic on the regions roads.     

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

4. Population and Household 

Population for the whole Wellington region is expected to grow by about 3000 per annum using the 
medium projection from the Statistics NZ 2006 base estimates to 2031(as updated early 2010). Eight 
percent (240 per annum) of this growth is expected in the Hutt Valley. This translates to a forecast 
average annual growth rate of 0.2 percent for both Upper Hutt and Hutt City, compared with 0.6 
percent forecast for the Wellington Region.   
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Household size is projected to decrease from 2.6 to 2.4 (medium projection for Lower Hutt, similar 
trend for Upper Hutt) by 2031. With projected low population growth, the number of households 
will continue to increase, indicating a forecast demand for transport. 

4.1 Population trend between 1996 and 2006   

 
Census Popula tion 
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Figure 3: Upper Hutt and Lower Hutt census night population growth 1996 - 2006 (Source: Census data, NZ 
Statistics) 
 
 
Table 1:  Population growth in Upper Hutt and Lower Hutt between 1996 - 2006 (Source: Census data, NZ 
Statistics 

Census population1 1996 2001 2006 
Increased by % 

(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 with a population density of 70.4/km2. Hutt city has a 
population density of 259.2/km2. These compare to Wellington City at 672.4/km2 and Greater 
Wellington at 58.8/km2. 
 
Between 1996 and 2006, the population of Upper Hutt City has increased by 5% which was higher 
than that (2%) in Lower Hutt City. During this time period the population of the Wellington Region 
increased by 8%. This is shown in the changes to the population index. 
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Figure 4: Population trend in Hutt Valley between 1996 and 2006 
 
In order to have a closer look to the Hutt area, five smaller areas have been disaggregated from the 
two City areas.  The boundary of these five smaller areas follows the same boundary in the Journey 
to Work study by Wellington Regional Council. A map showing the boundary of smaller sub-areas 
is presented in Figure 2. 

For the year between 1996 and 2006, the population of Lower Hutt East and Upper Hutt Central 
almost remained the same.  The population in other sub-areas has increased in the range between 
1,000 (Lower Hutt North and Upper Hutt North) and 2,000 (Lower Hutt Central). 
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Figure 5: URP2 trend in the five Journey to Work areas (GW Study) between 1996 and 2006. 
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4.2 Population forecasts 

Statistics NZ provide a population forecast for the region and territorial authorities out to 2031. 
While these forecasts use the estimated 2006 population as a base, the forecasts have been updated 
several times since 2006 as new information becomes available, most recently on 24 February 2010. 
The table below reflects these most recent updates. 

Table 2: Projected population between 2006 and 2031 (2006 base).(updated Feb 2010) Source: Statistics NZ 
 

 Population at 30 June 
Population change 
2006–31 

 

Growth 
Rate 
 

2006 2011 2016 2021 2026 2031 
Number 

Average 
annual 
(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  0.2 

  Low  40,600 39,800 38,600 37,200 35,400 - 4,300  -0.5 

  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  0.2 

  Low  101,100 99,200 96,300 92,700 88,400 - 12,900  -0.5 

  High  500,800 532,000 561,800 591,000 618,700       152,500  1.1 
Wellington 
region Medium 

466,300 489,100 506,100 519,900 531,700 541,200 
       75,000  0.6 

  Low  477,400 480,500 478,800 474,100 466,500             200  0 
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Figure 6: Projected population to 2031 – using 2006 base estimates (updated Feb 2010) 
 
According to Statistics NZ’s projections, the estimated population growth in both Lower Hutt and 
Upper Hutt will be around 0.2 % per annum between 2006 and 2031 under a medium scenario. 
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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   

Table 3: Statistics NZ population estimates for years since 2006 census  
 
Looking at the population estimates over the past four years since the last census, Upper Hutt is 
estimated to have been growing at an average rate of around 0.5 percent per annum while Lower 
Hutt has shown a growth rate of 0.2 percent per annum. 
 
Wellington City is predicted to continue growing at a faster rate than much of the rest of the region 
(26,000 – 34, 000 new households by 2031 under medium – high projections). A major part of this 
growth is greenfield development on the northern fringes of the city. Wellington City Council’s 
District Plan has identified a large development site at Lincolnshire Farm, located north of Grenada 
village and west of Horokiwi. A structure plan has been developed for a residential and business 
park at this location. It is envisaged that this will accommodate 1000 or more dwellings and over 30 
hectares of employment activities in future. Some early subdivisions of this land have already been 
approved and are under construction. 
 
 
4.3 Household number 
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Figure 7: Upper Hutt and Lower Hutt census night household numbers 1996 - 2006 (Source: Census data, NZ 
Statistics) 
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Figure 8: Household number growth index comparison between Upper Hutt, Lower Hutt and Wellington Region 
1996 - 2006 (Source: Census data, NZ Statistics) 
 
Table 4: Comparison of the number of households per Census period between Upper Hutt, Lower Hutt and 
Wellington Region (Source: Census data NZ Statistics)  

Census household number 
(‘000) 

����� ����� ����� Increased by % 
(between 1996 and 2006) 

Upper Hutt city 13 13 14 10 

Lower Hutt city 34 34 35 4 

Wellington region ���� ���� ���� 12 

 
The household number in Upper Hutt City has increased by 10% which was more than that (4%) in 
Lower Hutt City but less than the regional increase (12%).  

Upper Hutt, Lower Hutt and the Wellington region have household growth rates faster than 
population growth rates (Upper Hutt: 5%, Lower Hutt: 2%, Wellington Region: 8%) and this 
comparison is more pronounced for Lower Hutt and Upper Hutt than the Wellington Region (about 
two times compared to 1.5 times). 
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Figure 9: Disaggregated Upper Hutt and Lower Hutt census night household numbers 1996 - 2006 (Source: 
Census data, NZ Statistics) 
 
Table 5: Rate of increase per Census period of the number of households within five smaller areas of Upper Hutt 
and Lower Hutt (Source: Census data NZ Statistics) 

 Household number   

 1996 2001 2006 Increased by % 
(between 1996 and 2006) 

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 Hutt North experienced a significant increase in 
household numbers; and Lower Hutt East experienced the smallest increase. In number Upper Hutt 
North has increase of 660 households (16%). However, the population in Upper Hutt North has 
increased about 1,000 (8%). This is the same trend as observed for the analysis of the larger areas, 
where the rate of increase of household number is double the rate of increase of population. Large 
subdisivions in this area created more household lots during the period - Riverstone Terrace and Te 
Marua - that could explain the increase in household number but lower increase in population. The 
household size section will explore this further. 

4.4 Household number forecast 

Statistics NZ released projections of household numbers in July 2009. The household number 
projection is based on a 2006 estimate of household number which is different from Census 
household number of 2006. 
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Table 6: Projected household number between 2006 and 2031 (2006 base). Source: Statistics NZ 
 

    Households at 30 June Household change 
2006–31 

  Growth 
Rate 

2006 2011 2016 2021 2026 2031 Number 
Average 
annual(4) 
(percent) 

  High  16,000 16,900 17,700 18,400 19,100 4,100 1.0 
Upper Hutt 
City  

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 
Lower Hutt 
City  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 
Wellington 
Region  

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 
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Figure 10: Projected household number for Lower Hutt and Upper Hutt for medium growth rates between 2006 
and 2031 
 
Table 7: Projected household number between 2006 and 2031 (2006 base). Source: Statistics NZ 

 2006 2011 2016 2021 2026 2031 
Average annual 

(%) 
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 increasing trend in both Upper Hutt City and Lower 
Hutt City between 2006 and 2031. The projected household numbers of Hutt cities (with a medium 
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growth rate) shows a similar average annual growth rate of household numbers (0.6%); but it is 
smaller than that in the region (1.0%). 

These forecast annual increases are slightly higher (0.2% for both Lower Hutt and Upper Hutt) than 
the actual annual increases measured over 1996 – 2006. 

4.4.1 Household number forecast for smaller areas 

Statistics NZ does not report household number forecasts for smaller areas than Hutt and Upper Hutt 
Cities. However, by considering the current increasing trend of household numbers, the smaller 
areas with projected changes in household numbers can be identified. The following table compares 
current trends in household numbers with current trends in population numbers. 

Table 8: Comparison of household number and population trends for 5 smaller areas. Source: Statistics NZ 
(Census) 
 
 Household ('000)   Population (‘000)   

 1996 2001 2006 
Change  

1996 & 2006 1996 2001 2006 
Change 

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 twice that of the population increase in the smaller areas 
between 1996 and 2006. For Lower Hutt East, the household number has increased by 2% despite a 
population decrease of 2%. For Upper Hutt Central, the 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 and future pressures on transport networks. 

Statistics NZ does not report household sizes. However, an area wide view of household size can be 
derived by dividing the population by the number of households. These are the figures reported in 
the charts below. 
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Figure 11: Derived household sizes for Census periods. Source Statistics NZ Census 
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Figure 12: Indexed trend of household size for Census periods. Source Statistics NZ Census 
 
Table 9: Derived household sizes for Census periods. Source 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 decreased by 9% over 1996 - 2006, and by 3% in Hutt 
City. The decrease in Upper Hutt is greater than for Lower Hutt and the Wellington Region. This is 
shown in the previous statistics for household numbers and populations. 
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4.4.3 Household size in sub-areas 

Household size
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Figure 13: Comparison of household size for 5 smaller areas. Source: Statistics NZ (Census) 
 
All five areas show a decrease in household size over the period 1996 – 2006.  

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

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

4.4.4 Household size forecast 

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

Table 10: Projected household sizes between 2006 and 2031 (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 – 2031 for Upper Hutt, Hutt City and Wellington region  
 

Household size is projected to decrease in Upper Hutt City, Lower Hutt City and the region between 
the year 2006 and 2031. The rate of decrease is similar for each area and is approximately 11% for 
the 25 year period. 
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5. Climate Change Impacts 

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

Evidence suggests that rail services are already vulnerable to delays or cancellations on an annual 
basis as a result of storm surges affecting the section of track between Petone and Ngauranga. With 
expected increases in sea levels combined with more frequent 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 a range of guidance for local government on 
planning for climate change. The document ‘Preparing for climate change: A guide for local 
government in New Zealand’ was published in July 2008. 

A key message is that local government is responsible for a range of functions that may be affected 
by climate change under the Local Government Act 2002, the Resource Management Act 1991 
(RMA) and other legislation. Local authorities have both social and legal obligations to take climate 
change effects into account in their community planning. Long-term planning functions therefore 
need to embrace expected long-term shifts and changes in climate extremes and patterns, so as to 
ensure future generations are adequately prepared for future climate conditions. 

The guide explains the general effects of projected climate change on New Zealand, current climate 
variability, projected future climate changes both nationally and regionally, and how climate change 
may change the frequency and intensity of extreme weather events such as floods and storms. It 
goes on to explain councils’ social and legal obligations to take climate change effects into account 
in their planning and decision-making, the key principles that need to be considered in responding to 
climate change, and how to assess the impact of climate change on council functions. The guide 
outlines how councils can integrate climate change considerations into council decision-making, and 
assess what effect climate change could have on specific council functions and services. 

The guide summarises the main features of the New Zealand climate change projections and 
contains the best current scientific estimate of the direction and magnitude of change. This includes 
a projected sea level rise of at least 18–59 cm rise (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 change on the transport network was carried out by MWH 
Ltd and NIWA on behalf of New Zealand Transport Agency (completed 2009)3. This study had a 
national focus, however it identified ten multi-modal strategic corridors (state highway and rail) 
vulnerable to coastal inundation in New Zealand. In the Wellington region these were the North 
Island Main Trunk line and SH1 around Porirua Harbour, and the Wairarapa Line and SH2 between 
Wellington City and Petone. 

                                                 
� ����������	�
����

������
��	����
�����
������������ ���������������������	�����������
�����
���� -+���! ���!.�/+���!���
��.��+����
!��.�0+�1
�2���� �"345�6���
7����� �-� (.��+����!8.��+�9���. �"6���
����:���������
��4���!��� ���,
��*�!�;�&����! ;*(+��		� �
�



������������	
 �

The study also identifies significant risks around the Petone foreshore. This risk is exacerbated by 
potentially overtopping of the adjacent Hutt River (currently protected by a system of stop-banks). 
Fully assessing the effects of climate change on inundation risk in this area will need to take account 
of the exacerbating effects of flood discharge to the sea. This has the potential to affect around 19km 
of local roads, including the Petone Esplanade, and the Wairarapa railway line as it heads east across 
Lower Hutt. It is noted that the risk zones in the study rely on fairly coarse data showing areas below 
a 5m elevation from satellite information and they do not take account of existing sea defences.  

In terms of adaptation options the study suggests: 

�  further research initiatives to better understand which parts of our region’s transport 
infrastructure may need protection or relocation. The study suggests a much more detailed 
understanding of at-risk coastal areas and infrastructure is required.  

�  Land use planning needs to consider the potential risks to land transport networks and 
implications. 

�  Design of new transport infrastructure should take account of predicted coastal conditions 
and climate change risks. Also important when asset renewal or improvement is proposed. 

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

�  Studies need to include other risks from climate change such as coastal erosion and slips.  

5.3 Mapping sea level rise vulnerabilities 

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

�  Potential flooding of the Wairarapa railway line near Petone during high water events 

�  Potential flooding of carpark areas on Petone foreshore during storm events 

�  Potential erosion as shore adjusts to rising sea at Petone Beach 

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

�  Increased flood risk and greater pressure on stopbanks at Waiwhetu/Seaview 

�  Floodwater drainage impeded by higher base water level of estuary at Hutt River mouth 

�  Flooding during storm surge events at Seaview Marina 

�  Increased incidences of Marine Parade flooding and potential loss of road around Lowry and 
Days Bay. 

These impacts need to be assessed further based on a range of other factors.  

5.4 Future studies 

Various complementary studies and further pieces of work are being carried out by Greater 
Wellington Regional Council, Victoria University Wellington Climate Change Research Institute, 
and NIWA to get a better handle on the likely future impacts of sea level rise and coastal inundation, 
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floods and erosion, and wind. This includes a ‘resilience study’ by VUW CCRI which involves a 
case study on increased flood risk in Hutt Valley.  

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

6. Economic, social and lifestyle trends 

6.1 Employment within Hutt Valley 

There was an increase in the number of full time equivalent (FTEs) employees working in the Hutt 
Valley up until 2008. In 2009, the number decreased to about the same as the 2007 number. 
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Figure 15: Number of employees working in the Hutt Valley 
 
The chart below shows the dominance of the manufacturing, healthcare, retail and construction 
industries in the two cities for the most recent year of data available from Statistics NZ4. 

                                                 
4�$���)����������� �!��!
,��*��%����������������*��* �������<�67�%��� �! �:� ���!������������;���
��2�!� �����



������	�����	
 �

 

0

1000

2000

3000

4000

5000

6000

7000

8000

� ;;

,,


  �
� �
��

�� 
��



 �%
� !2

�;��

�  
,���

��!�
��2

����
 �%

���


!��%
�!2

�;��

� )
!�;�

���
!�.

��
!
���!

=��� 
����

*

��)

�!��
��� 

�&
�

;! �
� ��


�� %
�!2

�;��

�
��
�!�;

��
�

� �
; ��

�
��
�� �

9!
����

�)

���;
�!�;

��=
.���

�.
�4�

��!
���

 �4
����

�%
�!2

�;�
�

����
�;��

����
 �:

� ��
!��;

��%
�!2

�;��

5����
* �� �! �

��� 
�%


;� �
� ��

���
����

;�

:��

!,

���

�� 3

� �
����

 
�9�

�� ;

,

,���
;�

��
�
�

3��
�

��;�
�!

��)
3��

��)

� �*�
!�%

�!2
�;��

� !

����

� 
 ��
� .�

%
;���

����;
� ��

 � 9
�;*

��
; ��

�%
�!2

�;�
�

� ��
� �;��

 
, ��� �

� !�
� �


� ��� 
�%

����
=

&� ��
��.

�5�!��
)��

� �&
���

����
� ��

� %
�! 2

�;��

&� ��
� ��9

!� 
�

9!�
���


! �
.��


��
�� �

� � 
� 4�!

�*

���

�)

4*

�

� ��
��

�9!
� �

Upper Hutt City

Lower Hutt City

Year 2009

Sum of Employee Count

Industry

Area

 
Figure 16: Employment (FTEs), Upper and Lower Hutts, 2009 (Source: Statistics NZ, 2010) 
 

Lower Hutt supports about four times more employees than Upper Hutt (44,925 compared to 
11,395) and is also dominated by manufacturing, healthcare, retail and construction. This is similar 
to the national picture of manufacturing, retail, healthcare, and education, but very different from the 
Wellington regional picture which is dominated by public administration, professional services, 
healthcare and retail. 

The manufacturing industry is the largest area of employment in the Hutt Valley Region. 
Manufacturing in the Hutt Valley Region is concentrated in the following manufacturing areas: food 
products, machinery and equipment, fabricated metals, textiles, printing and polymer products and 
rubber products. 

The chart below shows that over the past 5 years all industrial 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 employees by about 10% over the past 5 years. This 
trend is similar for Lower Hutt City except that the decreasing trend is slightly more pronounced. 
Upper Hutt City also is experiencing this decreasing trend.  

The historical manufacturing and engineering base in Hutt City has evolved towards a smaller 
production, high value and niche manufacturing sector complimenting the strong science and 
research sector in the city. There is also a very large transport and logistics base in Seaview. 

6.1.1 Forecast Employment within Hutt Valley 

Hutt City Council forecast two growth scenarios based on a stretch target and one based on their 
Economic Development Strategy (EDS) 2009. The stretch target is set at 2.7% p.a. Hutt City 
Council suggest an average growth scenario around 2.0% per annum is likely. 

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

Over the decade, employment growth in Hutt City has been at 1.18 percent per annum, below all 
comparator areas. In the past five years, growth has been fairly similar at 1.01 percent per annum, 
which is still below the Wellington Region and Peer Council average trends, but above National 
employment growth for the same period. 
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More information about Hutt City employment and GPD are 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 FTEs from a plateau from 2000-2004 of about 
10,000 up to 11,500 in 2007 (approximately 1.3% p.a. growth). This growth was experienced in the 
manufacturing, retail, business services, and recreational services, while declines took place in 
primary and social services. 

The projected growth in employment within Upper Hutt is 1.4% p.a. out to 2021 (a total growth of 
2,500 over the 15-year period), with a much slower projected growth from 2016 to 2021. The slower 
growth forecast is predicated on an aging population, reduced population growth rates, and a 
historically low current unemployment rate. The large sectors that are forecast to grow include 
construction, wholesale trade, government administration 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 they work part time, full time or are unemployed. The 
chart below shows that the majority of residents in Hutt 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 residents – 1996, 2001, 2006. Source: Census data.  
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Employment status (Lower Hutt)
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Figure 19: Employment status of Lower Hutt residents – 1996, 2001, 2006. Source: Census data. 
 
In 2006, about 75% of residents in the Hutt Valley worked full time, 20% part time and 5% were 
unemployed. These proportions are very similar to the Wellington region. 
 
In terms of the 10 year trend, the increase in full time employment is more pronounced in Upper Hutt 
than Lower Hutt (22% versus 13%). Also the trend in unemployment reflects this with a decrease of 
28% in Upper Hutt compared to the 22% decrease in Lower Hutt. Interestingly the decrease in 
employment for the Wellington region was 20% less than both Upper and Lower Hutt. 
 
6.3 Gross Domestic Product (GDP) trends 

Gross Domestic Product per capita for the Hutt Valley has increased over the 15 year period 1994-
2009. 
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Figure 20: GDP per capita in 1996 dollars –Hutt City, Upper Hutt and Wellington Region. 
 
The rate of increase of GDP per capita is more pronounced for the Wellington Region than Hutt City 
and Upper Hutt City.  
 
There were minor decreases on a year to year basis. The chart is an extract from a report from 
BERL, who posit the reason for the decrease in Upper Hutt since 2005 is the closure of the South 
Pacific Tyre factory in 2006. This was a loss of around 400 employees, which equates to 3.8% of 
FTEs in Upper Hutt, and 4.6% of GDP. In 2009 some defence force personnel (about 160 FTEs) 
relocated, which along with declines in business and property services has affected the overall 
employment figures for Upper Hutt. 
 
Note: latest BERL monitoring report for Hutt City Council shows GPD dropped by 3.9% in 2010. 
 
 

6.3.1 Productivity Trends 

The indicator for productivity, GDP per FTE, reached a plateau in 2002 in the Hutt Valley 
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Figure 21: GDP per Full Time Employee in 1996 dollars – Hutt City, Upper Hutt, and Wellington Region. 
 
Since 2002 productivity has been relatively stable for the 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 increasing over 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.  
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Upper Hutt City Household income distribution
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Figure 23: Household income distribution – Upper Hutt – 1996, 2001, 2006. Source: Census data. 
 
At first glance it appears that the higher income bands are increasing in size as the lower income 
bands decrease in size. Certainly this is happening at the very low and very high income bands, but 
those bands in the mid range remain relatively stable. 
 
The household incomes in the Hutt Valley are comparable to the New Zealand average. For example 
55% of households in Hutt City and 44% of households in Upper Hutt City have incomes over 
$50,000. In New Zealand 58% of households have incomes over $50,000. 
 

6.4.1 Household income distribution in smaller areas 

The households with the highest incomes in the Hutt Valley 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.  
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The average household income has increased in all sub-areas of the Hutt Valley since 1996 as shown 
in the chart below 
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Figure 25: Average household income by sub-area – 1996, 2001, 2006. Source: Census data. 
 
In 2006, the highest average household income was $72,400, in Lower Hutt Central.  The second 
high was $69,000 in Upper Hutt North.  The lowest was $60,100 in Lower Hutt North.  

6.4.2 Personal income 

The personal income trends for the Hutt Valley are similar as for the household trends as shown 
below. 
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Figure 26: Personal income distribution in Hutt City. 
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Upper Hutt City Personal Income distribution
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Figure 27: Personal income distribution in Upper Hutt. 
 
Both Lower Hutt and Upper Hutt are showing increases in personal incomes; the percentage of 
people earning over $20,000 increased from 46% in 1996 to 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 Valley are in Lower Hutt Central and Upper Hutt North. 

Distribution of Personal Income level (2006)
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Figure 28: Personal income distribution comparison by sub-areas 2006. 
 
Across the five smaller areas about 20% of people in the Hutt Valley earn less than $10,000. 
Interestingly, this does not vary much between the areas with the highest incomes and those with the 
lowest. 
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6.5 Fuel price trends - nationwide 

Taking March 2000 as the base for the petrol price index (i.e. 100), between March 2007 and 
September 2008, the petrol price index has increased from 146 to 208, but has recently fallen 
again.   
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Figure 29: Fuel price index (with March 2000=100) 
 
Fossil based energy resources are finite, non-renewable and in high demand. While the timing of a 
‘peak oil’ scenario is still widely debated, we do know 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 increased in the Hutt Valley since 1996, with the highest 
number of cars per household occurring in Upper Hutt. 
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Car ownership per household
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Figure 30: Car Ownership per household between 1996 and 20065 
 
Car ownership per household in Lower Hutt is comparable to car ownership in the Wellington 
Region. This may indicate that households in Lower Hutt are less car-dependent, perhaps because of 
good public transport access or because households are less wealthy than other parts of the Hutt 
Valley.   

When considering smaller areas, Upper Hutt North has the highest number of cars per household.  
 Average cars per Household
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Figure 31: Car Ownership per household between 1996 and 20066 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”.  
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6.6.2 Car ownership per person 
 
Car ownership per person has also increased since 1996 in Upper Hutt City, Lower Hutt City and the 
Wellington Region as a whole. Upper Hutt has experienced the largest increase as shown in the 
chart below. Lower Hutt City has a similar trend to the Wellington region in car ownership. 
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Figure 32: Car Ownership per person between 1996 and 2006  
 
 
When considering sub-areas, all areas show an increase in car ownership. Upper Hutt North has the 
highest number of cars per person and has the highest growth 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 sub-areas 1996 - 2006 
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6.7 Working from home  

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

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

Approximately 5% of Hutt Valley residents work from home. 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 with increased activity in central areas contributes to a 
demand for long and short stay car parking. The capacity of car parks is monitored by the Councils 
and is generally at a level below the scope of this corridor plan.  

However, Greater Wellington’s Travel Demand Management Plan7 identifies an action programme 
for parking management. Under this programme, by 2012, each local authority area is to develop or 
review a parking policy that ensures parking supply, cost and management contributes to an efficient 
and sustainable transport network. Also the programme signals a review by 2013 of the parking 
standards in District Plans to consider the introduction 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 Daily Traffic (AADT) on SH2 increase as the 
highway approaches the Lower Hutt exits. The traffic volume 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 Owl in Upper Hutt and around 34,000 vehicles 
per day use it at Korokoro Road in Petone. 

The AADT increased on most SH2 sections from 2000 up until 2005. Since then traffic volumes 
have stabilised and on average, we are now seeing traffic volumes returned to the same level as 
recorded in 2005. This is similar to the national trend as shown below. 
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Figure 36: State Highway indexed traffic growth. (Source: NZTA, http://www.nzta.govt.nz/resources/state-
highway-traffic-volumes/docs/SHTV-2005-2009.pdf) 
 
The traffic growth index shows the growth in the total number of vehicles using the State Highway 
network. The index is referenced to 1989 and typically shows steady (4.3% per annum) growth up 
until 2005, thereafter the index becomes more volatile perhaps due to fuel price increases and the 
economic recession. It is unclear at this stage whether the trend since 2005 is a new trend or simply 
a hiccup in the historical trend.  

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

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

As shown in the table below, the section of SH2 around the Ngauranga Interchange has some 
serious capacity issues during the peak. The section of SH2 between Ngauranga and Petone is also 
approaching capacity and future growth in traffic volumes 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 Ngauranga Triangle Strategic Study 2010. 
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Over the past 9 years, the traffic volume between Brown Owl (north of Upper Hutt) and Melling 
Station has been increasing at about 2% per annum. Although the volumes are beneath the road 
capacity now, traffic modelling is suggesting that by 2026 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. 
 

  
Figure 37: Level of Service Base Network - 2006 Morning 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 vehicles per day. It runs approximately parallel to 
SH2, which at this point carries about 24,000 vehicles per day. Even minor changes to either route 
will influence this balance of traffic. To the year 2026, traffic modelling is suggesting stronger 
traffic growth on Fergusson Drive than on SH28. 

Traffic modelling predicts that Fergusson Drive will be operating at a LOS D in 2016 for both links 
and intersections in the evening peak period. By 2026 some sections will become LOS E. 
Principally the capacity issues will be caused by access from side roads and properties. The section 
in the vicinity of Park Road is critical in this regard. 
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7.2.2 Petone Esplanade, Lower Hutt 

Petone Esplanade currently carries about 32,000 vehicles per day. Around 10-12% of these are 
heavy commercial vehicles9. The Esplanade connects Petone to Seaview and Eastbourne and offers a 
route option to Wainuiomata. As with SH2, travel times are stabilising on this route which leaves a 
response such as a lengthening peak period as the likely mechanism for absorbing increased traffic 
growth. Currently the Esplanade is operating at or near capacity (LOS E) during peak periods.  

7.2.3 Grays Road, Porirua City 

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

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

The freight task is expected to increase. Assuming freight is carried on the same routes, these routes 
must be able to provide for increased movements. However, Grays Road has a poor safety record. 
PCC have recently installed some safety measures such as a temporary 60 km/h speed limit, but 
identification of freight routes and providing for them will be the long term strategy for this route. 
Some route identification and planning is currently being 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 consistent with 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 2000 the traffic volume has steadily increased until 
2007, and experienced a decrease in 2008. The traffic volume record shows a step increase in 2006 
near Paremata. This is about the time the Mana bridge was duplicated and the Paremata roundabout 
was modified. 

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

7.4 Heavy vehicle volumes 

7.4.1 HCV volumes on State Highway 2 

The volume of Heavy Commercial Vehicles (those 3.5T and heavier) increases heading south on 
SH2. 
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Figure 39: Heavy Commercial Vehicle volumes (AADT) on SH2 from Brown Owl (Upper Hutt) to Korokoro 
(Petone) (Source: NZTA) 
 
Over the 3 year period 2006 to 2008, the amount of HCV traffic on SH2 has decreased. The 
decrease is mainly on the section between Manor Park and Korokoro. 

Further south of Korokoro on SH2 the percentage of HCVs decreases from 5.8 % at Korokoro to 3.3 
% south of the Petone Ramps. This difference is likely due 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 3.5T and heavier) has grown over the 3 year 
period 2006 to 2008 as shown below. 
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Figure 40: Heavy Commercial Vehicle volumes (AADT) on SH58 from Haywards (Upper Hutt) to Paremata 
(Porirua) (Source: NZTA) 
 
The growth in Heavy Commercial Vehicles has not occurred consistently along the length of SH58. 
In 2006, the volume of Heavy Commercial Vehicles (those 3.5T and heavier) is still higher at the 
SH2 end of SH58 compared to the SH1 end. However, this trend appears to be reversing. 
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8. Public Transport Trends and Issues  

Overall, both bus and rail patronage in the Hutt Valley has experienced moderate growth up until 2008. 
There was a slight decrease in 2009 in the number of both train and bus trips. 

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

The bus services comprise services within and between Upper and Lower Hutt. Most of the services run 
north south, however there are east west connections extending from the Hutt River to the Eastbourne, 
Wainuiomata, Stokes Valley and Silverstream centres. There 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 terms of passenger numbers in the region carrying about 
45% of all passengers across the network10. There are currently more than five million rail trips per year 
going between the Hutt Valley and Wellington City.  In 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 increased 15% from 2.95M (2005) to 3.43M (2009). 

The patronage number during off-peak hours increased 15% from 1.62M (2005) to 1.77M (2009). 

There was steady growth in rail patronage over the 5 year period 2005 to 2009. 
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Figure 41: Hutt and Melling rail line patronage 11 
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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 2008 to 2009. However this scale of decrease is 
consistent with the ups and downs of previous years. The 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 are currently suffering poor reliability due to ageing rolling 
stock, track and signalling – along with limited capacity at peak times. These issues are being addressed 
with works currently underway as part of the rail base case.  

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

The Petone to Ngauranga section of the line has some deficiencies. The tightness of the curves limits 
train speeds to 70 km/h whereas on the valley floor trains are able to travel at 100 km/h. In the vicinity of 
Ngauranga Station, southbound trains can be delayed in severe weather conditions by storm surge (over 
the last four years this has occurred almost once every year. 

8.2 Bus Patronage 

As for rail patronage there has been steady growth in bus patronage over the 6 year period 2004 to 
2009. 
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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 City from the Hutt Valley during peak times are 
usually caught in general traffic congestion on State Highway 2. An absence of any bus priority 
lanes along State Highway 2 means that these services are subject to delays and variable travel time 
on this heavily congested route. 
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9. 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 split for Hutt City and Upper Hutt 1991 – 2006. Source: NZ 
Statistics -Census data. 
 
Journey to work trips by Hutt residents between 1991 and 2001 were largely static, with public 
transport increasing its mode share by around 25% over this time. However between 2001 and 2006 
the total number of trips to work increased by 4,000 (from 50,400 to 54,700).  Trips by car and 
public transport each increased by about 10% over this period, while trips by active mode decreased 
about 4%.   
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9.2 Journey to work mode split  
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Figure 44: Mode split for journey to work trips between 1996 and 2006 – Hutt City and Upper Hutt City. Source: 
NZ Statistics, Census data. 
 
While the mode split for journey to work trips by both Hutt City and Upper Hutt residents appears to 
have remained fairly static over the ten year period from 1996 – 2006, the mode share of walking 
and cycling appears to be steadily declining at the expense of growth in car and public transport use. 

9.3 Destination of Journey to Work trips 

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

District Percentage of residents live and work in the 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 the same district as they live. Source: NZ Statistics, Census data. 
 

The following table shows the percentage of journey to work (JTW) trips made by Hutt residents to 
various destinations within the Hutt Valley and the rest of the region.  
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Most JTW trips from the various Hutt sub-areas are made within that sub-area or to a nearby centre 
within Hutt Valley. After that, Wellington City is the next key destination for journey to work trips. 
Residents based in Upper Hutt North had the lowest percentage of trips within their own sub-area, 
with most JTW trips made to Upper Hutt Central, Lower Hutt Central or Wellington City. Upper 
Hutt North residents had the highest number of JTW trips with Porirua City as the destination. 
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Lower Hutt Central 38 1 0.6 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 region. Source: 
NZ Statistics, Census data. 
 

10. Journeys for shopping and education 

There is no census data available for these trip types, however estimated data can be provided by the 
regional transport strategic model (which uses household travel data) to give an idea of these trip 
patterns.   

10.1 Shopping trips 

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

The majority of trips for shopping purposes by Hutt residents are made by car. Lower Hutt Central 
has the lowest percentage of trips by car (82%) and the highest percentage of trips by active modes 
(13%) for shopping trips. This demonstrates the potential for more walking and cycling trips to be 
made where people have good access to nearby shops and facilities – as is the case with residents 
living in central Lower Hutt. 

The sub-area with the highest proportion of shopping trips made by car is Upper Hutt North (93%). 
It will be important that local shops and facilities are provided as part of the Maymorn structure plan 
to accommodate any future significant increases in households in the north Upper Hutt area, to 
encourage a greater proportion of shorter trips that can be made by active modes.  

10.2 Education trips 

The majority of trips for education purposes by Upper Hutt residents are within Upper Hutt (72%), 
with the second but much less significant destination being Wellington City (18%). For the three 
Lower Hutt sub-areas, the majority of trips are made either within that sub-area (40-50%) or to 
Lower Hutt Central. After that, the next highest destination for Lower Hutt residents is Wellington 
City at around 28%. 
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The mode of travel for education trips varies greatly between the Hutt sub-areas. The following graph 
shows that 35% of education trips by residents in Upper Hutt Central are by active mode, compared with 
4% in Upper Hutt North.  However, Upper Hutt North residents have the highest mode share of 
education trips made by public transport at 51%. Mode choice for these trips is likely to reflect 
availability of schools and education centres within the sub-areas and distances that need to be travelled. 
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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 work mode share by walking and cycling – as recorded in the 
2006 Census. Lower Hutt and Upper Hutt tend to be among the lower group in terms of percentage of 
trips to work made by walking and cycling. This may largely reflect the characteristics of the Hutt 
Valley. The largest proportion of journey to work trips by walking and cycling are in Wellington City – 
where the trip distances are shorter and traffic congestion/car parking charges act as a disincentive; and 
in Wairarapa – where roads are generally quieter and more people work from home or work within 
Wairarapa.       
 
�
����������	�
�������
�

�
�	��� ��� ��	�����
�������

��� ����	������������������
��		�
������

1������ ���� �+�B� ��	� �+
B� �
.����

�
!�!��� ���� 	+�B� ���� �+�B� ��.��	�

$���!�5���� ���� �+�B� �
�� �+�B� �
.�����
-
��!�5���� ���� �+�B� �.�	�� �+�B� ��.�	��

4�����)�
�����=� �.��	� �+�B� �
.���� ������ ��.����

3����!�
�� �	�� ����� 
��� �+�B� �.�	
�

��!��!�
�� ��� �+�B� ���� 
+�B� �.
���
%
��*�4��!�!���� 
�� �+�B� ���� �B� �.	
��

4�����)�
��&�)�
��� �.���� �B� �	.���� ��B� ���.			�

Table 15: 2006 Journey to work mode share for walking and cycling by territorial authority.  
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A transport perceptions study asked respondents about how safe they felt it was to walk and cycle in 
the Wellington region. A breakdown of the results by territorial authority is shown in the figures 
below. 
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Figure 46: How safe do you think people are when walking? (%) - By local authority area.  
Source: Transport perception survey 2008. 
 
While most respondents in Hutt City felt that people are safe while walking, this area had the highest 
proportion of respondents who felt unsafe while walking. Respondents from Upper Hutt had the 
highest proportion in the ‘neither safe nor unsafe’ category, while Hutt City had the largest 
proportion of respondents to rate walking as ‘unsafe’ in the region.  
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Figure 47: How safe do you think people are when cycling? (%) - By local authority area. Source: Transport 
perception survey 2008. 
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Respondents from both Upper Hutt and Hutt City were both amongst the lowest areas to rate cycling 
as ‘safe’. Hutt City was also one of the areas with the highest proportion of respondents rating 
cycling as ‘unsafe’.   
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12. Road safety 
 
12.1 Total Casualties – Hutt City and Upper Hutt  

The following graphs show the trend in road crashes that have resulted in casualties over the past ten 
years for the two Hutt districts, and compare these with the regional average. Casualties are shown per 
1000 population.  
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Figure 48: Total Casualties – Upper Hutt, Hutt City and regional average 

For the entire region and the Hutt Valley, the number of 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 million vehicle kilometres travelled (VKT) on the different 
road types.  
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Figure 49:  Total crashes per 100 million vehicle kilometres travelled by road type and TA area. Source: NZTA 
Road Safety Reports 2003 – 2007. 
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This shows that the crash rate per kilometres travelled is higher on local roads compared to State 
highways.  
 
12.3 SH2 Road crash information 

The crash data for the 5-year period from 2004 to 2008 inclusive indicates an average of about 56 
injury crashes, 215 total crashes and crash costs of about $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 reported crashes on State Highway 2, with an 
encouraging reduction in 2009 and 2010. 
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Figure 50a:  Total injury crashes on SH2 from 1980 to 2010. Source: NZTA pivot chart. 
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Figure 51: SH2 Intersection Injury Crashes 2004 - 2008. Source: NZTA SH2 Strategic Study (March 2010) 
 

 
 Figure 52: SH2 Mid-block Crashes 2004 - 2008. Source: NZTA SH2 Strategic Study (March 2010) 
 
The figures above show that a large proportion of the reported crashes along SH2 through the Hutt 
Valley have occurred at a relatively small number of key intersections and mid-block sections. 
 
The intersections with the highest crash rates include:  

- Whakatiki Street, Moonshine Road, Fergusson Drive (south) in Upper Hutt.  
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- SH58 (Haywards), Kennedy Good interchange, Melling interchange, Korokoro Road, and 
Horokiwi Road in Lower Hutt.   

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

- Fergusson Drive (north) to Totara Park Road 
- Major Drive to Groundsell Crescent northbound on-ramp  
- Cornish Street to Petone Southbound on-ramp 
- Ngauranga northbound on-ramp to SH2 end  
 
The reason for high crash levels at the first two sections listed above are primarily the result of rear-
end crashes associated with queuing at nearby intersections. Tight curves under the Petone 
overbridge are the primary reasons related to the third section. High crash levels at the last mid-
block section listed are related to rear-end crashes, often as they are slowing down to merge with 
north-bound traffic.   
 

 
Figure 53: SH2 Mid-block Crash Rate and Typical Rates 2004 - 2008. Source: NZTA SH2 Strategic Study 
(March 2010) 
 
12.4 SH58 Road crash information 

Typically between 10 and 20 injury crashes occur on SH58 every year. Although a relatively small 
number of crashes, it is a high number considering the relatively low traffic volumes.  

Over half of these crashes are loss-of-control or head-on type crashes, reflecting the winding and 
narrow nature of the route. Less than 30% of crashes occurred at intersections, the remainder mid-
block. 
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Figure 54: SH58 Intersection Injury Crashes. Source: NZTA SH58 Strategic Study (March 2010) 
 
Injury crash rates at intersections along SH58 are highest near the SH2/58 interchange and at 
intersections between Spinnaker Drive and Paremata. 
 

 
Figure 55: SH58 Mid-block Injury Crashes. Source: NZTA SH58 Strategic Study (March 2010) 
Looking at the mid-block injury crash rates on SH58 compared with typical injury crash rates in the 
figure below, it is evident that several sections have higher than typical rates. These include the 
section near the SH2/58 interchange, the section between Moonshine Road and Bradey Road, and 
the section from James Cook Drive to Spinnaker Drive. 
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Figure 56: SH58 Mid-block Injury Crash Rates and Typical Crash Rates. Source: NZTA SH58 Strategic Study 
(March 2010) 
 

12.5 Local Road Safety Issues 

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

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

http://nzta.govt.nz/resources/road-safety-issues/upper-hutt/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 fast for conditions 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 fast for conditions were the two top causal factors 
in injury crashes 
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12.6 Vulnerable road users 

The map below shoes the location of serious and fatal crashes involving pedestrians or cyclists along 
SH2 and SH58 over the past decade. A number of fatal and serious pedestrian crashes on SH2 have 
occurred between Moonshine Rd and Gemstone Drive in Upper Hutt. The serious cyclist crashes on SH2 
have been largely clustered around the Petone interchange in Lower Hutt. There has a fatal crash 
between Ngauranga and Horokiwi and near SH2/58 interchange. One serious crash was recorded on 
SH58 on the section between Pauatahanui roundabout and Spinnaker Drive intersection.     

 
Figure 57: Location of fatal and serious pedestrian and cyclist crashes in Hutt corridor 
 
The most recent road safety issues reports from NZTA provide more information about crash 
locations on local roads within Upper Hutt and Hutt City.  
http://www.nzta.govt.nz/resources/road-safety-issues/upper-hutt/index.html 
 
http://www.nzta.govt.nz/resources/road-safety-issues/hutt-city/index.html 
 
Key points from these reports include: 
 
Upper Hutt 

·  In Upper Hutt City, vulnerable road users were involved in 38 percent of all injury crashes in 
2005-2009 

·  Thirty-five percent of pedestrians injured were in the age group 10-19 years. This is higher 
proportionally when compared to similar authorities. 

·  Cyclist crashes were concentrated on the arterial and collector roads in Upper Hutt City. 
·  Eighty-two percent of crashes involving cyclists occurred on local roads in urban areas. 
·  Half of all crashes involving motorcyclists occurred on local roads (52 percent) and a third 

were at intersections (33 percent). 
·  While younger motorcyclists in the age group 15-24 years were the most commonly injured 

motorcyclists, the age group 50-54 years is proportionally over represented in Upper Hutt 
compared with other similar regions 
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Hutt City  

·  In Hutt City, vulnerable road users were involved in thirty-four percent of all injury crashes 
in 2005-2009 

·  Nearly all pedestrian crashes in Hutt City occurred on urban local roads (99 percent), over a 
third at intersections (35percent). 

·  Forty-four percent of the injured pedestrians were in the age group 5-20 years, higher than 
similar authorities in NZ 

·  Ninety-two percent of cyclist crashes occurred on local roads in urban areas. Just over half of 
the cycling crashes occurred at intersections (55 percent)  

·  Three-quarters of motorcycling crashes in Hutt City happened on local urban roads (73 
percent). 

·  Motorcyclists in the age group 15-24 years were the most 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 (1997 – 2008) in Upper Hutt and Hutt City per 1000 
population. There is an increasing trend in crashes per capita in both TAs, similar to the regional trend.  
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Figure 59: Pedestrian Casualties – Upper Hutt, Hutt City and regional average 
 

The trend in pedestrian casualties has been fluctuating between years but appears to show a fairly 
flat trend overall, similar to the regional trend. Over more recent years, Hutt City has shown much 
higher rates than Lower Hutt.   
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Figure 60: Motorcycle Casualties – Upper Hutt, Hutt City and regional average 
 
The trend in motorcyclist casualties per 1000 population was decreasing up until around 2001, but 
like the regional trend has been increasing since then. The rate in Upper Hutt since 2005 has been 
consistently higher than both Hutt City and the regional average. 
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12.7 KiwiRAP results 

The AA and certain government agencies (NZ Transport Agency, Ministry of Transport, Accident 
Compensation Corporation, and New Zealand Police) have developed a Road Assessment 
Programme (KiwiRAP) that will help address some of the areas of concern in NZ’s Safety Strategy 
– Safer Journeys. The programme is developed for State highways only at this stage. 

The objectives of the programme are: 

- to reduce deaths and injuries on New Zealand’s roads by systematically assessing risk and 
identifying safety shortcomings that can be addressed with practical road improvement measures  

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

- to provide meaningful information on where the greatest levels of risk are faced, and in turn to 
influence behaviour.  

KiwiRAP identifies two types of risk: collective risk and personal risk. Collective risk is the number 
of crashes per kilometre and indicates the risk to society of a route. Personal risk indicates the risk to 
an individual driver and is the number of crashes per amount of travel (vehicle kilometres travelled). 

SH58 was ranked 10th and SH2 from Ngauranga to Upper Hutt was ranked 22nd in NZ for highest 
collective risk. Both highways did not feature in the routes with high personal risk. 

In July 2010, the agencies released maps of State highways showing star ratings. This rating system 
is based on the level of safety 'built-in' to the road. Features such as road width, lane markings, 
roadside hazards, and road alignment are measured, evaluated and used to determine the star rating. 
The higher the star rating, the safer the road. In NZ, 95% of the highway length scored either a 2 or 
3 star. In terms of travel, it is split evenly between 2, 3, and 4 star highways. 

For the Hutt Corridor, the sections of 2-star highway include SH58, and SH2 from Moonshine to 
Maoribank. SH2 from Moonshine to SH58 is 3-star, and 4-star from SH58 south to Ngauranga. Note 
that KiwiRAP does not rate sections with speed limits of 70 km/h and below. This excludes SH2 
Fergusson Drive, SH2 around Dowse, and SH1 Mana Esplanade. Therefore it is not surprising that 
the length of SH58 from Pauatahanui west rates a 2-star – it is an 80 km/h speed environment with 
many intersections.  

The high number of crashes per kilometre and poor road features of SH58 are noted in a recent 
NZTA study (SH58 Strategy Study - refer Section 17), with a plan to address this by installing 
safety engineering features. 

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

Both these approaches fit with the KiwiRAP objectives of providing information to influence driver 
behaviour, and to have risk assessment as a key factor in strategic decisions on road improvements. 

12.8 Greater Wellington 2008 Road Safety Investigat ion 

The purpose of this project was to investigate crash rates in the greater Wellington region. First the 
project sought to determine if the numbers have been increasing over the last ten years and then on 
determining areas for remedial action. 
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The investigation found that the numbers of crashes are increasing and that it was not only a case of 
increased reporting by Police. 

Minor injury crashes are where the majority of the regional increase is occurring. Most (63%) of the 
injury crashes in the region are occurring on local urban roads. The causal factors of crashes over the 
past 10 years have not changed, and the report suggested a fresh look at how road safety is 
considered. 

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

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

·  Increasing demand for travel and increasing traffic volumes 
·  Aging vehicle fleet (the average age currently around 12.29 years) meaning only some of the 

modern safety features are present on the region’s road network 
 
The report identified that the largest increase was a threefold increase in cycle crashes. 

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

1. Ensure adequate investment in road safety in our region – through Annual Plans, LTCCPs, and 
the Regional Transport Programme – may need a road safety champion to raise profile 

  
2. Ensure adequate focus on vulnerable road users (Pedestrians and Cyclists)  

·  Pedestrian and cycling improvements in urban areas, particularly on routes most frequently used 
by pedestrians and/or cyclists – eg. Dedicated cycle lanes and ‘Green Wave’ at traffic signals 

·  Continue raising awareness for cyclists among other road users (particularly vehicle drivers) 
·  Continue programmes to improve safety around schools and on key walking/cycling routes to 

school  
 
3. Continue promoting alternative means of transportation to car travel such buses, trains or 

carpooling  

·  Safety benefits by increased use of safer modes (PT, walking) and reduced car traffic volumes 
(reduced conflict for all road users) 

·  many other benefits – emissions reductions, health and fitness improvements, affordability and 
resilience to petrol price volatility 

 
The above three recommendations focus on the areas in the region which are largely contributing to 
the increase in number of crashes: crashes on urban local roads and crashes involving pedestrians 
and cyclists. These issues are relevant to the Hutt Valley and provide some focus for the responsible 
agencies. 
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Land use pressures and plans 

13. Land use characteristics  

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

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

Hutt City (the second largest city in the Wellington region) lies on the northern and eastern shores of 
the Wellington harbour. To the north the city extends up the Hutt Valley along the banks of the Hutt 
River from Petone to Stokes Valley, and includes Belmont Regional Park to the West. To the east 
Hutt City encompasses Wainuiomata, Eastbourne and the Rimutaka Forest Park. At the southern 
extremities is Pencarrow and Baring heads, and the East Harbour Regional Park.  

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

In addition to consisting a major suburban area for Wellington, the valley is a location for a variety 
of manufacturing and heavy industry, educational and recreational facilities.  

14. Upper Hutt  

14.1 Upper Hutt City Council (UHCC) District Plan 

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

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

·  Rural  - areas within which rural and rural-based activities can occur 
·  Business – includes commercial zones, providing the management framework for the City 

Centre and the suburban shopping areas - and industrial zones to manage the industrial and 
service areas. 

·  Open Space - to recognise and protect land already used for open space and recreation 
purposes.  

·  Special Activity - manages those large scale special land uses which have a special character or 
function (The NZ International Campus, Trentham Military Camp, Trentham Race Course, 
Rimutaka Prison and St Patrick’s Estate Area).  

 
The Plan recognises that the amount of land suitable for urban use is influenced by servicing, 
topographical, ecological and other constraints. ‘The Residential Zone covers the existing residential 
areas as well as undeveloped land suitable for residential use in the future. Expansion of existing 
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urban areas will be encouraged in appropriate environments with the existing urban areas being the 
preferred location for higher density development’. 

The Plan includes a policy to provide for new residential development in a sustainable manner. It 
sets out the intention to generally contain new residential development within the existing zoned 
urban area. The Plan suggests that ‘continuous expansion at the City’s edge, while large parts of the 
urban areas remain undeveloped, does not constitute sustainable management’. It states ‘Greenfield 
subdivision, for urban residential development outside Residential Zones should be considered by 
way of a District Plan change to extend the urban area. This enables the full effects of the potential 
development to be assessed’. 

The Plan also identifies the importance of an efficient residential roading network of a high standard 
to meet the mobility needs of the City’s residents, give access to available transport services, 
provide safety for those using the network and mitigate the adverse effects of traffic on the 
environment. 

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

The Plan sets out a ‘roading hierarchy’ where the city's roads are classified into a hierarchy 
according to their function in the roading network. The hierarchy reflects the importance of moving 
traffic around the City in a manner conducive to the development of the City. It is also important in 
protecting traffic routes for improvements and future extensions and enables a consistent approach 
to road upgrading and safety, street construction, traffic operations and levels of service. The 
hierarchy map is shown below. 

 
Figure 61: Roading Hierarchy Map. Source: UHCC District Plan. 
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14.2 Urban Growth Strategy 

The Upper Hutt City Council adopted its Urban Growth Strategy in September 2007. The strategy 
guides where and how future development should occur and will ensure that the fundamental 
elements of the city – its roads, infrastructural services, parks, reserves, neighbourhood centres, 
business areas, community facilities and housing – work effectively now and in future years. 

Business 

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

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

Residential 

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

Forecasts out to 2026 were prepared using a range of information including Statistics NZ data, 
building and resource consents, economic data and discussions with developers. The map below 
shows where expected growth is likely to be located within existing urban areas. It does not include 
forecasts for potential new Greenfield housing areas which are likely to be needed beyond the next 
five years.   

 
Figure 62: Housing growth forecasts and locations. Source: UH Urban Growth Strategy Sept 2007.  
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Three potential sites for new housing areas are identified in the strategy - at Maymorn, Guilford and 
Wallaceville.  

A wider range of housing densities and types are sought, together with higher density development 
around centres, and supported by good urban design standards.  

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

Transport infrastructure 

The Urban Growth Strategy identifies a number of new or upgraded local road linkages that could 
be required to service future extended urban areas. 
 
The strategy also notes that a number of intersections with State Highway 2 may need to be 
upgraded depending on the growth options adopted in future. 
 
The strategy notes that public transport is a function of Greater Wellington but that UHCC 
participates in the direction of these services through the Regional Land Transport Committee and 
will advocate for the following specific service upgrades: 
 

·  New railway station at Upper Hutt  
·  Extend rail commuter service to Timberlea (including a new 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 Structure Plan provides an estimate of the number of 
new dwellings that will need to be accommodated in Upper Hutt for the period 2006 to 2021. The 
report then compares this demand assessment with the current understanding of ‘dwelling supply’, 
in order to establish how many new dwellings need to be planned for in the period to 2021. 
‘Dwelling supply’ is calculated as the combination of new dwellings that have already been and are 
being constructed (over the period 2006-2008) plus the existing capacity for dwellings likely to be 
constructed through further intensification/infill/redevelopment in the period to 2021.  
 
The Housing Needs Report concludes that around 4,000 new dwellings would be needed under a 
high growth projection. Around 2,000 of which can be accommodated within existing residentially 
zoned land, leaving a further 2,000 dwellings that would need to be provided for through future 
urban expansion.  
 
Note: For the purpose of estimating the demand for future residential land, the NZ Statistics ‘high’ 
population projections were used in the UHCC Housing Needs Report. This is because of the lead 
time required to plan for and service new land which makes planning for the higher growth 
scenarios necessary. The population projections have then been used to predict demand for dwelling 
by taking account of reducing household sizes, and the household to dwelling relationship (ie. there 
are more dwellings available than households – to enable future growth to be met, to facilitate/allow 
migration, and to allow normal market conditions to prevail.     
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Structure Plan Development 

Of the several options for urban expansion identified in the Urban Growth Strategy, the Maymorn 
option is currently thought to be the most certain. As a result, Upper Hutt City Council is currently 
preparing a structure plan to accommodate around 2000 new lots in Maymorn over a 20 year period.  
 
This would have implications for both state highway intersections and the rail/bus network in terms 
of accommodating the additional demand. 
 
The intersection of State Highway 2 with both Plateau Road at Te Marua and Mangaroa Hill Road at 
Maoribank are likely to be affected by increased traffic volumes as a result of this proposed new 
development in future. The Hutt Corridor Plan will need to identify an action/project under which 
the future safe and efficient operation of these intersections will be addressed.  
 
Maymorn has an existing railway station with access to Wairarapa train services. While this 
provides a basic level of public transport access for future residents, enhanced services may be 
needed in future to meet increased demand from the Maymorn Structure Plan development. The 
various potential options and timings for doing so are 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’s Vision CBD 2030 and CBD Making Places’ were developed to guide long term 
strategic opportunities for the CBD.   

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

CBD Making Places identified some key priorities which are to:  

·  establish a connection with river   

·  develop and maintain a sustainable heart for the city  

·  create a place of cultural, social, & economic vitality  

·  offer a unique place that helps builds local identity. 

The Making Places vision for the next 20 years is to create a CBD that is vibrant, liveable and 
sustainable, and that is underpinned by quality development. 

The Council has also agreed on five priority projects, of 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  
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15.2 Vision Seaview Gracefield 

In March 2010 the Hutt City Council consulted on a draft vision to 2030 for Seaview and 
Gracefield. The vision includes providing stability and efficiency to support existing businesses, 
creating a suitable environment for business growth, and provide good recreation opportunities. This 
recognises that Seaview Gracefield is the highest business growth area in Hutt City, with a 25% 
increase in the number of businesses over the period 2002-2007. Currently there are over 6000 
employees in about 700 businesses in this area. 

Seaview port receives high value commodities such as oil that is stored near the port. Other 
businesses include engineering, steel supply and industrial gases. 

The Wellington Regional Strategy (2007) identifies Seaview Gracefield as a growth area that has 
significant industrial and commercial redevelopment potential.  

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

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

Safety measures for pedestrians, cyclists and vehicles are suggested initiatives along with support 
for active mode routes through green spaces such as the Great Harbour Way. 

Improvements to off peak public transport services are suggested to cater for shift workers. Also the 
Council aims to retain rail as a future mode of transport and will advocate protecting and proactively 
encourage the use of rail for commercial opportunities. 

15.3 Petone Vision Statement 

Hutt City Council has developed a vision statement for Petone with a 2027 outlook. The vision 
statement touches on various issues that are relevant to transport planning including:  

·  increasing the attractiveness of walking, cycling and public transport options  

·  increased opportunity for residents to work locally 

·  changed roading networks that improve movement of residential and business traffic and add 
amenity value to areas such as the foreshore. 

The vision statement makes the following comment in relation to the Petone Esplanade: 

Hutt City Council has included $18 million in its Long Term Council Community Plan of the $60 
million estimated to undertake the Cross Valley Link. Upgrading works on the Esplanade itself are 
currently unbudgeted and estimated to be of the order of $5 million plus. 

The vision statement also notes the important role of learning institutions within Petone, particularly 
with regard to WelTec which is currently a key employer and has around 7000 students enrolled. 
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15.4 Hutt City District Plan 

HCC’s District Plan contains policies and rules that govern the development of land within Lower 
Hutt. The District Plan became operative in 2003/2004. The District Plan identifies the Petone 
foreshore as a special recreational area and the Seaview-Gracefield area as a special business area. 
There are a series of rules that manage land development in these respective areas.  

The residential provisions in the plan were recently reviewed through Plan Change 12 in particular. 
One aspect of the plan change was to provide for further residential intensification around shopping 
centres and key transport routes, consistent with the Hutt City Housing Policy 2008. The district 
plan seeks to balance this provision of townhouses, units, apartments etc with the retention of family 
homes with sections within the city. 

Plan Change 14 reviews the provisions for the Central Commercial Activity Area in the District Plan 
to ensure that they encourage and facilitate the outcomes sought in the Vision CBD 2030 and CBD 
Making Places projects. The plan change addresses areas such as allowing a greater range of 
permitted activities, introducing four ‘precincts’ in the central area, refining rules for retail activities, 
accommodating a riverside promenade and upgrades to the flood protection works, introducing 
design guides and maximum car parking standards. 

There are a number of policy changes that have occurred relating to Petone and the CBD that are 
aimed at strengthening and growing the commercial sector.  In Petone, the western end has been 
freed up in the District Plan for larger multi use developments which continues to attract a high level 
of developer interest (despite the downturn).  In the CBD, a series of Council led investment is 
planned and a significant private developer incentive scheme has been approved.  Anecdotal 
evidence from a number of the newer businesses in both these areas suggests that public transport 
links from Wellington CBD to Hutt City and Petone are a concern at peak times given the reverse 
commute. 

15.5 Other potential large development sites 

There is also a Treaty claim on Nicholson Block by Wellington Tenths Trust, and master planning 
underway by Housing New Zealand Corporation to redevelop existing housing stock at the eastern 
end of The Esplanade.
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Key transport studies and plans  

16. Freight Studies 

16.1 National freight demands study – September 200 8 

The Ministry of Transport released a National Freight Demands Study in September 2008. The 
government recognises the importance of the freight sector and the desire to improve its efficiency 
and achieve significant changes in modal shares. This study was therefore commissioned by the 
Ministry of Transport (MoT), the Ministry of Economic Development (MED) and Land Transport 
New Zealand (now the NZ Transport Agency) to look at the current operations of the sector and its 
future development. The study was undertaken to overcome 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 significant consumer of energy resources, accounting for 
about 43 percent of the energy consumed by the transport sector and a similar proportion of 
greenhouse gas emissions. As shown in the diagram below, activity in the sector is dominated by the 
movement of goods by road, although when the length of haul is taken into account the role of rail 
and coastal shipping is enhanced with these having a higher share of longer distance movements.  

 

 
Figure 63: The current freight task. Source: National Freight Demands Study, 2008. 
 
Total movements in terms of tonnages are dominated by aggregates, logs and wood products and by 
dairy products, which combined are estimated to account for about 60 percent of the total 
movements identified. The mode share for freighting logs 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 freight task for the commodities identified is expected to 
increase by about 70-75 percent (100% in Wellington region) in terms of tonnes lifted and in terms 
of tonne-kms transported. This figure of growth to 2031 can be compared with alternative estimates 
of growth in tonne-kms of about 70 percent between 2005 and 2020 based on work undertaken by 
Transport Engineering Research New Zealand (TERNZ) and forecasts of growth of up to 100 
percent by 2040 based on work undertaken internally by the MOT, and lies broadly between the 
two.  
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16.2 Freight Analysis Study - Wellington 

In October 2009, the NZ Transport Agency released a report prepared on its behalf by Hyder 
Consulting titled ‘NZTA Freight Analysis – Wellington, Nelson, Marlborough and Tasman regions’. 

The report’s purpose was to analyse regional freight movements to get a better understanding of the 
implications of the Government’s freight transport objectives within those regions. The key 
conclusions for the Wellington region are as follows: 

- Wellington has a relatively high proportion of short, truck-based trips which handle the large 
number of intra-regional and inter-regional export trips.  

- These short, truck-based trips are concentrated on SH1 between the Terrace Tunnel and 
Ngauranga, and SH2 between Ngauranga and Upper Hutt.  

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

- The negative impact of growth in road commuters on congestion, and therefore road freight, is 
recognised – and consequently the need to investigate ways to shift more commuters to rail is 
identified. 

- While SH1 between Levin and Wellington has been identified as a RoNS (and therefore given 
increased priority by NZTA), it is important that investment is applied to the integration of high 
freight transport demand and high commuter demand on SH2.  

Also discussed in the report are ‘Areas of opportunity’ for achieving better freight efficiency such as 
– reducing empty running, making better use of existing facilities, industry solutions for particular 
goods, and investigating ‘high performance hubs’ (eg. inland 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 process to identify high productivity motor vehicle 
routes in the region and associated upgrades needed to the road network to accommodate these. This 
section will be expanded once this work has been progressed.  

17. State Highway strategies and plans 

17.1 SH2 Strategic Study 

The NZTA developed a long-term strategic plan to address significant congestion and safety issues 
along SH2 (from Ngauranga to Maoribank) over a 20-year period. The key conclusions about 
improvement projects from this study form an important input to the Hutt Corridor Plan. 

The overall strategy for SH2 along this corridor can be summarised as: 

- A dual carriageway, 100km/h, expressway standard, with at least two lanes in each direction 
along the full length from Ngauranga to Maoribank. Northbound and southbound carriageway 
will be separated by a median barrier and all roadside hazards will be suitably treated to 
minimise the impact of driver error. 



��������
���	
  

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

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

 
Improvement works: 

Medium Term – 5 to 10 years 

Indicative cost 

Moonshine Hill Rd to Silverstream 4-
laning 

$5-20m 

SH2 Melling Interchange Grade 
Separation 

$20-100m 

SH2 Fairway Drive/Major Drive (Kennedy 
Good Bridge) grade separation 

$20-100m 

Local traffic provision between Melling 
and SH2/58 interchanges 

$20-100m 

Hutt Riverbank Cycleway Route TBD 

Petone to Horokiwi Cycling Facility TBD 

 
Improvement works: 

Long Term – 10 to 20 years 

Indicative cost 

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

$100m+ 

SH2/Fergusson Drive (Silverstream) 
grade separation 

$5-20m 

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

For more detail about these projects and the strategic study 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 Agency by MWH in September 2009 and relates to the 
stretch of SH2 known as River Road from Moonshine Hill Road to Topaz Street in Upper Hutt. This 
section of highway has a number of at-grade intersections that create safety concerns and the route 
as a whole is approaching capacity. 
 
The executive summary from the report is set out below. 
 
Three options have been investigated: 

• Option 1: Upper Hutt Bypass – new alignment on the western side of the Hutt River 

• Option 2: Four laning of the existing River Road 

• Option 3: Combination of Option 1 and Option 2; SH2 would cross Hutt River south of Gibbons 
Street 
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There are significant travel time and crash cost savings associated with providing four lanes along 
this stretch, however the cost of implementing these solutions 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 in the table below: 
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The report concludes that Option 2 is the Preferred Option as it has the lowest costs but still has 
some significant benefits for safety and capacity. It recommends 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 strategic plan to address significant issues along 
SH58 (from its junction with SH2 to its junction with SH1 at Paremata) over a 20-year period. The 
key conclusions about improvement projects from this study form an important input to the Hutt 
Corridor Plan. 

The overall strategy for SH58, as concluded by this study is: 

- SH58 will be retained as a two-lane two way highway with the current passing lanes12. 

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

- Manor Park to Moonshine Road – to be managed as 80-100km/h rural environment, with wire 
rope median barrier considered in long term. 

- Moonshine Road to Pauatahanui – to be managed as 80-100km/h rural environment, with minor 
safety upgrades in short-term. Long-term, consideration given to roundabouts at intersection 
with Moonshine Rd and Flighty Rd/Murphys Rd together with reduced speed limits for safety. 

- Pauatahanui to Postgate Drive – to be managed as a 70km/h peri-urban section with intersection 
upgrades at Spinnaker Dr and Postgate Dr in the short term.  

- Postgate Dr to Paremata – will be managed as a 50km/h urban highway with controlled access 
in the short-term. The long-term status of SH58 between Transmission Gully and Paremata will 
be determined as part of the Transmission Gully project. 

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

The study also included a proposed implementation plan for SH58 as set out below: 
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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 
Median Barrier 

$5-20m 

Moonshine Road Roundabout $ <5m 

Moonshine to Pauatahanui Minor Safety 
Improvements 

$ <5m 

Flightys Road/Murphys Road Roundabout $ <5m 

Postgate Drive Roundabout $ <5m 

Spinnaker Drive intersection treatment $ <5m 

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

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

17.4 Ngauranga Triangle Strategic Study 

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

The need for the study resulted from several actions identified in the current Hutt and Western 
Corridor Plans and was a three way partnership between NZTA, HCC and WCC with support from 
GWRC. 

The area covered by the study is shown on the map below.  
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Figure 64: Study area – Ngauranga Triangle Study 
 
Key strategic drivers for the study: 

·  Improve connectivity for general traffic, freight traffic, and passenger transport 

·  Improve connectivity for safe walking and cycling (and other active modes) 

·  Improve the security, resilience, and quality of the transport network between Wellington 
City and the Hutt Valley and the SH1 corridor within the study area 

·  Improve the amenity of Petone and foreshore to enable development of this area 
incorporating integration with the foreshore 

·  Provide for the integration between transport and land use. 

During discussions with stakeholders during the ‘fireside chats’ stage of the study, a number of 
issues were identified that relate to the current and future performance of the transport network. 
These are set out in the table below according to the different sections of the study area.  

Ngauranga to Tawa 
Corridor Issues 

Ngauranga to Dowse 
Corridor Issues 

SH1 to SH2 Corridor 
Issues 

SH2 to Seaview/Gracefield 
Issues 
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The study recommends several key projects to address the 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 Hutt Corridor Plan for consultation include: 

·  Petone to Grenada link road - $250m 

New four lane divided expressway between SH1 (Tawa interchange) and SH2 (Petone 
interchange). Includes shoulder width for cyclists. 70kph design speed and maximum gradient 
9%. Saves 6.5km and 8 mins peak travel time on current trip. Includes new ramps at Tawa, 
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grade separation at Petone and Lincolnshire Farm, curve safety 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 interchange and Randwick Road. 70 kph design 
speeds. Includes adequate shoulder width for cyclists and new bridge over Hutt River. Has 
very low B/C ratio and further economic investigation is required. [Note: See current status 
Section 18.5] 

·  SH2 Cycleway Completion - $14m 

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

Southern section – upgrade existing facility between Horokiwi and Ngauranga including 
widening, surface improvements and better drainage. 

·  State Highway Traffic Management (Ramp signalling)  

Ramp signalling at Petone in the morning peak and at Ngauranga in the evening peak. Further 
investigations required to better understand effect on local road network. 

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

17.5 SH2 Melling Interchange investigations  

The Melling Interchange Investigation study area includes the Melling Interchange to the south, 
Kennedy Good Interchange and the stretch of SH2 up to but not including the intersection of SH2 
with SH58.  

Initial work is underway to investigate proposed improvements to the stretch of SH2, including 
upgrade of both Melling and Kennedy Good Interchanges and adjacent intersections. The 
investigation will look at crash statistics, level of service, vehicle operating costs, and travel times. 
Modelling outputs will be used to analyse options for achieving expressway alignment along SH2 
while aiming to retain access to all properties along the route. 

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

Note: The Melling Investigations have concluded since this background report was prepared. The 
outcome has been included in the final plan. Preferred options for grade separating the interchanges 
were found, but with relatively high cost and low benefits (due to limited projected traffic growth on 
SH2), were not economically viable within 10 years.  Therefore the projects will not be progressed 
further at this time.  Instead the NZTA is investigating short-term improvement measures for SH2 
which will help to alleviate traffic congestion and improve safety until such time as the grade 
separation of Melling and Kennedy Good becomes economically viable.   
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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 various treatment options at the intersections of River 
Road. This work utilised the Upper Hutt transport model with 2001 data. The data in the model was 
updated in 2006. In 2007, Upper Hutt commissioned Gabites Porter to investigate the effect of this 
on the treatment options. 

Seagull traffic islands were recently installed on the River Road intersections with Moonshine Hill 
and Whakatiki Street. The modelling results indicate that the form of these intersections will need to 
be reconsidered (to signalised seagull islands) by 2016. The effect of the intersection changes has 
resulted in traffic re-routing from taking the Gibbons Street exit to the Whakatiki Street exit. This 
effect is noted as minor in the report and does not trigger other infrastructure constraints. 

18.2 Akatarawa Hill Road Study 

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

The report notes the following key characteristics of the existing route: 

- The distance of the route between SH1 and SH2 is 35km.  

- Its primary function is currently a local access road, and also serves as a scenic tourist route.  

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

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

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

The report identifies and assesses three key options for upgrading the route:  

- ‘Do minimum’ – maintain current road without changing existing layout 

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

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

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

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

At a cost of $56 million and with a BCR of 0.75, the ‘Offline realignment’ was recommended as the 
preferred option. This option would provide the highest standard of road design, be safer, and 
provide greater benefit in an emergency. The BCR does not include a number of benefits – namely 
availability of an alternative route during state highway closures, traffic reductions on state 
highways, improved revenue for businesses along the route and some accident cost benefits.   

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

18.3 Akatarawa Bridge Replacements 

The three wooden bridges on Akatarawa Road have been repaired to extend their useful life but need 
to be replaced to ensure adequate and safe access is maintained to the properties on Akatarawa Road 
and to the through traffic. The UHCC website reports the following progress in relation to the first 
bridge to be addressed: 

Upper Hutt City Council has appointed engineering consultants to design the new Akatarawa Road 
Bridge (B1/4) where the wooden truss bridge by Wellesley Camp on the Upper Hutt side of 
Staglands is located.  
 
The design will consider if possible, options to retain the existing bridge and to keep the road open 
during the construction phase.  It is intended that provisions will be made for cyclists and 
pedestrians either via the new design or the existing bridge. The construction phase is expected to 
commence in mid to late April 2010. 
 
In relation to the other two wooden bridges, NZTA has recently announced a proposal to jointly 
fund replacement of both bridges over the 2009/10 – 2010/11 financial years.  
 
18.4 Hutt City Traffic Model 

Hutt City Council is carrying out a study to establish a long-term plan for the Lower Hutt CBD and 
its approaches using a realistic traffic model of the CBD. It will include testing several access 
improvement scenarios. Hutt City has an existing traffic model but it is not capable of modelling the 
effects of the SH2 Dowse to Petone improvements, or the Queensgate shopping mall.  

The study will seek to understand the above effects and test improvement scenarios including the 
construction of a new bridge over the Hutt River, an improved CBD passenger transport 
interchange, changing through routes, a parking management strategy and a CBD improvement 
programme. It will also look at the effect of improving flood protection for the CBD which will 
impact car parking. 

This study will be an important input into this corridor plan review and NZTA’s investigations into 
the Melling interchange upgrade.  
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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/CouncilMeetings/Community%20Plan%20Committee/9-
10%20March%202011/Cross%20Valley%20Link%20options%20report%20.pdf 
 
A new efficient east-west route across the lower Hutt Valley has been under consideration for many 
years. Options for improving access between SH2 and Gracefield were investigated in a 2004 MWH 
Study and in 2009/10 as part of the Ngauranga Triangle Strategic Study. This included options to 
construct new links and upgrade existing links. A preferred option was identified as a new two-lane 
link road with provision for cyclists that connects Seaview/Gracefield to SH2 at the new Dowse 
Interchange on SH2. However, the option had relatively high costs and low benefits, giving it a low 
benefit/cost ratio under the NZTA standard evaluation. While Hutt City officers were able to 
identify wider economic benefits, they considered that these were extremely unlikely to be accepted 
by the NZTA for funding purposes. This means the burden of funding the project would fall solely 
on the local community and as a result it is not considered acceptable to pursue this option further. 
 
Hutt City Council has decided to investigate minor improvement works along The Esplanade at 
Petone over the next ten years to maximise traffic efficiency of the route to minimise congestion and 
travel time variability as much as possible. This may include measures such as upgrading 
intersections, making some minor intersections left in/left out, and lane widening. Investigating a 
dedicated walkway/cycleway is also proposed.  
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Public Transport Plans and Reviews 

18.6 Regional Public Transport Plan 

The current Regional Passenger Transport Plan was adopted in August 2007 and sets out Greater 
Wellington’s intentions for the regional passenger transport network over a ten year period. The plan 
includes policies that cover - network standards, vehicle and infrastructure standards, fares, ticketing and 
information, and funding and procurement. Its policies provide the basis for projects such as new public 
transport vehicles, real time information, integrated ticketing, park and ride improvements and service 
reviews.  

A new plan is now under development as a result of changes to legislation in 2008. The new Regional 
Public Transport Plan must be developed in accordance with the Public Transport Management Act 
2008. A discussion document has been consulted on as the first step in developing a new plan.  

A key feature of the new plan is likely to include description of a network hierarchy for the public 
transport network. This will describe the expected level of service to be provided by key routes 
(described as the Rapid Transit Network and the Quality Transit Network), connecting regionally 
significant centres and strategic interchanges. It also identifies future routes that will form part of this 
priority network. One of these future routes relevant to the Hutt Corridor Plan is a new east-west 
connection between Lower Hutt and North Wellington.  

 

Figure 66: Draft Priority Public Transport Network Map. Source: Wellington Regional Public Transport Plan 
2010 – Discussion Document. 
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18.7 Regional Rail Plan 

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

The Wellington Regional Rail Plan, endorsed by Greater Wellington’s Transport and Access Committee 
on 26 November 2008, provides for the long term development of our region's rail network. It sits 
alongside the Regional Land Transport Strategy. Implementation of the plan is a condition of ongoing 
rail funding from various Crown sources. The purpose of the plan is to maintain and grow rail's position 
as the key transport mode for long to medium distance and high volume transport services over the next 
25 years. While projects are already underway for a number of improvements, such as the order for new 
rolling stock, the plan provides for the longer term improvement of the rail network once current 
developments are complete. 

The preferred pathway in the plan includes the base case of committed improvements (many of which 
are underway or in place already), followed by a number of different scenarios to address reliability, 
frequency, capacity, journey time and reach (coverage).  
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Figure 67: Regional Rail Plan – Implementation Pathway  

Rail Scenario One (RS1) is the first package of improvements and is focused on addressing capacity 
during the peak, as well as increased frequency and reliability. It also increases freight capacity and 
speed. In addition to new rail carriages and network wide track and signal upgrades, a key project in RS1 
is double tracking the railway line from Trentham to Upper Hutt. This project includes associated station 
works at Wallaceville and Trentham13. 
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Also identified in RS1 is consideration of a ‘major station upgrade’ for Upper Hutt and Waterloo 
stations. 

As the Implementation Pathway diagram (Figure 67) shows, the preferred option is to complete RS1 
then proceed to RS2 then to RSA and then RSB.  However, if patronage forecasts show a levelling 
off in demand on the Hutt Line, an alternative option exists to proceed directly to RSA after RS1 
and implement RS2 and RSB later. The Regional Rail Plan provides choices and the flexibility to 
respond to changing external pressures and community needs.  

18.8 Park and Ride improvements 

At many railway stations in the Hutt Valley, park and ride facilities are at or nearing capacity. 
Greater Wellington continues to look for opportunities to expand capacity where demand is high and 
affordable options become available. At present, 41 new park and ride spaces are proposed at 
Pomare station where some land has become available. There has also been some potential 
identified for further spaces at Petone, although this is yet to be confirmed.    

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

18.9 Station Upgrades 

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

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

Other minor improvements to all stations along the Hutt Corridor are programmed over time - for 
improved amenity and pedestrian safety and accessibility.  

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

Greater Wellington and Hutt City Council spent around $150,000 upgrading the subway providing 
access to/from Naenae station in 2009. These included cleaning, painting, lighting improvements 
and CCTV installation on the platform and subway areas. However, there are still significant issues 
with the subway. Further initiatives including security patrol, education programmes, graffiti guard 
paint, murals and new tar seal have also considered by Greater Wellington. A maximum budget of 
$55,000 was agreed for these further improvements, with further financial contribution to be sought 
from Hutt City Council.  
 
The future of the Naenae station building itself is also being considered at present, with discussions 
taking place between Hutt City Council, Greater Wellington and Ontrack. 
 

18.10 Hutt Bus Service Review 

Bus service reviews are carried out for each area within the region on an ongoing basis, to address issues 
around route design, frequency, coverage, efficiency, capacity, demand, cost, timetabling, integration, 
etc. 
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The last Hutt Service Review commenced in 2002, but was not fully complete and implemented until 
2004. Since that time a number of interim improvements have been implemented to respond to issues 
that have arisen including some Stokes Valley and Wainuiomata timetable improvements and some new 
bus stops are proposed as a result of route changes near the new Dowse/Petone interchange. 

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

The sorts of issues raised over recent years that will be considered 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 compared with other areas of the region is the high number 
of ‘commercial’ services, particularly along key corridors through the Hutt Valley and into Wellington 
City CBD and Airport. The implications are that Greater Wellington has less influence over the planning 
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 pedestrian/cycle route through Upper Hutt and 
upgrading this route to accommodate commuter as well as recreational cyclists is consistent with the 
Regional Walking and Cycling Plans as the route is part of the region’s strategic cycle network. 

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

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

There are currently no on-road cycle facilities providing a key north-south route between Upper Hutt 
CBD and Silverstream through the main urban areas. While there was previously a shared 
cycle/parking lane along Fergusson Drive, this was removed when such facilities became illegal and 
insufficient road width was available to provide a full cycle lane facility. 

Other identified walking/cycling issues include: improving access across State Highway 2 at several 
locations; improving linkages from Field Street and Fergusson Drive to the Hutt River at 
Silverstream; upgrading pedestrian facilities in main urban areas to enable easy use by those with 
mobility scooters or disabilities; and, designing roads on the periphery of the urban areas to allow 
sufficient space for use by pedestrians, cyclists and horse riders, as these roads also often extend into 
the rural area14. 
 
UHCC formed a proposal to develop their strategic cycling (and walking) network as part of 
NZTA’s ‘Model Communities’ initiative. The proposal involves providing two good quality arterial 
cycle routes. One route is along the rail corridor between Upper Hutt and Silverstream station, then 
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following Fergusson Drive to Silverstream Bridge. The other route extends along the river corridor 
between Silverstream and Totara Park. Several new or upgraded ‘cross valley’ links between these 
two arterials are also proposed. 

The proposed rail corridor route would address the lack of on-road cycle facilities on Fergusson 
Drive, noted above, and likely increases in traffic along this key arterial road. It would be developed 
to a standard to serve the needs of commuter pedestrians and cyclists, not just recreational. The key 
benefits of this proposed route include: 

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

- It is separated from motorised transport and addresses future safety concerns associated with 
increased traffic on Fergusson Drive. 

- A number of access points from adjacent urban areas already exist, enabling good integration 
with the surrounding local roads and footpath network. 

- It is a shorter, more direct and safer route than using Fergusson Drive.  

The proposed river corridor route involves upgrading/sealing some sections of the existing Hutt 
River Trail to a standard suitable for commuters, constructing a new sealed track on the river stop 
bank between Upper Hutt College (Moonshine Hill Road) and Upper Hutt CBD, a new underpass at 
Totara Park Road, and a new link between the rail and river corridors at Silverstream.  

Although these projects did not meet the criteria for the current round of Model Communities 
funding, UHCC plan to consider these projects as part of their land transport programme. 

19.2 Lower Hutt (Hutt City)  

The ‘Making Places’ vision discussed earlier in this section looks to create a CBD that is vibrant, 
liveable and sustainable, underpinned by quality development. A key element of this work will be to 
make the CBD area more pedestrian friendly by creation of a “mixed-use CBD” supported by outer 
vehicle routes. The ‘Making Places’ project has also committed to additional signage for way 
finding – especially to the Hutt River Trail and to encourage pedestrianisation of the CBD. 

In 2006, Hutt City Council developed a Cycling Strategy to guide Council’s involvement in the 
provision for cycling in the city. The vision set out in the strategy is ‘Hutt City proud to be a great 
city for cycling’. The strategy identifies a range of interventions that HCC could progress to 
contribute to this vision – including improving the cycle network and key connections, education 
and promotion, cycling to school, etc.   
 
Hutt City seeks to have a continuous and integrated cycle network which includes a route along the 
Petone foreshore and routes parallel to SH2 north of Petone. The Hutt River Trail provides a key 
north-south pedestrian/cycle route through Hutt City. There has been recent work to increase 
connectivity via off-road dedicated facilities around State Highway 2, the Esplanade and Hutt Road. 
There are also plans to seal the cycle paths within the trail to make it an attractive option for a wider 
range of cyclists. The foreshore route connects Petone to Eastbourne. Hutt CC are currently 
developing this route, with a plan to complete it over the next ten years consistent with the vision of 
the Great Harbour Way concept.  
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HCC has formed a proposal to develop their strategic cycling (and walking) network as part of 
NZTA’s ‘Model Communities’ initiative. The expression of interest for this funding opportunity 
includes a list of prioritised network improvement projects. Amongst these are River Trail upgrades, 
improved signage and cycle lane markings, construction of an Eastern Bays shared cycle path, cycle 
lanes along key urban routes and within the CBD, a cycleway on the Wainuiomata Hill Road. 
Although these projects did not meet the criteria for the current round of Model Communities 
funding, HCC plan to consider these projects as part of their land transport programme. 
 
Other walking/cycling issues for Lower Hutt (identified through the Triangle Study) include:  

- Inadequate or no off-road pedestrian/cycle facilities adjacent SH2 between Ngauranga and 
Petone 

- No direct link for pedestrians and cyclists crossing from the Petone foreshore to the Korokoro 
Valley and the Belmont Regional Park�
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Summary of key issues to be considered  

·  Poor current passenger rail level of service. Breakdowns and delays are being experienced due to 
ageing rolling stock, signals, track – resulting in poor reliability. Capacity at peak times and poor 
quality station and shelter facilities are also factors. (The new Matangi trains and track/signal 
upgrades currently underway will help address some of these issues).  

·  Inadequate rail park’n’ride security and capacity at some stations. 

·  Commuter buses travelling to and from Wellington City are getting caught up in general traffic 
congestion during peak times.  

·  Significant congestion on SH1, SH2 and Petone Esplanade during peak times due to the sheer 
volume of traffic on these routes rather than a specific bottleneck.  

·  NZTA travel time surveys indicate that peak travel times have stabilised which means any increasing 
traffic demand will lead to a lengthening of the peak period variability and the lengthening of the 
peak periods. 

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

·  Need to accommodate expected significant increases in freight volumes over the next few decades, 
including improved access to and from Seaview/Gracefield.  

·  Need for new and improved east-west road connections between the Hutt Valley and SH1. 

·  Limited east west public transport connections. 

·  Limited east west connectivity for walking and cycling. 

·  Need to improve access to Wellington City CBD, CentrePort, Regional Hospital and Wellington 
International Airport as regionally significant destinations for people and freight. 

·  Need to address road safety issues, on SH58 and at SH2 intersections in particular. 

·  Poor provision for walking and cycling between Ngauranga and Petone. 

·  Need to improve north-south walking and cycling facilities as a safe alternative to SH2.  

·  Need to consider public transport provision and any local road and state highway safety and 
capacity upgrades to provide for the planned significant 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 improvements between Ngauranga – Petone and Grenada – 
Gracefield needs to be undertaken as soon as possible to determine an appropriately coordinated 
package. - These investigations were progressed under the Ngauranga 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 services assume a continuous programme of improvements to rolling 
stock, park and ride facilities, bus feeder services, integrated ticketing, real time information and 
other measures. - All of these aspects are being addressed under the Regional Rail Plan, Regional 
Passenger Transport Plan and/or service reviews.  
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(ii) A trial of bus services between Petone and Upper Hutt was undertaken between 2001 and 2003.  
The service was discontinued due to lack of patronage. - A new east-west public transport 
connection is proposed under the draft Regional Public Transport Plan Discussion Document and 
any such service is likely to depend on a new Petone to Grenada road link. 

(iii) There is a need to evaluate and determine the most appropriate connections between Hutt CBD 
and the public transport network in conjunction with the development of the proposed Melling/SH2 
interchange (roading project). - Greater Wellington’s Public Transport Group are involved in the 
current SH2 Melling Investigations�which include looking at the location of Melling Station 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) 

��
��
� ���	�
������
�� ����
�� �
�
 ���
�!"�"�

�
���!�;�������8�!
� ������������
���
�� ��!�;����� ��

"%��)����
���!��� ��A��!�;����� (�

9!������"��� (�
5���

�

%��)�����
�
;
,,��;����=
� �
�	�=��!��

��!�*�!���2����)���
���;�!!�� �
��������!��
��
6)��!��)��9!���)���%�� =+�:���������*��
��0?��
!���
��� ���� ��)��
�!;�+���!!����&-9������,�����
��,��)��
!�;
���!�;��
���!
�� ��	��?���
���! �+�

$�)!� ��%5
����������9�3��� �%5�� 9!������"��� (�
����
$5���
5���

0�=
� ��	�=��!�� ��%5
��%�!���)�;�%�� =�����;�!!�� � 
����=�679��
����		�?�	+�9*����� =�� ������� �����,��!�
���*
!�. �
,� ��,��� ��
�)E��!,������=��,�!
2�,������
!�
%5
�+�6
���)����;����;���;��=��,�!
2�,������!��
��)����� ������!��
���*����!���)=��
!��*���!
���.�
����,��)��*�����
��E�!��� �����8�)
����*�� +�

3
���
!��� ���2����)�����*��
���,���
;
���;��
���
��%5�����%5
���� �
%��2�!��!��,�����!��;��
����
��*���
;���
!
� �����
!8���;�� ��)����
������� �!�;��
;
���;��
���
�%�
8���H����=��=�������
�!� )���;!
����*��5����H����=+��
���!�;��
�*���!���!!� �
���
�������� ���!��
�2��������

5���"��� (�
$5���
967�

0�=
� ��	�=��!�� 9*������%5�?%5
������!;*��)�� ���)� �*����*��
�
���������
��;;
,,
 ������;
���;��
���
�������
%�
8���H����=�0!� )���*�;*�*����������2����)��� �
�����
�� ��
�*�2����2�!=��
��0�&+�9*������ ��)�
��
������0!� )���
�� �
��=����;
��� �!� ?!�E
������� ��*����*��%��2�!��!��,�0!� )����� ��
!����;��)�"�*��������8��=��
����,��=�=��!�����=����
���*���!�;����=����������,�;���=���!��)�*��� (�
�� ?
!������!��
������ �!���� =����
��!����;�
,
2�,��������*��%��2�!��!��,?%5
�?%�
8���
H����=��!����� ���� ����
���)!� ��)�
���*��&�2�!�
& +��

/���)���� �;
���!�;��������!
�!�����
����!;*��)������*��3�����)?%5��
����!��;��
��

9!������"��� (�
5���

0�=
� ��	�=��!�� 679���!��;�!!����=��� �!��8��)�L%5� �3�����)��
�
5�=��! ��$�)!� ��:�2����)���
��K��*�;*��

8�����
3�����)�����!;*��)���� �
�*�!����
�)�%5������
.�
�����
� ���;�� ��).��*��%5
�?������!;*��)�+�9*��
&-9��;�!!����=�*����*����!
D�;����,� ��
!�
;
���!�;��
������	��?���
���! �+�

�
���!�;���*��1���� =��

 �0!� )��A�
%5������!;*��)��

9!������"��� (�
5���

0�=
� ��	�=��!�� :�2����)���
����;�� � ������!��
��� *����
2����� =+�
9*��;�!!����&-9���� �;�������,��)��
!�;
���!�;��
��
�!
�� ��	�
?���
���! �+�

�
���!�;���8���!����&
� ���)!� �� $5���
1�/��

0�=
� ��	�=��!��
9*�� L�8���!���� 5���� &
� � %�� =K� ;�!!�� � 
��� 
��
��*���� 
�� $5��� �� � 1�/�� ���� ;
,����� � ���
�		�+� 9*��� ��� =� ������� � ��2�!��� 
���
��� �
!�
��)!� ��)� �*�� !
���+� :�� ;
�;�� � � �*��� ���L
��E���� �
!�E���)�,���K������*���!���!!� �
���
�������;
���
� �
C
�,+�9*����� =�!�;
,,�� ���*����*����I�����)��

�� �
!8� ��� �� �!���,���!=� )�
��;*��;��� ���!������
�� � �������� ����� ��2����)���
��+� %�2�!��� �!� )��
��)!� ��� 
�� �8���!���� &
� � *�2�� !�;��2� �
��� ��)����!
2����� ��!�� ����
�;
,,��;������*��
�*
!����!,+�

 

 

 

 



������	��
���	
  

Walking and cycling: short to medium term projects (2007 – 2016) 
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Note:  The above actions need to be coordinated with the design of the HOT lane between Petone and 
Ngauranga. 



������	������	
 �

 

� �

Appendix B:  Key Information sources 

Greater Wellington Regional Council (2007) Regional Land Transport Strategy 2007 - 2016 

Greater Wellington Regional Council (2007) Regional Passenger Transport Plan 2007 - 2016 

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

Greater Wellington Regional Council (2008) Regional Rail Plan 

Greater Wellington Regional Council (2008) Transport Perceptions Survey 

Greater Wellington Regional Council (2009) Proposed Regional Policy Statement 

Hutt City Council (2009) Walking and Cycling Model Communities – EOI 

Hutt City Council (2009) Economic Development Strategy 2009 – 2014 

Hutt City Council website – Berl Economic Monitoring Reports http://www.huttcity.govt.nz/Your-
Council/News-and-notices/Latest-News/Hutt-Citys-economy-returning-to-growth-/ 

Ministry of Transport (September 2008), National Freight Demands Study 

Ministry of Transport (2008) New Zealand Transport Strategy 

Ministry of Transport (2009) Government Policy Statement on Land Transport Funding 2009/10 – 
2018/19  

Ministry of Transport (2010) Safer Journeys 2020 

NZ Transport Agency – Crash Analysis System (CAS)  

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

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

NZ Transport Agency (2009) SH2 Melling Interchange Investigations – Contract Scope  

NZ Transport Agency (Feb 2010) Final Draft - Ngauranga Triangle Strategic Study 

NZ Transport Agency (March 2010) Final Draft - SH2 Strategic Study 

NZ Transport Agency (March 2010) Final Draft – SH58 Strategic Study 

NZ Transport Agency and Hyder Consulting (June 2009) Freight Analysis – Wellington, Nelson, 
Marlborough and Tasman regions. 
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Statistics NZ – Census data from 1996, 2001, 2006. 

Upper Hutt City Council (2004) Upper Hutt District Plan 

Upper Hutt City Council (Feb 2010) Walking and Cycling Model Communities Expression of 
Interest – Upper Hutt Strategic Cycling Network – Proposal. 

Upper Hutt City Council (Sept 2007) Upper Hutt Urban Growth Strategy 

Upper Hutt City Council and Beca (April 2009) Maymorn Structure Plan – Housing Needs Report 

Upper Hutt City Council and Duffill Watts (June 2009) Akatarawa Road Upgrade Study 

Wellington City Council (2006) Wellington City Urban Design Strategy 

Wellington Regional Strategy (2006) Wellington Regional Strategy – Internationally Competitive 
Wellington 

Wellington Regional Strategy website http://www.wrs.govt.nz  

 


