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Executive summary

The vision of the Wellington Regional Land Trang@irategy (RLTS) 2010 — 2040 is:

‘To deliver, through significant achievements irclegeriod, an integrated land transport system
that supports the region’s people and prosperita way that is economically, environmentally and
socially sustainable.’

This RLTS has been developed within a broad legyglaand policy framework. It meets the
requirements of the Land Transport Management A€32and supports the vision of the New
Zealand Transport Strategy 2008, thatrsaffordable, integrated, safe, responsive andasugble
transport systemrhe RLTS development also took into account thegBument Policy Statement
on land transport funding (GPS) 2009.

Regional pressuresand issues
This strategy seeks to address key issues andupgsdaced by the region including:

* Access to goods and services, employment and asenit

* Regional road safety, particularly for cyclists

e Severe traffic congestion, particularly at peaketsm

» East-west connections between key transport cogidiod regional centres
* Reliability of the transport network

* Transport related greenhouse gas emissions

* Public transport capacity and mode share.

The strategy responds to the region’s expectedossimnand population growth and the need to
manage an increasing demand for travel. The RLT&JiNgton Regional Strategy and Wellington
Regional Policy Statement development processes haen closely aligned to ensure integrated
transport and land use outcomes as all are fundainenthe economic and social functioning as
well as future growth and development of the greétellington Region.

The provision of an affordable, integrated, saésponsive and sustainable land transport system
relies on integration between all modes that mgkéha regional transport network. Many journeys
are multi-modal and to ensure such journeys amguak, safe and convenient as possible, a good
level of integration between the different trangpoodes is sought by the RLTS.

Proposed activities and projects in support of engntation plans will continue to enhance the
prosperity of the Wellington City CBD and the regi® centres as the major catalyst for growth in
the region and provide for efficient freight moverhand increased productivity.

Objectives, outcomes, targets

The RLTS objectives are:

* Assist economic and regional development
» Assist safety and personal security

* Improve access, mobility and reliability

* Protect and promote public health

L Short term 0 - 6 years; medium term 6 - 15 years; long term to 30 years.
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* Ensure environmental sustainability
* Ensure that the Regional Land Transport Progransrnaéfardable for the regional community.

The strategy identifies a number of key outcomeglthe strategy seeks to achieve over the long
term. Outcomes have been given a hierarchicaltsieiof ‘key outcomes’ and ‘related outcomes’
to clearly signal priorities for the strategy otlee next 30 years. Key outcomes of the strategy are

* Increased peak period passenger transport mode shar
* 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

A new inter-regional outcome: ‘improved safety,i@éncy and reliability of strategic road, public
transport and freight links to the north of theioeyhas been added.

A series of targets have been developed in ordeigmal the magnitude of the changes that the
RLTS seeks in relation to each of the strategy muts. These targets will provide a benchmark
against which to measure progress. Targets enablaegion to monitor not only whether the
strategy is achieving progress in the general timecset by the outcome, but also to measure
whether progress has been made to the extentdesire

Policies
The strategy includes a list of policies that supgbe desired outcomes. Policy areas include

network management, demand management, safetyroemeént and public health, integrated
planning, securing transport funds, implementasind programme prioritisation and funding.

Implementation

The vision, objectives and outcomes of the RLTSteaaslated into action programmes through
implementation plans and corridors plans whiclakihgside and support this strategy. Longer term
initiatives are also included, where possible,it@ @ future view of transport planning.

The Regional Land Transport Programme is a nevsligre requirement that sits alongside the
RLTS. The programme sets out the project priorfiieghe region with estimated timing and costs.
The review process for the Programme is every theaes and will use an agreed prioritisation tool,
taking into account the strategic framework prodithy the RLTS.

The most significant features identified in theastgy to be progressed through the supporting
implementation documents are:

* Progress on the key routes of national and regisiggificance (including Roads of National
Significance)

* The improvement of the region’s rail network, irdihg infrastructure and rolling stock upgrades

« A comprehensive programme of measures to managkethand for travel.
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Funding

The RLTS must be developed with considerationkelyi funding. The funding chapter summarises
the main sources of funding available to the regibme NZ Transport Agency’s National Land
Transport Programme sets out the funding availabline Wellington Region over the next three
years, and Greater Wellington’s Regional Land TpansProgramme details indicative funding for
the next 10 years.

Monitoring, evaluation and review

The strategy concludes with measures for monitoravgluating and reviewing the strategy (and
supporting implementation and corridor plans) teuga it maintains relevance and delivers its
vision and objectives within a changing environment



Attachment 1 to Report 09.735
Page 7 of 122

1. Introduction

The Wellington Regional Land Transport Strategy TR is a statutory document prepared in
accordance with the Land Transport Management IAEMA) 2003. It has been developed by the
Regional Transport Committee (RTC) of the Greateellwgton Regional Council (Greater
Wellington).

The LTMA requires the strategy to contribute to theerall aim of achieving an affordable,
integrated, safe, responsive and sustainable lem$gort system. To meet this requirement the
strategy has a long term vision for the region’adlaransport system and outlines regional
objectives, outcomes and policies covering thegoke2010 to 2040.

This strategy replaces the previous RLTS 2007 -620ke review incorporated the 2008 legislative
reforms to the LTMA 2003, the Government Policyt&taent on land transport funding (GPS) 2009
and documented trends in travel behaviour and dtaesport statistics since the last RLTS was
adopted.

Chapter 2 of the strategy describes a long termorvi®r the region’s transport network.
Chapter 3 identifies the pressures and issue$fiéoregion’s land transport system.
Chapter 4 describes the strategy development poces

Chapter 5 identifies the six objectives of thetsa.

Chapter 6 sets out the desired outcomes of theegira

Chapter 7 identifies a series of targets in refatmthe strategy outcomes.

Chapter 8 sets out a list of policies.

Chapter 9 describes the role of each land transpaode.

Chapter 10 provides an introduction to the detaigglementation and corridor plans which support
and give effect to the strategy.

Chapter 11 outlines the strategy’s land transportling sources.

Chapter 12 identifies how the strategy will be ntored and evaluated, and outlines the proposed
review programme for the strategy and its impleraton documents.

Chapter 13 details how the strategy complies wettiisns 75 and 76 of the LTMA 2003.

Chapter 14 describes the relevant regional econamitand-use considerations and the likely
funding of transport infrastructure associated hthse considerations.

Chapter 15 sets out the role of education and eafoent.

Chapter 16 contains the statement of compliande thé LTMA 2003 by the independent auditor.
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Chapter 17 sets out the significance policy forateons to the strategy.

The appendices provide further context to the esgrat
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2. Vision
The strategy’s vision is:

‘To deliver, through significant achievements irclegeriod, an integrated land transport system
that supports the region’s people and prosperita way that is economically, environmentally and
socially sustainable.’

The following detailed aspirations support thisiafisand give a clear picture of what the region
wants for its transport network in the long ternd gumovide some specific context for shorter term
decision making.

The regional transport network will provide a hi¢gvel of access, reliability and safety for both
passengers and freight travelling within and thrbuge region to support economic development
and improve productivity. The regional transporttwerk will be developed in a way which
recognises the vital national role of Wellington the capital city and the region’s geographical
position at the northern end of the Cook Strait.

Access to and between key destinations such aset City Central Business District and other
regional centres, CentrePort, Wellington Internati Airport and Wellington Regional Hospital
will be quick, easy, reliable and satéffective safety measures, behaviour change campaigd
other interventions will help to ensure that no-asekilled or seriously injured-when travelling
within or through the region.

In urban areas there will be viable alternativesttavel by private car for most trips. People will
generally walk or cycle for short and medium lengips. Pedestrian and cycling networks will be
convenient, safe and pleasant to use. Passengesgaat will provide an excellent option for an
increasing number of people, particularly at peakes along key commuter corridors. Passenger
transport trip times and comfort will compete réla and favourably with private cars for a
majority of commuter trips. The passenger transggdtem will effectively connect people with key
destinations. All passenger transport services Wil fully accessible, including physical access,
access to information and simple streamlined tioket

People will need to travel less because they haeess to excellent telecommunications, local job
opportunities and live closer to their main destiaas for work and play. More vehicles will run on
renewable fuels that are non-polluting. Peopleavizl choices will recognise the risk and impact of
climate change and diminishing non-renewable resesir

Traffic congestion will be managed at levels thalabce the need for access against the ability to
fully provide for peak demands due to communityartgpand cost constraints.

Bulk freight will be moved by rail and coastal ghiipg when appropriate.

2 Short term 0 - 6 years; medium term 6 - 15 years; long term to 30 years.
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3. Regional transport network - pressures and issue s
3.1 Wellington’s regional transport network

The greater Wellington Region’s topography and g&plgic constraints means it has developed a
relatively compact urban form along the regionansport corridors (Figure 1). State Highway 1
and the North Island Main Trunk (NIMT) rail line tn the region near Otaki and extend
southwards through Kapiti Coast, Pukerua Bay, Barand Northern Wellington and through to the
Wellington City Central Business District (CBD).a& Highway 1 continues through to Wellington
International Airport. State Highway 2 and the Vdeapa Line railway enter the region north of
Masterton and extend south-west through WairardqggaHutt Valley and on to merge with State
Highway 1 and the NIMT line at Ngauranga. Statehdigy 58 provides a vital east-west link
between State Highways 1 and 2. State Highway ®¥%iges access between Featherston and
Martinborough.
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Figure 1: Wellington’s regional transport network.

The regional transport network (Figure 1 and desctiin Appendix 1) provides vital access to key
regional destinations including the Wellington Ci§gBD and regional centres, CentrePort
(Wellington’s sea port) and Wellington Internatibnairport for freight and passengers, and

Wellington’s regional hospital in Newtown. The camap corridor form supports a good public

transport network and consequently reduces sombeokenergy and other costs associated with
private transport.
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The region’s transport network also provides imgaitrtaccess for local trips within communities. It
Is also important to recognise that some parthefregion are largely rural in character and have
different issues and requirements of the regiaasdport network to urban and suburban areas.

3.1.1 Current transport network performance

The RTC receives an annual monitoring report (AMRhich reports measured network
performance against a comprehensive list of indreafThis report tracks the progressive effects of
pressures and interventions. The most recent AMBeased in October 2009, contains the
following key conclusions about the current transpetwork performance:

» Total regional public transport patronage has baewly but steadily increasing. In 2008/09
total annual trips (peak plus off-peak) reached! 3billion trips, an increase of 2.4% over the
previous year.

* Regional peak period public transport patronagelieesn relatively flat between 2005/06 and
2008/09. Over that time, annual peak period passetnigps have decreased by almost 600,000
from the 2005/06 high due to significantly decrehseis patronage, but partially offset by
increased rail patronage. Annual off-peak passetrges by all public transport modes have
increased during 2008/09 by 4.7%, or over 811,0i06.t

* The total number of cars travelling into the Wajlion CBD during the morning commuter
period decreased by 5% in 2009 from the previoas.ye

» Greater Wellington’s road congestion dropped . acnosst periods of the day during 2009. All-
day average congestion decreased 15% between RO08089 (from a near record high of 25
seconds in 2008 to 21 seconds delay per kilometvelted in 2009 — similar to 2006 levels).

» Killed and seriously injured road casualty numb&ystinued to increase in general throughout
the regiory, up to 376 in 2008. There has been an increasetah recorded casualties for all
vehicle types since 2001 and total crash numbeve h@&nded upwards from the year 2000.
Regional casualties per 100,000 population remadiowdr than Canterbury but higher than the
Auckland region.

e Cycle casualty numbers for the region decreased by 149 in 2008. The highest toll for a
decade was recorded in 2007 at 150 cyclist cassalti

* Regional fuel consumption decreased by 2.6% bet2&&8 and 2009 financial years, despite
reduced annual average fuel prices. Consequentiye ihe regional population has grown,
transport-generated greenhouse gas emissions amaned at a relatively steady level since
2005.

3.2 Key transport pressures
3.2.1 Growing and aging population

Between 1996 and 2006 the region as a whole expedkepopulation growth of 9.3%. The region is
forecast to experience moderate population growith an extra 62,000 people expected to live

3 2008/2009 Annual Report on the Regional Land Transport Strategy, GWRC, October 2009 (Available on GWRC website).
“ When corrected for New Zealand Police reporting rates.
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here by 2016, a 9% increase from 20arther into the future, the more uncertain pdputa
projections become. Under the medium growth scen&igure 2) the regional population growth
rate is projected to slow after 2026. Regional piag should allow for over half a million
inhabitants by 2026.

Projected Population of the Wellington Region
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Figure 2: Wellington Region’s population growth. Source: GWRC.

Within the region the rate of growth varies widddgtween districts. Projections developed by
Statistics NZ suggest that Wellington City and Kegiti Coast are likely to experience the most
population growth, while it will remain stable cedine in other areas (WRS, 2005).

There is also wide variety in the way our houset@ce made up around the region. Like national
and international trends, our regional populatierageing with a high and growing proportion of
people aged over 65 years (Figure 3). In contsstne areas (for example, Porirua) have a high
proportion of children. Region-wide a significardpghas been identified in the key working age
groups, particularly 25-35 year olds. Householde siz falling across the region; the largest
households are in Porirua, the smallest in Kapdl€cting the large proportion of retirement-aged
population in this are&)Overall, the growing population will drive an hease in demand for travel
and changes in travel patterns resulting from thegapopulation.

® GWRC. 2008/2009 Annual Report on the Regional Land Transport Strategy.
® GWRC 2008/2009 Annual Monitoring Report on the Regional Land Transport Strategy.
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Population Age Distribution
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Figure 3: Estimated and projected Wellington Regional population by:age group. Source: Statistics NZ; GWRC, Wellington Transport Strategic
Model

3.2.2 Growing economy

In 2008 the Wellington Region contributed around@ol8f all the goods and services produced in
New Zealand (GDP or Gross Domestic Product). Insdrae year our regional GDP per capita was
$50,076 rising by 1.8% over 2007 with a nationarage of 2.2%. Job numbers in the region are
also growing, but at a slower rate than the natianerag€.

The region’s economy is expected to continue tovgad a modest rate, driving an increasing
demand for travel and freight movement. The effitimovement of people, goods and services is
crucial to ensure continued economic growth anggedty nationally, regionally and locally.

! GWRC, Wellington Regional Genuine Progress Index, unpublished.
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Futures GDP per Capita growth per annum
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Figure 4: Real GDP growth per capita. Source: Wellington Transport Strategic Model (WTSM).
3.2.3 Increasing travel demand

Population growth and economic growth are key douators to the regional demand for travel.
Faster population-growth on the Kapiti Coast iglpairiven by people relocating from other areas
within the region. Increased numbers of commutexrgelling between Kapiti and Wellington will
put greater demand on existing transport networks.
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Car Registrations
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Figure 5: Car registrations (000), Wellington Region. Source: New Zealand Transport Agency, 2009.

Car ownership-numbers are steadily increasingemréigion. Over the ten years from 2000 to 2009,
the total number of cars registered in the regmserby 16% (Figure 5). Increasing car ownership
may also contribute to increased car use and gréateand on the road network.

The demand for travel is steadily increasing agsult of increasing population and economic
growth, increasing car ownership and a growing etgien of mobility and convenience.

The underlying trend is for people to make morpstrimore often, over longer distances. This
means mare vehicle kilometres travelled (VKT), cimiting to additional CO2 emissions and other
environmental impacts and increased peak periathgyuimes reflecting increased congestion.

Historically in the Wellington Region, VKT growtls iclosely related to economic growth. Figure 6
shows State Highway VKT on the region’s motorwayfian and rural highways. Total VKT has
grown 3.5% between 2002 and 2009 from 1,578 milkehicle kilometres travelled to 1,634

million. It is notable, though, that motorway VKTa$ decreased 11% while urban VKT has
increased 44% over the same period.
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State Highway VKT by class
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Figure 6: Vehicle kilometres travelled (in millions) by motorway, urban and rural: Wellington Region. Source: New Zealand Transport Agency, 2009.

Figure 4 shows a medium forecast of a further 8¢&memic growth between 2006 and 2041. As
shown in/ Figure 7, we are forecasting around 24%wtr in VKT over the next 30 years.
Interventions to reduce growth in VKT need to eesarhigh level of access and interaction is
maintained to minimise disruption to social andremuic activity.

Forecast growth in Wellington Region's Vehicle Kilo metres Travelled (VKT)
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Figure 7: Projected regional vehicle kilometres travelled (VKT) per annum. Source: Wellington Transport Strategic Model.
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The number of trips made by passenger transpdheimegion is also increasing, but at a relatively
slow rate (Figure 8). Total patronage by bus, temd ferry for the 2008/09 financial year was 35.4
million passenger trips, an increase of 700,00 (4%6) over the previous year. This increase was
most notable during the off peak period, with ppakiod patronage levelling off over the past three
years.
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Figure 8: Total annual passenger transport patronage by mode. Source: Greater Wellington Regional Council 2009.

A future demand on the region’s transport netwsrkhie predicted growth in forestry in Wairarapa
and the associated increase in log freight volumdesording to Statistics NZ, the Wellington
Region had 4% of New Zealand’s total areas forestezkotic tree plantations intended for harvest
in 2006. Total log production is expected to grow270% in the region between 2006 and 2031,
especially after 2015This will see a significant increase in log fretigtaffic.

3.3 Transport issues
3.3.1 Access and mobility

The region’s transport network enables people tesg key goods and services, work, education
and leisure opportunities. Access to walking in tégion is continually improving, as is access to

passenger transport services. However, while igargavehicle ownership reflects increased

mobility, this can have a negative impact on ovdrahsport system accessibility, for example, the
adverse impacts of severe congestion on travekiggte car and other modes. To maintain a good
level of access, there is a pressing need to limetgrowth in car traffic in the cities and ensure

viable alternatives to travel by private car araikable.

& Wood Availability Forecasts for the major wood-producing regions, produced by MAF.
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3.3.2 Climate change

Climate change is a global problem. Worldwide d8do date are evident in the unusual weather
conditions experienced in most parts of the woneérahe last few decades. In the future, New

Zealand is expected to suffer from more extremethezgpatterns and a rise in sea level. While

solutions to this issue require international dttenand effort, there is a need for responses at a
local levet.

The regional transport network plays a part in gbating to this global environmental issue,
through the consumption of non-renewable fuels thedconsequent production of greenhouse gas
emissions.

Greenhouse gas emissions are made up of carbounlei@Q) and non-C@ emissions. In 2007 it
was estimated that New Zealand emitted 75.5 miltmmes of C@equivalent greenhouse gases
into the atmosphere. The national energy sectatriboites around 43% of the total greenhouse gas
emissions. The transport sector is a subset oérnileegy sector, contributing almost 46% of the,CO
emissions, or 20% of total national greenhouseegaissions. The principal growth in greenhouse
gas emissions comes from increased, @dissions, particularly-from electricity generatiand
transporf. Wellington Region’s use of fossil fuels is prifiarfor transport purposes and
contributes to about 1.5% of national greenhouseegassions.

The Kyoto Protocol sets targets for reducing greesh gas emissions in developed countries. The
first commitment period is from 2008 to 2012..Neealand is bound by the Kyoto Protocol and has
a target to reduce its greenhouse gas emissioh890 levels or to take responsibility for excess
emissions (NZCCO, 2005). International negotiatiosn€openhagen beginning in December 2009
may lead to the creation of a new global agreernt@méplace the Kyoto Protocol. This potential
new agreement will play a significant role/in Newafand’s climate change response at all levels of
government, with- many implications for the trangzactor.

Figure 9 shows the projected growth £gmmissions from transport in the Wellington Regourt to
2041. The medium scenario is for a 25% growth in, @issions from 2006 levels. Greater
efficiency and a mix of technologies (e.g. hybmiiig-in electric, bio-diesel, etc.) in the private
vehicle fleet accounts for a 24% reduction in emiss even though VKT increases. Lower
turnover rates and subsequent slower adoption of teehnologies in the heavy vehicle fleet
(HCVs) override the gains from private cars witprajected 172% increase in truck €émissions
due to increased economic activity and no sigmificdange in fuel efficiency.

° GWRC, June 2009, ‘Wellington Regional Climate Change Response’ Discussion Document.
10 Ministry for the Environment, April 2009, New Zealand’s Greenhouse Gas Inventory 1990-2007.
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Forecast growth in Wellington Region's CO2 transpor t emissions
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Figure 9: Forecast growth in Wellington Region’s annual CO2 emissions from transport. Source: GWRC, Wellington Transport Strategic Model.

The lowest scenario sees an overall 25% reductid®@ emissions that result from investment to
alleviate severe congestion and achieve a straftg@ipublic transport coupled with a road pricing
schemé&, low population/economic growth, high land use signand higher relative vehicle
running costs.

The highest scenario shows an overall 77% increa€&, emissions from minimal investment in
transport infrastructure, high population/econommowth, sprawling land development and lower
relative vehicle running costs.

While the Wellington Region’s contribution to redug transport related greenhouse gas emissions
is only a small part of a wider national commitmethie need for the region to play its part in
reducing its share of greenhouse gas emissioesagnised as very important.

There are a number of ways for the region to piayart in addressing this issue. These include the
continual improvement of the region’s passengearspart network (particularly electric buses and
trains) to encourage and provide for increasedfipassenger transport, continuing to promote and
provide for an increased uptake in walking and iogsl managing the demand for travel and
increasing travel efficiency (through network magragnt systems, travel planning programmes,
land use integration and advocating for pricing naggsms).

However, the main mechanisms for addressing tlsiseigrimarily fall outside the scope of this
strategy. These include improving vehicle fleeticefhcy and advances in the availability of
alternative fuels. It is appropriate that centravgrnment take a much stronger lead in relation to
these issues and that as a region we advocatesior o do so.

There are three key ways in which our region’s dpamt network can respond to climate change.
The first is reducing transport’s contribution teegnhouse gas emissions, as discussed previously.

M he region does not have the authority to implement a road pricing scheme under current legislation.
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This strategy sets ambitious targets to reduce €fissions to reflect this goal. The second is to
ensure our transport network is resilient and adadptto the potential impacts of climate change.
The third involves making improvements to heavy pwercial vehicles (HCV) — their size, average
load, switching away from a just in time delivemyitare, driver training and more efficient vehicle

technology. These issues are important considesatiwhen planning the transport network,

particularly in a longer term context.

3.3.3 Peak Ol

Fossil fuel based energy resources are finite, reaewable and in high demand. The scenario
commonly referred to as ‘peak oil' needs to be agkadged as a challenge for its potential impact
on access and mobility. Peak oil refers to thelyikmeak in global oil production in the future,
followed by a decline. The timing of such a scemasistill widely debated, with predictions ranging
anywhere from ‘the peak has passed’ to 50 yeasd. grices are likely to increase and become more
volatile over time as supply struggles to keep ugh ywmcreasing demand and the regional transport
network needs to be resilient to the potential iopa

Rising oil prices have implications for this stigyeas the cost of (transportation becomes
increasingly higher. While petrol and diesel arecogmized as being relatively inelastic
commodities, there is anecdotal evidence that puddhavior is already being influenced by higher
fuel prices. This suggests that more people arkngito consider alternatives to private car travel
and this will have flow on effects on the publiartsport system. Increasing passenger numbers may
require new routes and additional capacity, padntyduring peak travel times. Short trips may be
carried out by active.modes more often. Freightdpart may move towards more fuel efficient
modes, such.as rail and coastal shipping, andeheadd for commercial or industrial land nearer to
markets, ports and rail services may increase.

Passenger transport network efficiency and capacéyel demand management, access to walking
and cycling, efficient land use and infrastructyslanning, and efficient connections between
commercial centres are therefore all important ictmmations for this strategy.

Once oil production cannot meet demand, New Zeaitaay not be able to buy sufficient fuel to
meet its needs. Impacts could include significaiftsto alternative transport modes and issues for
road maintenance if bitumen supplies are limited.

Rising oil prices may also result in increased levef research into alternative fuels and
technologies which have the potential to mitigaee effects of high fossil fuel prices.

3.3.4 Rail network

The rail network is particularly important in theelington Region, providing the key medium to
long distance and high volume passenger transporice between the Wellington City CBD and
the region’s other centres and townships, and WMiaight connections. Rail connections to
CentrePort and the Cook Strait ferries mean thenégrail network is of national importance.

Previous decades have seen a lack of investmergdessary maintenance and renewal of the rail
network nationally and regionally. In particulahet bottleneck at the North-South Junction
(Paekakariki to Pukerua Bay) cause delays to miVises which have regional and national
consequences.
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Rail movements that occur across Waterloo Quayndutie commuter peak periods contribute to
substantial traffic congestion along the waterfromtite and queuing back onto the Wellington
Urban Motorway at Aotea Quay. Less severe traffingestion also occurs at other railway level
crossing locations, such as Tawa and elsewhereilayn a previous lack of investment has
resulted in an urgent need to upgrade ageingalimhg stock and rail stations. Currently, overfreal
billion dollars is being invested in upgrading thegion’s rail network and purchasing new
passenger trains.

The new Matangi trains are expected to come inteicgefrom mid-2010. In the longer term, the

Wellington Regional Rail Plan sets out a programimm@035 to address infrastructure and rolling
stock issues in conjunction with KiwiRail and lo@althorities. Staggered double-tracking through
the North-South Junction will take place throughtht life of the Plan.

3.3.5 Public transport capacity

Annual peak period public transport trips have ne static at 17.5 million over the past three
years, despite a growing population. This is larghle to falling bus patronage that is offset by
increasing rail patronagéThere are several reasons for this, includingbdity and comfort issues
with old infrastructure and rolling stock, fallifigel prices, and increases in fares.

Modelling (Figure 10) suggests that there is ampgortunity to increase public transport
patronage. It is projected that public transpapstvill increase 34% in a medium scenario by 2041.
Peak period trips are forecast to grow 44%, wimterirpeak trips only 25%.
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Figure 10: Projected growth in Wellington Regional daily public transport trips. Source: GWRC, Wellington Transport Strategic Model.

Under the highest scenario, annual public trangpipg increase 119% that result when population
and economic growth are high, the network is impthvand pricing mechanisms are in place that
increases the cost of car trips.

12 GWRC, 2008/09 Annual Monitoring Report.
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The lowest scenario sees a decrease of 14% in lgowlolec transport trips as a result of low captri
costs, low population growth and a lack of investme public transport.

It is important that public transport capacitynsrieased to cater for potential growth.
3.3.6 Safety and personal security

Despite extensive improvements to road safety ntagieg the 1990s in the Wellington Region,
casualties over the last four years have starte@asing again and renewed efforts are required to
ensure the region is contributing towards the mafi®koad Safety 2026trategy targets. In 2008,
there were 21 deaths and 355 serious injury cassiakfter correcting for the indicative Police
reporting rate (Figure 11). The annual social adstrashes to the Wellington Region in 2008 was
$389 million?®
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Figure 11: Killed and serious injury casualties in the Wellington Region, corrected for indicative Police reporting rates. Source: NZTA

At the regional level, the significant road safesiyues identified as being of particular concem ar
» Urban local roads, particularly intersections, thieemain incident site

* Human/driver factors are the main causal factor

e Vulnerable road users, especially cyclists, mudiditer catered for

« Enforcement resource has not kept pace with papualaicrease

« The fleet is getting older, meaning a lag in theakp of safety technology

Bz Transport Agency, 2009, Wellington Regional Road Safety report 2004 — 2008.
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e Young drivers are particularly vulnerable espegialthen alcohol and speed are added to the
mix.

The perceived and actual safety of pedestrianscgnlists in our region affects the use of these
active modes (Figure 12). In a 2008 Greater Wdlingperceptions surv&y respondents who
resided in Porirua City felt the “safest” while \Wilg (77% felt safe). Other Territorial Authority
(TA) areas ranged from 74% down to 61% of respotsd&eling safe. In the same survey, only
27% of respondents throughout the region felt “safaen cycling. Providing lighting and open
streetscapes and increasing pedestrian and cyalisbers (eyes on the street) can positively affect
perceived and actual personal security.
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Figure 12: Relative risk by transport mode per million kilometres travelled. Source: Ministry of Transport, reported crashes and NZ Household
Travel Survey 2004 -2008.

3.3.7 Transport network reliability

Reliability of the transport network is a signifitaissue for the region, affecting passenger
transport, private vehicle users and freight movamehe following graph (Figure 13) illustrates
the perception of network reliability.

Y NrB GWRC, May/June 2008, Transport Perceptions Survey.
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Perceptions of Transport Network Reliability
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Figure 13: Perceptions of networkreliability — Percentage of people who rate the regional transport network as reliable. Source: Greater
Wellington perception.survey 2003, 2004, 2006, 2008.

The key routes into Wellington’s CBD by road aréjeat to relatively high variability in ‘expected’
travel times, affecting both private vehicles ang Iservices. This is due to the fact that even a
reasonably minor event can cause significant dedagsto congestion levels and lack of alternative
routes to avoid the trouble spot (BERL, 2004). larbh 2009, AM peak travel times on the strategic
road network varied by 18% with PM peak variabibity2 7%=

Bus service reliability has two components. Firstiether the service runs and, secondly, whether
it keeps to the scheduled timetable throughoutjoiieney. Service monitoring data shows that
scheduled bus services operate at least 99% ¢itiee Those that don’t run are generally a result o
operational issues. However, bus journey time detag often caused by incidents and congestion
on the road network. This is a particular problenthie south end of Wellington City’s ‘golden mile’
and peak congestion bottlenecks around the region.

Rail network service monitoring shows that EMU @lie multiple unit) services run to within five
minutes of the timetable about 90% of the time. Mfajpa services run to within five minutes of the
timetable about 80% of the time. A major contriuim poor service reliability is the ageing rail
infrastructure and rolling stock which leaves thetwork vulnerable to faults and breakdowns.
Significant investment is currently being made pgnade rolling stock and to improve rail network
infrastructure to improve rail reliability.

15 GWRC 2008/2009 Annual Report on the Regional Land Transport Strategy.
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The role of the north-south route following Statiglvay I° and the main trunk railway line is one
of national importance. This route, known as thesi&i@ Corridor, provides a primary access route
into the region and to Wellington City CBD from tinerth. The route also serves Wellington’s
CentrePort, the main connector to the South Iskardl overseas for the southern part of the North
Island. Safety and reliability are significant issufor this corridor, with current journey times
having a high degree of variability. The highwayute is prone to closure following traffic
accidents, provides limited access for emergentycies and is vulnerable to natural hazards such
as landslips and flooding. There are limited al#ixe routes along this corridor. The single track
section of the NIMT railway line north of PukeruayBis a significant weak point on the existing
rail corridor. The double tracking project out tcalklnae by KiwiRail as part of the Regional Rail
Plan will address a significant section of this weaint. However, more work through the North-
South Junction is needed. Like the highway, thlecaridor is also vulnerable to slips.

The extent of any disruption to the region’s tramsmetwork during a hazard event differs,

depending on its location and nature. Potentialatthzevents include flooding, landslides,

earthquakes and tsunamis. A major seismic evdikely to have a significantimpact on strategic

transport links to Wellington, Hutt Valley and Roi’. This would. affect.access for emergency
vehicles in the short term after the event and ggnaccess over the medium to long term.
Disruption caused by a major hazard event woulek lasignificant social and economic impact on
the region. The impact of hazards on network réitgkis not currently well measured and is an

area where more monitoring to obtain informationregjuired. The resilience of the region’s

transport network in response to such events anability to resume service as-quickly as possible
will be important in minimising their impact.

The following diagram (Figure 14) was developedtivy Wellington Lifelines Group as part of
their submission to the Western Corridor planningepss. The source of the information shown on
the diagram is based on available earthquake-telg@elogical hazard information for the region
from Greater Wellington. It has not involved exhates hazard risk analysis, but provides a good
indication of the potential risks to the strategi@nsport network in the case of a major seismic
event.

16 A Road of National Significance, GPS May 2009.
1 Wellington Lifelines Group. Nov 2005. Submission to proposed Western Corridor Plan.

18 Wellington Lifelines Group comprises utility and transportation sector organisations working collaboratively to reduce the vulnerability of Wellington’s ‘lifelines’ to
regional scale hazard events.
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Figure 14: Earthquake-related geological hazard effects on the Wellington region’s state highways. Source: Wellington Lifelines Group (2006).

3.3.8 Integration of transportation and land use planning

Ensuring the sustainability of the region’s strategansport network requires an integrated
approach to all elements of the network, includingegration between land use and transport
planning. New land subdivisions and developmentghviare located at a distance from passenger
transport or local facilities can increase peoptiEpendency on cars. Conversely, the need to travel
can be reduced by encouraging mixed use developraeaburaging businesses to locate in areas
close to the workforce, and by ensuring criticdraatructure and services are located in high
density residential areas. The WRS identifies thaificance of integrating land use and transport
planning. The Regional Policy Statement (RPS) dmel RLTS will be key mechanisms for
addressing this issue by providing a policy framewguiding development of integrated land use
and transport.
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A good example of integrated land use and trangparining in the region is set out in Wellington
City Council’'s Transport and Urban Development ®g&s®. The proposed investment in a
seamless passenger transport system between Jweitles@nd the airport is supported by
intensification of employment and housing along theowth spine’, as demonstrated in the
following diagram (Figure 15).

Key Elements from WCC's Transport & Urban Development Strategies
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Figure 15: Wellington City’s growth spine. Source: Wellington City Council (2006).

Land use intervention is often slow in achievinguatresults because it depends greatly on the rate
of local development. However, successful resudts loe spectacular and long term in effect, such
as the location of the regional stadium. It is Wwombbting that, historically, development in this
region has been strongly integrated with transp®he development of communities around
tramlines and rail services from last century waldiay be called public transport (transit) oriente
development. An increase in inner-city living artdest connectivity also substantially increases
walking and cycling journey-to-work trips.

It is important to recognise the hierarchy of rotud exists within our region and the differerieso
played by road types within that hierarchy. Loazds provide for local traffic and access within
districts, including access to private propertye Tagion’s state highways and other roads that make

19 Wellington City Transport Strategy 2006 & Wellington City Urban Development Strategy 2006.
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up the strategic road network (as set out in Appehpare designed to connect regional centres and
important regional destinations, including the oagil hospital, port and airport. The region’s state
highways also provide vital linkages between Gredtellington and the rest of New Zealand.
Protecting the strategic road and rail networksregahe adverse effects of inappropriate land use
requires careful management through district plantsresource consent processes.

3.3.9 Economic development

Economic growth is occurring at a steady rate en\tfellington Region despite the 2009 economic
slowdown and is expected to continue to steadilpwgrThe development of the Wellington

Regional Strategy signals a desire for increaseavity. The WRS highlights the need for the
region’s land transport strategy to support thasagh.

Around one third of the region’s jobs are locatedtihe Wellington City CBE° The WRS
recognises the need for a strong central businesgtland regional centres, and the importance of
links to CentrePort and Wellington Internationafgirt. Access to these areas.is currently impacted
by congestion problems on this part of the network.

3.3.10 Freight

The region’s freight network consists of road, eild sea freight, with air freight playing a fairly
minor role at this time. Road and rail freight dh@ land transport freight components of that
network and provide important connections for thevards movement of freight by other modes.

There is a direct relationship jbetween economievtraand freight growth. Road freight takes up
the vast majority of freight movements on a tonpes kilometre basis. Road freight accounts for
70% of freight movements while coastal shipping embmade up 15% eachRail is likely to play

an even lesser role in the Wellington Region gitleat most freight journeys involve distribution
within the region, and tend to be relatively shdidgtances (average heavy commercial vehicle trip
length is about 11 km).

The expected growth in road freight volumes, togethith timing needs associated with freight
delivery will mean an increasing contribution ofdbfreight to peak period congestion. Likewise,
the effects of congestion on freight movement haeen signalled as a problem which is likely to
increase with the expected growth in freight volsma& focus on future road freight efficiencies
such as more advanced technology, higher averaaginlgs, increasing truck sizes and driver
training can have substantial benefit. There idgaificant volume of log freight by road from
Wairarapa to CentrePort. With freight delayed bygmstion and anticipated increases in log
production, a return to rail freight is being pwdudor the movement of logs.

The use of rail for long distance, inter-regionaight has shown a continual decline since Z600.
Advocating for the removal of rail infrastructurenstraints for freight will be an important role of
this strategy to provide opportunities for incregsrail freight efficiency and its share of inter-
regional freight movement.

20 GWRC, 2004, CBD Corridor Study. Pressures & Issues.
2 Ministry of Transport, New Zealand Transport Statistics, August 2009.
22 GWRC, 2008/2009, Annual Monitoring Report.
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Port traffic at Wellington’s CentrePort is expectedncrease in line with economic growth trends,
with most freight arriving at or departing the pbytroad.

3.3.11 Traffic congestion

Traffic congestion has several positive aspecisftén influences trip timing and spreads demaind, i

affects mode choice and eventually influences lasé decisions. However, congestion also has
many negative impacts. It causes increased fuel inseeased vehicle emissions and has an
economic cost in terms of wasted time and lost pcodity caused by delays.

Severe congestion occurs particularly at peak tirmasthe main routes in and out of Wellington
City CBD. ‘Bottlenecks’ on the strategic networlcimde Mana Esplanade, Paekakariki, Pukerua
Bay, State Highway 1 Ngauranga interchange, Stagbvirthy 2 Dowse to Ngauranga and around the
Terrace and Mt Victoria Tunnels. Weekend congesigora regular problem on State Highway 1
between Otaki and MacKays Crossing and on the Siggleway network from the Terrace Tunnel
to the airport.

Traffic congestion is a significant issue duringapeeriods due to its impact on-trip reliability. A
2008 Greater Wellington transport perception suviedicated that 43% of respondents felt traffic
congestion was worse than it was two years prelyoddodelling of the network (Figure 16)
suggests that peak period congestion can be masotait current levels with appropriate investment
in the network across all modes.
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Figure 16: Forecast growth in AM peak period congestion for WCC and the Wellington Region to 2041. Source: GWRC, Wellington Transport
Strategic Model.

The map on the following page (Figure 17) idensiftae key routes of the regional road network
affected by regular traffic congestion during peakiods.

23NRB GWRC May/June 2008 Transport Perceptions Survey.
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3.3.12 Strengthening east-west connections

An important issue for the regional transport netnie the need for better east-west connections to
improve access, efficiency and reliability for gipnade between the Hutt Valley, Wellington and

Porirua. Currently, road connections between tleesamercial centres are limited. While State

Highway 58 (via Haywards Hill) and State Highwaysaidd 2 (via Ngauranga) connect the Hutt

Valley to Porirua, an additional link to the sowthMelling is proposed to enable more direct and

efficient transport connections.

Passenger transport and private vehicle trips ketviee lower Hutt Valley and Porirua City require
travel along one corridor towards Wellington Citydathen a transfer back out via another corridor.
The efficiency of these trips would be increased itmproved linkages between the existing
corridors. Improving freight movement efficienciestween the corridors is necessary to support the
economic development goals of the WRS.

3.3.13 Environmental impacts

Both the use of the transport network and the coatbn of new transport infrastructure can have
adverse impacts on the environment. Local impactemnially include local air quality, water
quality, noise levels, disruption to sites of egbal, cultural and heritage significance, and aityen
and community cohesion. Global environmental impasiich @s energy use and &missions, are
discussed earlier in this section.

Transport emissions contribute a number of polligtahat affect our region’s air quality. These
include CO (carbon monoxide), N@nitrogen oxides), VOC (volatile organic compoundsd
particulate matter emissions. Wellington’s levebafpollution is currently relatively low compared
with Auckland and Canterbury. Air quality data asated with vehicle emissions is collected via
two air quality monitoring stations in the regiofransport emissions are not major contributors to
high pollution nights recorded during the winternties in Wairarapa, Upper Hutt and Wainuiomata
airsheds, however, they may have some short-tefienteh built-up areas of Wellington City CBD.
While all air quality indicators are experiencingnor increasing trends, modelling suggests that the
transport contribution of these pollutants will osxse over time with improving vehicle
technologies and increasing uptake of alternatiedst

Surface water runoff from our roads can carry lang®unts of contaminants (by-products of tyres,
brakes and engines and deposition from exhausspae the region’s stormwater system. This
environmental impact is largely linked to the numbfevehicles on the road. Any reduction in
vehicle kilometres travelled will help reduce i, &ill a high standard of environmental design
during construction of new transport infrastructiiée also need to be proactive in relation to
transport-channelled stormwater and sedimentssiengitive receiving environments such as
Porirua Harbour (including Pauatahanui Inlet) anellivgton Harbour?

Increasing traffic volumes on existing roads arel ¢bnstruction of new transport infrastructure has
the potential to have a detrimental effect on sgésignificant ecological, amenity, cultural and
natural heritage depending on its scale and lagatiois important that consideration is given to
these issues both at a strategic level, where pppte, and during the detailed project design and
consent phase.

24 Gardiner, L. & Armstrong, B. (2006). Identifying sensitive receiving environments at risk from road runoff. Proceedings of the NZWWA Stormwater Conference,
Rotorua, New Zealand, 4-5 May 2006.
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3.3.14 Public health

Transport activities can have both positive andatieg impacts on health. A report prepared by the
Public Health Advisory Committee (PHA€)dentified a range of direct and indirect heatttpacts
arising from transport. These are:

»  Opportunities for physical activity
» Effects on communities

* Noise

* Road traffic injuries

e Air pollution

* Climate change.

Health impacts resulting from pollutants dischargetb air and water are covered under
environmental impacts earlier in this section.

Active modes such as walking and cycling have tlbfeenefits. They.contribute to reducing the
impacts of motorised transport, such as air paltytiaccident rates and noise levels. In addition,
active modes provide practical forms of physicaivay that people can include as part of their
daily routine. Even modest increases in physicalid are shown to have health benefits and are
important in addressing New Zealand'’s current dedand obesity epidemics.

Transport networks can contribute positively to e wellbeing by facilitating social networks
and providing access to employment, recreation @@munity facilities. However, severance
issues arise _when inappropriately designed or dacaransport infrastructure cuts through
neighbourhoods and communities. This can leaddwmaot health impacts, for example, disruption
to social networks and reduced social support (PH2ED3). It may also reduce people’s ability to
choose active modes to make shorter local tripslitg to greater reliance on private vehicles.

The ability of people to access health servicesnsther important relationship between the
transport system and public health. The regiorésdport network needs to connect people with
health services (ranging from'local GP clinicshe tegional hospital in Newtown) by providing a

range of transport options. It is important thabsia without access to a private vehicle are not
disadvantaged in terms of access to health care.

Noise is a factor in the local environment that @apact on the quality of life of people and
communities. Transport activities contribute to iemvmental noise, particularly road traffic and rai
along major transport corridors. Noise monitoriigng the Wellington Region’s major transport
corridors in 2008 demonstrate that noise levelsagee from 61 dBa at Western Hutt Road to 69
dBa at Mana EsplanafieThe rail network, particularly rail freight, coiltutes to adverse noise and
vibration effects. These effects are greatest wheites located close to open areas such as doasta
water in close proximity to communities, such assthin the vicinity of Porirua Harbour. The
Wellington region’s bus fleet consists of electrialley buses and diesel buses. Trolley buses have
positive noise reduction benefits over diesel buses

Other health impacts are covered under separatkrgsawithin this section of the strategy.

= PHAC, April 2003, ‘Impacts Of Transport On Health — An Overview'.
26 GWRC, 2008/2009 Annual Monitoring Report.
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3.3.15 Access for mobility impaired and an ageing population

Despite considerable progress made in recent yedmsprove the accessibility of the public land

transport system, many disabled people in New Aealeave severe difficulty using public land

transport services and infrastructure (HRC, 208w Zealand’s ageing population reinforces the
need to continually improve the accessibility af tegional land transport network.

The Human Rights Commission report ‘The Accessildarney”” noted that disabled people and
their advocates identified issues of availabiliaffordability, accessibility and acceptability in
relation to conveyances, service information, peamiand infrastructure as barriers to using the
public transport system.

3.3.16 Travel to educational facilities

A significant number of the region’s peak perioghdr (24%) take place between homes and
educational facilities (Figure 18). Fifty eight pent of these trips are carried out by private The
majority of trips between home and education faesi are less than three kilometres and there is
potential to significantly increase the use of\actinodes.

However, a recent perceptions sufiepmowed that only 62% of adults would allow théiildren to
walk to school and only 41% would allow their cindd to cycle to school. The main reasons for not
allowing children to walk or cycle were ‘strangemgier” issues and road safety concerns.

Trip Length by Mode (HBEd Peak)

45,000 . -
|E|.AJ:ttve W Ca OPublic Transport

40,000
35,000
30,000 A
25,000

20,000 -

Muvber of Trips

15,000
10,000

5,000 - l i
l:l T T T I'_|I T T I=I'_\II T T T T I'_|I T I=

1 2 3 4 5 6 7 & 9 1011 12 13 14 15 16 17 18 19 20 21 22 23 24 25 28 27 25 29 30
Trip lengith (Jan)

Figure 18: Peak trip length by mode (home to educational facility). Source: Greater Wellington Household Travel Survey 2001.

27 Human Rights Commission, 2005, The Accessible Journey: Report of the Inquiry into Accessible Public Land Transport.
28 National Research Bureau (NRB), June 2008, Transport Perceptions Survey.
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3.3.17 Cycling Safety

Cycling is a cheap, healthy transport mode whiavigies an alternative to short to medium length
trips by private vehicle. However, in the Wellingteegion only 1% of all trips are made by cycle. A
lack of road space or cycle lanes, steep topograpbywindy conditions in some parts of the region
create barriers to cycling. In other parts of tegion, such as Kapiti, Hutt Valley and Wairarapa
where conditions are often well suited to cyclibggriers can include perceived safety issues &r lac
of cycle storage and shower/change facilities.

As set out in the road safety section, cycling &dsigher relative risk than other modes. This is
further evidenced by the reported low perceptidnsycling safety and level of service. We expect
that safety issues are likely to be compoundetierfuture due to more vehicle traffic for cycligis
contend with on the roads. In two thirds of thei@ects involving cyclists and motor vehicles, it
was the vehicle driver cited as being at fault. @ttactors include vehicle speeds in certain areas
and the lack of space dedicated for cycle lanes.

Significant investment will therefore be requiredrheet the cyclist safety targets. Improving and
expanding the cycling infrastructure, driver anctlisy skills training courses, all contribute to
increasing the number of cyclists. This is likety tave a positive effect on perceived and real
cyclist safety due to a ‘safety in numbers’ effect.
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4. Strategy development

The development approach builds upon the existihfSRand is evidence-based, collaborative,
accountable and forward-looking. It involves a mslep process to incorporate changes in
legislation, consideration of strategic optionsnfaon the region’s transport pressures and issues,
and align the RLTS with new prioritisation and fumgl processes through the Regional Land
Transport Programme (RLTP). More detail is providedppendix 3.

Corridor and implementation plans detail the inégtions and activities within the region based on
the strategic direction provided by the RLTS. Tlaeg reviewed on a rolling basis and augment the
region’s understanding of the pressures and issoasg various components of the land transport
network.

4.1 Strategic framework

The RLTS strategic framework consists of a visiobjectives and outcomes.. Policies set out the
region’s policy position and guide resource allarain relation to the regional transport network.
The development process worked within this estabtisframework. The context within which the
strategy has been developed is set out in Appéehdix

4.2 Strategic options

Six strategic options for a 2040 transport netwwete developed based around various investment
priorities. These started with a ‘do-minimum’ BaNetwork, on top of which targeted modal
investment options (Road Priority, Public Transgtmority and Road Pricing) were then developed.
Analysis of these stand-alone modal investmentooptinformed the development of two inter-
modal approaches in the Mixed Investment and Mpled Road Pricing strategic options.

Nine futures scenarios were created to take acanfukey variables outside the direct influence of
the RLTS that affect transport demand. The keyaldes identified were growth (economic and
population), transport costs, and land use (higeessity development versus low density ‘sprawl’).
High and low values for each were determined. Tesarios consist of all possible combinations of
high and low values for the three key variableghvei medium central-case scenario included for
comparison.

The six strategic options were analysed within rafle scenarios using the region’s strategic
transport model. They were assessed using a lisdafators linked to relevant RLTS objectives. A
mixed investment strategic option provides the mmanced approach to improvements on all
objectives.

It will not be sufficient, however, to deal with dand for the transport network or the £O
emissions under higher growth scenarios. Dependmthe level of growth, a pricing mechanism
(such as road pricing) could be introduced to mievthe level of improvements desired, or to defer
significant capital investment. Under a lower growption less investment will be required.

Prioritisation and funding of the projects were pamary considerations in the strategic options.
This is because such work is done through the Reagiband Transport Programme process. The
RLTP allows detailed prioritisation and funding essments to be conducted every three years to
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ensure individual projects and other activitiegralwith, and give effect to, the direction set out
the final strategy; as well as take account of enun and land-use considerations.

The role of the strategic options in this strategjo assess the strategic direction set by theRLT
policies (chapter 8). It was determined from thssessment that the policies should continue to
promote a mixed investment in roads, public transpealking and cycling. As well as to continue
advocacy for road pricing mechanisms to be maddada to the region in case the situation
warrants their consideration.

4.3 Impact assessments

Health, environmental and economic impact assedsmeare carried out during the previous
strategy review in 2006. For this review an analysias done to determine if the conclusions
expressed in those impact assessments were gidl fea the period out to 2040. This analysis
concluded that they were still relevant going famvand therefore did not require updating at this
time.
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5. Objectives

The strategy’s objectives reflect the provisiortsosg in section 75(a)(ii) of the LTMA 2003 and the
New Zealand Transport Strategy, while also takiogpant of regional issues and objectives.

The objectives form an important component of tinatsgic framework (the vision, objectives and
outcomes) which is aligned with Greater Wellingeoriong Term Council Community Plan
(LTCCP) and the Wellington Regional Strategy, tswp the strategy contributes to the community
outcomes identified by these documents.

1. Assist economic and regional development

Aid national and regional economic growth; and dosthe business, housing, employment,
education, health and recreation aspirations ofég@mnal community (in line with the WRS).

2. Assist safety and personal security

Achieve a safer community by developing the regidahd transport system in a way that leads to
fewer deaths and serious injuries, lower sociatscrem incidents on our roads, and a community
that travels without fear of crime.

3. Improve access, mobility and reliability

Improve the accessibility of facilities and actieg that enable the whole regional community
(including the transport disadvantadedo participate fully in society and the econorReduce
long term reliance of car-based mobility to-ensateess for all is improved in an affordable way.
Improve connections within Greater Wellington, iaguring regions and overseas utilising public
transport, good urban design, and other specialrs@dport services. Improved reliability improves
travel times and reduces trip time variability &trategic networks (both road and rail) in the ¢ven
of common incidents such as slips or crashes.

4. Protect and promote public health

Provide a transport system that positively bendfdalth by improving convenience and ease for
social participation and interaction for all; reddctransport impacts on natural resources and
communities; and increased uptake of active mquhasicularly for short trips.

5. Ensureenvironmental sustainability

Improve the environmental performance of the trarnspetwork, and avoid to the extent reasonable
in the circumstances, adverse effects of transporthe environment (in line with the RPS) and
communities. This includes, but is not limited itacreased use of passenger transport, cycling and
walking; reduced use of private and company caxgeased energy efficiency of the vehicle fleet;
reduced greenhouse gas emissions; a high standardnwronmental design of transport
infrastructure; and recycling of materials.

6. Ensure that the Regional Land Transport Programme is affordable for the regional
community

29 ps defined in the Public Transport Management Act 2008 (p. 13): ‘people whom the regional council has reasonable grounds to believe are the least able to get to
basic community activities and services (for example, work, education, healthcare, welfare and food shopping).” Further development of this definition will be part of the
Regional Public Transport Plan and is expected to include disabilities as set out in Section 21(h) of the Human Rights Act 1993.
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Take account of funding likely to be available, momic efficiency, and the impact of funding
options on regional communities when consideriagdport packages. Consider the affordability of
transport options for all members of the communitgluding low income groups.

aft

pr
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6. Land transport outcomes

The following outcomes are sought for the regidairsd transport network. No single outcome can
be seen in isolation. All must be considered as @iaan integrated strategic view of the region’s
transport system. Outcomes have been given a biecal structure of ‘key outcomes’ and ‘related
outcomes’ to clearly signal priorities for the &gy over the next 30 years.

The land transport outcomes are as follows:
Key outcome:
1.1 Increased peak period passenger transport sinzae

Related outcomes:
1.2 Increased off-peak passenger transport use@anchunity connectedness

1.3 Improved passenger transport accessibilityafiorincluding people with disabilities or from
low income groups

1.4  Reduced passenger transport journey times aechpa travel by private car
15 Increased passenger transport reliability

Key outcome:

2.1 Increased mode share for pedestrians and tsyclis

Related Outcomes:
2.2 Improved level of service for pedestrians ayalists

2.3 Increased safety for pedestrians and cyclists
Key outcome:
3.1 Reduced greenhouse gas emissions

Related outcomes:
3.2 Reduced private car mode share

3.3 Reduced fuel consumption

3.4 Increased private vehicle occupancy
Key outcome:

4.1 Reduced severe road congestion

Related outcomes:
4.2 Maintained vehicle travel times between commiesmiand regional destinations
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4.3 Improved reliability of the strategic roadingtwork

Key outcome:
5.1 Improved regional road safety

K ey outcome:

6.1 Improved land use and transport integratioriri@ with the WRS and local authority urban
development strategies)

Related outcomes:
6.2 Improved integration between transport modes

6.3  Sustainable economic development supporteh@rwith the WRS)
6.4 Improved transport efficiency

Key outcome:

7.1 Improved regional freight efficiency

Related outcomes:

7.2  Improved inter-regional freight efficiency

Inter-regional outcome:

8.1 Improved safety, efficiency and reliability sifategic road, public transport and freight links
to the north of the region

6.1 Links between strategy objectives and outcomes

The following table shows the positive links betwebe outcomes sought by the RLTS and its
objectives. This illustrates how the outcomes sbugspond to the regional community’s needs for
each objective.
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Land transport outcomes (key outcomes in bold) <= | <2 = Aol Woe | W=
Increased peak period passenger transport mode share v v v v v
Increased off-peak passenger transport use and community connectedness v v
Improved passenger transport accessibility for all, including people with disabilities
or from low income groups v v v v
Reduced passenger transport journey times compared to travel by private car v v
Increased passenger transport reliability v v v
Increased mode share for pedestrians and cyclists v v v v v
Improved level of service for pedestrians and cyclists v v v v v v
Increased safety for pedestrians and cyclists v v v v
Reduced greenhouse gas emissions v v v
Reduced private car mode share v v v v v
Reduced fuel consumption v v v
Increased private vehicle occupancy v v v
Reduced severe road congestion v v v v
Maintained vehicle travel times between communities and regional destinations v v v
Improved reliability of the strategic roading network v v v v v
Improved regional road safety v v v
Improved land use and transport integration (in line with the WRS and local
authority urban development strategies) 4 4 4 7
Improved integration between transport modes v v v v v
Sustainable economic development supported (in line with the WRS) v v v
Improved transport efficiency v v v v
Improved regional freight efficiency v v v v
Improved inter regional freight efficiency v v v v
Inter-regional Outcome
Improved safety, efficiency and reliability of road, public transport and
freight links to the north of the region v v v v v

Table 1: Links between strategy objectives and outcomes.
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6.2 Inter-regional Outcomes

Section 77(a) of the LTMA 2003 requires the inabuspf inter-regional outcomes. As part of the
development process consultation with Horizons &wi Council led to identification of the
following inter-regional outcome 8.1: Improved dgfeefficiency and reliability of road, public
transport and freight links to the north of theioeg

Other key outcomes that Horizons identified as sujopy this new inter-regional outcome are:

1.1 Increased peak period passenger transport sf@ie - The double tracking and electrification
to Waikanae will be important for Horizons by calotiting to congestion relief through the Western
Corridor which is the major north/south route bedweboth regions. However, double tracking to
Waikanae may impact the future feasibility of thep@al Connection service which may require the
need to consider shuttle services for Otaki resglenWaikanae.

3.1 Reduced greenhouse gas emissions — This anfyoa regional but national issue.

4.1 Reduced severe road congestion — From an e¢om@avelopment perspective it is critical for
freight to get to and from CentrePort, mainly aldhg Western Corridor and to a lesser extent
through Wairarapa. The development of the Roadsatibnal Significance should also help reduce
congestion bottlenecks on public holidays, to dmdugh the Horizons region.

5.1 Improved regional road safety — Many of the gaigns to increase road safety are generic
throughout the country so gains should not be tedl& one region.

7.1 Improved regional freight efficiency — This ocoine is related to 4.1 as reducing congestion will
increase efficiency of all modes of traffic.
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7. Strategy targets
7.1 Introduction

A series of targets have been developed to sifpegahtagnitude of the changes the RLTS seeks in
relation to each of the strategy outcomes. Theggets provide a benchmark against which to
measure progress. Targets enable the region totonorat only whether the strategy is achieving
progress in the general direction set by the ou&diat also whether progress has been made to the
extent desired and the costs and benefits, baéiméial and non-financial, of that progress.

7.2 Key outcome targets

The need for a shift in emphasis and greater uggemprogress key outcomes has been taken into
account in setting what can be described as ambitar ‘stretch’ targets for each of the key
outcomes (Table 2). Achieving these targets wilvbey challenging. However, they have been set
at a level so that there is potential to achievamhf they are given adequate emphasis and all
potential measures are implemented. Achieving thedaitious targets will depend on all agencies,
including central government, taking a strong leatérms of their respective roles.

Key outcome 2020 Stretch target

1.1 Increased peak period passenger | Passenger transport accounts for at least 25 million peak period trips per
transport mode share annum. (17.5 million in 2008/09)

Passenger transport accounts for at least 21% of all region wide journey to work
trips. (17% in 2006)

2.1 Increased.mode share for Increase active mode use to at least 30% of all trips in urban areas.
pedestrians and cyclists (25% for 2004-08)

Active modes account for at least 16% of region wide journey to work trips.
(13% in 2006)

3.1 Reduced greenhouse gas Transport generated CO2 emissions will be maintained below year 2001 levels.
emissions (1,057 kilotonnes in 2001; and 1,084 in 2009)

4.1 Reduced severe road congestion | Average congestion on selected roads will remain below year 2003 levels
despite traffic growth. (20 seconds delay / km in 2003; 21 seconds in 2009)

5.1 Improved regional road safety There are no road crash fatalities attributable to roading network deficiencies.

Fewer than 300 people are killed or seriously injured on the region’s road
network when corrected for indicative Police reporting rates. (376 killed and
seriously injured in 2008; lowest was 316 in 2003)

6.1 Improved land use and transport All new subdivisions and developments include appropriate provision for
integration (in line with the WRS and walking, cycling and public transport.

local authority urban development
strategies)

7.1 Improved regional freight efficiency | Improved road journey times for freight traffic between key destinations.

Inter-regional outcome
8.1 Improved safety, efficiency and Progress measured using information collected for congestion (4.1), reliability
reliability of strategic road public (4.3), safety (5.1) and inter-regional freight (7.2).

transport and freight links to the north
of the region

Table 2: Key outcome targets for 2020.
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The overall passenger transport mode share isay¢akget for passenger transport trips. The target
seeks a 4% increase in passenger transport moe $hés equates to around 7.5 million additional

peak period trips per annum (a 43% increase irs tiipm 2008/09) undertaken by passenger
transport. To achieve such a target will mean mdy @nsuring all currently planned passenger

transport improvement projects are funded and implaed, but additional avenues of increasing
passenger transport capacity and use are actwadgtigated and given high priority.

Active mode journey to work trips have been stgautitreasing over the prior two census periods,
13% in 2006, up from 12.6% in 2001. Most of thewvgio has occurred in Wellington City. If this
trend continues, the target may be achieved. &ngget will be challenging but recognises that there
are potential gains to be made, primarily in relatio walking trips, where residential development
in and around regional centres and the Wellingtaly CBD will mean greater opportunities for
walking trips to work and for other purposes. lalso anticipated that travel planning programmes,
as well as cyclist and driver skills training pragrmes will have an influence on the uptake of
active modes in future, although the extent of gadargely unknown.

The 2020 CQ target is set at maintaining the 2001 emissiorellewhich represents a very
ambitious target given that road demand is expetdedcrease. While the New Zealand Energy
Strategy (NZES) indicates that reductions to 1980ssion levels for New Zealand’s transport
sector is potentially achievable by 2040, signiftcamission reductions are not expected until after
2020 when alternative fuels are predicted to beelyichvailable. Therefore, this 2020 target is
consistent with the NZES and New Zealand Energyicieficy and Conservation Strategy
(NZEECS). Significant factors influencing the asl@ment of this target include population and
economic growth, average age of the vehicle fleetl economy of the vehicle fleet (especially
HCV’s), and the uptake of alternative fuels. Thizggors are outside the region’s control, but where
appropriate the region can advocate for changaseDeducation initiatives to minimise fuel use
and encourage more efficient vehicle travel (irgp thaining) are activities Greater Wellington
participates in.

The RLTS Vision statement seeks that no one wilkitled or seriously injured on the region’s
roads. Wellington Region’s road toll, however, iending in the opposite direction with figures
having increased 19% since 2003, after indicatizeRdlice reporting rates are included. Clearly,
the region, Police, road controlling authoritiesd aothers need to reverse this trend through
coordinated engineering, enforcement and educatitiatives. This target is seen as particularly
ambitious, but signals the importance placed onisegntly and continually reducing casualties.

The congestion target represents a 5% decrease tiiencturrent situation (2009). This target
addresses the most severe congestion, without @itento eliminate all traffic congestion — which
encourages mode shift. It is a ‘hold the line’ &rget to the best performing year in our datés It
considered ambitious and challenging due to fotegapulation and economic growth as well as
increasing car ownership and use. However, if nreasto increase passenger transport and active
mode share, reduce severe bottlenecks in the re@abrk, diversify travel demand and improve
travel efficiency, then there is potential for thasget to be realised.

The target for improved land use and transportgnatigon is for all new large subdivisions and
developments to include provision for walking, @ygl and public transport. Guidance has been
included in the proposed Regional Policy Statenssmd, in turn, affect District Plans. Progress
towards this key outcome target will largely rely advocacy to local authority reviews of their
District Plans under the Resource Management Adt iatmay be some time before adequate
provisions are incorporated into all planning doeuts.
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The target for improved regional freight efficiensgeks improved road journey time between key
destinations and is closely related to the targekisg a reduction of severe congestion, partibular
on strategic routes linking the key freight dedimas of Gracefield, Porirua and CentrePort.

The target for improved safety, efficiency and akliity of strategic road, public transport and
freight links to the north of the region combinaformation gathered for other outcome targets and
interprets the data from an inter-regional perspectThis measures the level of service between
key destinations in the Wellington Region and thenlwatu-Wanganui Region and beyond.

7.3 Related outcome targets

Targets have also been set for each related out(bafde 3). These targets are set at a level which
signals the need for good progress in these aheame cases it was considered appropriate to

have more than one target to reflect the variomspoments of a particular outcome.

Related outcome

2020 Target

1.2 Increased off-peak passenger
transport use and community
connectedness

Passenger transport accounts for at least 25 million off peak period trips per
annum. (18.0 million trips in 2008/09)

1.3 Improved passenger transport
accessibility for all, including disabled
people or from low income groups

90% of passenger transport services are guaranteed to be wheelchair
accessible. (11.8% in 2005/06)

65% of the region’s residents live within 400 metres (5 minutes walk) and 80%
within 800 metres of a bus stop or train station with a service frequency of at
least 30.minutes. (59% within 400m, 77% within 800m in 2009)

1.4 Reduced passenger transport
journey times compared to travel by
private car

Continual reduction of peak period passenger transport journey times relative to
a similar journey undertaken by a private car for key selected corridors.

1.5 Increased passenger transport
reliability

Continual improvement to bus and train services running to time.

2.2 Improved level of service for
pedestrians and cyclists

70% of people report a ‘good’ or ‘neither good nor bad’ level of service for the
strategic cycle network. (52% in 2008)

95% of people report a ‘good’ or ‘neither good nor bad’ level of service for the
strategic pedestrian network. (88.4% in 2008)

2.3 Increased safety for pedestrians
and cyclists

Fewer than 100 pedestrians injured in the region per annum. (167 injured in
2008)

Fewer than 75 cyclists injured in the region per annum. (149 injured in 2008)

3.2 Reduced private car mode share

Private vehicles account for no more than 61% of region wide journey to work
trips. (68% in 2006)

3.3 Reduced fuel consumption

Petrol and diesel used for transport purposes per annum will remain below year
2001 levels. (441 mega litres in 2001; 451 mega litres in 2009)

3.4 Increased private vehicle
occupancy

Vehicles entering the Wellington CBD during the 2 hour AM peak contain on
average at least 1.5 people per vehicle. (1.37 people in 2009)

4.2 Maintained vehicle travel times
between communities and regional
destinations

Average vehicle journey ‘speeds’ shown in travel time surveys for selected key
routes will remain at or above year 2003 levels. (55km/h in 2003; 54km/h in
2009)

4.3 Improved reliability of the strategic
roading network

Continual reduction in total incident hours.
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6.2 Improved integration between The majority of passenger transport services covered by integrated ticketing.
transport modes Continued improvement in walking, cycle and park ‘n ride facilities at and around
transport nodes
6.3 Sustainable economic Continued reduction in vehicle kilometres travelled per GDP.
development supported (in line with the
WRS)
6.4 Improved transport efficiency Reduced passenger transport expenditure in real terms per passenger.
Reduced roading expenditure in real terms per GDP.
7.2 Improved inter-regional freight All infrastructure constraints to rail freight movements are removed.
efficiency

Table 3: Related outcome targets at 2020.

Measures aimed at progress towards the relatedmetc¢reduced private car mode share” will
recognise that some types of private vehicle tfggs light commercial vehicles used by couriers or
tradesmen) are unable to easily transfer to amaltiee mode due to the nature of the job and need
to carry equipment. Measures will therefore focascommuter and other trips by car for which
viable alternatives are available, particularly ventthose vehicles are single occupancy.

In addition to the targets shown above, many modicators will-measure progress towards
achieving the strategy outcomes. Over 100 indisatoitl be reported on annually through the
Annual Monitoring Report.
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8. Policies

The RLTS policies have been developed in direqiarse to the pressures and issues facing the
region’s land transport network as outlined in ¢kaf of this strategy. Policies are expressedgusin
a consistent hierarchy of terms. These are ‘enstagport’, ‘encourage’, or ‘advocate’, depending
on what is appropriate in each case. Where theonsdpility for implementing a particular policy
position lies outside the control of the RTC, tlndiqy will need to be progressed through advocacy.

Policies respond to ongoing issues and guide agessource allocation and practice. Policies are
also important references in programme prioritesgti implementation and corridor plans,
monitoring and reviews. All are subject to varioosnstraints including funding, legislative
provisions, consent and planning processes outisedscope of this strategy.

8.1 Network management
This group of policies seeks optimal use and imenoent of the transport network.

a Ensure the critical role of the regional transpwtwork in providing national and regional
accessibility is protected.

b Ensure the regional transport network providescéffe and efficient connections to the
region’s principle economic growth and productivaigas, such as the Wellington City CBD
and regional centres, Wellington’s port and intéoral airport.

c Ensure that the level of service of the regionahsport network is continuously monitored
and, where necessary, improved.

d Ensure best use is made of network managementige&si to optimise the performance of
the existing transport network.

e Ensure continuous identification and mitigationneftwork security risks including, where
appropriate, the development of alternative rotgesise in emergencies.

f Ensure the important role of public transport inntcibuting to congestion relief is
recognised and protected.

g Ensure the role of the urban passenger rail netigonkaintained as the key long to medium
distance and high volume service.

h Ensure the passenger rail network provides a lagél lof service and reliability with regard
to rolling stock and rail infrastructure.

[ Ensure the passenger rail network is developednfrave capacity, frequency, reliability
and coverage in line with current and future demand

j Support the ongoing development of new and exigiamyg and ride facilities.
k Ensure the continuous review and improvement ofseungices.

I Support the use of bus priority measures in coegegteas.

Opor example, Advanced Traffic Management Systems, Advanced Traveller Information Systems, High Occupancy Vehicle lanes.
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m Support trolley buses in Wellington City and thengoing upgrade.

n Ensure the provision of public transport serviced eoncessions that recognise the needs of
the transport disadvantagétb enhance equity.

0 Support continuous development of the cycling nekvemd integration with other modes.

p Support continuous development of the pedestriamork and integration with other modes.
q Support road and rail maintenance expenditureliceae appropriate service levels.

r Ensure the proposed Transmission Gully Motorwajeigeloped as the long term solution to

address access reliability for State Highway 1 betwMackays and Linden.

S Ensure the existing State Highway 1, between Maskarpssing in the north and Mungavin
Interchange in the south, is managed in a wayishatnsistent with its long term purpose of
a scenic access route once Transmission Gully Matpis operational.

t Support improved east-west transport links betwhenVestern and Hutt Corridors.
u Encourage the separation of arterial and local tedftic where practicable.

% Ensure the transport network provides for freigid aommercial needs.

8.2 Travel demand management

This group of policies seeks to manage the demanttdvel and move toward correct pricihgf
the transport network.

a Ensure the availability of reliable information dhe transport system and the choices
available.
b Support reduced reliance on privAtmotor vehicles, particularly single occupancy weéhi

use (excluding motorcycles) and use for short trips
c Support the increased use of passenger transport.

d Support the uptake of cycling and pedestrian trgasiticularly for short trips.

e Encourage appropriately located land development emsure integration with transport
infrastructure.

f Encourage the development of travel plans.

g Advocate for government policy to enable road pdci

h Support start-up funding for viable 'alternativedad' initiatives.

[ Support beneficial rail freight initiatives wheretrbenefits exceed those of road freight.

31 As defined in the Public Transport Management A88&
32 Road pricing is where drivers pay the true cost of using roads. This includes the social, economic, and environmental costs such as accidents, pollution and time
delays, which are currently borne by the community or economy.
331 this context private motor vehicles includes company cars not being used for commercial purposes.
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Safety

This group of policies seeks to improve safety pasonal security when using transport.

a

e

8.4

Ensure continuous improvement of regional roadtgdfased on a ‘safer systems approach’
involving a combined package of measures targetafgr road users, safer vehicles, safer
roads and roadsides, and safer travel speeds.

Support improved safety (perceived and real) ofepethns from risks posed by traffic, the
physical environment and crime.

Support improved safety of cyclists from risks pbbg traffic and other hazards.

Support improved safety and personal security gieed and real) of passenger transport
users.

Encourage mode shift to public transport as a satete of travel.

Environment and public health

This group of policies seeks to avoid, to the exteasonable in the circumstances, the adverse
effects of transport on the environment and puidialth.

a

8.5

Support best practice in design, construction aathtanance of transport projects to avoid,
to the extent reasonable in the circumstances rselwapacts on the environment.

Support continuous improvement in air quality thglbureduction in harmful vehicle
emissions.

Support the reduction of greenhouse gas emissisiagafrom the operation of the regional
transport network.

Support government investigations into alternatived options and eco-efficient vehicles.

Ensure the transport network is developed in a tlvayminimises the use of non-renewable
resources.

Support the use of transport modes that are natdrakgmt on fossil fuels, including active
transport modes.

Ensure location and design of new transport infuatire enhance access, minimise
community severance issues and take account ofspleeial values of the local area
including, but not limited to, environmental magtemnd community concerns.

Support ongoing installation of stock truck effluafisposal sites at key localities in the
region.

Integrated Planning

This group of policies seeks to ensure full intéigra of the RLTS with other relevant local
government planning processes and strategies.
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a Support the growth and land use aspirations ofWhedlington Regional Strategy and the
Regional Policy Statement, particularly in relattorcompact, well designed and sustainable
regional form, as well as supporting a strong Wgtlbn City CBD and regional centres, and
denser more connected development around passémgeport nodes and key public
transport corridors.

b Ensure new transport infrastructure is consistetit the region’s urban design principles as
set out in the Regional Policy Statement.
Support land use principles that minimise depenel@mcthe private car.

Ensure the current and future Road of National iBcgmce* and the regional transport
network is identified and protected in territoralthority planning documents.

e Support better integration of transport and lan@ yanning by identifying roading
hierarchies and advocating for appropriate accessals in district plans.

f Ensure new land use development includes provisownwalking, cycling and public
transport services, consistent with relevant besttite guidancé.

g Ensure that land use and transport decisions tdkeaccount the diverse transport needs and
views of the region’'s community.

h Ensure major recreational, tourist and freightficafiows are taken into account during
planning processes.

[ Ensure investment in national transport route®@ainated with other regions.

j Ensure planning of public transport, walking, cygliand road networks support, enhance
and integrate with the key public transport conmrglo

8.6 Securing transport funds
This group of policies seek to ensure adequateifignidr transport in the region.

Advocate to government for increased funding amt@priate funding instruments;

b Support investigation of mechanisms for addresdingling gaps in the Regional Land
Transport Programme, including but not limited to:

() Tolling of new roads
(i)  Road pricing of existing roads
(iif)  Public/private partnerships
(iv) Development contributions (under the LGA) and ficiah contributions (under the
RMA).
8.7 Implementation policies

This group of policies seek the development anéerewf detailed plans to implement this strategy.

34 The Goverment has identified seven routes nationally that require significant investment. One of these is State Highway 1 from Levin to the Wellington Airport.
35 The detail of which is covered in the Implementation Plans.
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To prepare and review corridor plans for each @ fbllowing, in accordance with the
regional framework provided by this strategy, tltntify the needs and proposed actions
specific to each corridor:

0] Western corridor

(i) Hutt Corridor

(i)  Wairarapa Corridor

(iv)  Ngauranga to Airport Corridor.

To prepare and review implementation plans for pg@as, cycling, road safety, travel
demand management, and freight, in accordance th&hregional framework provided by
this strategy, that identify the needs and propestidns specific to each mode.

To prepare and maintain a Regional Public Transptein under the Public Transport
Management Act 2008.

To maintain Greater Wellington’s Regional Rail Plamich identifies the needs and
proposed actions for development of the rail nekvaser the next 30 years.

Programme prioritisation and funding policies

This group of policies guides the regional lanch$@ort programme prioritisation process.

a

Maintain an agreed prioritisation-process and nektlogy to be applied when carrying out
review of the Regional Land Transport Programme.

Ensure that the order of priority in the Regionahtl Transport Programme takes account of
the following prioritisation approach:

(i) ~ First-priority activities are those required to mtain the existing level of service of the
region’s transport network or those necessary tetnséatutory transport planning
obligations.

(i) - Second-priority activities are those relatively lawast studies, demand management,
walking and cycling activities, minor safety andat improvement works (<$4.5m)
that are expected to help the region move quiakiyard achieving RLTS outcomes.

(i)  Third-priority activities are the high cost ‘largew projects’ (>$4.5m).

Ensure that prioritisation of activities or projcwvithin the Third-priority ‘Large New
Projects’ category in the Regional Land TranspoogPamme includes consideration of:

(i) Strategic Fit: how the identified problem, issueppportunity to be considered by the
project or package aligns with the NZ Transport Ages strategic investment
direction which is derived from the Government Pylstatement

(i) Effectiveness: the extent to which the package rojept contributes to the broad
policy objectives set out in the RLTS and the d@ff@mness of the project or package to
deliver against the outcomes sought by the RLTS.

(i) Economic efficiency: a rating that demonstrates heell the proposed solution
maximises the value of what is produced from treoueces used, as measured by a
benefit cost ratio.
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Particular consideration shall also be given tetyafssues when considering the priority
order of these activities and projects.

Ensure that once a project or package is commisted ,construction or implementation has
been approved, then that project or package’s hgndi deemed to be committed and will
not be reallocated to another purpose unless &gnifnew information comes to light.

Ensure that Western Corridor passenger rail innagire and other improvements are in
place prior to the opening of the Transmission Elbtorway.

Ensure the following applies to the allocation ed6®n “C” funds:

(1) The use of “C” funds should be used early to mas@ruying power as these funds
are not indexed against inflation.

(i) The highest priority for the use of C funds foristisg local share will be passenger
rail improvement projects.

(i) The Kapiti Western Link Road Stage 1 design andsitrantion is the second priority
for assistance with the local share.

(iv) C1 and C2 funds will be used to achieve an effeciAR (financial assistance rate)
of 90% for passenger rail improvement projects.

v) C1 funds will be used to achieve an effective FAR@% for Stage 1 of the Western
Link Road, but will not be available to assist tbheal share of Stages 2 and 3 of this
project.

(vi) Up-to $45 million of C1 funds are available to assie local share of the Grenada to
Gracefield Stage 1 project (assistance to the lefraklf the local share), noting that
this project is still subject to further investiigats.

(vii) All C3 funds will be used to develop the proposednBEmission Gully Motorway as
the long term solution to address access relighibt State Highway 1 between
Mackays and Linden.
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8.9 Links between strategy policies and objectives

The following table (Table 4) shows the contribatmf policies set out in the previous section ® th
strategy’s objectives. It illustrates how the sigat responds to community needs for each objective.

RLTS objectives = L
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Network management
Ensure the critical role of the regional transport network in providing national and v v
regional accessibility is protected.
Ensure the regional transport network provides effective and efficient connections
to the region’s principle economic growth and productivity areas, such as the v v
Wellington CBD and regional centres, Wellington’s port and international airport.
Ensqre that the level of service of Fhe regional transport network is continuously v v v v v v
monitored and, where necessary, improved.
Ensure best use is made of network management techniques to optimise the v v v v
performance of the existing transport network.
Ensure continuous identification and mitigation of network:security risks including, v v v
where appropriate, the development of alternative routes for use in emergencies.
Ensure the important role of public transport in contributing to congestion relief is v v v
recognised and protected.
Ensurq the rple of the urbgn passenger ra?l network is maintained as the key long v v v v v v
to medium distance and high volume service.
Ensure the passenger rail network provides a high level of service and reliability v v v v v v
with regard to rolling stock and rail infrastructure.
En'sur'ej the passenger rgil petwqu is developed to improve capacity, frequency, v v v v v v
reliability and coverage in line with current and future demand.
Support the ongoing development of new and existing park and ride facilities. v v v v
Ensure the continuous review and improvement of bus services. v v v v v v
Support the use of bus priority measures in congested areas. v v v v v v
Support trolley buses in Wellington City and their ongoing upgrade. v v v
Ensure the provision of public transport services and concessions that recognise
the needs of the transport disadvantaged (as defined in the Public Transport v v v v
Management Act 2008) to enhance equity.
Support continuous development of the cycling network and integration with other v v v v
modes.
Support continuous development of the pedestrian network and integration with v v v v v v
other modes.
Support road and rail maintenance expenditure to achieve appropriate service v v v v v v
levels.
Ensure the proposed Transmission Gully Motorway is developed as the long term
solution to address access reliability for State Highway 1 between Mackays and v v v v v
Linden.
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RLTS policies <@ < n ES o c U3 UGS
Ensure the existing State Highway 1, between MacKays Crossing in the north and
Mungavin Interchange in the south, is managed in a way that is consistent with its v v v
long term purpose of a scenic access route once TGM is operational.
Support improved east-west transport links between the Western and Hutt v v v v v v
Corridors.
Encourage the separation of arterial and local road traffic where practicable. v v v v v
Ensure the transport network provides for freight and commercial needs. v v
Travel demand management
Ensyre the gvailability of reliable information on the transport system and the v v v v v v
choices available.
Support reduced reliance on private motor vehicles, particularly single occupancy v v v v v v
vehicle use (excluding motorcycles) and use for short trips.
Support the increased use of passenger transport. v v v v v v
Support the uptake of cycling and pedestrian travel, particularly for short trips. v v v v v v
Encouragg appropriately locatedland development and ensure integration with v v v v v v
transport infrastructure:
Encourage the development of travel plans. v v v v v v
Advocate for government policy to enable road pricing. v v
Support start-up funding for viable 'alternative to road' initiatives. v v v v
Support beneficial rail freight initiatives where net benefits exceed those of road v v v v v
freight.
Safety
Ensure continuous improvement of regional road safety based on a ‘safer
systems approach’ involving a combined package of measures targeting safer v v v v
road users, safer vehicles, safer roads and roadsides, and safer travel speeds.
Support improved safety (perceived and real) of pedestrians from risks posed by v v v v v
traffic, the physical environment and crime.
Support improved safety of cyclists from risks posed by traffic and other hazards. v v v v
Support improved safety and personal security (perceived and real) of passenger
transport users. v v v v
Encourage mode shift to public transport as a safer mode of travel. v v
Environment and public health
Support best practice in design, construction and maintenance of transport
projects to avoid, to the extent reasonable in the circumstances, adverse impacts v v
on the environment.
Support continuous improvement in air quality through reduction in and exposure v v
to harmful vehicle emissions.
Support the reduction of greenhouse gas emissions arising from the operation of v v v
the regional transport network.
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RLTS objectives

RLTS policies

Assist economic and
regional development

Assist safety and personal

security

Improve access, mobility

and reliability

Protect and promote public

health

Ensure environmental

sustainability

Ensure that the RLTP is

affordable to the regional

community

Support government investigations into alternative fuel options and eco-efficient
vehicles.

\

AN

Ensure the transport network is developed in a way that minimises the use of non-
renewable resources.

AN

Support the use of transport modes that are not dependent on fossil fuels,
including active transport modes.

Ensure location and design of new transport infrastructure enhance access,
minimise community severance issues and take account of the special values of
the local area including, but not limited to, environmental matters and community
concems.

Support ongoing installation of stock truck effluent disposal sites at key localities
in the region.

Integrated planning

Support the growth and land use aspirations of the Wellington Regional Strategy
and the Regional Policy Statement, particularly in relation.to compact, well
designed and sustainable-regional form, supporting a strong Wellington City CBD
and regional centres, and denser more connected development around
passenger transport nodes and key public transport corridors.

Ensure new transport infrastructure is consistent with the region’s urban design
principles as set out in the Regional Policy Statement.

Support land use principles that' minimise dependence on the private car.

Ensure the current and future Road of National Significance and the regional
transport network is identified and protected in TA planning documents.

Support better integration of transport and land use planning by identifying
roading hierarchies and advocating for appropriate access controls in district
plans.

Ensure new land use development includes provision for walking, cycling and
public transport services, consistent with relevant best practice guidance.

Ensure that land use and transport decisions take into account the diverse
transport needs and views of the region's community.

Ensure major recreational, tourist and freight traffic flows are taken into account
during planning processes.

Ensure investment in national transport routes is coordinated with other regions.

Ensure planning of public transport, walking, cycling and road networks support,
enhance and integrate with the key public transport corridors.

Securing transport funds

Advocate to government for increased funding and appropriate funding
instruments.
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RLTS objectives

RLTS policies

Assist economic and

regional development

Assist safety and personal

security

Improve access, mobility

and reliability

Protect and promote public

health

Ensure environmental

sustainability

Ensure that the RLTP is

affordable to the regional

community

Support investigation of mechanisms for addressing funding gaps in the Regional
Transport Programme, including but not limited to:

-Tolling of new roads
-Road pricing of existing roads
-Public/private partnerships

-Development contributions (under the LGA) and financial contributions (under the
RMA).

Implementation

To prepare and review corridor plans for each of the following, in accordance with
the regional framework provided by this strategy, that identify the needs and
proposed actions specific to each corridor:

-Western Corridor

-Hutt Corridor

-Wairarapa Corridor
-Ngauranga to Airport Corridor.

To prepare and review implementation plans for pedestrians, cycling, road safety,
travel demand management, and freight, in accordance with the regional
framework provided by this strategy, that identify the needs and proposed actions
specific to each-mode.

To prepare and maintain a Regional Public Transport Plan under the Public
Transport Management Act 2008.

To maintain Greater Wellington’s Regional Rail Plan that identifies the needs and
proposed actions for development of the rail network over the next 30 years.

Programme prioritisation & funding

Maintain an agreed prioritisation process and methodology to be applied when
carrying out review of the Regional Transport Programme.

Ensure that the order of priority in the Regional Land Transport Programme takes
account of the following prioritisation approach:

- First-priority activities are those required to maintain the existing level of service
of the region’s transport network or those necessary to meet statutory transport
planning obligations

— Second-priority activities are those relatively low cost studies, demand
management, walking and cycling activities, minor safety and other improvement
works (<$4.5m) that are expected to help the region move quickly toward
achieving the RLTS outcomes.

— Third-priority activities are the high cost ‘large new projects’ (>$4.5m).

Ensure that prioritisation of activities or projects within the Third-priority ‘Large
New Projects’ category in the Regional Land Transport programme includes
consideration of: strategic fit, effectiveness, and economic efficiency. Particular
consideration shall also be given to safety issues when considering the priority
order of these activities and projects.
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RLTS objectives

RLTS policies

Assist economic and
regional development

Assist safety and personal

security

Improve access, mobility

and reliability

Protect and promote public

health

Ensure environmental

sustainability

affordable to the regional

Ensure that the RLTP is
community

Ensure that, once a project or package is committed, and construction or
implementation has been approved, then that project or package’s funding is
deemed to be committed and will not be reallocated to another purpose unless
significant new information comes to light.

\

\

Ensure that Western Corridor passenger rail infrastructure and other
improvements are in place prior to the opening of the Transmission Gully
Motorway.

Ensure the following applies to the allocation of Crown “C” funds:

-The use of “C” funds should be used early to maximise buying power as these
funds are not indexed against inflation.

-The highest priority for the use of C funds for assisting local share will be
passenger rail improvement projects.

-The Kapiti Western Link Road Stage 1 design and construction is the second
priority for assistance with the local share.

-C1 and C2 funds will be used to achieve an effective FAR of 90% for passenger
rail improvement projects.

-C1 funds will be used to achieve an effective FAR of 90% for Stage 1 of the
Western Link Road, but will not be-available to assist thelocal share of Stages 2
and 3 of this project.

-Up to $45 million of C1 funds are available to assist the local share of the
Grenada to Gracefield Stage 1 project (assistance to the level of half the local
share), noting that this project is still subject to further investigations.

-All C3 funds will be used to develop the proposed Transmission Gully Motorway
as the long term solution to address access reliability for State Highway 1
between Mackays and Linden.

Table 4: Links between strategy objectives and policies.
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9. The role of transport modes
9.1 Introduction

The land transport system is made up of variousas@dth separate characteristics and roles. These
include private vehicles, passenger transport, wglkcycling and freight. This chapter describes
the appropriate role for each land transport modainvthe Wellington Region and meets the
requirement of section 77(f) of the Land Transpbthnagement Act 2003 and reflects the
objectives, outcomes and policies outlined above.

In the greater Wellington region, travel by privatar is currently the dominant mode choice
comprising nearly three quarters of all trips dgrthe peak period and accounting for almost two
thirds of journeys to work. However, both bus aatd passenger transport modes are vital to the
operation of the region’s transport network, cosipg around 30% of peak period trips to and from
the Wellington City CBD. This is a high mode shammpared with many other cities in New
Zealand and internationally. The RLTS recognisesithportance of improving the provision and
uptake of alternatives to private cars in achiedrsyistainable land transport system.

9.2 Private vehicles

The appropriate role for private vehicles is thie sand efficient movement of people between many
origins and many destinations, at diverse timess. dippropriate over distances that cannot beyeasil
walked or cycled, where there is a need to carggage, and/or where the trip cannot be
conveniently provided for by passenger transpantices. Private vehicles can also provide for the
needs of the mobility.impaired.

Recently, there has been a significant increasbargrowth of motorcycle and moped use. While

these vehicles do have efficiency benefits in teofngsage of road space there are some significant
drawbacks. Motorcycles are the most relativelyyiskodes in terms of casualties over both hours
and distance travelled nationally. Regional reltissk data is currently not available due to small

sample siz€§ In the Wellington CBD, there are also few dedidamotorcycle parking spaces.

Trips by private car are currently the dominant mathoice and account for around 76% of all
weekday trips undertaken in the greater Wellingtegiori’. Even with rising fuel prices, it is
anticipated that private cars will continue to be tlominant mode choice and this is appropriate for
the period of the strategy.

The flexibility and convenience a car providesemis of trip origin and destination, time of travel
and trip distance means it is often the most attrmenode choice. Even with a passenger transport
system which serves the strategic network relatiwedll, a proportion of car trips can not easily be
transferred to other modes.

Some businesses and individuals rely on privatécieshfor trips during the working day which by
their nature cannot be as efficiently served byspager transport or other modes. Private vehicles
are often relied on to access a range of econaoial, cultural and recreational opportunities,
particularly off peak and at the weekends. Modeartiety places increasing demands on people’s
time and we frequently carry out trip chaining Kiimy a number of trip ‘legs’ to undertake a number
of trip purposes). In such cases, private carsgft@vide the most convenient and time efficient
option.

36 Annual Monitoring Report 2008/09.
37 Derived from 2001 household interview survey.
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However, while overall demand for travel by privatar is forecast to continue to grow,
interventions in the strategy aimed at reducingrtéed to travel, increasing vehicle occupancy and
improving transport alternatives to the private, c&ek to reduce the current mode share of private
cars. This is reflected in the strategy target®aetn chapter 7.

The targets recognise a growing demand for traygrlvate vehicle in our region is contributing to
adverse effect on environmental quality, publicltheand economic efficiency. High levels of
petrol and diesel consumption are having an adverpact on CQ@ levels and regional air quality.
Reliance on private car use also has a detrimeffedt on people’s health and fitness levels.dbal
results in worsening congestion and level of senoa our roads which can adversely affect the
efficiency of our regional economy. Peak periodgmstion is dominated by journeys to and from
work, particularly on the strategic network to dnain the Wellington City CBD. Current trends in
private vehicle use and its subsequent effects haen relatively static over the past ten years
despite population and economic growth.

9.3 Passenger transport

The appropriate role for passenger transport [géowide an alternative to private cars, particylarl
for longer journeys where active modes are lesadive. It also-has a vital role in providing for
people who do not own a private vehicle, are un#blérive or cannot use active modes to access
the goods or services they need.

Passenger transport covers both scheduled publisgort services and other passenger services.
This mode includes the region’s trains, busesig®gi@nd taxis which all form important components
of a sustainable land.transport system. Journeysubtic transport services currently account for
around 7% of the region’s weekday trip$assenger transport mode share on the critiakgic
corridors is around 30% in the morning peak. T&ithe highest passenger transport mode share in
any region of the country.

Compared to single occupant private car journegss@nger transport trips are generally more
energy efficient, generate fewer emissions andltrésuess congestion, particularly where those
trips are well patronised and the vehicles are melintained and tuned. Passenger transport also has
safety benefits over private cars.

There is an important relationship between urbamfand the passenger transport network. The
intensification of development around passengearsprart nodes is recognised in the WRS as an
important element in allowing people to lead aslifée that is not dependent on private cars.

Different passenger transport modes have differkatacteristics and roles to play in the provision
of an efficient, effective and integrated publiartsport network. Descriptions of these follow.

9.3.1 Passenger rail

The appropriate role for passenger rail is the aafé efficient movement of many people at a time
over medium to long distances. It has a key roleroviding for access between regional centres
and for commuter trips to and from the WellingtoBOZ

Passenger rail provides key services along two rad#rial corridors to and from the Wellington
City CBD. Commuter services are provided from asafa Palmerston North and Masterton, with
more frequent electrified services from Paraparguidpper Hutt, Johnsonville and Melling.

38 Derived from 2001 household interview survey.
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Passenger rail primarily provides access to thdikgebn City CBD by carrying large numbétef
people along these critical corridors, particuladlyring peak periods when the roads along these
routes are severely congested. In the Wellingtogid®e the average trip length by rail is around 25
km, compared with 7 km by bus. Hence, while radamts for a smaller proportion of trip numbers
than buses, it accounts for 72% of passenger kil@snéravelled in peak periods.

The RLTS seeks to continue to grow rail patronagg immprove peak period mode share, through
implementation of the Regional Passenger Trandplam and Regional Rail Plan. This includes
improving the capacity, reliability, frequency aactessibility of rail services.

9.3.2 Buses

The appropriate role for buses is the provisioa shfe and efficient network of services that alow
the connection of many people between many difteoeigins and destinations, including a short
walk at either end of the journey. Buses also lmvemportant role in providing connector services
to rail stations.

Buses currently account for almost two thirds ofgmager transport trips-during peak periods.
Buses provide a comprehensive network of routeantbfrom the Wellington City CBD from the
south, east and western Wellington city suburbsnglwith direct services along the strategic
corridors from northern suburbs such as Churtok,ewlands and Khandallah. Elsewhere in the
region buses play an important supporting role rfaif as-a local connector service and for
connecting local communities with services andlitzes.

The RLTS seeks to continue to grow bus patronagk ilsprove peak period bus mode share,
through implementation of the Regional Passengandport Plan. This includes improving the
capacity, rservice frequency and accessibility of Iservices and encouraging the ongoing
development of bus priority measures to ensurejdiusieys are an attractive alternative to private
vehicles.

9.3.3 Taxis

The appropriate role for taxis is similar to thatpoivate vehicles. Taxis also provide a transport
alternative for those without access to a privahbisle where scheduled services or routes do not
provide adequately for a particular trip. Taxisoafgovide a door to door service for those with
disabilities or are otherwise limited in mobilifihe region’s Total Mobility scheme utilises taxis f
this purpose. The current role of taxis in the \Wiglion Region will continue to be appropriate for
the period of this strategy.

39 Around 11,237 people arrive at Wellington Station during the AM peak. Source: GWRC AM Peak Cordon Surveys, March 2009.
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Passenger trips by taxi account for a very minesqIthan 1%) mode share of all weekday trips.
Because taxis essentially provide their custometis the same level of mobility as private cars,
there is not considered to be a case for taxiséoon benefit from public transport priority scheme
such as bus lanes. There may be cases where taxid gqualify for high occupancy vehicle lanes or
transit lanes. The regulation of such facilitiesng with allocation of standing space for taxishis
responsibility of territorial authorities.

When taxis run without passengers, they are inceffengle occupancy vehicles — with all the
corresponding negative environmental and congeftactts. However, taxi services compliment
public transport by offering more choices for tiggs to or from public transport nodes, and reduce
parking requirements. Taxis also have positivetgdienefits by providing door to door services so
people do not ‘drink and drive’, especially on weeds.

9.3.4 Harbour ferries

The appropriate role for harbour ferries is theesaid efficient movement of many people between
limited locations, particularly where they provideuicker and more direct trip than other modes.

The existing Wellington Harbour ferry provides diraccess from-Eastbourne across the harbour to
the Wellington City CBD with good time savings caangd to the same trip by bus or car. Other
ferry options may become available over time.

Harbour ferries’ share of passenger transport trighe region is very minor (well below 1%#nd
this is not expected to change significantly overnext 10 years. The current role of harbourderri
in the region’s land transport network is approjgrand will continue.

9.4 Walking

Walking is the appropriate mode for stbtocal trips and for connections between modes and
either end of longer journeys by other modes. Wiglkis safe and efficient, and has important
health, fitness, social and environmental bendfitis. also often the most energy and time effitien
means of transport for short trips.

Walking is an essential element of a sustainallesport system and comprises around 17% of the
region’s daily trips®. For the purpose of this strategy ‘pedestrians’defined as any person on foot
on a road, and include any person in or on anyriv@amce equipped with wheels or revolving
runners which is not a vehicle (Land Transport 2298).

Walking is a significant mode for journeys to wdik and from the Wellington City CBD. It is
largely influenced by Wellington City’'s compact ferand the intensification of residential
development in and around the Wellington City CBDeaning more people live within easy
walking distance of the city centre. The relativelgh use of passenger transport to and from the
Wellington City CBD also has a high associated wajlcomponent.

40 Derived from the 2001 household interview survey.

1 Derived from 2001 household interview survey.

2 Short trips are defined as being those less than 2 km in length.
“3 Derived from 2001 household interview survey.
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Most people consider walking to be an easy wayettirgg around; but we do not walk for as many
short trips as we coull Even so, the use of walking as a mode for trige/den 1 km and 2 km has
increasetf. The RLTS supports walking as a transport modeuiin the provision of a safe and
convenient pedestrian environment and by incregsaagple’s awareness of the benefits of walking.
This includes advocating for land use development arban design that support walking as a
transport mode. In addition, the close link betweealking and passenger transport for longer
journeys is recognised and this strategy propos&=ventions to ensure pedestrian access to
passenger transport nodes is easy, safe and pleasan

The Regional Walking Plan, which sits alongsides thirategy, sets out the proposed actions for
pedestrian improvements within the region, inclgdihe proposed funding and responsibilities for
actions.

9.5 Cycling

The appropriate role for cycling is the safe arfttieiht movement of people between many origins
and many destinations, over short to medium digs\ras an alternative to private cars.

While comprising a relatively minor 1%of the region’s trips over an average weekdaylirmyc
contributes positively towards a sustainable trartspystem as it is energy efficient, has minimal
environmental impacts, is affordable, and has aswat health and fitness benefits. Cycling also
contributes to reduced congestion as cycles retpsseroad space and parking space than cars.

A hilly terrain and windy climate in parts of thegion may contribute to the perception of many
greater Wellington residents that getting aroureréigion by cycle is not eg&yHowever, other
parts of the region, such as the Kapiti Coast, Mattey and Wairarapa, have topography and
climatic conditions more suited to cycling and avgih in this mode should be achievable in these
areas.

However, most residents also believe that cyclimghie region is unsafé.Cycling does have a
higher relative risk-.than other modes. Thereforecggaions of cycling safety, along with the
provision and quality of cycling facilities have anportant part to play if cycling is to increa3de
RLTS seeks to improve the level of service for myglthroughout the region to enable cycling to
perform its appropriate role.

We expect that safety issues are likely to be camged in the future due to more vehicle traffic for
cyclists to contend with on the roads. In two thiaf the accidents involving cyclists and motor
vehicles, it was the vehicle driver cited as beatgault. Other factors include vehicle speeds in
certain areas and the lack of space dedicatedyfide tanes. Improving and expanding the cycling
infrastructure, driver and cyclist skills trainimgurses, all contribute to increasing the number of
cyclists. This is likely to have a positive effect perceived and real cyclist safety due to a tgafe
numbers’ effect.

The Regional Cycling Plan, which sits alongsides thiirategy, includes an action programme and
targets and performance measures for this modericiple feature is the development and

44 Source: GWRC perception survey 2008

45 Source: GWRC perception survey 2008

48 Source: GWRC active mode survey 2009

7 Derived from 2001 household interview survey.
“8GWRC perception survey 2008.

¥ GWRe perception survey 2008.
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communication of a regional cycling network. Itatso important to ensure that new land use
development and urban design support cycling amlalestransport mode, particularly for shorter
journeys. Cycling as part of a longer journey cameli with passenger transport also needs to be
recognised and adequately provided for within egion.

9.6 Freight

The appropriate role for land transport freighfficais the safe and efficient movement of goods
within, to and through the region. Freight incladenything transported as part of a commercial
arrangement from a small couriered document tontmeement of logs, containers and heavy
machinery.

The two primary freight modes are road and railadRfreight is most appropriate for the movement
of goods between many origins and many destinati®asl freight is most appropriate for the
movement of high volumes of goods over longer dista between key production and distribution
nodes. To provide for these modes the strategy &mmmiprove road network efficiency and to
support rail freight initiatives where the beneétsceed those of road freight.

Most freight journeys within the greater Wellingtoegion tend to-be relatively short (less than 20
km) and not easily transferred to rail (Hyder, 200che region’s key road freight destinations are
Seaview/Gracefield, Petone, Porirua/Tawa and Ceatte Freight trips by heavy commercial
vehicles (HCV) comprise around 9% of weekday vehidps on our region’s road netwaork State
Highway 2 between Ngauranga and Upper Hutt hagitileest daily flow of heavy vehicles in New
Zealand.

State Highways 1 and 2 and the ‘North Island Maiankrand Wairarapa railway lines provide
access to CentrePort for road and rail freight frdme north. CentrePort is adjacent to the
Wellington City CBD and is a key link for freighetween the North and South Islands. It is also the
only major port in New Zealand with direct access westward routes from New Zealand.
CentrePort has seen increasing freight volumes gaeh since 1997 (WRS, 2005). Logs and
containers are core components of the port’s ftetgiffic. State Highway 58 provides a vital
connection for freight movements between the Westanridor and the Hutt Valley.

Freight movement via the airport is a relativelynori component of the region’s freight traffic,
largely due to the restriction in aircraft sizettitan be accommodated by Wellington airport. A
future increase in freight movement via the airpertexpected as a result of improvements to
accommodate containerised airfreight and, potéwtitirough the introduction of the new Boeing
787. However, it is unknown how significant suclwth is likely to be. The importance of access
to and from Wellington airport will increase withyafuture increase in air freight volumes.

A Regional Freight Movements Study was completeddf6. A Regional Freight Plan, which sits
alongside this strategy covers road, rail and sei@ght and identifies priorities to improve the
efficiency of freight movement to support econordievelopment goals for the region. Freight
movement by coastal shipping is minor comparedht® dther routes and little opportunity for
increased freight movement in this sector is fazase

%0 Source: Wellington Transport Strategic Model (WTSM).



Attachment 1 to Report 09.735
Page 64 of 122

9.7 Other modes

Modes such as mobility scooters, skateboards amgevé@e are generally confined to using the
existing pedestrian network. While these modesoéten important to the user, they are below the
scope of strategic regional transport planning.Rdmn of use and provision of infrastructure for
these are best dealt with at a local communitylleve

9.8 Integration of modes

The provision of an integrated, safe, responsiveé sustainable land transport system relies on
integration between all modes which make up théored transport network. Many journeys are
multi-modal and, to ensure such journeys are askgaafe and convenient as possible, a good level
of integration between the different transport neidesought by the RLTS.

Within the passenger transport network the eassoohecting between modes such as buses and
trains, and within the modes themselves, will dbote to faster, more reliable journeys. This is
likely to make the passenger transport network naiteactive for a greater range of journey
purposes and destinations.

Walking often forms a component of longer trips fgssenger transport and private cars, so the
provision of safe, direct and pleasant pedestrizcess to stations, bus stops and park and ride
facilities is important. Cycling trips have the eotial to be combined with other modes for longer
journeys, especially in those areas where puldicsiport.cannot be accessed easily by walking. In
particular, safe cycling routes and cycle storagevipion will be crucial to achieving good
integration between cycling and other modes.

There are few opportunities for the integration rafl and road freight due to fundamental

differences between these modes. However, opptdsinio achieve such coordination should
continue to be pursued, for example, the WairarapantrePort log freight proposal which seeks to
move logs from a depot near Masterton via railrehg significantly reducing heavy vehicle traffic

on State Highway 2.
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The following table sets out opportunities to imgdhe integration between and within modes.

Rail Bus Ferry Walking Cycling
Private car Maintain and Investigate park | Investigate park | Direct and safe N/A
develop park & & ride facilities & ride facilities pedestrian
ride facilities where where access to and
appropriate appropriate within parking
areas
Rail Integrated Integrated Integrated Direct and safe | Safe cycling links
ticketing, ticketing, ticketing, pedestrian to train stations,
timetable timetable timetable connections to cycle storage
alignment and alignment and alignment and railway stations | and/or bike
pedestrian pedestrian pedestrian carriage facilities
connections connections connections
Bus Integrated Integrated Direct and safe | Safe cycling
ticketing, ticketing, pedestrian routes to bus
timetable timetable connections to stations, cycle
alignment and alignment and bus stations and | storage
pedestrian pedestrian stops
connections connections
Ferry Integrated Directand safe | Safe cycling
ticketing, safe walking routes to ferry
and easy access| | connections to terminals, cycle
to ferry terminals | and from ferry carriage on
terminals ferries
Walking Direct and safe Cycle storage
pedestrian links | adjacent key
facilities
Cycling Develop the
regional cycling
network

Table 5: Opportunities to improve integration of transport modes.
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10. Implementing the RLTS
10.1  Introduction

A number of implementation plans and corridor pldwasve been developed to provide specific
project interventions to give effect to the RLTSiwn, objectives, outcomes and policies. The
implementation and corridor plans form stand aldaeuments which sit alongside the RLTS. Until
changed, they represent the policy position forlemgnting the RLTS.

Implementation plans enable the RTC to gain a region wide perspectiveedch mode or interest
area and therefore to assess the relative priasftyinterventions specific to each mode.
Implementation plans include comprehensive actimg@ammes with project specific targets and
timeframes identified. The plans also identify #wency responsible for each activity in the action
programmes.

Implementation plans have been developed for theWmmg:

e Travel Demand Management
* Road safety

* Cycling
* Walking
* Freight
* Rail.

A Regional Passenger Transport Plan was develomgrarately and adopted by Greater
Wellington’s Transport.and Access Committee in 200 hew Regional Public Transport Plan will
be developed.in accordance with the Public Transdanagement Act 2008.

Corridor plans are multimodal and enable the RTC to gain a petseof interventions proposed

in each corridor, and to assess how proposed eméons interact with each other and with the
existing regional and local network. A transportrimor is the alignment of transport infrastructure
that links activity centres. Corridor plans aim pgmvide affordable, efficient, reliable, safe and
sustainable connections which can accommodate mabkocapacity and ensure regional and inter-
regional accessibility. Corridor plans identify theeds and desired outcomes specific to each of the
major transport corridors and provide comprehensiggon programmes with responsibilities,
targets and timeframes identified.

The following corridor plans have been developed atopted by the RTC:

* Western Corridor — Otaki to Ngauranga Merge

e Hutt Corridor — Upper Hutt to Ngauranga Merge

* Wairarapa Corridor — Masterton to Upper Hutt

* Ngauranga to Wellington Airport Corridor — Ngaurarngerge to Wellington Airport.

The Western and Ngauranga to Wellington Airportri@ors contain those sections of the Levin to
Wellington Airport Road of National Significanceathare within the Wellington Region.

The implementation and corridor plans will haveiaportant role in implementing the strategic
direction and desired outcomes of the RLTS in m@atto each mode or transport corridor.
However, not having these detailed plans sit withsstrategy itself will enable them to be updated
and reviewed on a more regular basis to reflectinémation, projects and funding.
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Development of implementation and corridor planglae extensive stakeholder consultation and
enable early and focused public consultation oniquaar transport issues, options and proposed
interventions. For many in the wider public, cooridplan consultation will provide the main
opportunity for participation in the range of issusurrounding a proposed transport project.
Consultation on the RLTS concentrates on the gfiafeamework and how everything fits together.

Review of the implementation plans and corridomplavill need to ensure alignment of the plans
with the new strategic framework provided by theTBSL The review programme for these plans is
set out in chapter 12 of this strategy. Reviewha plans will need to be aligned with, and give
effect to, the new strategic framework providedhs RLTS.

10.2 Implementation plan summaries
10.2.1 Travel Demand Management

Travel Demand Management (TDM) is a term used f@n@e of interventions that reduce the need
to travel, increase the efficiency of the transpgystem and influence travel choices, thereby
contributing to a more efficient transport netwakd a sustainable community. Managing the
demand for travel, particularly travel by singlecopancy motor vehicles, is recognised as playing
an important part in meeting the desired outconfethe RLTS. Measures include road network

management tools, land use policies, parking pdicbehaviour change programmes, economic
pricing measures and new technology and innovation.

TDM interventions have wide ranging potential bésefelating to efficiency, environmental
sustainability, reduced traffic congestion, netweekability, economic development, affordability,
travel choices, public health, and safety. By oing the use of the existing network, demand
management measures can also defer or remove ¢ldeforeexpensive new capacity improvement
projects.

This section of the strategy is consistent withréguirement of section 77(e) of the Land Transport
Management Act (LTMA) 2003 to include a demand ngamaent strategy. Strategic outcomes and
targets for demand management are included in ehZpif the strategy.

The strategy outcomes of particular relevance toad@l management are:

* Reduced severe road congestion

* Maintained vehicle travel times between communiied regional destinations
» Sustainable economic development supported

* Improved transport efficiency

* Improved land use and transport integration

* Improved integration between transport modes

* Increased peak period passenger transport mode shar
* Increased mode share for pedestrians and cyclists

* Reduced private car mode share

* Increased private vehicle occupancy

* Reduced greenhouse gas emissions

* Reduced fuel consumption.
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The 2020 strategy targets of particular relevanaemand management are:

» Average congestion on selected roads will remalavbgear 2003 levels despite traffic growth (20
seconds delay / km in 2003)

* Average vehicle journey “speeds” shown in traveldisurveys for selected routes will remain at or
above 2003 levels (55km/h in 2003)

» Continued reduction in vehicle kilometres travelpeer GDP

* All large subdivisions and developments include rappate provision for walking, cycling and
public transport.

* The majority of passenger transport services caviyantegrated ticketing

» Continued improvement in walking, cycle and ‘panklaide’ facilities at and around transport nodes
» Passenger transport accounts for at least 21% m@gadn wide journey to work trips. (17% in 2006)
» Active modes account for at least 16% of regioneyalrney to work trips. (13% in 2006)

* Private vehicles account for no more than 61% gibrewide journey to work trips. (68% in 2006)

* Vehicles entering the Wellington CBD during the @ih AM peak contain on average at least 1.5
people per vehicle. (1.37 people in 2006)

» Transport generated G@missions will be maintained below year 2001 ley&|057 Kt in 2001)

» Petrol and diesel per annum used for transportgs@p will remain below year 2001 levels. (441
megalitres in 2001)

A key contribution towards achieving the strategygets will be implementation of the detailed
Regional Travel Demand Management Plan, which asgside this strategy, and includes an
action programme identifying responsibility, timjaignding sources and specific targets for each
action. The table below outlines the key actioragy@roject targets and associated timetables.

Action area Project Target Timing

Road Network efficiency All road controlling authorities proactively consider use of Ongoing
measures that optimise the existing road network

School Travel Plans 94, or 41% of, primary and secondary/intermediate schools and By June 2013
26,761,0r 34% of school children are involved in or exposed to

school travel plan activities by June 2013°?

(24 schools and 7,900 school children were involved by June

2009)
Workplace and Business At least 3,000 people registered in the regional carpool By June 2013
Travel Tool Box programme

(460 people had registered by June 2009)

At least one new sustainable transport initiative per year made Ongoing
available in which a wide number of employees and workplaces
can be involved with

51 Based on 2008 school roll data.
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Travel Awareness Contribution towards at least one new community behaviour Ongoing
change awareness initiative per year
Promote public transport, Sufficient funding is included in annual budgets to ensure Ongoing
walking and cycling activities in the relevant regional plans for these modes can be
fully implemented
Land use provisions Next operative Regional Policy Statement and District Plans At next review

include provisions to facilitate land use development that
reduces travel demand and increases the feasibility of travelling
by more sustainable modes

Structure plans are used to guide large new growth and Ongoing
development areas where appropriate

Table 6: Travel demand management action areas, targets and timetables

For demand side measures to be successful, partictthose aimed at encouraging a mode shift,
the availability of high quality alternatives t@wel by single occupant cars are vital. The rediona
plans for walking, cycling, and public transpottabngside and integrate with.this TDM plan. They
focus on the supply side through provision of gqadlity infrastructure and. services for these other
modes to ensure they are as easy, safe and atractiuse. Regional plans for road safety and
freight have also been developed to allow focuaddressing the relevant issues.

These plans all play an important complementarg tolthe TDM Plan as shown in the diagram
below.

OBJECTIVE: AN EFFICIENT AND SUSTAINABLE TRANSPORT SYSTEM

/- - 0000 @ - \
! |
|
SUPPLY SIDE MEASURES | DEMAND SIDE MEASURES :
' |
' |
[ 2 |
A .~ |
- [ Network Behaviour Pricing Land use |
Improved travel choices: | | management change Measures planning
- public transport |
- walking | ]
- cycling \ )

REGIONAL TRAVEL DEMAND MANAGEMENT PLAN

Figure 19: Scope of the Regional Travel Demand Management Plan
10.2.2 Road safety

Continuously improving regional road safety is mportant outcome of the RLTS. Chapter 3 of this
strategy identifies the significant road safetyuess for the region, including a worsening trend in
fatal and serious crashes over recent years.
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The Regional Road Safety Plan sets out sets owicdaon programme aimed at improving the
region’s road safety outcomes. The successful eehient of the outcomes will depend on adequate
funding for road safety activities and a numbeagéncies working together on key projects.

In developing the Regional Road Safety Plan, camaitbn was given to:

« what can be done differently at a national level
* what can be done at a regional/local level

» whether we are doing enough locally; and

* what we need to do differently.

The plan follows a ‘safer systems’ approach witltcanbination of measures to address safer
drivers, safer vehicles, safer roads and roadsmlas$,safer speeds — consistent with the approach
used to develop a national road safety strate @) 20.

Key action areas in the plan include:

» Local Safety Management Systems, Road Safety Addlams, road safety coordination and
education campaigns

» Advocacy for road safety funding and changes ah#imnal level.

* Urban speed management, driver fatigue awarenef&scement practices, motorcyclist safety,
training for inexperienced drivers, repeat offegdamd safer vehicle fleets.

10.2.3 Cycling

Improving the level of service for cycling, incredsuse of cycling as a transport mode, and
improving-cycling safety in the region are impottantcomes of the RLTS.

The Regional Cycling Plan provides an action progre which sets out proposed actions and
identifies associated targets, timeframes and respttities.

Key actions areas in the plan include:

* Improving the cycling network

* Improving cycling integration

e Cycle advocacy and promotion

» Cyclist skills training and safety programmes
* Improving and sharing cycling information

The plan also supports development of the GreabdiamrWay, seeking that improvements along
the route are consistent with its long term vision.

10.2.4 Walking

Improving the level of service for pedestriansre@ased use of walking as a transport mode for short
trips, and improving pedestrian safety and securityhe region are important outcomes of the
RLTS.

The Regional Walking Plan provides an action progre which sets out proposed actions and
identifies associated targets, timeframes and resbitities.
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Key action areas in the plan include:

* Improving the pedestrian network

* Improving pedestrian integration (with public trang and within land development)
« Pedestrian advocacy, promotion and safety actsvitie

* Improving information for pedestrians
10.2.5 Freight

Improving the efficiency of road and rail freighte@ional and inter-regional) are important
outcomes of the RLTS. Efficient freight transpatvital to support a prosperous and sustainable
region.

The Regional Freight Plan recognises the diffeneeids of short and long haul freight, road and ralil
freight, important links to other transport netwerkuch as the port and airport for sea and air
freight, existing network constraints and the nfedmproved linkages.

The freight plan includes an action programme rsgttiut actions which are not already covered by
corridor plan action programmes, with associategets, timing, responsibility, timing, and funding
sources for each action.

Key action areas in the plan include:

» Upgrading road links between key freight destinatio

» Advocacy for the provision (and retention) of ffagight opportunities
* Advocacy for the removal of rail freight.infrasttuce constraints.

10.2.6 Passenger transport

Increasing passenger transport use and mode shéienproving passenger transport accessibility,
capacity, reliability, and frequency are importantcomes of this strategy. A Regional Passenger
Transport Plan has been developed separately bwté€sréVellington’s Passenger Transport
Committee and sets out Greater Wellington’s interdifor the regional passenger transport system
over the next 10 years.

The Regional Passenger Transport Plan forms pattteoRLTS and sets out how the passenger
transport system will help deliver on its strategitcomes.

Key policy areas in the current plan are:

* Network standards
* Vehicle and infrastructure standards
* Fares, ticketing and information

* Funding and procurement.

Many of the major passenger transport projectsnadrover the next 10 years are identified through
corridor plans (refer to summaries in chapter 10C8her key passenger transport activities to be
progressed include new trains and rail network oupments, new trolley buses and more bus
priority measures, real time information and ingggd ticketing systems.
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10.2.7 Raill

The Wellington Regional Rail Plan (RRP) was devetbpy Greater Wellington and endorsed in
November 2008. It provides for the long term depelent of our region's rail network. It sits

alongside the Regional Land Transport Strategy dRegional Public Transport Plan.

Implementation of the plan is a condition of ongprail funding from various Crown sources.

The purpose of the plan is to set out how to mairdad grow rail's position as the key transport
mode for long to medium distance and high volunamdport services over the next 25 years. It
covers the four rail corridors within the region olfdsonville, Paraparaumu, Melling,
Hutt/Wairarapa), plus the train service that opegdtom Palmerston North.

The preferred pathway in the plan includes the lmse of committed improvements (many of
which are underway or in place already), followgdadnumber of different scenarios to address
reliability, frequency, capacity, journey time ameach (coverage) depending on demand and
growth.
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10.3 Corridor Plan summaries
10.3.1 Western Corridor

This corridor generally follows the line of Stateghway 1 and the North IslanMain Trunk
railway from Otaki to Ngauranga.

The long term vision for this corridor is descridselow:

Along the Western Corridor from Ngauranga to Ot&diate Highway 1 and the North Island Main
Trunk railway line will provide a high level of aess and reliability for passengers and freight
travelling within and through the region in a wapieh recognises the important strategic regional
and national role of this corridor. These primargtworks will be supported effectively by local and
regional connector routes. A high quality rail see/will accommodate the majority of people using
passenger transport to commute along this corridaring the peak period. Comprehensive bus
services and adequate park and ride facilities wibvide additional access for the community.
Traffic congestion on State Highway 1 will be maet@t levels that balance the need for access
against the ability to fully provide for peak derdardue to community impacts ‘and cost constraints.
Maximum use of the existing network will be achddwe removal of key bottlenecks on the road and
rail networks. Effective safety measures on thedraad rail networks will ensure that no one is
killed or injured as a result of network deficieesiwhen travelling in this corridor. East-west
connections between this corridor and other corrgdand regional centres will be efficient, reliable
and safe.

The Western Corridor Plan, which sits- alongside Strategy, identifies the needs and proposed
actions specific to this corridor.. The action pagmes within this corridor plan are multi-modal
and include consideration of land use integraticay features of the existing Western Corridor Plan
include:

* Rail network improvements, including the extensimrail services north and increased service
frequencies

» Construction of Transmission Gully Motorway withen years
» Construction of Kapiti Western Link Road in the gherm

» Upgrading east-west connections between State Highw and 2.
10.3.2 Hutt Corridor

The Hutt Corridor follows State Highway 2 and thaivdrapa railway line from Ngauranga through
to Upper Hutt.

The long term vision for this corridor is describdaslow:

Along the Hutt Corridor from Ngauranga to Upper lHuState Highway 2 and the Wairarapa
railway line will provide a high level of accessdareliability for both passengers and freight. Tées
primary networks will be supported effectively bgdl and regional connector routes. High quality
rail and bus services will accommodate the majoofy people using passenger transport to
commute along this corridor during the peak peribthximum use of the existing road network will
be achieved through measures giving priority todsuand addressing severe traffic congestion.
Comprehensive bus services and adequate park dedacilities will provide additional access for
the community. Effective safety measures on the aoal rail networks will ensure that no one is
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killed or injured when travelling in this corridoEast-west connections between this corridor and
other corridors and regional centres will be efént, reliable and safe.

The Hutt Corridor Plan, which sits alongside thiategy, identifies the needs and proposed multi-
modal actions specific to this corridor. Key featiof the existing Hutt Corridor Plan include:

» Safety and capacity improvements to State Highwgy 5

* A proposed new east-west link road between Greaadasracefield

» Safety and capacity improvements along State Higiva
10.3.3 Wairarapa Corridor

The Wairarapa Corridor follows State Highway 2 fr@m Marua (north of Upper Hutt) over the
Rimutaka Hill through to Mount Bruce north of Masta; and the Wairarapa railway line from
Maymorn (north of Upper Hutt) through to Mastert@nd includes State Highway 53 between
Featherston and Martinborough.

The long term vision for this corridor is describdaslow:

The local road network will provide local accesslie State Highways and the rail network, which
in turn will connect these areas with the Welling@ity CBD and other regional centres. Basic, but
reliable, local passenger transport (and Total M) services will be easily accessible.

The Wairarapa Corridor Plan, which sits alongsiue strategy, identifies the needs and proposed
actions specific to-this corridor. The action peogmes within this corridor plan are multi-modal
and include consideration of land use integratlkoey features of the existing Wairarapa Corridor
Plan include:

* Road safety improvements
* Replacement of the Waihenga Bridge over the RuangghRiver
» Construct Masterton Eastern Bypass

e Continuous upgrade of the Rimutaka Hill Road
» Support implementation of the Rural Broadband atite

10.3.4 Ngauranga to Wellington Airport Corridor

This corridor starts at the Ngauranga Merge andimoes through the Wellington City CBD to
Newtown (including the regional hospital), the East Suburbs and Wellington International
Airport. It includes State Highway One, major adkroutes, the railway line where the North
Island Main Trunk and the Wairarapa lines mergetanough to Wellington City rail terminals, and
key routes for passenger transport, walking andiray.c

The long term vision for this corridor is describdaslow:

Along the Ngauranga to Wellington Airport Corridogccess to key destinations such as
CentrePort, Wellington City CBD, Newtown Hospitablahe International Airport will be efficient,
reliable, quick and easy. Priority will be given fmassenger transport through this corridor,
particularly during the peak period. Passenger spart will provide a very high quality, reliable
and safe service along the Wellington City growims and other key commuter routes. The road
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network will provide well for those trips which cant be made by alternative modes and will allow
freight to move freely through the corridor. Trafiongestion through the corridor will be managed
at levels that balance the need for access ag#nesability to fully provide for peak demands doe t
community impacts and cost constraints. Maximumofigbe existing network will be achieved by
removal of key bottlenecks on the road and raivoeks.

The Ngauranga to Wellington Airport Corridor Plarhich sits alongside this strategy, identifies the
needs and proposed measures specific to this oarfthe action programmes within this corridor
plan are multi-modal and include considerationawfd use integration. Immediate priorities of the
existing Ngauranga to Wellington Airport CorriddaR for the short-term include:

e Public transport improvements along the Golden Mile

» Bus priority measures on arterial routes and keygr corridors

» Walking and cycling improvements

« Basin Reserve improvements

* Hutt Road bus lanes and SH1 tidal lanes
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11. Funding

This chapter sets out the likely transport fundsogirces that will be available within the greater
Wellington region over the next 10 years. The Begi Transport Committee is required to ‘take
account of the land transport funding likely to beailable during the period covered by the
strategy (LTMA s76(b)) which is 30 years out to @04

The Regional Land Transport Programme (RLTP) detdie indicative funding required and a
likely funding range (as advised by NZ TransporteAgy) for the next 10 years. The significant
proportion of the funding is provided by the NZ fsport Agency through the National Land
Transport Programme — which also contains 10 ya&céasts of likely funding for land transport at
a national level. Long Term Council Community Plaostain 10 year indicative forecasts as well.

Historically, there has been a funding gap betwtsencost of desired investment and available
funding. This situation is likely to continue ovtire life of the strategy. The preferred strategic
option is for investment across all modes of tranispy choosing the best performing projects as a
response to an identified need.

The greater Wellington region does not consider gheferred. strategic option to constitute a
preferred package of projects to be completed b4020 herefore, no detailed costing on the
preferred strategic option was performed and nonest of required 30 year funding was made.
Rather, the preferred option justifies the RLTSige$ which seek to encourage investment across
all modes of transport.

The preferred strategic option also advocates Xpioging other sources of funding (such as road
pricing) which-could be used to fund any futurersiadl. Significant capital investment could also
be deferred with road pricing mechanisms.in place.

Objective 6 of this strategy is to ensure the RIS Bffordable for the regional community, and that
objective is followed through in numerous polic{sse Table 4).

Therefore, the Wellington Region will take accoohtavailable funding through each progressive
RLTP development process, which in order to be ister# with the RLTS will have to be
affordable for the region. The selection and ptisation of individual projects and activities, as
well as the pace of implementation will be set tigto the RLTP process. Guidance will be provided
from the RLTS, corridor and implementation plarsweell as other studies.

This process will ensure transparency and accollityalin the funding of land transport
investments.

11.1  Available funding
There are principally four types of funding curtgratvailable to the region:

* Nationally distributed funds (N) are allocated b basis of national priority by NZ Transport
Agency from the National Land Transport Fund inaadance with its allocation process.
Funding is mainly derived from road user chargas| é€xcise and motor vehicle registrations.
Wellington Region’s share of N will vary from yetaryear.

* Regionally distributed funds (R) are allocated b¥ Nransport Agency which selects the
highest priority activities to ensure value for ragrand ensure a guaranteed minimum level of
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funding for each region. Funding is derived fromadouser charges and fuel excise.
Approximately $118 million is likely to still be ailable by 2015.

* Crown appropriations (C) are special regional fumdsch are allocated by NZ Transport
Agency. This funding resulted from the Wellingtoraiisport Project which identified increased
funding requirements for Wellington Region’s trandmeeds. Total C funding available is now
$727 million after spent and committed funds aketainto account. C funds are not indexed,
meaning its buying power reduces over time duentiation. Crown funding has been made
available to support specific activities as sethmlow.

C1 (announced 27 January 2005)

- $225 million for increased transport investmenfalows:

- $65 million for existing passenger transportastructure and services
- About $30 million for transport demand management

- About $30 million for enhancing passenger tramspervices

- About $100 million for strategic roading.

C2 (announced 5 July 2005)

- $255 million for Western Corridor transport intreent to address the following:
- Enhanced passenger transport

- Better traffic demand management

- Intersection safety and bottleneck improvements

- New roads: Grenada Gracefield (western) and #hgtkWestern Link Road.

C3 (annoeunced 5 July 2005)

- $405 million for Western Corridor strategic roagli contingent on regional agreement on
the preferred option.

e Local funds (L) are allocated by individual localtlaorities and are mainly provided through
Long Term Council Community Plans via rates, udwarges and debt. The regional council
funds passenger transport whereas territorial aige fund roads (including footpaths, etc).
Local share has an ongoing impact on rates incsess® are subject to local concerns.

* Otherfunding sources may include tolls, fuel taxdmvelopment levies and contributions and
road pricing. While road pricing is not expectedbe available over the next 10 years, the
strategy calls for further investigation of all iséic funding sources. The amount of funding
that would be available from other funding souriese®o0 uncertain to provide reliable figures.

* Funding of the Crown’s share for the region’s retwork and rolling stock is shared through
the NLTP and the Ministry of Transport. The detaifshe funding mechanisms are currently
uncertain.

11.2 Regional Land Transport Programme

The Regional Land Transport Programme (RLTP) setshe region’s expectations for new capital
expenditure on strategic roading and expenditurpassenger transport over the next 10 years. The
RLTP combines all activities signalled in corridand implementation plans, as well as other
sources, that require national-level funding inte@ oegional document. This constitutes the region’s
request to NZ Transport Agency for funding throulga National Land Transport Programme. An
activity must be in the relevant region’s RLTP inder to be included in the national-level
Programme.
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The RLTP is confirmed on a three yearly basis usingagreed prioritisation methodology. This
review of project priorities requires both techhiaad political assessment. Priorities are likay t
remain relatively constant from programme to progree, though new projects may be introduced
as a result of implementation and corridor planiews. Cost, timing and funding availability
estimates are variable from programme to programme.

11.3 Government Policy Statement

The Government Policy Statement on land transpamtihg (GPS) sets out impacts that the
National Land Transport Programme seeks to achiéwso sets out expected expenditure ranges
for different activities at the national level.

The NZ Transport Agency must give effect to the GR®ill do this by determining which of the
activities identified in the 17 regional land trangt programmes will be supported with national
funding in the National Land Transport Programme.
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12.  Monitoring, evaluation and review
12.1  Monitoring and evaluation

This section discusses how Greater Wellington pgepdo measure the performance of the RLTS in
achieving its desired outcomes.

Evaluation of the effectiveness and appropriatenésise RLTS is an ongoing process that starts as
soon as the RLTS is adopted. While monitoring aveluation are important inputs to the RLTS
review process, there are many evaluation toold teseeport back regularly in the interim.

Embedded in the RLTS are the principal evaluatmolst of measurable outcome indicators and
targets. Targets are used to provide a benchmaaksigwhich to measure whether policy and
project interventions are acting effectively. Mamihg reports may suggest more, faster or wider
interventions where performance continues to ttegldw target.

The monitoring programme involves the following:

* A quarterly report to the RTC focusing on agenaygpess towards implementing the projects,
activities and actions set out in the supportinglementation plans, as reported by each lead
agency.

* An Annual Monitoring Report with over 100 indicasaio measure progress towards achieving
the outcomes and related targets sought by theegytaA three yearly monitoring process is
required by section 83(1) of the LTMA 2003. Thel fAhnual Monitoring Report will be
completed-by 30 September each year it is requnegzhrted to the RTC and made publicly
available. Additional reporting will be producednaially during the intervening years.

The monitoring programme involves extensive repgrion road and passenger transport network
performance, and on measures of regional growttesaibility, economic efficiency, affordability,
safety, public health and environmental sustaiitgbilThis will provide a detailed picture of
regional performance, sustainability and trendsigimts from the monitoring programme will be
used to help identify pressures and issues, theneloyming reviews of the strategy and its
components.

To ensure that any significant new pressures neered by the monitoring programme are
identified, and to pick up on changing public p@taans over time, the evaluation process includes
regular public surveys.

A regional perception survey is carried out evewp to three years by Greater Wellington and
offers an understanding of public perceptions ahsport related issues. This survey allows some
benchmarking against data provided by Auckland &&gi Council (ARC), which carries out a
similar survey on a biennial basis.

12.2  Strategy review

Section 74(1) of the Land Transport Management28€i3 states that every regional land transport
strategy must be renewed at least once every spsy&his RLTS will need to be renewed by 2016.

The following diagram (Figure 20) illustrates howetevaluation and monitoring process assists in
identifying the pressures, issues and needs itioeléo the region’s transport network and how
these feed into review of the strategy and follavotigh to the various implementation plans.
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Figure 20: RLTS development and review flow chart. (to be updated)

Review of the RLTS will involve assessment of tegitlative and policy context, feedback on
progress from monitoring results and survey-basedsores and issues, technical and stakeholder
consultation, and a submission process to the RSEékeholder consultation includes consultation
with and through the RTC’s community and interesiugp representatives. Section 78(2) of the
LTMA 2003 aligns RLTS consultation processes wélevant Local Government Act processes.

12.3 Implementation and corridor plan reviews

The implementation plans and corridor plans, wisitlalongside and support the strategy, should be
viewed as living documents as they set out projactsactivities considered appropriate at the time
they were developed and approved, based on tharnesnation available at that time. The plans
require ongoing updates and review to ensure theg gffect to the RLTS and reflect new
information as it becomes available.

The detailed components of these plans are too leomip review at one time. In order to allow the
regional community to focus on particular elemeoftthe region’s transport network, it is proposed
to continue the practice of having a series ofinglireviews of the implementation plans and
corridor plans. Corridor plans typically take sodf months to review and implementation plans
take around 12 months to review. The following ¢afifable 7) sets out the proposed next cycle of
the review programme for the implementation docushemich support the strategy.
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Document Last approved Next review

Regional Passenger Transport Plan Aug 2007 Underway - late 2009
Ngauranga to Wellington Airport Corridor Plan | Oct 2008 2011/12

Regional Rail Plan Nov 2008 201112

Wairarapa Corridor Plan Dec 2004 Underway — early 2010
Hutt Corridor Plan Dec 2004 2010

Walking Plan Oct 2008 201112

Cycling Plan Dec 2008 201112

Western Corridor Plan April 2006 2010/11

Travel Demand Management Plan Oct 2009 2012113

Road Safety Plan Oct 2009 2012113

Table 7: Proposed review programme for implementation documents.

The scope of implementation and corridor plan mesiavill be at the discretion of future RTCs,
with a view to avoiding any unnecessarily long, roms and costly studies or processes. Where
comprehensive reviews are needed, they will inv@itelies and sector assessments, and one or
more stages of public consultation, depending oetkadr options are involved.

12.4 Review of the Regional Land Transport Programm e

The Regional Land Transport Programme (RLTP). satstlte region’s funding priorities for the
next three years and the expectations for newalapipenditure on strategic roading and passenger
transport over a 10 year period. The RLTP combiaksactivities signalled in corridor and
implementation plans, as well as other sources;rétpire national-level funding into one regional
document. This constitutes the region’'s requestiZoTransport Agency for funding through the
National Land Transport Programme. An activity mostin the relevant region’s RLTP in order to
be included in the national-level Programme.

The RLTP is renewed every three years (section)18{the Land Transport Management Act
2003). Wellington’s next RLTP will have to be adegty July 2012. It is expected the review will
take account of significant new information thatlwesult from current studies, particularly the
Ngauranga Triangle Study. Variations to the RLTR/ i@ made outside the normal review process.



Attachment 1 to Report 09.735
Page 82 of 122

13. Assessment of the RLTS

This section demonstrates that the RLTS is in atamre with section 77(c) of the Land Transport
Management Act 2003.

Reference Provision Comment

75(a)(i) The RTC must ensure that the RLTS contributes ~ RLTS chapter 2: Vision
to the aim of achieving an affordable, integrated, RLTS chapter 6: Outcomes
safe, responsive, and sustainable land transport '
system RLTS chapter 8: Policies

RLTS table 5: Opportunities to improve
integration of transport modes

75(a)(ii) The RTC must ensure that the RLTS contributes ~ RLTS chapter 5: Objectives

to each of the following- RLTS table 1: Links between strategy

» assisting economic development objectives and outcomes
» assisting safety and personal security RLTS table4: Links between strategy
» improving access and mobility objectives and policies
» protecting and promoting public health
» ensuring environmental sustainability
75(a)(iii) The RTC must ensure that the RLTS is consistent  There is currently no national land
with any- transport strategy.
» national land transport strategy Consistency with the Wellington RPS s set
out in:

» relevant national policy statement or regional
policy statement or regional plan that is for the RLTS chapter 5: Objectives

time being in force under the RMA 1991 RLTS chapter 14: Relevant regional

economic and land use considerations and
likely funding

RLTS Appendix 4: (forthcoming)

75(a)(iv) The RTC must ensure that the RLTS avoids, to RLTS chapter 8.4: Policies — Environment
the extent reasonable in the circumstances, and public health
adverse effects on the environment

75(b)(i) The RTC must take into account the relevant GRS  RLTS Appendix 4: (forthcoming)

The RLTS has been reviewed with the
impacts sought by the current GPS in
mind, with a number of minor amendments
made to the text to reflect its emphasis.

RLTS chapter 11: Funding
75(b)(ii) The RTC must take into account any national RLTS Appendix 4 (forthcoming)
energy efficiency and conservation strategy RLTS Appendix 2: Statutory context
RLTS chapter 7: Targets
75(c)(ii) The RTC must take into account any relevant RLTS table 2 — Outcome 6.1 ‘Improved



76(a)

76(b)

76(c)
76(d)

76(e)

76(f)

76(g)

district plans

The RTC must also take into account any

guidelines issued by the Minister for regional land

transport strategies

The RTC must also take into account the land
transport funding likely to be available within the
region for implementing the strategy during the

period covered by the strategy

The RTC must also take into account the views of

affected communities

The RTC must also take into account the views of

land transport network providers in the region

The RTC must also take into account the need to
give early and full consideration to land transport
option and alternatives in a way that contributes to
the matters referred to in section 75(a)(iv) and

paragraph (c)

The RTC must also take into account the need to
provide early and full opportunities for persons

and organisations listed in section 78(1) to
contribute to the development of the RLTS

The RTC must also take into account the need to
take account of the relevant regional council's
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land use and transport integration’

RLTS chapter 14: Relevant regional
economic or land-use considerations and
likely funding

RLTS chapter 8.5: Policies — Integrated
Planning

Strategic options modelling in central-case
scenarios took account of where District
Plans signalled desired future growth.

The NZTA issued guidelines for
development of RLTS’s in 2004 — these
are now somewhat out of date due to the
2008 amendments to the LTMA 2003 -
however the general principles in the
guidelines have been taken into account.
NZTA officers have assisted with the
current RLTS review.

RLTS chapter11: Funding

The RLTP sets out detailed funding
requirements over the 3 year and ten year
period.

The NLTP includes 3 year funding
allocations by region and estimated ten
year funding availability for NZ as a whole.

Likely available funding over the period of
the strategy has been roughly estimated
using the limited information available.

RLTS Consultation Plan (forthcoming)
RLTS Consultation Plan (forthcoming)

RLTS Chapter 4: Strategy development
Appendix 3: Strategic Options

RLTS Consultation Plan (forthcoming)

A technical working group consisting of
key stakeholders was used to review the
strategy and early meetings were held with
several interest area
groups/representatives.

RLTS table 2 - Outcome 6.1 ‘Improved
land use and transport integration’



77(a)

77(b)

77(c)

77(d)

77(e)

77(f)

77(9)

77()

71()

77(K)

77()

77(m)

function under section 30(1)(gb) of the RMA 1991

A RLTS must contain inter-regional and intra-
regional transport outcomes relevant to the region

A RLTS must contain strategic options for
achieving those outcomes

A RLTS must contain an assessment as to how
the RLTS complies with sections 75 and 76

A RLTS must contain a statement of any relevant
regional economic or land-use considerations, and
the likely funding of any land transport
infrastructure associated with those
considerations

A RLTS must contain a demand management
strategy

A RLTS must contain an assessment of the
appropriate role for each land transport modein
the region

A RLTS must contain an assessment of the role of
education and enforcement in contributing to the
land transport outcomes

A RLTS must contain a statement that identifies
any strategic option for which co-operation is
required with other regions

A RLTS must contain a statement that identifies
persons or organisations who should be involved
in the further development of strategic options

A RLTS must contain measurable targets to be
achieved to meet the outcomes of the RLTS

A RLTS must contain a statement provided by an
independent auditor of how the process followed
by the RTC complied with the requirements of this
Act

A RLTS must contain a summary of the policy
relating to significance adopted by the RTC under
section 106

Table 8: Alignment between RLTS and LTMA 2003 content requirements
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RLTS chapter 8.5: Policies — Integrated
Planning

RLTS chapter 14: Relevant regional
economic or land-use considerations and
likely funding

Appendix 1: Strategic Transport Network
RLTS chapter 6: Outcomes

RLTS chapter 4: Strategy development
RLTS Appendix 3: Strategic Options
RLTS chapter 13: Assessment of RLTS

RLTS chapter 14: Relevant regional
economic or land-use considerations and
likely funding

RLTS chapter 10.2.1: Implementing the
RLTS - Travel Demand Management

RLTS chapter 9: The role of Transport
Modes

RLTS chapter 15: Role of education and
enforcement

RLTS Appendix 3: Strategic options (this |
have updated)

RLTS appendix 2: Statutory context — 1.5
Roles and responsibilities

RLTS chapter 7: Targets

RLTS chapter 16: Auditor Statement
(forthcoming - hopefully)

RLTS chapter 17: Summary of significance
policy
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14.  Relevant regional economic or land-use consider  ations and likely
funding

There are two key regional documents which idenhigysignificant regional economic and land use
considerations. The Regional Policy Statement (RBSjtatutory document developed under the
Resource Management Act, provides the regionalctiire for land use development. The
Wellington Regional Strategy (WRS) is non-statutang provides a sustainable economic growth
strategy for the Wellington region.

Key economic growth and land use considerationsitified by these documents include: the
importance of efficient access to the Wellingtoty@BD and regional centres, the port and airport;
the importance of a compact, well designed urbam;fdhe need for investment in new east-west
transport linkages along with investment in exigtorth-south routes; the need to encourage higher
density housing and mixed use development closentres and public transport links; and the need
to encourage local employment opportunities andaganravel demand.

The development of corridor plans and implementafitans alongside this strategy allows for the
identification of any investment in land transparfrastructure to-address the likely land use
development, growth and associated transport dentlarcighout the region. These transport
infrastructure projects are then brought forward fisnding consideration through the Regional
Land Transport Programme process.

For example, the Ngauranga to Wellington Airportri@mr Plan identifies a number of important
public transport, walking/cycling and. roading irdtaicture projects that respond to the
considerations identified by the RPS and WRS abawe, to the desire expressed by Wellington
City Council's Growth Spine concept to encouragmsit-oriented intensification of employment
and housing along a key spine between JohnsomwitleNellington Airport.

Rail infrastructure improvements to support theang development of Wellington’s passenger rail
network are identified through several corridornglaand the Regional Rail Plan, recognising the
importance of this network 'in providing access taod eébetween key economic growth and
productivity areas. Extension of the urban railwek to Waikanae and associated planned
frequency and capacity improvements respond to at@ge population growth in Kapiti.
Improvements to facilitate rail freight access hie ¥Wellington City CBD and CentrePort are also
identified.

Improvements to State Highway 1, 2 and 58 are ifieditin several corridor plans, reflecting the
role that these links have in providing efficiemtass between regional centres. The regional and
national significance of State Highway 1 in suppgrteconomic growth is recognised in the
Western and Ngauranga to Wellington Airport corrglas well as by the Ministry of Transport as a
Road of National Significance. Several infrastroetyprojects, including Transmission Gully
Motorway, are proposed to address this.

The need for new and improved east-west transpiks s identified in the WRS, recognising the
value in more efficient connections between kejgfieand employment destinations such as Hultt
Valley (particularly Seaview/Gracefield) and PoarwA proposed new road link between Grenada
and Gracefield has been identified in both the ldott Western Corridor Plans to address this need,
in addition to improvements to State Highway 58.

These considerations provide a key input to theiddad Land Transport Programme prioritisation
process. The RLTP contains 10-year funding forscaistl sets out the associated funding details.
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15. Role of education and enforcement

Education plays a major role in achieving the RIKE$ outcomes. Improved community awareness
and education of the health, safety, environmegual other benefits of increased public transport
and active mode use is prominent in the Regionalvdlr Demand Management, Walking and

Cycling Plans. Accessibility to accurate informatidthrough journey planners and real time

information systems encourage higher use of alteendransport modes contributing to reduced
congestion and greenhouse gas emissions. Greatetddge of the effects of climate change, peak
oil and other environmental effects of dependennepdvate vehicle travel help to promote

behaviour change that reduces greenhouse gas ensis8etter knowledge of vehicle and fuel

efficiencies is also contributes to meeting thgéarEducation is also a main plank to increasd roa
safety through driver and cycling skills trainingucses that increase awareness of other road-dusers
especially in urban areas where the risk of canigreater.

Enforcement provides incentives for improved saéetg personal security on the region’s roads by
penalising dangerous, aberrant or otherwise unatkdiehaviour. Improved safety, especially for

cyclists, is a regional priority, and enforcemenan important part of achieving these outcomes and
targets. Increased real and perceived safety leatiggher alternative transport mode shares and
consequently reduced greenhouse gas emissionsrcEmfent is also a key part in managing

infrastructure to ensure the intended benefitsntérventions (speed restrictions, bus-priority and

cycle lanes, etc.) are provided.

Coordinated education and enforcement initiatives make substantial gains towards achieving
RLTS objectives.



Attachment 1 to Report 09.735
Page 87 of 122

16. Independent Auditor statement

aft

To be included in final draft.

DY
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17.  Summary of significance policy
Purpose

This policy sets out how to determine the signiiima of variations to Greater Wellington’s
Regional Land Transport Strategy (RLTS). This @pols set in accordance with the requirements of
section 106(2) of the Land Transport Management2@03 (the Act).

Application

The RLTS can be varied at any time. However, clbason will be required in accordance with
section 78 of the Act if the variation is signifita

The approach to the consultation will reflect teedl of the significance of the proposed variation.
Consideration should be given to the costs andflteré any consultation process or procedure and
the extent to which consultation has already tgkeone.

General determination of significance
The significance of variations to the RLTS will determined on.a case-by-case basis.

When determining the significance of a variatiortie RLTS,; consideration must be given to the
extent to which the variation:

* signals a material change to the balance of siategestment

e impacts on the strategy’s contribution towards NOb§ctives and/or GPS targets

» affectsresidents (variations with a moderate irhpac large number of residents, or variations
with a major impact on a small number of residentshave greater significance than those of
a minor impact)

« affects the integrity of the RLTS, including itseyall affordability.

Always not significant

Matters which the Transport and Access Committee ldeemed not to be significant under the
significance policy for the Regional Transport Raggr Plarf, and minor editorial and
typographical amendments to the strategy, will gsMae considered not significant.

Usually not significant
Matters that will usually be considered not sigrafit are:

* A matter that has already been consulted on (tbéiad, removal or amendment of any matter
which has already been consulted on in accordartbesection 78 of the Act)
e Variations to this policy.

2Thjs other policy will determine whether a proposed variation to the regional public transport plan is
significant for the purpose of section 21(6) of the Public Transport Management Act 2008.
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Appendix 1 - Strategic transport network

The strategic transport network is made up of #gon’s key railway lines, state highways and
those major local roads serving an arterial purpasdisted and mapped below. This schedule may
be amended from time to time by application toRegional Transport Committee.

When considering strategic transport and land Usenpg issues it is important to identify, plan
and protect the current and future regional trartspetwork (policy 8.5d) “Protect” means “protect
strategic (arterial) accessibility”. A key functiaf the strategic transport network is linking the
region’s centres and important destinations suclhasWellington City CBD, regional centres,
CentrePort and Wellington International Airport anellington’s regional hospital in Newtown, in
addition to connecting the Wellington Region witle rest of New Zealand.
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Figure A1.1 Strategic Transport Network.

Key Passenger Transport Corridors

North Island Main Trunk Railway
Wairarapa Line

Melling Line

Gracefield Branch Railway
Johnsonville Line

The key public transport routes from Wellingtontista through the CBD to the regional hospital
and the airport.
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State highways

State Highway 1

State Highway 2

State Highway 53

State Highway 58

Transmission Gully Motorway (designated future ejut

Key terminals providing links to other transport ne tworks (air and sea)

CentrePort
Wellington International Airport
Point Howard Wharf

Strategic local roads (by district)

Wellington City

In addition to identifying the strategic importarafeState Highways 1 and 2 and the Wellington
Urban Motorway, the Wellington City Council Distrielan (July 2000 = Volume 3, pages 33 and
34), lists the following as ‘Arterial Roads’:

Aotea Quay

Arthur Street

Buckle Street

Cable Street

Cambridge Terrace

Customhouse Quay (Waterloo Quay to Jervois Quay)
Dufferin Street

Ghuznee Street

Jervois Quay

Kent Terrace

Karo Drive*

Patterson Street

Rugby Street

Sussex Street

Vivian Street

Wakefield Street (Cambridge Terrace to Jervois Quay
Waterloo Quay

Hutt City

The Hutt City Council District Plan (June 2003)ntiées State Highways 2 and 58 as ‘Primary
Distributors’ and lists the following roads as ‘Mapistrict Distributors’

Bell Road (Gracefield Road to Parkside Road)
Cambridge Terrace

Clendon Street

Daysh Street

%3 Part of new Inner City Bypass route which opened January 2007.
> part of new Inner City Bypass route which opened January 2007.
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Eastern Hutt Road

Fairway Drive

Gracefield Road (Wainuiomata Hill Road to Bell Rpad
Melling Link

Naenae Road (Clendon Street to Daysh Street)
Parkside Road

Randwick Road

Seaview Road (Seaview Roundabout to Parkside Road)
The Esplanade

Wainui Road

Wainuiomata Hill Road

Waione Street

Whites Line East (Randwick Road to Wainui Road)

Porirua
The Porirua City Council District Plan (1999) idées the following roads as ‘Major Arterials’:

Major Urban Arterials

Kenepuru Drive (Titahi Bay Road to City boundary)

Mungavin Avenue (Mungavin Interchange to Champite&)
Paremata Road State Highway 58 (Paremata RoundebBuwns Bay)
State Highway 1 Mana Esplanade (Paremata Roundab&litnmerton)
State Highway 1 Pukerua Bay (Grays Street to Pa@Roa

Te Whaka Whitianga O Ngatitoa (Parumoana StreState Highway 1)
Titahi Bay Road

Whitford Brown Avenue (State Highway 1 to Warspieenue)

Major Rural Arterials
State Highway 1 (Plimmerton to Pukerua Bay) andeStighway 58 (Pauatahanui to Haywards)

Upper Hutt

The Upper Hutt City Council District Plan (2004gittifies Fergusson Drive, Main Road North and
State Highway 2 (River Road) as ‘National Rout&s'e following roads are listed as ‘Primary
(Regional) Arterials’:

Eastern Hutt Road
Fergusson Drive

Kapiti

The Kapiti Coast District Council identifies thdl@wing roads as ‘National/Major District
Arterials’ in its District Plan:

State Highway 1
Kapiti Western Link Road
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Appendix 2 — Statutory Context

The Wellington Regional Land Transport Strategy TRB) is evidence-based, with clear linkages
between issues and interventions. However, inoredipg to regional issues the RLTS must also be
firmly integrated with the national framework.

1. Legislative requirements
1.1 Regional Land Transport Strategy

All regional councils are required by the Land Bport Management Act (LTMA) 2003to
produce a Regional Land Transport Strategy for dbencil. Under section 75 of the Ac °
regional transport committee must, when preparirrggonal land transport strategy on behalf of a
regional council, —

(@) ensure that the regional land transport strateg

() contributes to the aim of achieving an affortigbntegrated, safe, responsive, and
sustainable land transport system; and

(i) contributes to each of the following:
(A) assisting economic development:
(B) assisting safety and personal security:
© improving access and mobility:

(D) protecting and promoting public health:

(E) ensuring environmental sustainability; and
(iii) is consistent with any—
(A) national land transport strategy; and
(B) relevant national policy statement or any relet regional policy

statement or regional plan that is for the timenrgein force under the
Resource Management Act 1991; and

(iv) avoids, to the extent reasonable in the cirstances, adverse effects on the
environment; and

(b) take into account—

%5 As amended by the Land Transport Management Amendment Act 2008.
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0] the relevant GPS; and
(i) any national energy efficiency and conservatgrategy; and
(iii) any relevant district plans.’

Under section 76 of the Actvhen preparing a regional land transport strategy behalf of a
regional council, a regional transport committeeshalso take into account—

(@)
(b)

(©)
(d)
()

(f)

(@)

any guidelines issued by the Minister for regibland transport strategies; and

take into account the land transport fundinkely to be available within the region during
the period covered by the strategy; and

the views of affected communities; and
the views of land transport network providerghe region; and

the need to give early and full consideratioriand transport options and alternatives in a
way that contributes to the matters referred tgéction 75(a)(iv), and paragraph (c); and

the need to provide early and full opporturstior persons and organisations listed in
section 78(1) to contribute to the developmenthok¢ regional land transport strategies;
and

the need to take account of the relevant reglieouncil’s function under section 30(1)(gb)
of the Resource Management Act 1991 to considesstifagegic integration of transport
infrastructure with land use through objectivesliges, and methods.’

Under section 77 of the At regional land transport strategy must contaire tiollowing matters:

()
(b)
(©)

(d)

(€)
(f)
@)

inter-regional and intra-regional transport axtmes relevant to the region; and
the strategic options for achieving those ouotes; and

an assessment as to how the regional land pamsstrategy complies with sections 75 and
76; and

a statement of any relevant regional economiidaaod-use considerations, and the likely
funding of any land transport infrastructure assded with those considerations; and

a demand management strategy; and
an assessment of the appropriate role for daok transport mode in the region; and

an assessment of the role of education and@sftent in contributing to the land transport
outcomes; and
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(h) [Repealed]

() a statement that identifies any strategic optfor which co-operation is required with other
regions; and

() a statement that identifies persons or orgatises who should be involved in the further
development of strategic options; and

(k) measurable targets to be achieved to meet titeomes of the regional land transport
strategy; and

() a statement provided by an independent audifdnow the process followed by the regional
transport committee complied with the requiremefthis Act; and

(m) asummary of the policy relating to significaradopted by the regional transport committee
under section 106.’

The RLTS must be renewed at least once everysandial years, and cover a period of at least 30
financial years (section 74(a) of the LTMA 2003).

1.2 Regional Public Transport Plan

The requirement to include a regional-passengasp@t plan in the RLTS (LTMA section 77(h))
was repealed with the enactment of the Public pamnsVianagement Act 2008 (PTMA section
63(2)). The Wellington Regional Public TransporadP(PT Plan) is developed separately by the
Transport and Access Committee (TAC) of the redicnancil.

The PT Plan sits alongside the RLTS document amonsidered to form a part of the strategy. It
will be added to the RLTS when adopted by TAC.

1.3 Statutory policy framework

The following section describes the statutory politamework that must be considered in
developing the RLTS.

1.3.1 New Zealand Transport Strategy

The New Zealand Transport Strategy (NZTS) was selédan 2008. The foreword of the NZTS
states that transport is a service, not an entséff,i which supports the community’s access to the
services they need. The vision of the NZTS is tsued that “people and freight in New Zealand
have access to an affordable, integrated, safeones/e and sustainable transport system.” The five
objectives of the NZTS have been built into thed . dnansport Management Act (LTMA) 2003 and
flow into the objectives of the Wellington RLTS fgiter 5). The RLTS reflects the vision,
objectives and long-term targets (to 2040) of th&r'S to ensure vertical integration of national,
regional and local transport policy.

The NZTS identifies seven key challenges to achmpvits objectives and targets. These are
responding to climate change, energy security astl funding of investment in infrastructure and
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services while keeping transport affordable, insesain the environmental and social impacts of
transport, changing demands arising from the agogpylation, land use development and its impact
on travel demand, and global terrorism.

The NZTS also identifies several key componentdrforeased priority that are meant to meet the
key challenges and overcome the barriers to aacigatie NZTS objectives and targets. These are:

* Integrated planning
* Making best use of existing networks and infragtrces
* Investing in critical infrastructure and the traogpsector workforce

* Increasing the availability and use of public tgors, cycling, walking and other shared and
active modes

» Considering options for charging that will generaévenue for investment in transport
infrastructure and services

* Using new technologies and fuels
* Maintaining and improving international links.
1.3.2 Government Policy Statement

The LTMA 2003 requires the Minister of Transporigeue a Government Policy Statement on land
transport funding (GPS) every three years. A GPBimelude the government’s overall short to
medium-term impacts that the Crown wants to achikveling targets for the first 3 years, funding
ranges for the next six years, and funding rangectsts for the following four years (for a totél o
10 years). It will-also indicate any necessary dgearto the fuel excise duty, road user charges, and
motor vehicle registration fees to fund the proploaetivities.

The Act describes how the GPS relates to certaith iiansport planning and funding processes. The
NZ Transport Agency must give effect to the GP8eneloping the NLTP and take account of the

GPS when approving funding for activities. Regioteahd transport strategies must also take

account of the GPS (LTMA section 75(b)(i)).

1.3.3 Regional Policy Statement (RPS)

The Resource Management Act (RMA) 1991 requiresyeregional council to prepare a regional
policy statement designed to promote sustainableagement of natural and physical resources. A
regional policy statement provides an overviewlwd tesource management issues for the region
and outlines the policies and methods requirectiweae the integrated management of the region’s
natural and physical resources.

The RMA requires a full review be undertaken oegional policy statement every 10 years after it
becomes operative. Greater Wellington proposed & Regional Policy Statement for the



Attachment 1 to Report 09.735
Page 96 of 122

Wellington Region (RPS) in March 2009. The propos®dS identifies regionally significant
resource management issues and contains Objetdiaekiress those issues. There are also Policies
and Methods described to achieve those Objectives.

In accordance with section 75(a)(iii)(B) of the LF\V2003, consistency between the RLTS and the
relevant policies and methods set out in the ctiR&S has been analysed to check that they are not
inconsistent. This analysis forms a background dwsu#® to this strategy. The 2007-16 RLTS
influenced the development of the proposed RPS, thatkfore has been incorporated into the
policies of the proposed RPS to varying degreeg. ishues relevant to the RLTS are air quality,
energy, infrastructure, and regional form. Thewvalee of the RLTS in contributing to these issues
varies from being the primary means of achievert@only being indirectly involved.

A number of regional plans (e.g. Regional FreshwBtan, Regional Coastal Plan, Regional Air
Quality Management Plan) have been developed uhéestrategic framework of the RPS. These
plans contain objectives, policies and methoddyding regional rules) that are consistent with the
RPS. Consequently, the RLTS is not considered tadmnsistent with.any relevant regional plan. It
should also be noted that the detailed issues edugy the rules in these plans are likely to apply
land transport projects during the resource consemtess

1.3.4 New Zealand Energy Efficiency & Conservation Strategy (NZEECS)

The LTMA 2003 requires that every RLTS take inte@amt any national energy efficiency and
conservation strategy (section 75(b)(ii)).

The NZEECS was released by the Minister of Eneng@dctober 2007. The Strategy is a detailed
action plan for increasing the uptake of energyciefficy, conservation and renewable energy
programmes across the economy and to make doingadoof the normal behaviour of New
Zealanders. It seeks to address identified bartethe uptake of energy efficiency and renewable
energy in the wider economy: lack of informatiorgakk price signals, access to capital and split
incentives.

The Energywise Transport chapter in the NZEECS thetobjective ‘to reduce the overall energy
use and ‘greenhouse gas emissions from New Zealdrafisport system’. Targets aimed at
achieving this objective are:

* Reduce per capita transport greenhouse gas ensdsydmalf by 2040

* For New Zealand to be one of the first countriegshe world to widely deploy electric
vehicles

* To have an average emissions performance of 170gfk@0, (approximately 71/100km)
for light vehicles entering the fleet by 2015

» Cut kilometres travelled by single occupancy vedgdh major urban areas on weekdays, by
10 per cent per capita by 2015 (compared to 2007)

%6 GWRC, November 2009. Alignment between the proposed Regional Policy Statement and the RLTS 2007-2016.
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» For 80 per cent of the vehicles to be capable ofgu$0 per cent biofuel blends or to be
electric powered by 2015

* Investigate options for improving the efficiency tfe North Island main trunk line,
including electrification, by 2010.

Transport is our country's single largest energgsamer and transport energy use continues to
grow. Within New Zealand, transport accounts foero43% of all consumer energy use and 46% of
the country's carbon dioxide emissions. Wellingiegion’s use of fossil fuels is primarily for
transport purposes and contributes to about 1.5%atibnal greenhouse gas emissions. (MfE,
2009).

The vision, objectives and land transport outcosmsgyht under this strategy take into account the
NZEECS and contribute to its transport objectiviee Bctions identified in the NZEECS to achieve
its objective come through regionally in the Regiomravel Demand Management Plan, Cycling
and Walking Plans, and through implementation @& BRegional Passenger Transport Plan and
Regional Rail Plan. A detailed analysis of the ringnt between this strategy and the NZEECS has
been carried out and forms a background docutterthis strategy.

1.4 Other relevant policy documents

The following section describes a number of otlmepartant policy documents which inform the
development of the RLTS.

1.4.1 Greater Wellington's Long Term Council Community Plan

In addition to meeting national framework requirense the revised RLTS needs to be consistent
with the Long Term Council Community Plan (LTCCRit@omes for the greater Wellington region.
The LTCCP 2009 - 2019 outlines 10 community outcemmed eight activity groups that collectively
contribute to achieving the community outcomesn$pmrt is one of the activity groups and the key
transport related outcome is a ‘Connected commurnitywever, several other outcomes have key
implications for transport. These are ‘Healthy eomment’, ‘Prepared community’, ‘Essential
services’ and ‘Healthy community’.

The LTCCP outcomes align well with the nationalnfework. The RLTS will play a role in
achieving regional outcomes, while also contribgitio national objectives. In addition, the LTCCP
reflects the direction and priorities identified the RLTS in relation to transport matters by
adopting the RLTS long term targets to 2016.

1.4.2 Wellington Regional Strategy (WRS)

The WRS is a joint project involving Greater Wejfion and the nine territorial authorities of the
region working together to build an internationattgmpetitive Wellington. It is primarily an
economic growth strategy with an outlook to 2025.

57GWRC, November 2009. Alignment between the NZEECS 2007 and the RLTS 2007 - 2016.
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The WRS is firmly based on the proposition thatneeoic growth for the region is necessary and
desirable. It is aimed at sustainable economicpapilation growth which will protect the region’s
sense of place, build competitiveness, increase quatity of life and protect the values and
communities that contribute to making the Wellingtoegion different from anywhere else.
Transport outcomes identified in this strategy iy a significant part in facilitating the growth
sought by the WRS. For example, new transport @ors, such as the Grenada to Gracefield link
road and Johnsonville to Airport growth spine, wik key drivers for economic growth by
improving connectivity between economic centres.

1.4.3 National Rail Strategy (NRS)

The National Rail Strategy to 2015 (NRS) was degwetbby the Ministry of Transport (MoT) under
the umbrella of the New Zealand Transport Strat@®TS). The NRS provides a framework for
the development of the rail network in a way thedtognises the government’s focus on shifting
passenger and freight traffic from road onto rawherever appropriate. This is expected to
contribute to reducing congestion, providing ennmental benefits, and improving safety, personal
security and health.

The objectives of the NRS are to enhance rail’drdmution to sustainable economic development,
to improve rail safety and personal security, tointaén and develop access to rail passenger
services, to promote positive health outcomes. tjitoenhanced use of rail, and to enhance rail’s
contribution to an energy efficient and environnaéigtsustainable land transport system.

While it is not a statutory requirement for a RLiIGtake account of this strategy, it provides a
relevant national framework for the consideratibnadl issues at a regional level.

1.4.4  Other relevant policy documents

A number of other _policy documents provide releviaierences for the development of a RLTS.
These include, but are not limited to:

* New Zealand Transport Agency strategic planningnéaork documents
* New Zealand Health Strategy (2000) (Ministry of Hea

* New Zealand Tourism Strategy (2001) (Ministry oflifism)

* New Zealand Disability Strategy (2001) (Office asBbility Issues)

e Getting there — on foot, by cycle (2005) (MinistifyTransport)

» Safer Journeys to 2020 (2009) (Ministry of Trangpor
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15 Roles and responsibilities

The following section provides a description of gbopersons or organisations who should be
involved in the further development of strategitiaps (refer section 77(j) of the LTMA 2003) and
implementation of the strategy.

1.5.1 Ministry of Transport (MoT)

As the government's principal transport policy advithe MoT both leads and generates policy,
including the New Zealand Transport Strategy (NZ&8) Government Policy Statement (GPS),
which provides the framework for the developmenilefv Zealand transport policy and funding.

The MoT acts as the Minister of Transport's agentnhanaging the interface with government

transport agencies to give effect to the governisesgion of “people and freight in New Zealand

have access to an affordable, integrated, safppmes/e and sustainable transport system.” This
vision is outlined in the NZTS released in 2008.

1.5.2 Greater Wellington Regional Council (Greater Wellington)

The Land Transport Management Act 2003 requiresatereWellington to have a key role in

planning and monitoring the regional transport rekwia the RTC. Greater Wellington is the key
agency for implementing public transport activitiésd IS responsible for developing a regional
public transport plan under the Public Transpornitgement Act 2008. Greater Wellington is also
proactively involved in promoting road safety, watlk cycling and travel demand management.
Greater Wellington also has an important role tegnation of land use and transport infrastructure
through the preparation of a Regional Policy Stat@nunder the Resource Management Act 1991.

1.5.3 Regional Transport Committee (RTC)

The Land Transport Management Act 2003 requiresyensggional council to establish a Regional

Transport Committee comprised of representativestated in s105(2) of the Act. The Committee
includes representatives from Greater WellingtdhJogal councils in the region, New Zealand

Transport Agency and persons representing accassnaibility, economic development, public

health, safety and personal security, environmesistainability and cultural interests. Special
interest representatives report RTC issues batteipsector and provide feedback to the RTC from
that sector.

The key role of the Committee is to prepare theidted Land Transport Strategy and Programme,
as well as to facilitate and monitor its impleméiora

1.5.4 Road Controlling Authorities (RCAS)

RCAs are responsible for identifying transport reeeand carrying out maintenance and
improvement works on their respective networks. R@#lude Transit New Zealand and territorial
authorities.
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New Zealand Transport Agency (NZ Transport Agency)

NZ Transport Agency was formed with the merger cdniBit New Zealand and Land Transport
New Zealand on 1 August 2008. It is responsiblenfanaging the state highway network and, in a
similar manner to territorial authorities, must eakto account the current RLTS (Section 82(2)
LTMA 2003).

NZ Transport Agency is also the central governnag@ncy responsible for land transport funding
and safety matters. It is responsible for allogatih R and C funds (see Chapter 11). The objective
Is to contribute to an integrated, safe, resporsngesustainable land transport system.

Territorial Authorities (TAS)

Territorial authorities (i.e. district and city amtils) have a number of regulatory, road safety and
planning roles, and ownership interests in trartspargely set out in the Local Government Act
1974. The Local Government Act 2002 also sets beirtrole in_providing for sustainable
development in local communities. District and cdguncils own and operate the local road
network which includes the provision of infrastnue that facilitates walking and cycling. Their
land transport activities in the RLTP are requitedake into account the RLTS outcomes (Section
12(1)(a) LTMA 2003). They are also responsibledeveloping Road Safety Action Plans (RSAPS).

1.5.5 Regional Public Health Service (RPH)

Regional Public Health promotes positive healthcomtes by supporting healthy public policy,
community action, healthy environments and the tgweent of individual skills for wellbeing.

1.5.6 KiwiRall

KiwiRall is the trading name of the New ZealandIRalys Corporation, created on 1 October 2008.
KiwiRail is an amalgam of the rail industry aftéret Government purchased the private sector rail
and ferry operating businesses. It is the netwaqpkrator for freight, existing long-distance
passenger services and the Wellington urban rageyaer service.

KiwiRail is responsible for managing and operating national rail network on behalf of the Crown
following the Crown's purchase of the network frdmall Holdings. KiwiRail controls network
operations, provides rail operators with accegbéaracks, provides advice to the Crown, manages
land and leases on the rail corridor, and imples)esd-ordinates, and maintains an approved safety
system for the network.

1.5.7 NZ Police

From a transport perspective, the NZ Police argamesible for reducing traffic offending,
particularly offences that promote crashes andriegu Enforcement is the main intervention
available to Police to achieve reductions in offagds they work in partnership with engineers and
educators to make the greater Wellington regiaresls safer. They are responsible for developing
Risk Targeted Patrol Plans (RTPPs) to ensure mifeetige and efficient use of enforcement
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resources. Police also have a key role investigatrashes, managing events and attending
emergencies on the roads.

1.5.8 Accident Compensation Corporation (ACC)

ACC aims to reduce road crashes and their resultguties by working with key road safety
partners. ACC has a lead role in the implementattbrthe New Zealand Injury Prevention
Strategy’s implementation plan, of which road safierms a significant part. ACC also aims to
provide effective and timely treatment and rehé&ddilbon when injury occurs.

1.5.9 Other Organisations

Numerous other organisations and agencies plajearrdacilitating the actions set out within this
strategy. However, our approach has been tahksaigencies in the region that have been identified
as having a key role in implementing the strateljyis our expectation that these key agencies will
collaborate with other organisations, as approgriatthe course of implementation.

The following table shows the funders and providew®Ived in/delivering various components of
the region’s land transport system.
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Regional land transport system funders and providers

Funders Component Provider / Owner
Passenger train services | Farepayers, Greater Track, signals & platforms KiwiRail
Wellington, NZ Stations, access, carparks KiwiRail, Greater Wellington, TAs

Transport Agency, MOT

Rail rolling stock

KiwiRail, Greater Wellington

Freight train
services

Users, Crown

Track & signals
Rolling stock

KiwiRail
KiwiRail

Bus - contracted
services

Farepayers, Greater
Wellington, NZ
Transport Agency, TA's

Trolley overhead infrastructure
Bus stops, shelter, information
Vehicles

Bus priority measures

Wellington Cable Car Limited
TAs, Greater Wellington

Bus operators

TAs

Bus - commercial

Farepayers, Greater

Bus stops, shelter, information

TAs, Greater Wellington

services Wellington, NZ | Venicles Bus operators
Transport Agency, TA's Bus priority measures TAs
Total mobility Farepayers, Greater Hoists Taxi operators
Wellington, NZ Vehicles Taxi operators
Transport Agency
Road freight TAs, NZ Transport Local roads TAs
Agency, Private State highways NZ Transport Agency
Vehicles Private
Cars TAs, NZ Transport Local roads TAs
Agency, Private State highways NZ Transport Agency
Vehicles Private
Harbour ferry Farepayers, Greater Wharves TAs
Wellington, NZ Vessels Ferry operator
Transport Agency
Pedestrians TAs, NZ Transport Local roads (footpaths) TAs
Agency, Greater State highways (footpaths) NZ Transport Agency
Wellington, DOC Pedestrian network (off road) TAs, Greater Wellington, DOC
Cyclists NZ Transport Agency, Local roads & cycle lanes TAs
TAs, Greater Wellington, | State highways & cycle lanes | NZ Transport Agency
DOC, Private Cycle ways (off road) TAs, Greater Wellington, DOC
Bicycles Private
Road safety NZ Transport Agency, Enforcement NZ Police

ACC, Greater
Wellington, TAs, Taxes

Advocacy & promotion

Safer routes

ACC, NZ Police, Greater
Wellington, TAs

TAs, NZ Transport Agency

Demand management

NZ Transport Agency,
Greater Wellington, TAs

Travel planning coordination
Travel planning initiatives

Awareness campaigns

Greater Wellington, NZ Transport
Agency

Greater Wellington, TAs, schools,
businesses

Greater Wellington, NZ
Transport Agency

Table A2.1: Regional land transport system — funders and providers/owners.
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Appendix 3 — Strategic options

The RLTS vision, objectives and outcomes set ogittifoad direction of the strategy. They are the
basis for the identification, selection, and ptisadtion of particular actions in implementatiordan
corridor plans; in Regional Land Transport Prograprioritisation; in monitoring actual network
performance; and as the framework for reviews.

In order to test if the broad direction of the &gy provides robust guidance out to 2040, six
strategic options for achieving the strategy’s oates were considered. Two background papers
were produced that detail this proceR&TS Modelling Reporind Strategic Options Assessment
The following section describes the strategic apstiprocess.

1. Options considered

Section 77(b) of the Land Transport Management AGtMA) 2003 requires every RLTS to
contain ‘the strategic options for achieving thfiséer-regional and intra-regional] outcomes’. The
land transport outcomes sought for the Wellingtegion are set out in chapter 6 of this strategy.
The LTMA also requires that ‘early and full’ consrdtion be given to transport options and
alternatives that contribute to avoiding, to a oeable extent, effects on the environment as veell a
consistent with the views of the regional commuls¥6(e)).

External trends and pressures (those that arelyatgmffected by the RLTS, but affect travel
demand) that were considered consist of populaimhGDP growth, car travel costs and land-use
density. These three key variables were choserubedaey can be largely set independent of each
other.

The futures scenarios focus on the low and highgesmf each key variable. For population, the low
growth figure is overall no growth to around 204Mile the high population growth figure is 32%
growth. In the low scenarios GDP grows by 1.5%aerum while in the high growth scenarios it is
2.1% per annum.

‘Car travel costs’ is considered to include a raafjdifferent costs for using a private vehiclenfro
fuel prices, parking charges, and any number oérotlser charge schemes. In real terms, low
growth scenarios assume a 0% growth in these wdsks the high growth scenarios include a 70%
increase.

Lower land-use density scenarios assume more dawelat occurs in greenfield sites than in the
central-case scenario. In the higher land-use tiessenarios this new development is focused
around public transport nodes and corridors ovdradiove the central-case.

A single medium case scenario for each variableyiges a “central” case for comparison. The
result was nine futures as demonstrated in the tadlbw.
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Future Growth  Cost Land Use Expectation
Low Low Lower  Potential lower PT demand
Low Low Higher
Low High Lower
Low High Higher  Potential lower road demand
Medium Medium  Central  Central-case
High Low Lower  Potential higher road demand
High Low Higher

O ~N o O A WO DN -

High High Lower
9 High High Higher  Potential higher PT demand

Table A3.1: Composition of future scenarios

Strategic options were developed to detail diffedand transport network forms that the RLTS
could encourage. Six strategic options were created

1.1 Base Network
This strategic option is meant to set a baselire ‘ds-minimum’ investment option.

Beyond this-operational and maintenance work, @mycurrently committed and high third priority
projects listed in the RLTP are implemented. Thghtpriority large capital projects were included
because they are very likely to happen even withl&vels of available funding by 2040.

1.2 Roading Priority

This strategic option places priority investmentidentified roading projects. It includes possible
road projects highlighted in previous studies alf aseother projects identified as being requirgd b
2040. Public transport investment is limited to th@ minimum’ Base Network projects.

1.3 Public Transport Priority

In this strategic option, investment in public part is given top priority at the expense of ey
modes. Only the ‘do minimum’ road projects are iearforward. This strategic option includes the
full Regional Rail Plan along with real time infoation, integrated ticketing, and light rail from
Johnsonville, through the Wellington CBD and to diivport, along with the Melling Loop.

14 Road Pricing

This strategic option contains the ‘do minimum'rastructure investment programme, but with hard
travel demand management measures of the RLTSrgmudilicy 8.6(b) implemented. It involves a
peak period, peak direction road pricing schemeegsribed in the 200Boad Pricing StudyOther
pricing options identified in the Travel Demand Mgement Plan 2009 (including parking, vehicle



Attachment 1 to Report 09.735
Page 105 of 122

registration and carbon charges) can only be imdud the model as proxies factored with the peak
period, peak direction road pricing.

Road pricing is a surcharge system for motorista &iaffic management tool for travel behaviours
that have a negative contribution to the RLTS dibjes. Road pricing in this strategic option is in
the peak period, in the peak direction, focusingtrgrs to (AM) and from (PM) the Wellington
CBD. Road pricing locations and set prices ar®kbswns:

» SH1 S of Tawa interchange including adjacent roads $1.00
» SH2 S of SH58 interchange including adjacent roads $1.00
e SH2 S of Petone toward CBD only $2.00
e« SH1 S of Ngauranga interchange including adjaczads $1.50
* Mt Victoria screenline including Mt Vic Tunnel, @ntal $3.00

Parade, Constable St, Manchester St including edfaoads

Parallel routes are included in road pricing tovprg ‘rat-running’ to avoid road pricing. It is
expected that the level of road pricing in the fatwould be determined on a case by case basis to
reduce severe congestion on selected routes togeabl@ levels with the potential to reduce the
need for capital investment. However, prices are opiimised to fit these requirements in the
modelling.

1.5 Mixed Investment

This strategic option is built around an investm&rategy where the current 2007-16 RLTS polices
remain in place. It sets out a programme of roadimg) PT investments that support growing travel
demand and encourage mode shift to PT.

The Mixed Investment strategic option was developédr the Public Transport and Roading
options in‘order to incorporate information frone W TSM runs to determine which projects would
be included. Public transport and roading projeath marginal benefits were excluded from the
Mixed Investment strategic option.

1.6 Mixed Investment plus Road Pricing

This strategic option is an amended Mixed Investnpeagramme where four capital projects are
deferred with a road pricing mechanism. These dadeprojects are widening Ruahine Street and
Wellington Road to 2 lanes in each direction, dugilng the Mt. Victoria and Terrace Tunnels and
the removal of 1 lane each way along the waterfroute.

This strategic option most closely matches the exurRLTS policies which favour a mixed
approach to infrastructure investment and advodacyarious road pricing tools as a long-term
option (Policy 8.6(b)).
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2. Evaluation of the options

The futures scenarios provide a set of travel dehsiinations within which the various strategic
options were modelled. The 6 strategic options vaseessed on how well they managed the level of
travel demand in each of the 9 future scenarios.Wkllington Transport Strategic Model (WTSM)
was used to perform this analysis. Overall, 54 rhoges were conducted.

Four indicators were used to analyse the stratggiions within the futures scenarios:

Total public transport boardings (split by peak affepeak)

Home to Work public transport modeshare

AM peak congestion

Annualised C@emissions.

The RLTS objectives that this modelling can addresdude the relevant scenario variables
considered and indicators that can be scored. eTblogctives that are not addressed in this exercis
are listed intalics:

Objective Variables considered Indicators scored

1. Assist economic and-regional Land Use Density, Households , | Mode  share, PT  trips,

development Employment Congestion, Emissions

2. Assist safety and personal security Not Modelled

3. Improve access, mobility and Network form PT  Trips, mode share,

reliability Congestion

4. Protect and promote public health Not Modelled

5. Ensure environmental sustainability Land use, network form, | Mode share, PT trips,
technology Congestion, Emissions

6. Ensure that the regional transport Not Modelled

programme is affordable for the

regional community.

Table A3.2: Relationship between RLTS objectives and variables considered and indicators scored in the analysis of strategic options

While the LTMA requires a RLTS to ‘take into accouhe land transport funding likely to be
available within the region for implementing theastgy during the period covered by the strategy’
this model assessment did not factor implementatasts. Determining funding requirements over
a 30 year period is very difficult. The reason fois is that several projects used in the strategic
options have no cost implication studies attacleshding of projects and 10 year future funding
forecasts are contained in the Regional Land Tamdprogramme. The policies in the RLTS that
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relate to the prioritisation and funding processtigh the RLTP is how the Strategy takes into
account likely land transport funding.

Focusing on the central case compared with 2006:
« Base Network scores well on the PT indicators,dmats not address congestion or,CO

* Roading Priority network option scores broadly naubn the PT indicators, holds the line
for congestion, but does not address,CO

* Public Transport Priority network option scoresyerell on the PT indicators, but does not
address congestion or O

* Mixed Investment network option scores well on €& indicators, holds the line on
congestion, but does not address,CO

* Both Road Pricing and Mixed plus Road Pricing siyat options are the most effective
across all of the indicators, showing either a \@gpificant improvement or (in the case of
CO,) broadly holding the line compared with 2006.

Given other futures, a lower growth scenario-in egah shows less improvement in the PT
indicators, but also indicates less of an issu@raacongestion and GO Conversely, the higher
growth scenarios show. very strong PT indicatorfsedfoy significant issues of congestion and,CO

A mixed investment scenario seems to provide thsetrialanced approach to improvements on all
indicators. Clearly it will not be sufficient to a@lewith demand for the transport network under
higher growth scenarios, so depending on the lefejrowth, a pricing mechanism could be

introduced to provide the level of improvementsies Under a lower growth option less

investment will be required to hold the line.

3. Preferred strategic option

The process and results of the modelling assessnerrtpresented to a Technical Working Group.
The Group raised no objections to the process amded with the broad conclusions of the
assessment.

The preferred strategic option is the option thatvjges the best results over the widest range of
possible futures. The option that best fits thitedon is the Mixed Investment plus Road Pricing
strategic option.

All the strategic options managed to handle lowwghofuture scenarios rather well — at least
holding the line with 2006 values for PT boardiRJ, mode share, congestion and &missions.

In the moderate growth, central-case future scenamly the strategic options with road pricing
managed to improve congestion and hold the lind wiigard to C@ emissions. The Mixed
Investment option held the line with regard to cestgn but not with C®emissions. In the higher
growth scenarios, only the Mixed Investment plusdRBricing strategic option was able to hold the
line on congestion and moderate the growth of €@issions.
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The extent and pace of implementation of this egiatoption by 2040 will be largely determined by

the availability of funding and the level of poptibem and economic growth (which is the biggest
driver of travel demand). Full implementation ofsttpreferred strategic option in a low growth

future scenario would probably constitute over-stugent given the level of travel demand. There is
also no set order of priority for implementing fh®jects included in the preferred strategic option

The cost of implementation will be detailed in RETP process which is updated every three years.
As projects are added to the RLTP with each itenatiunding of the preferred strategic option will
become progressively clearer. Although a full cggtior this strategic option is not currently
available, it is not a perceived role of the sateptions to provide this information. The purpos
of the preferred strategic option is to provide wadmg framework for decisions made during
development processes for the Regional Land Trah$rogramme as well as the corridor and
implementation plans.

4, Adverse effects on the environment

A number of adverse effects on the environment@sat of transport activity have been identified
in chapter 3.3 of this strategy. These range frocallenvironmental impacts (e.g., local air quality
to global environmental issues (e.g., greenhousegassions).

Section 76(e) of the LTMA 2003 requires the RLTSgtee early and full consideration to land
transport options and alternatives in a way thaids; to the extent reasonable in the circumstances
adverse effects on the environment.

The indicator used in the strategic options analysimeasure the likely environmental impacts of
the different scenarios was the level of £&missions relative to 2006.

Other adverse effects on the environment include:
« air pollution
« traffic noise
e contaminants in surface water runoff
» efficient land use.

The ability of the Mixed Investment plus Road Rrgistrategic option to moderate the growth in
CO, emissions compared to the other strategic opgers in high growth futures suggests that this
approach is best able to avoid, to the extent redse in the circumstances, adverse effects on the
environment. This is accomplished by growth in pultansport mode share, neutral growth in
congestion and asserted fuel efficiencies of thieicke fleet. The results of this assessment are
probably conservative given that no efficiency gain the heavy commercial vehicle fleet were
assumed to 2040 — which are projected to grow fognitly when compared with private vehicles.

Air pollution, traffic noise, and contaminants iarface water runoff were not directly modelled.
However, some assumptions can be made based omotihaling results. The strategic options that
improved public transport mode share and reducetyesiion can be assumed to improve air
pollution and traffic noise above and beyond thsitpee effects from improved vehicle technology.
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It is also worth noting that the majority of bigmeapital projects in the strategic options oceur i
areas where people do not yet live (e.g. TransomsSully).

All of the strategic options scored well on both lRdde share and congestion indicators in the low
growth future scenarios. The strategic options joiexy mixed results in the central-case future
scenario, with road pricing being shown to havelilggest impact with improvements to both PT

mode share and traffic congestion. In most of tigh lgrowth future scenarios, all the strategic

options improved PT mode share for varying reasbiosvever, only the preferred strategic option,

Mixed Investment plus Road Pricing, held the linghwegard to congestion across all the high
growth future scenarios at the same time.

Surface water pollution that results from road flin® largely an issue that is dealt with in the
engineering of roads and sewer systems. None aihtigelling indicators provides a decent proxy
for it. However, the RLTS does contain policiesgjoter 8.4) that support design work to minimise
pollution from road runoff.

Land use density of regional development was ifledtias a driver of travel demand not directly
affected by the RLTS — although the RLTS does dorgalicies in support of other regional plans
that seek to encourage more efficient land usthdrmodelling assessment, land use density was set
as a background variable along with population eoohomic growth, as well as car travel costs.
Efficient land use was therefore not tested as gfatte strategic options per say. Results detailed
the RLTS Modelling Reportloes indicate that efficient land use (land usestig) has a milder
effect on the indicators .scored in the modellingeasment than the other variables (car travel cost,
population and economic growth).

5. Views of affected communities

Section 76(e) of the LTMA 2003 also requires thelBLto give early and full consideration to land
transport options and alternatives in a way thatrgoutes to the views of affected communities.

Residents of the Wellington Region have particigateseveral consultations over the years prior to
the development of this RLTS. These include extensonsultation during the development of the
2007-16 RLTS, Western Corridor Plan, Ngauranga &livgton Airport Corridor Plan, as well as
the Regional Walking, Cycling, Road Safety, andvEtdemand Management Plans.

Most recently, prior to the identification of a feeed strategic option, the Regional Land Transpor
Programme 2009-12 was consulted on. All these dt@atgun processes report several consistent
themes.

One is a growing sense of consultation fatigue ayabtie public of the region. Others include:

» Calls to ‘get on with’ implementation

e Strong support for public transport improvements

» Strong support for measures that reduce congestion

» Strong support for road safety measures, partiguiar cycling and walking
» Calls to be proactive in preparing for climate ayefpeak oil



Attachment 1 to Report 09.735
Page 110 of 122

* Mixed support for large roading capital projects.

The preferred strategic option is consistent wise themes from the prior consultations. A mixed
approach to infrastructure investments makes imgrants to both the public transport network
and expands road capacity as necessary to meet tteamand. The Mixed Investment plus Road
Pricing strategic option improved or held the lmigh congestion across all the future scenarios. As
mentioned in the prior section, the preferred sgiat option also had the least growth in O
emissions across all the high growth scenarios.

6. Cooperation with adjoining regions

Section 77(i) of the Land Transport Management#ates that regional councils must identify any
strategic options for which co-operation is reqdiveth other regions. As part of the development
of this RLTS, Horizons (Manawatu-Wanganui Regio@alncil) were consulted on inter-regional
transport issues and outcomes for policy cooperatio

Feedback received lead to the creation of the-netgional outcome 8.1 ‘improved safety, efficiency
and reliability of road and rail links to the north the region’. This inter-regional outcome was
developed primarily issues raised around the ingpae of State Highway 1 and the NIMT line in
providing vital access from the north to Wellingt@ty, CentrePort, Wellington International

Airport and the South Island. Improvements to batad and rail networks along this route were
seen as necessary to ensure the efficient, safeshable movement of people and freight.

Cooperation-between regions is particularly impdria relation to the Western Corridor. Policy
8.5.h in chapter 8 of the strategy seeks to erbatanvestment in arterial routes is coordinateith w
investment made in other regions in those sameesoutherefore, continued consultation with
adjoining regions during implementation of the Véestand Wairarapa Corridor Plans through the
RLTP process is crucial.

There may also be opportunities for cooperatiorwbeh regions in relation to wider transport

issues. For example, advocating to central govenhroe issues such as road safety, road pricing
legislation, vehicle efficiency, alternative fuelsnd passenger transport funding could be
strengthened by a coordinated approach and wilpuyeued whenever appropriate. This strategy
also advocates for improvements to rail infrasticetoutside the region, and will be pursued

through the Regional Freight Plan, which sits asiag this strategy, and the Regional Rail Plan.
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Appendix 4 — Legislative Alignment

As detailed in Appendix 2 — Statutory Context, Regional Land Transport Strategy (RLTS) is
required to be consistent with the proposed WeltingRegional Policy Statement (RPS) 2009 and
the vision and objectives of the New Zealand TrartsBtrategy (NZTS) 2008. The RLTS is also
required to take into account the Government PdBtgtement on land transport funding (GPS)
2009, and the New Zealand Energy Efficiency andsgoration Strategy (NZEECS) 2007.

This appendix is a summary of alignment papers wWee produced for the development of the
2010 — 2040 RLTS.

1. Proposed Wellington Regional Policy Statement 20 09
The RLTS is generally consistent with the Propd2B& 2009.

Where the RLTS and the proposed RPS need to badkeclosely aligned is where implementation
of the RLTS is identified as the primary meansdafiaving the RPS objective.

RPS Reducing the use and consumption of non-renewable transport fuels and carbon dioxide
Policy 8  emissions from transportation

The Wellington Regional Land Transport Strategy shall include objectives and policies that
promote a reduction in:

» the consumption of non-renewable transport fuels; and

» the emission of carbon dioxide from transportation

RPS Promoting travel demand management

Policy 9 pistrict Plans and the Wellington Regional Land Transport Strategy shall include policies to

promote travel demand management mechanisms that reduce:
 the use and consumption of non-renewable transport fuels; and

 carbon dioxide emissions from transportation

RPS Supporting a compact, well designed and sustainable regional form

Policy 32 The Wellington Regional Land Transport Strategy shall contain objectives and policies that support

the maintenance and enhancement of a compact, well designed and sustainable regional form
Table A4.1: RPS policies where the RLTS is the primary method of implementation

The RLTS contains objectives (Ensure environmestatainability), key outcomes (Reduced
greenhouse gas emissions, increased public transydking and cycling mode share) and policies
(particularly those in chapter 8.4 ‘Environment gogblic health’) that seek to reduce carbon
dioxide emissions.
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A regional strategy for travel demand managemeimicisided as part of the RLTS and is supported
by a detailed plan outlining measures to contritiatea reduction in travel demand. This plan
includes land use principles consistent with RPIEP82.

The RLTS includes the key outcome ‘improved land asd transport integration (in line with the
Wellington Regional Strategy and local authoritpam development strategies) and is supported by
policies in chapter 8.5 of the RLTS ‘IntegratedriPliag’.

RPS policy 56 seeks to directly contribute to tHelr' direction and key outcomes in relation to
integrating land use and transport:

RPS Integrating land use and transportation

Policy 56 When considering an application for a resource consent, notice of requirement, or a change,

variation or replacement to a district plan, for subdivision, use or development, particular regard
shall be given to the following matters, in making progress towards achievingthe key outcomes of
the Wellington Regional Land Transport Strategy:

»  Whether traffic generated by the proposed development can be accommodated within the
existing transport network and the impacts on the efficiency, reliability or safety of the
network;

»  Connectivity with, or provision of access to, public services or activities, key centres of
employment activity or retail activity, open spaces or recreational areas;

» Whether there is good access to the strategic public transport network;
 Provision of safe and attractive environments for walking and cycling; and

» Whether new, or upgrades to existing, transport network infrastructure have been
appropriately recognised and provided for.

Table A4.2: RPS Policy 56

The following proposed RPS policies are to be imaeted by other district and regional plans.
While they do not refer directly to the RLTS, therg consistent with its direction and vice versa.

RPS Recognising the benefits from renewable energy and regionally significant infrastructure
Policy 6  District and regional plans shall include policies that recognise:

a) The social, economic, cultural and environmental benefits of regionally significant
infrastructure including

» People and goods can travel to, from and around the efficiently;

» Public health and safety is maintained through the provision of essential services,
supply of potable water and the collection and transfer of sewage;

» People have access to energy so as to meet their needs; and

» People have access to telecommunication services.



Attachment 1 to Report 09.735
Page 113 of 122

b) The social, economic, cultural and environmental benefits of energy generated from
renewable energy resources including:

»  Security of supply and diversification of our energy sources;
* Reducing dependency on imported and non-renewable energy resources; and
* Reducing greenhouse gas emissions

RPS Protecting regionally significant infrastructure

Policy 7 District and regional plans shall include policies and rules that protect regionally significant

infrastructure from incompatible subdivision, use and development occurring under, over, or
adjacent to the infrastructure.

RPS Recognising the benefits from renewable energy and regionally significant infrastructure

Policy 38 When considering an application for a resource consent, notice of requirement; or a change,

variation or replacement to a district or regional plan, particular regard shall-be given to:

» The social, economic, cultural and environmental benefits of regionally significant
infrastructure and/or energy generated from renewable energy resources; and

» Protecting regionally significant infrastructure from incompatible subdivision, use and
development occurring under, over; or adjacent to the infrastructure; and

» The need for renewable electricity generation facilities to locate where the renewable
energy resources exist; and

» The nationally significant wind and marine renewable energy resources within the region.

Table A4.3: RPS polices which mention regionally significant infrastructure

Regionally significant infrastructure is definedthe proposed RPS as including:

 The Strategic Transport Network, as defined in Wellington Regional Land Transport
Strategy 2007-2016

*  Wellington City bus terminal and Wellington Railw&yation terminus

*  Wellington International Airport

« Commercial Port Areas within Wellington Harbour aadjoining adjacent land used in
association with the movement of cargo and passenged including bulk fuel supply
infrastructure, and storage tanks for bulk liqualsgd associated wharflines.

The RLTS describes the strategic transport netvasrinade up of the region’s key railway lines,
state highways, key terminals providing links tdeat transport networks and those major local
roads serving an arterial purpose. The RLTS resegnihe important strategic role that this network
plays in providing regionally and nationally sigo#nt access. All of the RLTS objectives,

outcomes and policies relate to this strategic agkywand adjacent local networks where relevant.
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2. New Zealand Transport Strategy 2008

When preparing a RLTS Greater Wellington must enslie strategy contributes to the vision and
objectives of the New Zealand Transport Strateg¥T8) as set out in section 75(a) (i) and (ii) of
the LTMA 2003.

The RLTS vision is consistent with the NZTS 2008iam. Both seek a land transport system that is
affordable, integrated, safe and responsive andaisability (economically, socially, and
environmentally sustainable).

The objectives of the RLTS and NZTS largely mireach other and are thus consistent. The RLTS
also contains an affordability objective which adllgsonsistency with the NZTS vision.

The NZTS targets have not been ‘regionalised’, mgkit difficult to gauge the expected
contribution by the Wellington Region to the acld@ment of those targets. The timeframes of the
targets are also very different. The NZTS target®ut to 2040 while the RLTS target are to 2020.
There are also differences in measurements betegraparable NZTS and RLTS targets. However,
work done in thélarget Assessmepaper for this RLTS review has determined thatetlie overall
consistency between the intended effects of the :NAid RLTS targets. There are no significant
gaps between target measures in Greater WellirggtAnhual Monitoring Report and the NZTS
targets in the Ministry of Transport’'s Transport hitoring Indicator Framework.

3.  GovernmentPolicy Statement'on Land Transport Fu ' nding 2009

The RLTS policy framework and desired outcomes @rerall well aligned with the desired
‘impacts’ sought by the current GPS 2009.

GPS impactsthat contribute to economic growth and productivity

* Improvements in the provision of infrastructure aedvices that enhance transport
efficiency and lower the cost of transportationotingh:

0 improvements in journey time reliability
0 easing of severe congestion

o more efficient freight supply chains

0 better use of existing transport capacity.

» Better access to markets, employment and areastmatibute to economic growth.
* A secure and resilient transport network.

The RLTS seeks to improve the public transport oétwin the Wellington region which will

contribute to improving journey time reliabilityf@ublic transport users, and for road users thmoug
its contribution to reducing traffic congestion.dia transport vehicles make best use of existing
transport capacity by carrying large numbers ofptedravelling along common routes more

58 Available at: http://www.transport.govt.nz/ourwork/TMIF/.
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efficiently than private cars. This is particulathe case on key commuter routes where good access
to employment and areas of economic exchangeak vit

Improving walking and cycling networks in the Wefiton Region contributes to reducing traffic
congestion, particularly in the Wellington City CBW/alking and cycling trips can make efficient
use of existing networks as these modes occup\sfes=.

The RLTS also seeks to improve the strategic radork in the Wellington Region to contribute

to improved journey time reliability and reducedese traffic congestion. The primary purpose of
the strategic road network is to provide good axces employment and areas of economic
exchange, including key freight destinations. Nénategic road links will provide alternative routes
that contribute towards a more resilient transpetivork.

Improving access to Wellington’s Port by all freighodes is vital to support economic growth and
access to markets - this is recognised by theegfyat

The RLTS is consistent with the land use and ecangnowth considerations in the RPS and WRS,
contributing towards more efficient use of existingnsport capacity-and better understanding of
future needs, better access to future growth anaayment areas; and improved network resilience.

Other GPS impacts

* Reductions in deaths and serious injuries as alte$woad crashes.

* More transport choices, particularly for those witnited access to a car where
appropriate.

* Reductions in adverse environmental effects frord teansport.

« Contributions to positive health outcomes.

The RLTS seeks to improve regional road safetyutjinosafety improvements and programmes
aimed reducing deaths and serious injuries whemgusie transport system. As a consequence of
fewer incidents, the network is more resilient aekibble. Improved road safety reduces the social
cost to communities and on the health system.

Improving our public transport system, walking aydling networks will mean more people have
better transport options and choices, thereforetribaiing towards a more resilient transport
network. Public transport and walking are both isafed more environmentally sustainable modes
of transport than the private car. Public transps# often involves more walking trips at eithed en
of the journey and contributes to positive healtihicomes. Investment in cycling infrastructure is
vital to address safety issues for this mode.

Any mode shift from road to rail freight is consist with a more resilient transport network,
improved safety and reduced environmental impacts.
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The table below details the alignment between Rké& outcomes and GPS short to medium term
impacts.

RLTS Key Outcomes San & =
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Improvements in journey time v v v v v
reliability
Easing of severe congestion \/ \/ \/
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
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
Table A4.4: Alignment between RLTS Key Outcomes and GPS Impacts sought.
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4.  New Zealand Energy Efficiency and Conservation S  trategy 2007

There is good alignment between the RLTS directind policy framework and the objectives and
targets in the NZEECS transport section.

The NZEECS transport objective to ‘reduce the dVemsergy use and greenhouse gas emissions
from New Zealand’s transport system’ is well alignsith the RLTS key outcome 3.1: ‘reduced
greenhouse gas emissions’.

The following table details the alignment betweka NZEECS 2007 targets and the 2007 — 2016
RLTS.

NZEECS targets RLTS alignment
Reduce per capita transport greenhouse gas RLTS outcome 3.1: ‘reduced greenhouse gas
emissions by half by 2040 emissions’

Comment: The RLTS target is to ‘hold the line’ with
regard to CO2 emissions.despite growth in travel
demand. The NZEECS target is similar given that the
NZTS anticipates travel demand to roughly double
over the same target period (NZTS, p. 25). This is
generally well aligned with NZEECS.

For New Zealand to be one of the first countries in the  RLTS policy 8.4.d: ‘support government investigations
world to widely deploy electric vehicles into alternative fuel options and eco-efficient vehicles’

Comment: Meeting this NZEECS target requires
action be taken primarily at the central government
level and is outside the ability of the RLTS to directly
influence. The RLTS policy is to support central
government action in this area and is therefore fairly

well aligned.
To have an average emissions performance of RLTS policy 8.4.d: ‘support government investigations
170g/km of CO2 (approximately 71/100km) for light into alternative fuel options and eco-efficient vehicles’

vehicles entering the fieet by 2015 RLTS policy 8.4.e: ‘ensure the transport network is

developed in a way that minimises the use of non-
renewable resources’

Comment: Meeting this NZEECS target requires
action be taken primarily at the central government
level and is outside the ability of the RLTS to directly
influence. The RLTS policies are meant to support
central government action in this area and are
therefore fairly well aligned.



Cut kilometres travelled by single occupancy vehicles
in major urban areas on weekdays, by 10 per cent per
capita by 2015 (compared to 2007)

For 80 per cent of the vehicles to be capable of using
10 per cent biofuel blends or to be electric powered by
2015

Investigate options for improving the efficiency of the
North Island main trunk line, including electrification,
by 2010.

Table A4.5: Alignment between NZEECS targets and the RLTS
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RLTS outcome 3.4: ‘increased private vehicle
occupancy’ and RLTS outcome 3.2 ‘Reduced private
car mode share’. The RLTS also includes outcomes to
increase public transport and active mode share, and
reduce fuel consumption.

Comment: While the RLTS outcomes and targets
don'’t relate specifically to reduced kilometres travelled
by single occupancy vehicles, the intent of the
NZEECS target and the relevant RLTS outcomes are
fairly well aligned.

RLTS policy 8.4.d: ‘support government investigations
into alternative fuel options and eco-efficient vehicles’

Comment: Meeting this NZEECS target requires
action be taken primarily at the central government
level and is outside the ability-of the RLTS to directly
influence. The RLTS policy is to support central
government action in this area and is therefore fairly
well aligned.

RLTS outcome 7.2 ‘Improved inter-regional freight
efficiency’ has the associated target ‘All infrastructure
constraints to rail freight movements are removed.’

RLTS chapter 8.1 Network Management contains
several policies relating to the rail network in the
Wellington Region, including the electric urban
passenger rail network.

The Regional Rail Plan identifies several pathways for
investment on the North Island main trunk line,
including electrification and double tracking.
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