Attachment 1 to Report #10.465
10f 131

greater WELLINGTON

REGIONAL COUNCIL

Wellington Regional Land Transporl itrft 2040

FOR MORE INFORMATION

Greater Wellington Published [Date]
142 Wakefield Street [Publication number]
PO Box 11646

Manners Street info@gw.govt.nz
Wellington 6142 www.gw.govt.nz

T 04 802 0301

F 04 385 6960



Attachment 1 to Report #10.465

2 of 131
Contents
Chapter | Title Page
Executive summary 3
1 Introduction 6
2 Vision 7
3 Wellington’s regional transport network — pressures and issues 8
4 Strategy development 37
) Objectives 46
6 Land transport outcomes 48
7 Strategy targets 52
8 Policies 58
9 The role of transport modes 70
10 Role of education and enforcement 78
1 Funding 79
12 Regional economic or land-use considerations and likely funding 83
13 Monitoring, evaluation and review 84
14 Assessment of RLTS 87
15 Independent auditor statement 90
16 Summary of significance policy 91
Glossary 92
Abbreviations 95
Appendix 1 - Strategic transport network 96
Appendix 2 — Statutory context 100
Appendix 3 - Legislative alignment 11
Appendix 4 — Implementing the RLTS 118
References 128
Regional Transport Committee members 131




Attachment 1 to Report #10.465
30f 131

Executive summary

The regional transport network provides vital ascés freight and passengers to key regional
destinations including the Wellington City CBD another regional centres, CentrePort
(Wellington’s sea port), Wellington Internationalirport and Wellington’s regional hospital in
Newtown. The compact corridor form of the regioports a good public transport network which
reduces overall energy use and emissions.

The region’s transport network also provides imgatrtaccess for local trips within communities.
Some parts of the region are largely rural in cti@raand have different issues and requirements
than urban and suburban areas.

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

‘To deliver an integrated land transparttworkthat supports the region’s people and prospenty i
a way that is economically, environmentally andiabcsustainable.’

The RLTS has been developed within a broad legislatine policy framework. It meets the
requirements of the Land Transport Management A682and supports the New Zealand Transport
Strategy 2008vision of ‘an affordable, integrated, safe, responsive andasusble transport
systemi. The RLTS development also took into account thegdament Policy Statement on land
transport fundingGPS)2009.

Through the GPS the Government has signalled gsedtor well targeted land transport investment
that will keep people in employment, improve praduty and support future economic growth in
the region.

Regional pressures and issues
This Strategy seeks to address key issues and pressgegslfy the region including:

* Access to goods and services, employment and as®enit

* Regional road safety, particularly for cyclists

e Severe traffic congestion, particularly at peakesm

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

* Transport related greenhouse gas emissions

e Public transport capacity and mode share.

The Strategy also responds to the region’s projectedsh@tic and population growth and the need
to manage anticipated increases in travel demahd.RLTS, Wellington Regional Strategy and
Wellington Regional Policy Statement developmenmicpsses have been closely aligned to ensure
transport is integrated with land use outcomess T&ifundamental to the economic and social
functioning as well as future growth and developt@drthe Wellington region.
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An affordable, integrated, safe, responsive anthswable land transport system relies on all modes
that make up the regional transport network. Mamyrjeys are multi-modal and to ensure such
journeys are as quick, safe and convenient as lgessi good level of integration between the
different transport modes is sought by the RLTS.

Proposed activities and projectsthin the mplementationand Corridor Rans will continue to
enhance the prosperity of the Wellington City CBil dhe region’s centres as major catalyst
growth as well agprovide for efficient freight movement and incredgproductivity.

Objectives, outcomes, targets
The RLTS objectives are:

* Assist economic and regional development

e Assist safety and personal security

* Improve access, mobility and reliability

* Protect and promote public health

* Ensure environmental sustainability

« Ensure that the Regional Land Transport Progransraéfardable for the regional community.

The Strategy identifies a number of key outcomes whloh itegion seeks to achieve over the long
term. Outcomes have been given a hierarchical tsieiof ‘key outcomes’ and ‘related outcomes’
to clearly signategional strategipriorities-over the next 30 yearsiae RLTS ley outcomes are:

* Increasedpeak period public transport mode share
* Increased mode share for pedestrians‘and cyclists
» Reduced greenhouse gas emissions

* Reduced severe road congestion

* Improved regional road safety

« Improved land use and transport integration

* Improved regional freight efficiency.

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 has been developed out to &24ll of theRLTS outcomes. Targets enable the
region to monitor if progress is in the generakdiion set by each outcome, and to measure the
extent of that progress. These targets signal #ggom’'s expectationsoward achieving tlse
outcomes.Targets were seéb 2020in order to balance the long term strategic impur¢aof each
outcome with accountability for actual progressrahe short to medium term.

Policies

The Strategy includes a list of policies that support tesired outcomes. Policy areas include
network management, travel demand managementysafatironment and public health, integrated
planning, securing transport funds, implementasind programme prioritisation and funding.
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Implementation

The vision, objectives and outcomes of the RLTStiaeslated into action programmesprojects
and activities in théemplementatiorPlans andCorridor Plans which support thiStrategy. Longer
term initiatives are also included, where possitdagive a future view of transport planning.

The Regional Land Transport Programme priseitithe identified projects and activities in the
region alongwith estimated timing and costs. The review predes the Programmeccursevery
three years and will use an agreed prioritisatmol, ttaking into account the strategic framework
provided by the RLTS.

The most significant features to be progresseditiiraghe implementation documents are:

* Progress on the key routes of national and regisigaificance (including the State Highway 1
Wellington Road of National Significance)

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

« A comprehensive programme of measures to managethand for travel.

The RLTS signals that the Implementation and CorriBlans will need toeflect the strategic
framework provided by the GPS and the WellingtoradR@f National Significance programme
during the next review of those Plans

Funding

In developing lhe RLTS consideration has_een given to the availabilityikély funding. The
funding chapter summarises the main sources ofifignavailable to the region. The NZ Transport
Agency’s National Land Transport Programme setstbatfunding available to the Wellington
region over the next three years, and Greater Wtin’'s Regional Land Transport Programme
details indicative funding for the next 10 years.

In December 2009he NZ Transport Agency alsominounced its decision to invest o$2rbillionin
the Wellington Road of National SignificancEhis funding will enable most of the State Highway
activities identified in the Western Corridor Pland the Ngauranga to Wellington Airport Corridor
Plan to be substantially completed within ten years

Monitoring, evaluation and review

The Strategy concludes with measures for monitoring,lweatang and reviewing th&LTS (and
supportinglmplementation andCorridor Plans) to ensure it maintains relevance and deliitsrs
vision and objectives within a changing environment
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1. Introduction

The Wellington Regional Land Transport Strategy TBLis a statutory documetitat provides the
overall strategic framework for investment on tlegion’s land transport network and is the basis
for:

* the identification, selection, and regional prigation of projects and activities
* monitoring actual network performance, and
* reviewing Implementation and Corridor Plans.

It has been developed by the Regional Transport itee (RTC) of the Greater Wellington
Regional Council (Greater Wellingtom) accordance with the Land Transport Managemesit A
(LTMA) 2003.

The LTMA requires theStrategy to contribute to the overall aim of achmgyian affordable,
integrated, safe, responsive and sustainable lam$gortnetwork To meet this requirement the
Strategy has a long term vision aodntainsregional objectives, outcomes and policies covettieg
period 2010 to 2040.

Chapter 2 describes a long term vision for théoreég transport network.

Chapter 3 identifies the pressures and issudaéaregion’s land transpanetwork

Chapter 4 describes tlsrategy development process.

Chapter 5 identifies the six objectives of &imtegy.

Chapter 6 sets out the desired outcomes dftifategy.

Chapter 7 identifieghetargetsor all of the Strategy outcomes.

Chapter 8 sets-out a list of policies.

Chapter 9 describes the role of each land trahspade.

Chapter D sets out the role of education and enforcement.

Chapter 11  outlines tHérategy’s land transport funding sources.

Chapter 2 describes the regional economic or land-use derations and the likely funding of
transport infrastructure associated with those idenations.

Chapter B identifies how theStrategy will be monitored and evaluated, and oefirthe
proposed review programme for tBegategy and its implementation documents.

Chapter 2 details how thé&trategy complies with sections 75 and 76 of the IATRD03.
Chapter 5  contains a statement of compliance with the LTRO®3 by the independent auditor.
Chapter &  sets out the significance policy for variatioagheStrategy.

The appendices provide further context to$trategy.
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2. Vision

The Strategy’s vision is:

To deliver an integrated land transport networktteapports the region’s people and prosperity
a way that is economically, environmentally andiaifcsustainable.

n

The following detailed aspirations support thisiis They give a clear picture of what the region
wants for its transport network in the long ternd gmovide 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 transporttwmerk 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 side of Cook Strait.

Access to and between key destinations such amytefi City Central Business District and other
regional centres, CentrePort, Wellington Internati Airport-and Wellington Regional Hospital
will be quick, easy, reliable and safe. Effectia#ée/ measures, behaviour change campaigns and
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 lentgips. Pedestrian and cycling networks will be
convenient, safe and pleasant to use.

Public transport will provide an excellent optiaor fan increasing number of people, particularly at
peak times along key commuter corridors. Publims$gort trip times and comfort will compete
reliably and favourably with private cars for a rdty of commuter trips. The public transport
system will effectively connect people with keytim#sons. All public transport services will be
fully accessible, including physical access, actessformation and simple streamlined ticketing.

People will need to travel less because they hacess 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. Peopleavil 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.

More bulk freight will be moved by rail and coasshipping whemconomically viable
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3. Wellington’s r egional transport network - pressures and issues

The Wellington region’s topography and geograpluostraints mean it has developed a relatively
compact urban form along the region’s transportidors (Figure land detailed in Appendix).l
State HighwaySH) 1 and the North Island Main Trunk (NIMT) rail liremter the region near Otaki
in Kapiti Coastand extend southwards through Porirua @rehorthern Wellingtonsuburbsto the
Wellington City CBD. SHL thencontinueson to Wellington International Airport.

State Highway 2 and the Wairarapa Line railway ettte region north of Masterton and extend
south-west through Wairarapa, the Hutt Valley andi@ merge with SH 1 at Ngauranga and the
NIMT line at Kaiwharawhara.

State Highway 58s a vital east-west link between State Highways d an State Highway 53
connectdMartinboroughto the regional network at Featherston

The regional transport network includes the WetlimgRoad of National#Significanéewhich
follows SH 1 from north of the region at Levin sowb Wellingtondnternational Airport.
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Figure 1: Wellington’s regional transport network.

! Identified in the 2009 Govenment Policy Statement on land transport funding as one of seven roads of national significance in New Zealand.
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3.1 Current transport network performance

The RTC receives an annual monitoring report (AMR)ich measure network performance
against a comprehensive list of indicators. T2#9/2010 AMR contains the following key
conclusions about the current transport networkopeance:

» Total regional public transport patronage has k&ewly but steadily increasing. In 28000
total annual trips (peak plus off-peak) react¥&dmillion trips, adecreaseof 1.3% over the
previous yearMost of this decrease is in reduced rail patrorfema the previous year.

* Regional peak period public transport patronagelesn relatively flat between 2005/06 and
2009/10. Over that time, annual peak period passenges hgve decreased by alm@s0,000
from the 2005/06 high due to significantly decrehdeis patronage, but partially offset by
increased rail patronage. Annual off-peak passetrges by all public transport modes have
decreased during 2@010 by 1.9%, orabout345000 trips.

e The total number of cars travelling into the Wejtion CBD during the .morning commuter
period decreased by8% in 2010 from the previous year.

* Greater Wellington’s road congestioncreased significantly during the morning peaki bu
droppedduring the inter-peak and afternoon pediiring 200. Therefore, B-day average
congestionincreased10% between 20® and 200 from 21.0 to 23.4 seconds delay per
kilometre

» Killed and seriously injured road casualty-numb#&rsreased from the prior ygadownto 372
in 20®. Therecontinues to bean overall increase in total recorded ‘casualties for all Viehic
types since 200Regional casualties per 100,000 populat@nirned to beintpwer thanboth
Canterburyandthe Auckland regionin 2009

e Total injury crash numbers have reduced. to 1,018009 (from 1,200 in 2008) but remain
above the lowest/amount recorded in'the year 200Bieh was 769 injury crashes.

e Cycle casualty numbers for the region decreaseti3op 136 in 20®. The highest toll for a
decade was recorded in 2007 at 150 cyclist caesalti

* While the regional population has grown, transpereayated greenhouse gas emissions have

remained relatively steady since 200&reasingby about 26 between 20®and 200 financial
years Annual average fuel pricésive remained steady in 2009/10 from the previeas.y

3.2 Key transport pressures

The following are the key pressures that the régitransport network will have to accommodate in
order to achieve the RLTS vision.

3.2.1 Growing and aging population

Between 1996 and 2006 the region as a whole exypedkepopulation growth of 9.3%. The region is
forecast to experience moderate population growith an extra 42,000 people expected to live
here by 2026, a 9% increase from 20@%arther into the future, the more uncertain padiparta
projections become.

2 When corrected for New Zealand Police reporting rates.
3 GWRC. 2009/2010 Annual Monitoring Report on the Regional Land Transport Strategy.
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Under the medium growth scenario (Figure 2) theore population growth rate is projected to
slow after 2026. Regional planning should allowdweer half a million inhabitants by 2026.

The rate of growth varies widely between distriatishin the region. Projections developed by
Statistics NZ suggest that Wellington City and Kiagloast are likely to experience the most
population growth, while other areas will remaiatdé or decline.

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

There is also wide variety in household make-upiagiothe region. Like national and international
trends, our regional population is ageing with ghhénd growing proportion of people aged over 65
years (Figure 3). In contrast, some areas (for @kanfPorirua) have a high proportion of children.
Region-wide, the population of the key working ageup (15-39 year olds) is predicted to remain
flat while the proportion of older age cohorts engrally expected to rise.

Household size is falling across the regidhe largest households are in Poriraiadthe smallest in
Kapiti (reflecting the large proportion of retiremeaged population in this area)Overall, the
growing population will drive an increase in demafiod travel and changes in travel patterns
resulting from the aging population.

* GWRC 200912010 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 20® the Wellington region contributed around 13% dfthé goods and services produced in
New Zealand (GDP or Gross Domestic Product). Insdrae year our regional GDP per capita was
$52,780rising by 1% over 20® while the national averageleclined1.1%. Job numbers in the
region also giw, and at a fastenate than the national average.

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
along key regional transport corridors and locaddwis crucial to ensure continued economic
growth and prosperity nationally, regionally anddbly.

Figure 4 shows a medium forecast of a further 8¢&memic growth between 2006 and 2041.

5 GWRC, Wellington Regional Genuine Progress Index, unpublished.
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Futures GDP per Capita growth per annum

200 -

B
s}

Index 2006 = 100

GDP per Capita growth (%)

M edium Growth +18% pa

Low Growth +15%pa

High Growth +2.1%pa

o +—+—+—+—+—t+—t+t++++—t+t+t+t+t+—+—+++++——tt++—t——t—t—t—t—t—t——t—tt
1996 2001 2006 2011 2016 2021 2026 2031 2036 2041

Figure 4: Real GDP growth per capita. Source: Wellington Transport Strategic Model (WTSM).
3.2.3 Increasing travel demand

Population and economic growtimcreasing car ownership and a growing expectatiomobility
and conveniencare key contributors to the regional demand favdt. Over the past 20 years, the
number of trips on New Zealand’s state highwaysdras/n 66% (Figure 5). The long term trend is
for people'to make more trips, more often, ovegtrdistances.

Faster population growth on the Kapiti Coast iglpairiven by people relocating from other areas
within the region. Increased numbers of commutergelling between Kapiti and Wellington will
put greater demand ahe existing links of that transport corridor

Car ownership numbers have been steadily incredsiribe long term, only levelling off since
2007 However, it is unclear if this representsreew trend or atemporaryresponse to a slower
average rate of economic growth. Over the years fRB00 to 200, the total number of cars
registered in the region rose by.4%. Increasing car ownership may also contributen¢toeased
car use and greater demand on the road network.
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State Highway indexed traffic growth
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Figure 5: State Highway traffic growth.in.New Zealand for all vehiclés and heavy vehicles, indexed to year 1989 values. Source: NZTA.

Long termgincreases in vehicle kilometres trave(éHT) is generally related to economic growth,
as demonstrated by the doubling of Heavy Comme¥@aicle traffic since 1989 (Figure 5).

Higher VKT contributes to additional C@ emissions and other environmental impactsyeased
safety risks, longepeak period journey times antbrecongestion.

Regional VKT has historically also shown steadygto® However, as shown in Figure 6, regional
(as well as national) VKT has become more volaitee 2005. This is due primarily to fuel price
increases and the economic recession.

The Wellington region makes up 8.7% of New Zealartdtal VKT Local roads account for 53%
of VKT in the region (Figure 6). Interventions tduce growth in VKT need to ensure a high level
of access and interaction is maintained to minirdiseuption to economic and social activity.

® See Greater Wellington’s 2009/2010 Annual Monitoring Report on the Regional Land Transport Strategy, Appendix 2.
! Source: Ministry of Transport, Transport Monitoring Indicator Framework, TV001.
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Wellington regional VKT

4,500

W State highway M Local roads
4,000

w

vl

o

S
Il

3,000 +

N N

o vl

S o

S S
L Il

1,500 -

Vehicle kilometres travelled (M)

500 -

2005 2006 2007 2008 2009

Figure 6: Vehicle kilometres travelled (in.millions) by State Highway and localroads. Wellington region. Source: Ministry of Transport, TMIF TV001, 2009.

As shownrin Figure 7n a medium scenariwe are forecasting aroun@% growth in VKT over the
next 30 yearsModelling work for the strategic options indicatet different measures to manage
and respond to various levels of increasing traeshand can combine to reduce VKT or increase
its rate of growth out to 2040.

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 public transport in tagion is also steadily increasing, but has
flattened out somewhat for reasons including réligbssues, fuel price changes and fare increases
(Figure 8). Between 2002 and1Z¥) total public transport trips increased bia

Total patronage by bus, train and ferry for the®Z00financial year wa85 million passenger trips,
adecrease of 500,000 (or abadui8%) over the previous year. This increase was mastote during
the off peak period, with peak period patronagellewg off over the past three years.
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Figure 8: Total annual public transport patronage by mode. Source: Greater Wellington Regional Council 2010.

One of thefuture demansion the region’s transport network is tinerease in log freight volumes
from the predicted growth in forestry in Wairarapa. Accoglito Statistics NZ,n 2006 the
Wellington region had 4% of New Zealand’s total aarforestedwith exotic tree plantations
intended for harvest. Total log production is expddo grow by 270% in the region between 2006
and 2031, especially after 203%his will see a significant increase in log freigtaffic.

Domestic and international passengers moving thradfgllington International Airport have been
increasing at an average rate of 3.9% per yeaesl®97° By 2030, it is predicted that airport
passenger numbers will double from current levélgs potential increase may result in greater
congestion levels through the Ngauranga to Welinghirport Corridor, as well as more demand
for public transport services to/from the airport.

& Wood Availability Forecasts for the major wood-producing regions, produced by MAF.
9 Source: 2030 Master Plan, Wellington International Airport, 2010.
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3.3 Transport issues

In order to deliver an economically, environmertalhd socially sustainable land transport network
the following issues have been identified. Theyaganised, generally, by those themes.

3.3.1 Access and mobility

The region’s transport network enables people tgsighlly access markets for key goods and
services as well as work, education and leisureoxppities. Mobility is the means and ease by
which people access those markets and opportunities

The region’s transport network is multi-modal, inparating private vehicles (including taxis and
freight vehicles), public transport (buses, traamal ferries), walking and cycling. Improving the
roads, rail lines, cycle-lanes and footpathsthe region increases access to these markets and
opportunities. It also lowers the financial costs¢ravel in time and fuel for both people and fidig
Mobility is improved by faster, safer and easiavél, as well as more reliable journey times with
less congestion and more choice of travel mode.

While increasing vehicle ownership in the Wellingteegion reflects increased mobility; this can
have a negative impact on overall transport acoiigi For example, increased car use and VKT
can lead to more severe congestion and crowd bat atodes.

To maintain a good level of accedsiS necessary to ensure better transport linkdgetween
activities in different areas allow greater ‘accessnarkets, employment and social opportunities.
This allows markets to operate more efficiently amébles greater social participatidihere is
also pressing need to limit the growth in car trafficthe cities and ensure viable alternatives to
travel by private car are available.

3.3.2 Economic development

Economies rely on effective and reliable transpwatworks to function. Improved access and
mobility encourages and facilitates economic growtter access and choice of travel also makes
the region and its economic centres more attratbimisiness and people by being cleaner, greener
and easier to get to destinations.

As set out in the Government Policy Statementgthesrnment’s priority for land transport funding
IS to increaseeconomic growth and productivity New Zealand Scheduled investment on the
Wellington RONS is a cornerstone of the Governnsestrategy to facilitate regional and national
economic development.

Economic growth is occurring at a steady rate a\tteellington region despite the 2009 economic
slowdown and is expected to continue to steadibngThe Wellington Regional Strategy (WRS)
signals a desire for increased growth and highdigiee need for theLTS to support this growth.
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Around a third of the region’s jobs are in the WellingtoityOCBD.*® The need for a strong central
business district and regional centres, and theoitapce of links to CentrePort and Wellington
International Airport is recognisddy the WRS and thiStrategy. Access to these areas is currently
impacted by congestion problems and a lack of iimvest across the transport infrastructure.

3.3.3 Transport network reliability

Reliability is a significant issue for the regiaffecting public transport, private vehicle usensl a
freight movement. Journey time reliability is espélg important for time sensitive activities to
occur, such as flight and other inter-modal conoest opening hours and appointmentée
development of more sophisticated supply chainsthededuction in inventories in retail stores is
also placing an increasing premium on delivery imittonstrained time windows.

The following chart (Figure 9) illustrates the pgpton of network reliability.

Perceptions of Transport Network Reliability
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Figure 9: Perceptions of network reliability — % of people who rate the regional transport network as reliable (GWRC perception surveys 2003, 2004, 2006, 2008)

The key routes into Wellington’s CBD by road aréjsat to relatively high variability in ‘expected’
travel times, affecting both private vehicles andg Iservices. This isecauseeven a reasonably
minor event can cause significant delays due t@esition levels and lack of alternative routes to
avoid the trouble spot (BERL, 2004). In March120AM peak travel times on the strategic road
network varied by 7% with PM peak variability at 9%."*

10 GWRC, 2004, CBD Corridor Study. Pressures & Issues
1 GWRC 2009/2010 Annual Monitoring Report on the Regional Land Transport Strategy
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Bus and train service reliability has two composekirstly, whether the service runs and, secondly,
whether it keeps to the scheduled timetable througthe journey. Service monitoring data shows
that scheduled bus services operate at least 99%tedime. Those that don’t run are generally a
result of operational issues. However, bus jourtiee delays are often caused by incidents and
congestion on the road network. This is a particptablem in the south end of Wellington City’s
‘golden mile’ and peak congestion bottlenecks adotine region.

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

The north-south routelongState Highway 1 and the main trunk railway liftee Western Corridor)

is of national importancet is the primary route into the region and to WellingtortyOCBD from

the north. The route also serves Wellington’s Ge#Prt, the main connector to the South Island and
overseas for the@wer part of the North Island. Safety and reliabilitye aignificant issues fahe
WesternCorridor, with current journey times having a higigdee of variability.

The highwaycan beprone to closure following traffic accidents, pia®s limited access for
emergency vehicles and is vulnerable to naturaatuszsuch as landslips and flooding. There are
limited alternative routes along this corridor. opements to State Highway 1 signalled for the
next 10 years as part of the Wellington RoNS apeeted to improve network reliability and reduce
congestion in théngterm after the route becomes operational.

The single track section of the NIMT railway linerth of Pukerua Bay is a significant weak point
on the existing rail corridor as it delays trip @sby not allowing north and southbound trains to
pass each other. The double tracking project oWaikanae by KiwiRail as part of the Regional

Rail Plan will address a significant section ofstlveak point. However, more work through the
North-South Junction is needed. Like the highwhg,rail corridor is also vulnerable to slips.

The extent of any disruption to the region’s tramsmetwork during a hazard event differs,
depending orihe event’slocation and nature. Potential hazard events imcllmbding, landslides,
earthquakes and tsunamis. A major seismic evetikeyy to significanty impactthe strategic
transport links to Wellington, Hutt Valley and Roi'? This would affect access for emergency
vehicles in the short term and general accesstbeemedium to long term. Disruption caused by a
major hazard event would have a significant saama economic impact on the region.

The potential impact of natural hazards and clincdt@ange on network reliability is not currently
well documented. The resilience of the region’sggort network in response to such events and its
ability to resume service as quickly as possiblélva important in minimising their impact.

12 Wellington Lifelines Group. Nov 2005. Submission to proposed Western Corridor Plan.
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The following diagram (Figure 10) was developedthy Wellington Lifelines Group as part of
their submission to the Western Corridor plannimgcpss. The diagram is based on available
earthquake-related geological hazard informatiarte region from Greater Wellington.istnot an
exhaustive hazard risk analysis, but provides algodication of the potential risks to the strategi
transport network in the case of a major seismenevRisks to the regional rail network are the
same where the rail lines and roads are in sirareas.
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Figure 10: Earthquake-related geological hazard effects on the Wellington region’s state highways. Source: Wellington Lifelines Group (2005).

13 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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3.3.4 Traffic congestion

Congestion has an economic cost in terms of wdstexland lost productivity caused by delays, as
well as increased fuel use atitk consequent increased vehicle emissions. Traffigestion also
often influences trip timindy spreadthg demand affects mode choice and eventually influences
land use decisions.

Traffic congestion is a significant issue duringapeeriods due to its impact on trip reliability. A
2008 Greater Wellington transport perception sufieglicated that 43% of respondents felt traffic
congestion was worse than it was two years prelyoddodelling of the network (Figure 11)
suggests that peak period congestion can be masotait current levels with appropriate investment
in the network across all modes.
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Figure 11: Forecast growth in AM peak period congestion for WCC and the Wellington region to 2041. Source: GWRC, Wellington Transport Strategic Model.

Severe congestion occurs particularly at peak tiomethe main routes in and out of Wellington City
CBD. ‘Bottlenecks’ on the strategic network inclubana Esplanade, Paekakariki, Pukerua Bay,
SH 1 Ngauranga interchange, SH 2 Dowse to Ngaurandaaround the Terrace and Mt Victoria
Tunnels. Weekend congestion is a regular problerSiérl between Otaki and MacKays Crossing
and on the State Highway network from the TerragenEl to the airport.

The map on the following page (Figure 12) idensiftae key routes of the regional road network
affected by regular traffic congestion during peeakiods.

14NRB GWRC May/June 2008 Transport Perceptions Survey.
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3.3.5 Rail network

The rail network is particularly important for lomljstance and high volume public transport service
between the Wellington City CBD and the region’sestcentres and townships, as well as serving
vital freight connections. Rail connections to CeRbrt and the Cook Strait ferries mean the
region’s rail network is of national importance.

Previous decades have seen a lack of investmargaessary maintenance and renewal of the rail
network nationally and regionally. In particulahet bottleneck at the North-South Junction

(Paekakariki to Pukerua Bay), regularly causesydeta rail services which have regional and

national consequences.

Rail movements that occur across Waterloo Quayngutie 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 elsewhereilaByn a previous lack of investment has
resulted in an urgent need to upgrade ageingatiig stock and rail stations.

Currently, over half a billion dollars is being #sted in upgrading the region’s rail network and
purchasing new passenger trains. The new Mataaigistare expected to come into serviceing
the second half @010. In the longer term, the Wellington RegionallRlan sets out a programme
to 2035 to address infrastructure and rolling stesiues in conjunction with KiwiRail and local
authorities. Staged development of double-trackimgugh the North-South Junction is called for in
the Plan.

3.3.6 Public transport capacity

Annual peak period public transport trips have nee static at 17.5 million over the pésur
years, despite a growing population. This is larghkie to falling bus patronage that is offset by
increasing rail patronagé.There are several reasons for the static trenoeak public transport
trips including reliabilityissues falling fuel prices, increases in fares and camigsues with old
rail infrastructure and rolling stock.

Recent trends in off-peak trips hasieownfastergrowththan peak period traverhis is likely due
in part to the SuperGold caralthough it is uncertain whethérese trendwill continue.

Modelling (Figure 13) 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%, whiteripeak trips only 25%.

15 GWRC, 2009/10 Annual Monitoring Report on the Regional Land Transport Strategy.
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Figure 13: Projected growth in Wellington regional daily public transport trips. Source: GWRC, Wellington Transport Strategic Model.

Under the highest scenario, annual public transpipg 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.

The lowest scenario sees a decrease of 14% in lgownlec 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.
3.3.7 Freight

The region’s freight network consists of road, eild sea freightAir freight plays a fairly minor
role at this timebut is expected to significantly increaRoad and rail freight are the land transport
modes that provide important connections for thewamds movement of freight by other modes and
for delivery to the place of consumption.

There is a direct relationship between economiavtitaand freight growth. Road freight takes up
the vast majority of freight movements on a tonkiesmetre basis. Road freight accounts for 70%
of freight movements while coastal shipping andl mede up 15% each Given that most freight
journeys involve relatively short distancesd are contained within the regifthe average heavy
commercial vehicle trip length is about 11 km).erof railfor freight movements within the region
is likely to continue to be minor.

16 Source: Ministry of Transport, Transport Monitoring Indicator Framework, FT008.
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Rail is primarily used for long distance, inter-i@tal freight. However, rail freight movements have
declined since 2000.Advocating for the removal of constraints on thi infrastructure for freight
will be an important role of this Strategy to prdei opportunities for increasing rail freight
efficiency and its share of inter-regional freighbvement.

The expected growth in road freight volumes, togethith timing needs associated with freight
delivery will mean an increasing contribution ohdbfreight to peak period congesti@urrently,
there are significant heavy vehicle flows along SHls well as SH 2 (which links manufacturing
centres in Upper and Lower Hutt, as well as Seavi# the population base and port facilities in
Wellington City). Likewise, the effects of congestion on freight mmoeat have been signalled as a
problem which is likely to increase with expectesidht volumegrowth

Investment orhe State Highwayetwork, local roads and public transport improvetselong key
freight and commuter routes will significantipnprove the efficiencyand timely movemenof
freight within the region. A focus on future roackight efficiencies such.-as more advanced
technology, higher average loadings, increasingktgizes and driver training can have substantial
benefit. However, higher average loadings and asmd truck sizes are also likely to have
associated costs in terms of required road maintsnand damage from collisions.

Increasing rail freight mode share can mitigate safithese costs, as well as others (i.e. congestio
and greenhouse gas emissions). For example; thexesignificant volume of log freight by road
from Wairarapa to CentrePort. Anticipated increasedog production and delays from road
congestion mean a.return to rail freight is beiogsped for logs.

Port traffic at Wellington’s CentrePort is expectedncrease in line with economic growth trends,
with most freight arriving at or departing the pbytroad.

3.3.8 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 gipmade between the Hutt Valley, Wellington and
Porirua. Currently, road connections between ticesamercial centres are limited.

State Highway 58 (via Haywards Hill) and State Hwglys 1 and 2 (via Ngauranga) connect the
Hutt Valley to Porirua. However, public transpaip$ between the Hutt Corridor and the Western
Corridor require travel towards Wellington City atieen a transfer back out. For private vehicles
there is no direct link between the Petone/Graltkieeas and the northern Wellington and southern
Porirua suburbs. An additional link to the southMlling is proposed to enable more direct and
efficient transport connections. Existing routesistd also be improved as appropriate.

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.

a GWRC, 2009/2010, Annual Monitoring Report on the Regional Land Transport Strategy.
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3.3.9 PeakOll

Fossil fuel based energy resources are finite, reapwable and in high demand. The scenario
commonly referred to as ‘peak oil' needs to be agkrdged as a challenge for its potential impact
on access and mobility. Peak oil refers to thelyikgeak in global oil production in the future,
followed by a decline.

The timing of such a scenario is still widely dedghtwith opinionsranging anywhere from ‘the
peak has passed’ to 50 years awagcent research internationally identifies a gragyisk of near-
term supply and price pressures in the oil makael prices are likely to increase and become more
volatile over time as supply struggles to keep ugh wicreasing demand. The regional transport
network needs to be resilient to the potential ictpa

Rising oil prices have implications for thiStrategy as the cost of transportation becomes
increasingly higher. While petrol and diesel amognised as being relatively inelastic commodities,
there is anecdotal evidence that public behaviswaeady being influenced by higher fuel prices.
This suggests that more people are willing to aersalternatives to private car travath flow on
effectsfor the public transportetwork

Increasing passenger numbers may require new ranttsdditional capacity, particularly during
peak travel times. Short trips may be carried quadtive modes more often. Freight transport may
move towards more fuel efficient modes, such asamal coastal shipping, and the demand for
commercial or industrial land nearer.to marketstgoand rail services may increase.

Public transport network efficiency and capacitsgyel demand ' management, access to walking and
cycling, efficient land use and infrastructure mleny, as well asefficient connections between
commercial centres are therefore all important @nations for thisStrategy.

Rising oil prices may result in increased levelsegearch into alternative fuels and technologies
which have the potential to mitigate the effectsigh fossil fuel prices. Once oil production cahno
meet demand, New Zealand may not be able to bdicisut fuel to meet its needs if alternatives
are not readily available. Impacts could includggicant shifts to alternative transport modes and
significant issues for road maintenance if bituraepplies are limited.

3.3.10 Climate change

Climate change is a global problem. Worldwide dBdo date are evident in the unusual weather
conditions experienced in most parts of the wondrahe 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 d@ttenand effort, there is a need for responses at a
local level'®

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.

18 GWRC, June 2009, ‘Wellington Regional Climate Change Response’ Discussion Document.
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Greenhouse gas emissions are made up of carbomd@i@Q) and non-CQ@ emissions. In 2007 it
was estimated that New Zealand emitted 75.5 miltmmes of C@equivalent greenhouse gases
into the atmosphere. The national energy sectairiboites around 43% of the total greenhouse gas
emissions. The transport sector is a subset oketieegy sector, contributing almost 46% of the
energy sector’'s COemissions, or 20% of total national greenhouseegaissions. The principal
growth in greenhouse gas emissions comes from daeete CQ emissions, particularly from
electricity generation and transp&rtWellington region’s use of fossil fuels is primgrifor
transport purposes and contributes to about 1.58atdnal greenhouse gas emissions.

Figure 14 shows the projected growth of {&nissions from transport in the Wellington regaart

to 2041. The medium scenario is for a 25% growtlC@, emissions from 2006 levels. Greater
efficiency and a mix of technologies (e.g. hybndiig-in electric, bio-diesel, etc.) in the private
vehicle fleet accounts for a 24% reduction in emiss, even though VKT increases.

Lower turnover rates antbrsequent slower adoption of new technologies imteavy vehicle fleet
(HCVs) override the gains from private cars witprajected 172% increase.in truck £é€missions.
This is due to increased economic activity and igaiicant change in fuel efficiency. HCV fuel
efficiency is assumeth the modelto remain the same out to 2041 due to a lack fofnmation on
how it might change.
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Figure 14: Forecast growth in Wellington region’s annual CO2 emissions from transport. Source: GWRC, Wellington Transport Strategic Model.

19 Ministry for the Environment, April 2009, New Zealand’s Greenhouse Gas Inventory 1990-2007.
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The lowest scenario sees an overall 25% reduatid®» emissions that result from investment to
alleviate severe congestion and achieve a straftg@ipublic transport coupled with a road pricing
scheme? low population/economic growth, high land use dignand higher relative vehicle
running costs.

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

Inter national agreements

The Kyoto Protocol sets targets for reducing greesk gas emissions in developed countries. The
first commitment period is from 2008 to 2012. Neeakand 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 negotiations held at Copenhagen ineder 2009 did not lead to the creation of a
legally binding global agreement to replace the tdyBrotocol. The agreed Copenhagen Accord
‘recognised’ the need to limit global temperatuse to no more than’€; but no targets were set.

Instead it was agreed that each country would suitsmwn voluntary targets. New Zealand’s 2020
emissions target is to reduce greenhouse gas emssby 10-20% relative to 1990 levels. This
target is conditional on comparative measures dakien abroad. It is also not directly comparable
to this Strategy’s.emissions target as the 'RLTS-is only eamed with transport sector emissions,
while the NZ 2020 Copenhagen target is economy @&mdeincludes ‘carbon sinks’ (i.e. forests), not
just emission sources.

Emissions Trading Scheme

New Zealand’s Emissions Trading Scheme introducesi@ on greenhouse gases to provide
economic incentives to reduce emissions and enhfamest sinks. A transition phase is in effect
until the end of 2012 in order to ease the schemigext during the current recession. The transport
sector is affected starting 1 July 2010 with aneeted 3.5 cent increase on the price of petrol and
diesel. After 2012 another rise in fuel pricesxpexted when the transition phase expires.

The expected higher fuel price is unlikely to proela significant reduction in private vehicle VKT
or increases in observed mode shift trends. Rdoehfprice increases are similar in magnitude to
what is expected from this scheme and have notahsignificant impact on VKT or mode shift.
However, it is expected that the scheme will enagartechnological innovation and a faster uptake
of more efficient vehicles in the regional fleet.

L ocal contributions

While the Wellington region’s contribution to rediig transport related greenhouse gas emissions is
only a small part of a wider national commitmehg heed for the region to play its part in reducing
its share of greenhouse gas emissions is recogasseery important.

D The region does not have the authority to implement a road pricing scheme under current legislation.
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There are a number of ways for the region to addt@s issue. These include:

* investing in network improvements that reduce sevawngestion to reduce vehicle idling
(alongside managing general traffic growth)

« continual improvement of the region’s public traometwork (particularly electric buses and
trains) to encourage and provide for increasedfipeblic transport

e continuing to promote and provide for an increaggidke in walking and cycling

* managing the demand for travel and increasing kreffieiency (through network management
systems, travel planning programmes, land use ratiep and advocating for pricing
mechanisms).

However, the main mechanisms for addressing tisigeigrimarily fall outside the scope of this
Strategy. These include improving vehicle fleet @éhcy and advances in the availability of
alternative fuels. It is appropriate that centravernment take a much stronger lead in relation to
these issues and thas a regionwe advocate for them to do so.

There are three key ways in which our region’sqdpamt network can respond to climate change:

1. Reducing transport’s contribution to greenhouse gyasssions, as discussed previously. This
Strategy sets ambitious targets to reduce €Qissions to reflect this outcome.

Ensure our transport network is resilient and aalaptto potential impacts of climate change.

Encouraging-improvements to heavy commercial veki¢gHCV) — their size, average load,
switching away from a just in time delivery cultudgiver training and more efficient vehicle
technology. These issues are important considesatichen planning the transport network,
particularly in a longer term context.

3.3.11 Environmental impacts

Both the use of the transport network and the coabn of new transport infrastructure can have
adverse impacts on the environmempacts potentially include local air quality, watguality,
noise levels, disruption to sites of ecologicalltual and heritage significance, and amenity and
community cohesion. Global environmental impactghsas energy use and £@missions, are
discussed earlier.

Transport emissions contribute a number of poliistahat 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
air quality monitoring stations in the region.

Transport emissions are not major contributorsig pollution nights recorded during the winter
months in Wairarapa, Upper Hutt and Wainuiomataha&ds. However, they may have some short-
term effect in built-up areas of Wellington City OB While all air quality indicators are
experiencing minor increasing trends, modellinggasgs that the transport contribution of these
pollutants will decrease over time with improvinghicle technologies and increasing uptake of
alternative fuels.
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Surface water run-off from roads can carry largeoamts of contaminants (by-products of tyres,
brakes and engines and deposition from exhausspage the region’s stormwater system. This
environmental impact is largely linked to the numbé vehicles on the road. Any reduction in
vehicle kilometres travelled will help reduce i§ will a high standard of environmental design
during construction of new transport infrastructurlere is also a need to be proactive concerning
transport-channelled stormwater and sediments g®wositive receiving environments such as
Porirua Harbour (including Pauatahanui Inlet) anellifgton Harbour!

Increasing traffic volumes on existing roads ane tonstruction of new transport infrastructure
have the potential to have a detrimental effecsibes of significant ecological, amenity, cultural
and natural heritage depending on its scale aratitot It is important that consideration is given
these issues at a strategic level, and duringeteldd project design and consent phase.

3.3.12 Integration of transport and land use planning

Ensuring the sustainability of the region’s strategansport network.requires an approdbht
includesall elements of the network, including integratlmetween land use and transport planning.
For example, ew land subdivisions and developments which aratéstat a distance from public
transport or local facilities can increase depengl@mn cars.

The need to travel can be reduced by encouragirgdnise development, encouraging businesses
to locate in areas close to the workforce, and msugng critical infrastructure and services are
located in high density residential areas.

The WRS identifies the significance of integratlagd use and'transport planning for its benefits in
economic and social participation. The Regionaldydbtatement (RPS) and the RLTS will be key
mechanisms for addressing this issue by providingplecy framework guiding development of
integrated land use and transport.

Land use intervention iIs 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.

Historically, development in the Wellington regibas been strongly integrated with transport. The
development of communities around tramlines andsexvices from last century would today be
called public transport (transit) oriented develemt An increase in inner-city living and street
connectivity also substantially increases walkimgl aycling use, particularly for journey-to-work
trips.

A good example of integrated land use and tranggartning in the region e Wellington City
Council's Transport and Urban Development Strat&@i@hey propose investment in a seamless
public transport system between Johnsonville aedaitportwhich is supported by intensification
of employment and housing along the ‘growth spir@es,demonstrated in the following diagram
(Figure 15).

2 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.
2 Wellington City Transport Strategy 2006 & Wellington City Urban Development Strategy 2006.
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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).

It is important to recognise the hierarchy of roti exists within the region and the differerieso
played bythe road types within that hierarchy. Local roads pdevior local traffic and access
within districts, including access to private prageThe region’s state highways and the other soad
that make up the strategic road network (as seinoppendix 1) are designed to connect regional
centres and important regional destinations, inodhe regional hospital, port and airport. The
region’s state highways also provide vital linkadgpetweenthe Wellington regionand the rest of
New Zealand.

Protecting the strategic road and rail networksrejahe adverse effects of inappropriate land use
requires careful management through district pantsresource consent processes.
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3.3.13 Safety and personal security

Despite extensive road safety gains madée Wellington regiomuring the 1990s, casualties over
the lastsix years have startegdending upwardagain and renewed efforts are required to ensare th
region improesits road safety record.

In 20, there were @ deaths and 35serious injury casualties, after correcting fog thdicative
Police reporting rate (Figure 16). The annual damat of crashes to the Wellington region in 200
was $32.26million.?
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Figure 16: 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, theemain incident site

* Human/driver factors are the main causal factor

* Vulnerable road users, especially cyclists, mudtditer catered for

« Enforcement resource has not kept pace with papualaicrease

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

* Young drivers are particularly vulnerable espegialhen alcohol and speed are added.

BNz Transport Agency, 2010, Wellington Regional Road Safety report 2005 — 2009.
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In the Wellington region, the number of crashes #mair social costs is highest on our local urban
roads (Figure 17). This is related to the fact thatgreatest amount of VKT occurs on those roads.
However, the social cost of ‘fatal’ and ‘seriousad crashes is also relatively high on both state
highway and local open roads (Figure 18) where clesiare travelling much faster and the

consequence of collision is more likely to be sever
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Figure 17: Location and number of fatal and serious injury crashes in the Wellington region during calendar year 2009. Source: NZTA

The New Zealand Road Assessment Programme (KiwiR#&jides a comprehensive survey of
road safety on New Zealand's State Highways, mostliside urban areas. In January 2008,
KiwiRAP published the first set of risk maps basedthe number and location of serious and fatal
crashes over time. These risk maps are split iolleative risk (number of crashes per kilometre of
road) and the personal risk to each driver.

These were followed with the publication of StattiRgs in June 2010 developed through a visual
inspection of State Highway safety design attrisuteincluding lane width, divided or undivided
lanes, width of sealed shoulders, speed limit aisheation.

The information provided by KiwiRAP will be a usétool to inform our road safety planning, both
in terms of information for drivers and as an inpatroad safety improvement programmes.
Collective and personal risk maps, as well as the Sating map and accompanying information are
available at www.kiwirap.co.nz.
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Figure 18: Social costs of crashes (in.millions) by location in the Wellington region. Source: NZTA

The perceived and actual safety of pedestrianscgnlists in our region affect the use of these
active modes. In a 2008 Greater Wellington. peroagtisurvey, respondents who resided in
Porirua City felt the “safest” while walking (77%lt safe). Other Territorial Authority (TA) areas
ranged from 74% down to 61% of respondents feefiafg. In the same survey, only 27% of
respondents throughout the region felt “safe” whgeling.

Perceived and actual personal security is an impbfactor in the use and uptake of active modes
for travel. Improvements to personal security can dained by goviding lighting and open
streetscapesncreasing pedestrian and cyclist numbers (eyeshenstreet)and improved driver
awareness of vulnerable road users

3.3.14 Cycling Safety

Cycling is a cheap, healthy transport mode whidvigles an alternative to short and medium length
trips by private vehicle. However, in the Wellingteegion only 1% of all trips are made by cycle.

The main barriers to cycling include a lack of raa@ce or cycle lanes, steep topography and windy
conditions in some parts of the region. In othertp@apiti, Hutt Valley and Wairarapa) where
conditions are often well suited for cycling, bars can include perceived safety issues or lack of
cycle storage and shower/change facilities.

24NRB GWRC, May/June 2008, Transport Perceptions Survey.
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As indicated by Figured cycling has the highest relative risk comparethwither modes in the
region. Reported low perceptions of cycling sataty level of service are a natural consequence.

Safety issues are likely to be compounded in theréudue to more vehicle traffic for cyclists to
contend with on the roads. In two thirds of thei@dects 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.

Relative risk by distance travelled
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Figure 19: Relative risk by transport mode per million kilometres travelled. Source: Ministry of Transport, reported crashes and NZ Household Travel Survey 2005 -
2009. Note: The sample size for motorcyclists in the Wellington region is too small to accurately calculate relative risk at a regional level.

Significant investment will therefore be requir@dsignificantly improve cyclist safety. Improving

and expanding the cycling infrastructure, as welldaiver and cyclist skills training courses all
contribute to increasing the number of cyclistsisTih likely to have a positive effect on perceived
and real cyclist safety due to a ‘safety in numbefifect.

Safe walking and cycling is an area of high condermthe Wellington region. This is due to the
high relative risk for cyclists in the region. Hovee, cyclist safety is an area of only medium
concern nationally under the Safer Journeys 2020 safety strategy.
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3.3.15 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.

Deteriorating air and water qualities increase sxpe to a diverse range of pollutants outlined in
section 3.3.11 that adversely affect health anceas®e the social costs of transportation.

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

Transport networks can contribute positively to gle® wellbeing by facilitating social networks
and providing-access to employment, recreation @ammunity facilities.Severance issues arise
when inappropriately designed or located transpdrastructure cuts through neighbourhoods and
communitiesSeverance also occurs when new facilities arefsét areas away from where people
live or on the other side of major transportinirasture.

This can lead to indirect health impacts, for exemgisruption to social networks and reduced
social support (PHAC, 2003). It may also reduceppes ability to choose active modes to make
shorter local trips, leading to greater reliancepomate vehicles.

The ability of people to access health servicesmnsther 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 Gére affordability of public transport services ysaa
role in this.

Noise is a local environmental factor that can iotghe quality of life of people and communities.
Transport activities contribute to environmentaiseo particularly road traffic and rail along major
transport corridors. Noise monitoring along the enajansport corridors in 2008 demonstrate that
noise levels average from 61 dBa at Western HuéidRo 69 dBa at Mana Esplanatie.

= PHAC, April 2003, ‘Impacts Of Transport On Health — An Overview'.
% GWRC, 2009/2010 Annual Monitoring Report on the Regional Land Transport Strategy.
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The rail network, particularly rail freight, corttites to adverse noise and vibration effects. These
effects are greatest where rail is located closgptn areas such as coastal water and when in close
proximity to communities, such as those in thenitgiof Porirua Harbour. The bus fleet consists of
electric trolley buses and diesel buses. Trollegelsthave noise reduction benefits over diesel buses

3.3.16 Access for mobility impaired and an ageing population

Mobility impaired groups and the elderly form paftthe ‘transport disadvantaged’ in this Strategy.
Despite considerable progress made in recent ywaimprove the accessibility of the public
transport network, many disabled people in New &sdlhave severe difficulty using transport
services and infrastructure (HRC, 2005).

The Human Rights Commission report ‘The Accessildarney’ noted that issues of availability,
affordability, accessibility and acceptability irelation to conveyances, service information,
premises and infrastructure are barriers to usiegublic transport network.

Modifications to add accessibility features for erfldand mobility impaired.speople need to
continually be made as new buses and rail cars aymme or are refurbished. Simpler, integrated
ticketing systems will also be important. As weNhen rail’ platforms around the region are
upgraded, these accessibility issues are alsodenesi.

Improving transport access is also part of the Mealand Positive Aging Strategy. As shown in
Figure 3, the proportion of the Wellington/regiopalpulation over 65 years of age is projected to
significantly increase. The ageing population reioés the need to continually improve the
accessibility of the regional land transport networ

3.3.17 Travel to educational facilities

Data collected between July 2003 and June 200@ates that significant number of the region’s
peak period trips 1(%%) take place between homes and educational fesilifNZ Ongoing
Household Travel Survey 2005 - 2009f those trips, 60% of the region’s 5 — 12 yeasdtadvel to
school by private car, and 34% of 13 — 17 year dioishe samé&. The majority of trips between
home and education facilities are less than thikenktres and there is potential to significantly
increase the use of active modes.

However, a recent perceptions sufiepowed 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 ‘strangamnger’ issues and road safety concerns.

2 Ministry of Transport, Transport Monitoring Indicator Framework, TP007.
28 National Research Bureau (NRB), June 2008, Transport Perceptions Survey.
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4. Strategy development

Development of thistrategy involved a multi-step process that was ewe-based, collaborative,
accountable and forward-looking. It started witk #xisting RLTS 2007 — 2016 and incorporated
the 2008 legislativehangedo the LTMA 2003 consideration of strategic options, confirmatain

the region’s transport pressures and issaed, documented trends in travel behaviour and other
transport statistics since the last RLTS was adbpte

The review also sougldlignment of the RLTS witlihe Government Policy Statement on land
transport funding (GPS) 2009 amew prioritisation and funding processes through Regional
Land Transport Programme (the Programme).

4.1 Strategic framework

The RLTS strategic framework sets out the broaéctiion for investment in the regional land
transport network. It consists of a vision, objees, outcomes and policies. This framework guides
the development of the Corridor and Implementaitans.

Corridor and Implementation Plans detail the prgjeand activities within the region. They are
reviewed on a rolling basis and enhance the regiomderstanding of the pressures and issues
facing various components of the land transportwagt.” A summary of the Corridor and
Implementation Plans is provided in Appendix

The wider context for thiStrategy is set out in Appendix 2.
4.2 Strategic options

Section 77(b) of the Land Transport Management(A€MA) 2003 requires the RLTS to contain
‘the strategic options for achieving those [integional and intra-regional] outcomes’. The land
transport outcomes sought for the Wellington regimnset out in Chapter 6.

The LTMA also requires that ‘early and full'’ conerdtion be given to transport options and
alternatives that contribute to avoiding, to a oeable extent, effects on the environment and that
are consistent with the views of the regional comityu(s76(e)).

The purpose of the strategic options is to asdessoverall direction set by the RLTS policies
(chapter 8)Six strategic options for a 2040 transport netwweeke developed based around various
investment priorities. These strategic options wewdt into Greater Wellington’s Wellington
Transport Strategic Model (WTSM) for analysi$ey are described below.

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

Beyond operational and maintenance work, only timeently committed and high third priority
projects listed in the Regional Land Transport Paogne 2009 — 2012 are implemented. These
projects were included because they are very likelynappen by 2040 even with low levels of
available funding.
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4.2.2 Roading Priority

This strategic option prioites investmenton roading projects. It includes possible road prgjec
highlighted in previous studies as well as oth@jquts identified as being required by 2040. Public
transport investment is limited to the ‘do minimuBése Network projects.

4.2.3 Public Transport Priority

In this strategic option, investment in public part is given top priority at the expense of #iey
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.

4.2.4 Road Pricing

This strategic option contains the ‘do minimum'rastructure investment programme, but with hard
travel demand management measures implemented.

Modelling of this scenario involves a peak peripdak direction road pricing scheme as described
in the 2005Road Pricing StudyRoad pricing is a surcharge system for motorastsa traffic
management tool. Other pricing options identifiadthe Travel Demand Management Plan 2009
(including parking, vehicle registration and.carbdmrges) can only be included in WTSM as
proxies which are factored into the setting of ipgcmechanism in the model.

Road pricing in this strategic option focuses opstto (AM) and from (PM) the Wellington CBD.
Road pricing locations and set prices are as falow

e SH1 south of Tawa interchange including adjaceatiso $1.00
e SH2 south of SH58 interchange including adjaceatiso $1.00
e SH2 south of Petone toward CBD only $2.00
e SH1 south of Ngauranga interchange including adfacads $1.50
* Mt Victoria screenline including Mt Victoria TunneDriental $3.00

Parade, Constable St, Manchester St including edfaoads

Parallel routes are included in the road pricinpesge to prevent ‘rat-running’ to avoid the
surcharges. The above prices are indicative enlysed for the sole purpose of modelling this
strategic option. lis expected that any level of road pricing in thufe would be determined on a
case by case basis to reduce severe congestioelertesl routes to manageable leveisl to
potentially reduce the need for capital investmetowever, prices are not optimised in the model to
fit these requirements.

425 Mixed Investment

This strategic option is built around an investmstnategy where the current 2007 — 2016 RLTS
polices remain in place. It sets out a programmeoatling and public transport investments that
support growing travel demand and encourage maétesipublic transport.
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The Mixed Investment strategic optidnes not contain all the public transport and noggtirojects
used in those other strategic optiofaublic transport and roading projedtsat provided only
marginal benefiten prior WTSM runswere excluded from the Mixed Investment strategitom.

4.2.6 Mixed Investment plus Road Pricing

This strategic option is an amended Mixed Investnpeagrammewith a road pricing mechanism
added. The amended investment programme dedarscapital projectso beyond 2040 due to the
inclusion of the pricing mechanisnThese deferred projects are widening RuahineeS&ad
Wellington Road to 2 lanes in each direction, digilng the Mt Victoria and Terrace Tunnels and
the removal of 1 lane each way along the waterfroute.

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

4.3 Evaluation of the strategic options

Key variables which consist of trends and pressures that atfestel demand outside the direct

influence of the RLTSwere used to evaluate each strategic option. Wezg developed separately

in order to avoid bias in the evaluation of thewwk form strategic options. The key variables
identified were growth (economic and populatiorgr travel costs, and land use (higher density
development versus low density ‘sprawl’).

For population, the low growth figure is a net zgrowth to around 2040, while the high population
growth figure is 32% growth (Figure 2). In the I@eaenarios GDP grows by 1.5% per annum while
in the high growth scenarios it is 2.1% per annk&gyre 4).

‘Car travel costs’ includes a range of differenstsofor using a private vehicle from fuel prices,
parking charges; and any number of other user ehsgigemes. In real terms, low growth scenarios
assume a 0% growth in these costs while the higtgrscenarios include a 70% increase. Both the
high and low values include a central case prajadir engine efficiency gains and the availability
of alternative fuels for the New Zealand vehickefldue to uncertainties in the uptake of these new
technologies.

Lower land-use density scenarios assume more dawelat occurs in greenfield sites than in the
central-case scenario. In the higher land-use tessenarios this new development is focused
around public transport nodes and corridors over avove the central-caséhis key variable is
asserted in WTSM by altering the population figuredargeted areas for the different land-use
scenarios.

These variables were organised into futures saemafine futures scenarios focus on the low and
high ranges of each key variable. A single mediwasecscenario for each variable provides a
“central” case for comparison.

The result was nine futures as demonstrated itatile below.
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Future Growth Cost Land Use | Expectation
1 Low Low Lower Potential lower PT demand
2 Low Low Higher
3 Low High Lower
4 Low High Higher | Potential lower road demand
5 Medium | Medium | Central | Central-case
6 High Low Lower Potential higher road demand
7 High Low Higher
8 High High Lower
9 High High Higher Potential higher PT demand

Table 1: Composition of futures scenarios

The 6 strategic options were assessed on how mestimanaged the level of travel demand in each
of the 9 futures scenarios. The Wellington Transftrategic Model (WTSM) was used to perform
this analysis. Overall, 54 model runs were condlicte

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 mode share

* AM peak congestion

* Annualised CQemissions.

The RLTS objectives that the indicators can addaesdisted in the following table:

Objective Variables considered Indicators scored

1. Assist economic and regional Land use density, population Mode share, PT trips,
development and economic growth congestion, emissions
2. Assist safety and personal Not modelled

security

3. Improve access, mobility and Network form PT trips, mode share,
reliability congestion

4. Protect and promote public health Not modelled

5. Ensure environmental Land use, network form, car Mode share, PT trips,
sustainability travel costs congestion, emissions
6. Ensure the RLTP is affordable for Not modelled

the regional community

Table 2: Relationship between RLTS objectives and variables considered and indicators scored in the analysis of strategic options
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Focusing on the central case compared with 2006:

« Base Network scores well on the PT indicators doas not address congestion or,CO

* Roading Priority strategic option scores broadlytred on the PT indicators, holds the line for
congestion, but does not address,CO

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

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

« Both Road Pricing and Mixed Investment plus RoatiiRy strategic options are the most
effective across all of the indicators, showindgheita very significant improvement or (in the
case of CQ) broadly holding the line compared with 2006.

Given other futures, a lower growth scenario in @gah shows less improvement in the PT
indicators, but also indicates less of an issuairaacongestion and GOConversely, the higher
growth scenarios show very strong PT indicatorisebfoy significant issues of congestion and,CO

A mixed investment scenario seems to provide thstralanced approach to improvements on all
indicators. However, it will not be sufficient teea with the level of travel demand under higher
growth scenarios.

Depending on the level of growth, a pricing-mecbBanmay need to be introduced to provide the
level of network performance desired, or to defgnificant capital investment. Under a lower
growth scenario less investment will be requiredhteet the RLTS objectivesddressed by the
indicatorsfin the model

4.3.1 Strategic option project prioritisation and funding

Prioritisation and funding of the projects were pamary considerations in the 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’
the strategic options evaluation in WTSM did natda implementation costs.

Determining funding requirements over a 30 yearogers difficult. Several projects used in the
strategic options have no cost implication studateiched.Funding is considerethrough the
Regional Land Transport Programme process.

The Programme allows detailed prioritisation andding assessments to be conducted every three
years. This ensures individual projects and otlaivides align with, and give effect to, the
direction set out in the Strategy — along with erait and land-use considerations.

Contained in the Programme a funding request to the NZ Transport Agency grojects and
activities in the region, as well as a 10 year rfaitiunding forecast. The policies in the RLTS that
relate to the prioritisation and funding procesdesugh the Programme take into account likely
land transport funding. These policies are founRITS section 8.8.
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4.3.2 Impact assessments

Health, environmental and economic impact assegsmeare carried out during the previous
Strategy review in 2006. For this review, an anaysf those impact assessments was done to
determine if the conclusions were still valid foetperiod out to 2040. This analysis concluded that
they were still relevant going forward and therefdo not require updating at this time.

4.4 Preferred strategic option

The process and results of the modelling assessibethe strategic options were presented to a
Technical Working Group set up for this RLTS reviéeMe Groupconcurred withthe process and
the broad conclusions of the assessment.

The preferred strategic option Mixed Investment plus Road Pricing apriovides the best results
over the widest range of possible futures.

All the strategic optiongerformed well withlow growth future scenarios = at least holdinglthe
with 2006 values for PT boarding, PT mode sharagestion and COemissions. In the moderate
growth, central-case future scenario only the sgiatoptions with road pricing managedréaluce
congestion and hold the line with regard to,@&missions. The Mixed Investment option held the
line with regard to congestion but not £€missions:.

In the higher growth scenarios, only the Mixed stweent plus Road Pricing strategic option was
able to hold the line on congestion and moderaethwth of CQ@ emissions.

The extent and pace of implementation of this egiatoption by 2040 will be largely determined by

the availability of funding and the level of popiide and economic growth (which are the biggest
drivers of travel demand). Full implementation bistpreferred 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

Although a full costing for this strategic optios mot currently available, it is néte role of the
strategic options to provide this information. Tierpose of the preferred strategic option is to
provide a guiding framework for decisions made nigirdevelopment processes for the Regional
Land Transport Programme as well as the Corriddrianplementation Plang\s projects are added
to each successive Programme funding of the pesfestrategic option will become progressively
clearer.

These results are further detailed in the backgtaechnical documerRLTS Modelling Repart
Another background technical documesitrategic Options Assessmemétails the strategic options
development and evaluation process that lead tsdleetion of the preferred strategic option. Both
of these reports are available on Greater Wellimgtwebsite.
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4.5 Adverse effects on the environment

A number of adverse effects on the environment @s@t of transport activity have been identified
in Chapter 3.3 of thiStrategy. These range from local environmental ingpée.g. local air quality)
to global environmental issues (e.g. greenhousegeéssions).

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 {&issions relative to 2006.

Other adverse effects on the environment include:

e air pollution

« traffic noise

e contaminants in surface water runoff
» efficiency ofland use.

The ability of the Mixed Investment plus Road Rrgistrategic option to moderate growth inCO
emissions compared to the other strategic optiomsgh growth futures suggests that this approach
is best able to avoid, toreasonablextent adverse effects on the environment.

The preferred strategic option accomplishes thiggimwing public transport mode share, neutral
growth in congestion anthe asserted fuel efficiencies of the vehicle fleeheTresults of this
assessment are probably conservative given thefficeency gains in the heavy commercial vehicle
fleet, which Is projected to continue significant grovetbmpared to private vehicles (see Figure 5),
were assumed to 2040.

Air pollution, traffic noise, and contaminants iariace water runoff were not directly modelled.
However, some assumptions can be made based omotihedling results. The strategic options that
improved public transport mode share and reducetyesiion can be assumed to improve air
pollution andreducetraffic noise above and beyond the positive effdoisn improved vehicle
technology. It is also worth noting that the mdjprof big new capital projects in the strategic
options occur in areas where people do not yet(evg. Transmission Gully).

All of the strategic options scored well on both lRdde share and congestion indicators in the low
growth future scenarios. The strategic options destrated mixed results in the central-case future
scenario — with road pricing being shown to hawehlggest 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 reasbliosvever, only the preferred strategic option
held the line with regard to congestion acrosshalhigh growth future scenarios at the same time.
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Surface water pollution that results from road afihis largely an issue that is dealt with in the
engineering of roads and sewer systems. None ahtigelling indicators provides a decent proxy
for it. However, the RLTS does contain policies épter 8.4) that support design work to minimise
pollution from road run-off.

Land use density was identified as a driver ofdfademand not directly affected by the RLTS —
although the RLTS does contain policies in suppbrbther regional plans that seek to encourage
more efficient land use. In the modelling asses$mand use density was set as a background key
variable (along with population and economic growtid car travel costs) that was used in the
evaluation process.

Efficient land use was therefore not tested as gfatthe strategic options. However, results dethile
in the background technical documeRLTS Modelling Reporindicate that efficient land use
(density) has a milder effe¢chan the other variables (car travel cost, poputatnd economic
growth)on the WTSM indicators scored.

4.6 Views of affected communities

Section 76(e) of the LTMA 2003 requires the RLTSgtee early and full consideration to land
transport options and alternatives in a way thfectsthe views of affected communities.

Residents of the Wellington region have particidateseveral consultatioprocessesver the years
prior to the development of this RLTS. These inel@atensive consultation during the development
of the 2007 — 2016 RLTS, Western Corridor Plan, INgaga to Wellington Airport Corridor Plan,
as well as the Regional Walking, Cycling, Road 8af@nd Travel Demand Management Plans.

Most recently, prior to the identification of a f@gred strategic option, the Regional Land Transpor
Programme 2009-12 wase subject of public consultatioAll these consultation processes report
several consistent theméseseinclude:

* A growing sense of consultation fatigue amongstpilialic of the region

« Calls to ‘get on with’ implementation

e Strong support for public transport improvements

e Strong support for measures that reduce congestion

e Strong support for road safety measures, partigular cycling and walking
» Calls to be proactive in preparing for climate aypefpeak oil

* Mixed support for large roading capital projects.

The preferred strategic option is consistent witese themes from prior consultations. A mixed
approach to infrastructure investments makes imgr@nts to both the public transport network
and expands road capacity as necessary to meet tiewand.

The Mixed Investment plus Road Pricing strategitaspimproved or held the line with congestion
across all the future scenari@sdhad the least growth in G@missions across all the high growth
scenarios.
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4.7 Cooperation with adjoining regions

Section 77(i) of the LTMA2003 states that regional councils must identify angtstyic option for
which co-operation is required with other regiods part of the development of this RLTS,
Manawatu-Wanganui (Horizons) Regional Council wasstilted on inter-regional transport issues
and outcomes for policy cooperation. Feedback vecelead to the creation of the inter-regional
outcome 8.1 ‘improved safety, efficiency and religgb of strategic road, public transport and
freight links to the north of the region’.

This inter-regional outcome was developed primardsound issues raised concerning the
importance of State Highway 1 and the NIMT lifilee Western Corridor). This roupgovides vital
access fronareas tahe north to Wellington City, CentrePort, Wellingttnternational Airport and
beyond to the South Islan&econdary links are made through the Wairarapaidoorrvia State
Highway 2, the Pahiatua Track and the Wairaragdina. Improvements to both road and public
transport networks alonfeseroutes were seen as necessary to ensure the effici¢datasd reliable
movement of people and freight.

Cooperation between regions is particularly impuria relation to the Western Corridor. Policy
8.5.h of theStrategy seeks to ensure that investment in artenides is coordinated with investment
made in other regions in those same routesnsultation with adjoining regions durinige
development of th®Western and Wairarapa Corridor Plaas well as the Regional Land Transport
Programmewill be an important mechanism«of this cooperation

Palmerston_Nerth has been identified as a _sigmficaib for inter-regional freight movements by
both road and rail.- "It is projected that thefrolePalmerston North as a freight distribution centre
will increase over the period covered by this' &gt This will most likely be a significant
development for the gperations at CentrePort anlliMyn International Airport.

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 fuelad public transport funding could be strengthened
by a coordinated approach and will be pursued wereppropriate.

The RLTS also advocates for improvements to r&iastructure outside the regiamd the retention
of rail networks that connect to the regiofhis will be pursued throughvorking with other
partners, such as KiwiRail, during developmenth& Regional Freight Plan and the Regional Rail
Plan — which sit alongside thi#rategy.
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5. Objectives

The Strategy’s objectives reflect the provisions set inusection 75(a)(ii) of the LTMA 2003 and
the New Zealand Transport Strategy 2008, while &lkmg account of regional issues.

The objectives form an important component of tinatsgic framework (the vision, objectives and
outcomes) They arealigned with Greater Wellington’s Long Term Coun€ommunity Plan
(LTCCP) and the Wellington Regional Strategy tousasghe RLTS contributes to the community
outcomes identified by these documents.

The RLTS objectives are:
1 Assist economic and regional development

Aid national and regional economic growth

Foster the business, housing, employment, educahesalth and recreation aspirations of the
regional community (in line with the WRS).

2. Assist safety and personal security

Achieve a safer community by developing the regidand transporntetworkin a way that leads to
fewer deaths and serious injuries, and lower s@asis from incidents on our roads.

Achieve a community that travels without fear afres.

3. I mprove access, mobility and reliability
Improve the accessibility of facilities and actieg that enable the whole regional community

(including the transport disadvantaéfeto participate fully in society and the economy.

Reduce long term reliance of car-based mobilitgrisure access for all is improved in an affordable
way.

Improve connections withihe Wellington region neighbouring regions and overseas utilising
public transport, good urban design, and otherigpged transport services.

Improve reliability to better travel times and ®duce trip time variability for strategic networks
(both road and rail) in the event of common incidesuch as slips or crashes.

4. Protect and promote public health

Provide a transport network that positively besefiealth by improving convenience and ease for
social participation and interaction for all.

Reduce transport impacts on natural resources @ndhanities.

Increase uptake of active modes, particularly Farstrips.

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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5. Ensureenvironmental sustainability

Improve the environmental performance of the trarnspetwork and avoido the extent reasonable
in the circumstances, adverse effects of transporthe environment (in line with the RPS) and
communities.

This includes, but is not limited to:

e increased use of public transport, cycling and walk

e reduced use of private and company cars

* increased energy efficiency of the vehicle fleet

» reduced greenhouse gas emissions

* ahigh standard of environmental design of trartspénastructure

* recycling of materials.

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

Take account of funding likely to be available, m@mic efficiency, and the impact of funding
options on regional communities when consideriaggport packages.

Consider the_affordability of transport options ff members of the community, including low
income groups.
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6. Land transport outcomes
The following outcomes are sought for the regidaigl transport network.

No single outcome can be seen in isolation. All tfagsconsidered as part of an integrated strategic
view of the region’s transportetwork Outcomes have been given a hierarchical strucifieey
outcomes’ and ‘related outcomes’ to clearly sigiradrities for theStrategy over the next 30 years.

The land transport outcomes are as follows:

Key outcome:
1.1 Increased peak period public transport modeesha

Related outcomes:

1.2 Increased off-peak public transport use andneonity connectedness

1.3 Improved public transport accessibility for, alicluding the transport disadvantaged
1.4  Reduced public transport journey times comptodcavel by private car

15 Increased public transport reliability

Key outcome:
2.1 Increased-mode share for pedestrians and tsyclis

Related Outcomes:
2.2 Improved level of service for pedestrians ayaists
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 commiesiand regional destinations
4.3 Improved reliability of the strategic roadingtwork
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Key outcome:
51 Improved regional road safety

Key outcome:

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

Related outcomes:

6.2 Improved integration between transport modes

6.3  Sustainable economic development supported@rwith the WRS)

Key outcome:

7.1 Improved regional freight efficiency

Related outcome:
7.2 Improved inter-regional freight efficiency

Inter-regional outcome:

8.1 Improved safety, efficiency and reliability &tfategic road, public transport and freight links
to the north of the region
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6.1 Links between Strategy objectives and outcomes

The following table shows the positive links betwélee outcomes sought and the RLTS objectives.
This illustrates how the outcomes respond to tgeral community’s needs for each objective.
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Land transport outcomes (key outcomes in bold) 23 2 g3 ° 2 29
<< © < = = o NN w =
1.1 Increased peak period public transport mode share v v v v v v
1.2 Increased off-peak public transport use and community connectedness v v v v v v
1.3 Improved public transport accessibility for all, including the transport
disadvantaged v v v v
1.4 Reduced public transport journey times compared to travel by private car v v v
1.5 Increased public transport reliability v v v
2.1 Increased mode share for pedestrians and cyclists v v v v v
2.2 Improved level of service for pedestrians and cyclists v v v v v v
2.3 Increased safety for pedestrians and cyclists v v v v
3.1 Reduced greenhouse gas emissions v v v
3.2 Reduced private car mode share v v v v v
3.3 Reduced fuel consumption v v
3.4 Increased private vehicle occupancy v v v
4.1 Reduced severe road congestion v v v v
4.2 Maintained vehicle travel times between communities and regional destinations v v v
4.3 Improved reliability of the strategic roading network v v v v v
5.1 Improved regional road safety v v v v
6.1 Improved land use and transport integration (in line with the WRS and
local authority urban development strategies) v v v v
6.2 Improved integration between transport modes v v v v v
6.3 Sustainable economic development supported (in line with the WRS) v v v
7.1 Improved regional freight efficiency v v v v
7.2 Improved inter regional freight efficiency v v v v
8.1 Improved safety, efficiency and reliability of road, public transport and
freight links to the north of the region v v v v v

Table 3: Links between Strategy objectives and outcomes.
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6.2 Inter-regional Outcomes
Section 77(a) of the LTMA 2003 requires the inaiusiof inter-regional outcomes. Consultation
with Horizons Regional Council led to identificatiof the following inter-regional outcome:
8.1: Improved safety, efficiency and reliability of road, public transport and freight links to the
north of theregion.
Other key outcomes that Horizons identified as sujopg this new inter-regional outcome are:

Outcome 1.1 Increased peak period public transport mode share

The rail double tracking and electrificatigirojectto Waikanae will be important for Horizons by

contributing to congestion relief through the West€orridor- the major north/south route between
both regions. However, double tracking to Waikamey impact the future feasibility of the Capital

Connection service which may require the need twsider shuttle services for Otaki residents to
Waikanae.

Outcome 3.1 Reduced greenhouse gas emissions

This is not only a regional batnational issue.

Outcome 4.1 Reduced severeroad.congestion

From an economic development perspectives critical for freight to get to and from CeePort,
mainly along the Western Corridor and to/a lesg&re through Wairarapand Hutt CorridorsThe
development of the Wellington Road of National $figance should also help reduce congestion
bottlenecks to and through the Horizons region elé @& on public holidays.

Outcome 5.1 Improved regional road safety

Many of the campaigns to increase road safety anergc throughout the country so gains should
not be isolated to one region.

Outcome 7.1 Improved regional freight efficiency

This outcome is related to 4.1 as reducing congestill increase efficiency of all modes of traffic
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7. Strategy targets

A series of targets have been developed out to 2@#6h signal the magnitude of change the
region seeks for each of tlstrategy outcomes. These targets highlight eachoousts importance
to the regional community. 2020 targets were sebrnder to balance the long term strategic
importance of each outcome with accountabilitydotual progress over the short to medium term.

Targets enable the region to monitor whether psxjigin the general direction set by the outcome,
and whether progress has been made to the ex®redlelhe costs and benefits, both financial and
non-financial, of that progress can also be moedor

7.1 Key outcome targets

The greater importance placed by the regional conmydior progress on key outcomes has been
taken into account in the setting of ambitiousétsgTablel).

Achieving these strategic targets will be very vading. However, they have been set at a level
within the realm of possibility — given projecte@rids and adequate emphasis in implementation
materialise. Achieving these ambitious targets wilélpend on all agencies, including central

government, taking a strong lead in their respeatoles.

Key outcome

2020 strategic target

Principle of 2020 strategic target

Key actions

1.1 Increased peak period
public transport mode
share

Public transport accounts for at least 23
million peak period trips per annum
(17.4 million in 2009/10)

Continue significant growth in
public transport use, taking
account of current trends and
projections

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

Continue significant growth in
public transport mode share

New Matangi trains

Improved rail infrastructure and
reliability

Extend rail services to Waikanae

Refurbish or replace the Ganz
Mavag units

Bus priority measures and other
supporting road network
improvements

Continuous bus replacements
Real time information

Advocate for adequate public
transport funding from government

Fare policy
Advocate for road pricing

2.1 Increased mode share
for pedestrians and
cyclists

Increase active mode use to at least
30% of all trips in urban areas. (26% for
2005-09)

Continue significant growth in
active mode use

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

Continue significant growth in the
use of active modes for journey to
work trips

Improve walking and cycling
facilities

Behaviour change and other travel
planning programmes

Advocate for higher priority of
pedestrian and cyclist road safety
funding

3.1 Reduced greenhouse
gas emissions

Transport generated COz emissions will
be maintained below year 2001 levels
(1,057 kilotonnes in 2001; and 1,096 in
2009)

Hold the line despite population
and economic growth

Advocate for improved fuel
efficiency and for alternative fuels

Promote mode shift to public
transport, walking, and cycling as
well as alternatives to travel (e.g.
Broadband)
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Create and promote travel plans
for businesses and schools

Build infrastructure that supports
electric vehicles

Promote efficient land use
integrated with transport

Advocate for road pricing
Measures to reduce congestion

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; 23.4 seconds in 2010)

Hold the line despite projected
traffic increases

Advocate for mode shift

Advocate for infrastructure
improvements consistent with the
Regional Land Transport
Programme

Implementation of the Wellington
Road of National Significance

Advocate for road pricing

5.1 Improved regional
road safety

There are no road crash fatalities
attributable to roading network
deficiencies

Ensure the road network is
engineered to be as safe as
reasonably possible

Continuous reduction in the number of
killed-and seriously injured.on the
region’s roads (372 killed and seriously
injured in 2009; lowest was 316 in
2003)

Reverse current trends in road
casualties

20% reduction in fatal and serious
road casualties over 11 years
equates to around 300 by 2020

Implement activities in Regional

Road Safety Plan, e.g.

- Undertake road safety
education and promotion

- Build safety improvements on
roads (wire barriers)

- Reduce speed limits where
appropriate

- Improve walking and cyclist
safety

- Advocate for legislation
change

- Promote public transport use

Advocate for inclusion of safety
measures in the Wellington Road
of National Significance and other
projects

6.1 Improved land use
and transport integration
(in line with the WRS and
local authority urban
development strategies)

All new subdivisions and developments
include provision for walking, cycling
and public transport, as appropriate

Ensure all new subdivisions and
developments appropriately
account for potential walking,
cycling and public transport
benefits

Ensure the Regional Policy
Statement includes appropriate
provisions

Submit on District Plan and land
designation changes

7.1 Improved regional
freight efficiency

Improved road journey times for freight
traffic between key destinations

Encourage and facilitate economic
growth

Advocate and provide for
commuter mode shift

Advocate for infrastructure
improvements along regionally
significant priorities
Implementation of the Wellington
Road of National Significance

Inter-regional outcome

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

Progress measured using information
collected for congestion (4.1), reliability
(4.3), safety (5.1) and inter-regional
freight (7.2)

Ensure vital links between
Wellington and the rest of the
North Island are maintained and
improved

Advancement of improvements to
rail network

Implementation of the Wellington
Road of National Significance and
improvements on SH 2

NZTA and local council safety
improvements where appropriate

Advocate for improved road safety

Table 4: Key outcome targets for 2020.
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The overall public transport mode share is the ikelycator for public transpoit efficiency and
effectivenessThe target seeks a 4% increase in public trabhspode share for journey-to-work
trips. The strategic target for public transpoinpdrequates to aroundebmillion additional peak
period trips per annum (@% increase in trips from 200L0). This target will only be achieved if
planned rail and bus improvement projects are implged and additional avenues of increasing
public transport capacity and use are activelystigated and given priority.

Active mode journeyo-work trips have been steadily increasing over ther jwo census periods
(13% in 2006, up from 12.6% in 200With most of the growth occurrg in Wellington City. If this
trend continues, the target may be achieved. Hrmget will be challenging, but recogniseshat
potential gains can be made, primarily in relationvalking trips, where residential development in
and around regional centres and the Wellington GBIDmean greater opportunities for walking
trips to work and for other purposes. It is alstcpated that travel planning programmes, as well
as cyclist and driver skills training programmes| influence the uptake of active modes in future
However,the extent of sucimfluenceis largely unknown.

The 2020 CQ target is set at maintaining the 2001 emissiorellewhich represents a very
ambitious target given that road demand and, €EQissions are forecast to increase 13.9% and
13.6% respectively. While the New Zealand Energwt8gy (NZES) indicates that reductions to
1990 emission levels for New Zealand's transportmseis potentially achievable by 2040,
significant emission reductions are not expectdd after 2020 when alternative fuels are predicted
to be widely available. The New Zealand  Transpdrat8gy 2008 includes an ‘implementation
pathway’ that incorporates this NZES conclusionerBifiore, this 2020 target is consistent with the
NZES and. New Zealand Energy Efficiency and CongemaStrategy (NZEECS). Significant
factors influencing the achievement of this taigetude population and economic growth, average
age of the vehicle fleet, fuel economy of the vkhiteet (especially trucks), and the uptake of
alternative fuels. These factors are outsideVifelington region’s control, but where appropriate
the region can advocate for changes.

The RLTSvisionreflects the assertion that no serious injury tajeaths of, people travelling in the
region is acceptabldVellington region’s road toll, however, is trendiin the opposite direction
with figures having increased(% since 2003, after indicative NZ Police reportirgjes are
included. Clearly, the region, Police, road coningl authorities and others need to reverse this
trend through coordinated engineering, enforceraadteducation initiatives. This target is seen as
particularly ambitious, but signals the importamptaced on significantly and continually reducing
road trauma.

The congestion target representss®o decrease from the current situation1(30 The target
focuses on the most severe congestion, withoungtiag to 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 measto increase public 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.
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The target for improved land use and transportgnaton is for all new subdivisions and

developments to include appropriate provision fatkmg, cycling and public transport. Guidance
has been included in the proposed Regional Poliaye®ent and, in turn, affects District Plans.
Progress towards this key outcome target will Igrgely on advocacy to local authority reviews of
their District Plans under the Resource Managendent It may be some time before adequate
provisions are incorporated into all planning doeuats.

The target for improved regional freight efficienegeks improved road journey tisgetween 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 abkliity 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 thanslwatu-Wanganui region and beyond.

7.2 Related outcome targets

Targets have also been set for each related out(baide5). These targets are set at a level which
signals the need for good progress in these aheasme cases it was considered appropriate to
have more than one target to reflect the variomspmments of a particular outcome.

Related outcome

2020 Target

Principle of 2020 target

Key actions

1.2 Increased off-peak public
transport use and community
connectedness

Public transport accounts for at
least 23 million off peak period
trips per annum (17.6 million frips
in 2009/10)

Continue significant growth in off-
peak public transport trips

New Matangi trains

Improved rail infrastructure and
reliability

Extend rail services to Waikanae

Refurbish or replace the Ganz
Mavag units

Bus priority measures and other
supporting road network
improvements

Continuous bus replacements
Real time information

Advocate for adequate public
transport funding from

government

SuperGold funding

Fare policy
1.3 Improved public transport 90% of public transport services Improve accessibility for those Ensure new buses and trains are
accessibility for all, including the are guaranteed to be wheelchair with physical disabilities wheelchair accessible

transport disadvantaged

accessible (60.2% in 2009/10)

Ensure design of bus stops and
train station platforms can
accommodate those with
wheelchairs
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75% of people in the region live or
work within 400 metres (5 minutes
walk) and 90% within 800 metres
of a public transport stop with
service throughout the day (68%
within 400m, 85% within 800m in
2009)

Improve regional coverage and
reach of the public transport
network

Bus service reviews
District Plan revisions

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

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

Improve competitiveness between
peak period public transport
services and private cars without
significant deterioration of private
vehicle service

1.5 Increased public transport
reliability

Continual improvement to bus and
train services running to time

Improve reliability of public
transport services

Bus priority measures
Integrated ticketing
Improve rail infrastructure

Timetable reviews integrating bus
and train schedules

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)

Encourage continued growth in
cyclist numbers

Improve cyclist safety

Advocate for cycle lanes along
state highways

Provide cycle lanes on local roads

Behaviour change and driver,
cyclist training courses

Advocate for higher road safety
funding priority for cyclists

95% of people report a ‘good’ or
‘neither good nor bad’ level of
service for the strategic pedestrian
network (88% in 2008)

Encourage continued growth in
pedestrian numbers

Improve pedestrian safety

Provide quality footpaths and
facilities

Behaviour change and driver
training courses

2.3 Increased safety for
pedestrians and cyclists

A reduction in the number-of
pedestrian casualties to no more
than 125 (117 injured in 2009)

Pedestrians are particularly
vulnerable transport users

Reduce pedestrian casualties by
25% over 12 years from 2008
levels, taking account of current
trends and increasing use

Implement Regional Walking Plan,

eg.

- improve pedestrian networks

- good provisions in new
developments

- promotion and education

- advocate for adequate
government funding

A reduction in the number of
cyclist casualties to no more than
110 (136 injured in 2009)

Cyclists are particularly vulnerable
transport users

Reduce cyclist casualties by 25%
over 12 years from 2008 levels,
taking account of current trends
and pressures

Implement Regional Cycling Plan,

eg.

- improve cycling networks

- good provisions in new
developments

- promotion and education

- advocate for adequate
government funding

- improve integration with public
transport

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)

Limit the growth of commuter road
traffic volumes from private
vehicles

Improve and promote use of
public transport, walking and
cycling

Advocate for road pricing
measures

Various TDM measures

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; 455
mega litres in 2010)

Hold the line along with the CO2
target

Improve and promote use of
public transport, walking and
cycling

Advocate for road pricing
measures

Various TDM measures
Measures to reduce congestion
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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 (1.39 people in
2010)

Improve the efficiency of the road
network

Advocate for travel planning,
carpooling

Provide other behaviour change
programme resources

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; 52km/h in 2010)

Hold the line despite projected
traffic increases

Improve and promote use of
public transport, walking and
cycling

Advocate for infrastructure
improvements along regional
priorities

Advancement on Wellington Road
of National Significance

Measures to reduce congestion

4.3 Improved reliability of the
strategic roading network

Continual reduction in total
incident hours

Improve the safety of the road
network

Ensure roads are engineered to
recover as quickly as possible
after natural hazard incidents

Implement activities in Regional

Road Safety Plan, e.g.

- Undertake road safety
education and promotion

- Build safety improvements on
roads (wire barriers)

- Reduce speed limits where
appropriate

- Improve walking and cyclist
safety

- Advocate for legislation
change

- Promote public transport use

Advocate for inclusion of safety
measures in the Wellington Road
of National Significance and other
projects

Measures to reduce congestion

6.2 Improved integration between
transport modes

The majority of public transport
services are covered by integrated
ticketing

Provide a transport system that is
easy and simple to use

Advocate for funding for this
project

Continued improvement in
walking, cycle and park ‘n ride
facilities at and around public
transport interchanges

Continue integrating all modes

Submit on plan changes

Provide more park and ride
spaces

6.3 Sustainable economic
development supported (in line
with the WRS)

Continued reduction in vehicle
kilometres travelled per GDP

Improve the travel efficiency of
economic growth

Submit on District Plan changes
encouraging more agglomeration

7.2 Improved inter-regional freight
efficiency

Infrastructure constraints to rail
freight movements are removed

Increase competitiveness of rail
for long haul freight movement

Implement Regional Rail Plan

Table 5: Related outcome targets at 2020.

Measures aimed at progress towards the relatedmetcreduced private car mode share’ will
recognise that some types of private vehicle tfgpg. 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 otherar-basedrips for which
viable alternatives are available, particulddysingle occupancyehicle trips

In addition to the targets shown above, many maodicators will measure progress towards
achieving theStrategy outcomes. Over 100 indicators will be régbron 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 Gba. Policies are expressed using a consistent
hierarchy of terms. These are ‘ensure’, ‘suppogticourage’, or ‘advocate’, depending on what is
appropriate in each case. Where the responsilalitymplementing a particular policy position lies
outside the control of the RTC, the policy will de® be progressed through advocacy.

Policies respond to ongoing issues and guide agessnurce allocation and practice. Policies are
also important references in Regional Land Trartdpargramme prioritisatioimplementation and
Corridor Plans, monitoring and reviews. All are subject tgimas constraints including funding,
legislative provisions, as well as consent andmitagnprocesses outside the scope of Hriategy.

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 transpmtwork in‘providing national and regional
accessibility and economic growth is protected.

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

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

d Ensure best use is made of network assets and mhetwemagement technigigt optimise
the performance of the existing transport network.

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

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

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

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

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

| Support the ongoing development of new and exigiaryg and ride facilities.

Okor example, Advanced Traffic Management Systems, Advanced Traveller Information Systems, High Occupancy Vehicle lanes.
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k Ensure the continuous review and improvement ofsengices.
I Support the use of bus priority measures in coegesteas.
m Support trolley buses in Wellington City and themgoing upgrade.
n Ensure the provision for public transport serviaed concessions recognise the needs of the
transport disadvantagéd.
0 Support continuous development of the cycling nektvamd integration with other modes.
p Support continuous development of the pedestrinar& and integration with other modes.
g Support road and rail maintenance expenditureheesae appropriate service levels.
r Ensure the proposed Transmission Gully projeceisetbped as the long term solution to
address access reliability for State Highway 1 betwMacKays and Linden.
S Ensure the existing State Highway 1, between Maskaxpssing in the north and Mungavin

Interchange in the south, is managed in a wayishainsistent with'its long term purpose of
a scenic access route once the Transmission Guljggb is operational.

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

v Ensure the transport network provides for freigid aommercial needs.

w Ensure that key regional freight routes are dewvaddap a way that facilitates efficient

movement of freight, including provision for overrgension and over-weight vehicles,
where appropriate.

8.2 Travel demand management

This group of policies seeks to manage the demanttdvel and move toward correct pricihgf
the transport network to improve efficiency andamage the take up of sustainable technology.

a Ensure the availability of reliable information thre transport system and the choices
available.
b Encourage travel patterns that smooth demand bedvusiest times of the day to better use

public transport and road network capacity.

C Ensure the public transport fares and ticketingesydacilitates quick and easy connections
between modes and services.

31 As defined in the Public Transport Management Act 2008
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.
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d Support reduced reliance on privtmotor vehicles, particularly single occupancy eéhi
use (excluding motorcycles) and use for short trips

e Support the increased use of public transport.

f Support the uptake of cycling and pedestrian trgwatticularly for short trips.

g Encourage appropriately located land developmethieaisure integration with transport
infrastructure.

h Supportthe development of travel plans.

[ Advocate for government policy to enable road pdci

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

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

8.3 Safety

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

a Ensure continuous improvement of regional roadtgdfased on a ‘safer systems approach’

involving a combined package of measures targetafigr road users, safer vehicles, safer
roads-and roadsides, and safer travel speeds.

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

c Support improved safety (perceived and real) ofistgcfrom risks posed by traffic and other

hazards.

d Support improved safety (perceived and real) ofarmytclists from risk posed by traffic and
other hazards.

e Support improved safety and personal security @eed and real) of public transport users.

f Encourage mode shift to public transport as a satate of travel.

8.4 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 Support best practice in design, construction aashtenance of transport projects to avoid,

to the extent reasonable in the circumstances rselnapacts on the environment.

33 In this context private motor vehicles includes company cars not being used for commercial purposes.
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Support continuous improvement in air quality tigloweduction in harmful vehicle
emissions.

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

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

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

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

Ensure location and design of new transport infugsiire enhance access, minimise
community severance issues and take account aptgal values of the local area
including, but not limited to, environmental magt&nd community concerns.

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

Integrated planning

This group of policies seeks to ensure full intégra of the RLTS with other relevant local
government planning processes and strategies.

a

Support the growth and land use aspirations o¥¥le#ington Regional Strategy and the
Regional Policy Statement, particularly in relattorcompact, well designed and sustainable
regional form, as well as supporting a strong Wigtion City CBD and regional centres, and
denser more connected development around pubtisgoat nodes and key public transport
corridors.

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 regional transpdwaork and the Road of National
Significancé’ are identified and protected in territorial authoplanning documents.

Support better integration of transport and larelplanning by identifying roading
hierarchies and advocating for appropriate accessas in district plans.

Ensure new land use development includes provisiowalking, cycling and public
transport services, consistent with relevant besttice guidancé.

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

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

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

] Ensure planning of public transport, walking, cggliand road networks support, enhance
and integrate with the key public transport comrgdo

8.6 Securing transport funds

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

a Advocate to government for increased funding ant@priate funding instruments.

b Support investigation of mechanisms for addreskinding gaps in the Regional Land

Transport Programme, including but not limited to:

() Tolling of new roads
(i)  Road pricing of existing roads
(i)  Public/private partnerships

(iv).~Development contributions (under the LGA) and fitciah contributions (under the
RMA).

8.7 Implementation
This group of policies seek the development anéerewf detailed plans to implement tligategy.

a To prepare and review corridor plans for each efftllowing, in accordance with the
regional framework provided by thi#rategy, that identify the needs and proposed astio
specific to each corridor:

0] Western Corridor
(i) Hutt Corridor
(i)  Wairarapa Corridor
(iv)  Ngauranga to Airport Corridor
b To prepare and review implementation plans for pe@as, cycling, road safety, travel

demand management, and freight, in accordancetethegional framework provided by
this Strategy, that identify the needs and proposed astspecific to each mode.

35 The detail of which is covered in the Implementation Plans.
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To prepare and maintain a Regional Public Trandplart under the Public Transport
Management Act 2008.

To maintain Greater Wellington’s Regional Rail P¥gimich identifies the needs and
proposed actions for development of the rail nekvawer the next 30 years.

Programme prioritisation and funding

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

a

Maintain an agreed prioritisation process and naxlagy to be applied when carrying out
reviews of the Regional Land Transport Programme.

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

(i)

(ii)

(iii)

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.

Second-priority activities are those relatively l@ast studies, demand management,
walking and cycling activities, minor safety andet improvement works (<$4.5m)
that are expected to help the region move quickiyard achieving RLTS outcomes.

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

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

(i)

(ii)

(iii)

Strategic Fit: how the identified problem, issueppportunity to be considered by the
project- or package aligns with the NZ Transport #gges strategic investment
direction which is derived from the Government PplStatement.

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.

Economic efficiency: a rating that demonstrates heell the proposed solution
maximises the value of what is produced from tleoueces used, as measured by a
benefit cost ratio.

Particular consideration shall also be given teetyafssues when considering the priority
order of these activities and projects.

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

Ensure that Western Corridor passenger rail infuagire and other improvements are in
place prior to the opening of the Transmission pibject.
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Ensure the following applies to the allocation eb®n “C” funds:

(i)

(i)
(i)
(iv)

(v)

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

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

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

Up to $45 million of C1 funds are available to at#he local share of the Grenada to
Gracefield Stage 1 project (assistance to the leivahlf the local share), noting that
this project is still subject to further investiigats.

All C3 funds will be used to develop the proposednBEmission Gully project as the
long term solution to address access reliability &tate Highway 1 between
MacKays and Linden.
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8.9 Links between Strategy policies and objectives

The following table (Tabl&) shows the contribution dghe policies to theStrategy’s objectives. It
illustrates how thé&trategy responds to community needs for each abgect
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8.1 Network management
a - Ensure the critical role of the regional transport network in providing national v v
and regional accessibility and economic growth is protected.
b - Ensure the regional transport network provides effective and efficient
connections to the region’s principal economic growth and productivity areas, v v
such as the Wellington CBD and regional centres, Wellington’s port and
international airport.
¢ - Ensure that the level of service of the regional transport network is v v v v v v
continuously monitored and, where necessary, improved.
d - Ensure best use is made of network assets and network management v v v v
techniques to optimise the performance of the existing transport network:
e - Ensure continuous identification and mitigation of network security risks
including, where appropriate, the development of alternative routes for use in v v v
emergencies.
f - Ensure the important role of public transport in contributing to congestion relief v v v
is recognised and protected.
g - Ensure the role of the urban passenger rail network is maintained as the key v v v v v v
long to medium distance and high volume service.
h - Ensure the passenger rail network provides a high level of service and v v v v v v
reliability with regard to rolling stock and rail infrastructure.
i - Ensure the passenger rail network is developed to improve capacity, frequency, v v v v v v
reliability and coverage in line with current and future demand.
j - Support the ongoing development of new and existing park and ride facilities. v v v v
k - Ensure the continuous review and improvement of bus services. v v v v v
I - Support the use of bus priority measures in congested areas. v v v v v
m - Support trolley buses in Wellington City and their ongoing upgrade. v v v
n - Ensure the provision for public transport services and concessions recognise v v v v
the needs of the transport disadvantaged.
o0 - Support continuous development of the cycling network and integration with v v v v
other modes.
p - Support continuous development of the pedestrian network and integration v v v v v v
with other modes.
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q - Support road and rail maintenance expenditure to achieve appropriate service v v v v v v
levels.
r - Ensure the proposed Transmission Gully project is developed as the long term
solution to address access reliability for State Highway 1 between MacKays and v v v v v v
Linden.
s - 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 v v v
with its long term purpose of a scenic access route once the Transmission Gully
project is operational.
t- Sgpport improved east-west transport links between the Western and Hutt v v v v v v
Corridors.
u - 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 v v

w - Ensure that key regional freight routes are developed in‘a way that facilitates
efficient movement of freight, including provision for over-dimension and over- v v v
weight vehicles where appropriate.

8.2 Travel demand management

a - Ensure the availability of reliable information on the transport system and the v v v v v v
choices available.

b - Encourage travel patterns that smooth demand over the busiest times of the v v v v
day to better use public transport and road network capacity.

¢ - Ensure the public transport fares and ticketing system facilitates quick and v v v

easy connections between modes and services.

d - Support reduced reliance on private motor vehicles, particularly single v v v v v v
occupancy vehicle use (excluding motorcycles) and use for short trips.

e - Support the increased use of public transport. v v v v v v
f - Support the uptake of cycling and pedestrian travel, particularly for short trips. v v v v v v
g- Encou.rage appropriately located land development and ensure integration with v v v v v v
transport infrastructure.

h - Support the development of travel plans. v v v v v v
i - Advocate for government policy to enable road pricing. v v v v
j - Support start-up funding for viable 'alternative to road' initiatives. v v v v
k - Support beneficial rail freight initiatives where net benefits exceed those of v v v v v

road freight.
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RLTS objectives

Ensure environmental sustainability
Ensure that the RLTP is affordable

Protect and promote public health
to the regional community

Improve access, mobility and

reliability

RLTS policies

Assist economic and regional
Assist safety and personal security

development

8.3 Safety

a - 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.

b - Support improved safety (perceived and real) of pedestrians from risks posed v v v v v
by traffic, the physical environment and crime.

¢ - Support improved safety (perceived and real) of cyclists from risks posed by v v v v
traffic and other hazards.

d - Support improved safety (perceived and real of motorcyclists from risks posed v v v v
by traffic and other hazards.

e - Support improved safety and personal security (perceived and real) of public v v v v
transport users.

f - Encourage mode shift to public transport as a safer mode of travel. v v

8.4 Environment and public health

a - 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.

b - Support continuous improvement in air quality through reduction in and v v
exposure to harmful vehicle emissions.

¢ - Support the reduction of greenhouse gas emissions arising from the operation v v v
of the regional transport network.

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

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

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

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

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

8.5 Integrated planning

a - 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 v v v v v v
CBD and regional centres, and denser more connected development around
public transport nodes and key public transport corridors.
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RLTS objectives

Ensure that the RLTP is affordable

Improve access, mobility and
to the regional community

Assist economic and regional
reliability

RLTS policies

<_ | Assist safety and personal security
<_ | Protect and promote public health
<_ | Ensure environmental sustainability

S | development

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

AN
<

AN
<
AN
<

¢ - Support land use principles that minimise dependence on the private car. v v

d - Ensure the current and future regional transport network and the Road of v v v v v v
National Significance are identified and protected in TA planning documents.

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

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

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

h - Ensure major recreational, tourist and freight traffic flows are takeninto v v
account during planning processes.

i - Ensure investmentin national transport routes is coordinated with other v v v v
regions.

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

8.6 Securing transport funds

a - Advocate to government for increased funding and appropriate funding v v
instruments.

b - 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).

8.7 Implementation

a - 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.

b - To prepare and review implementation plans for pedestrians, cycling, road
safety, travel demand management, and freight, in accordance with the regional v v v v v v
framework provided by this Strategy, that identify the needs and proposed actions
specific to each mode.
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¢ - To prepare and maintain a Regional Public Transport Plan under the Public v v v v v v
Transport Management Act 2008.
d - To maintain Greater Wellington’s Regional Rail Plan that identifies the needs
. . v v v v v v
and proposed actions for development of the rail network over the next 30 years.
8.8 Programme prioritisation & funding
a - Maintain an agreed prioritisation process and methodology to be applied when v v v v v v

carrying out reviews of the Regional Transport Programme.

b - 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 v v v v v v

- 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 v v v v v v
consideration shall also be given to safety issues when considering the priority
order of these activities and projects.

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

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

f - 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.

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

- 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
project as the long term solution to address access reliability for State
Highway 1 between MacKays and Linden.

Table 6: Links between Strategy objectives and policies.
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9. The role of transport modes

The land transpometwork is made up of various modes with separate charstits and roles.
These include private vehicles, public transpoglking, cycling and freight. This chapter describes
the appropriate role for each land transport modkhinvthe Wellington region. It meets the
requirement of section 77(f) of the Land Transpbthnagement Act 2003 and reflects the
objectives, outcomes and policies outlined above.

In the Wellington region, travel by private carasrrently the dominant mode used &% of
journeys to work. However, both bus and rail publamsport modes are vital to the operation of the
region’s transport network, comprising arowti@o of peak period trips to and from the Wellington
City CBD?*® This is a high mode share compared with many otlitegs in New Zealand and
internationally. The RLTS recognises the importan€amproving the provision and uptake of
alternatives to private cars in achieving a suatailand transportetwork

9.1 Private vehicles

The appropriate role for private vehicles is thie gand 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 public transport seesd. Private vehicles can also provide for the
needs of the mobility impaired.

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

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

sample size$.In the Wellington CBD, there are also few dedidateotorcycle parking spaces.

Trips by private car are currently the dominant meotoice and account for arount®4a of all trips
undertaken in the Wellington regi&hEven with rising fuel prices, it is anticipatedttprivate cars
will continue to be the dominant mode choice fa preriod of tis RLTS

The flexibility and convenience a car providesemis of trip origin and destination, time of trgvel
and trip distance means it is often the most dftrmanode choice. Even with a public transport
networkwhich serves the strategic network relatively welproportion of car trips can not easily be
transferred to other modes.

Some businesses and individuals rely on privatécleshfor working dayrips which by their nature
cannot be as efficiently served by public transporbther modes. Private vehicles are often relied
on to access a range of economic, social, cultamdl recreational opportunities, particularly off
peak and at the weekends. Modern society placesasing demands on people’s time and we
frequently carry out trip chaining (linking a numbef trip ‘legs’ to undertake a number of trip
purposes). In such cases, private cars often pedtiel most convenient and time efficient option.

% Source: Ministry of Transport, Transport Monitoring Indicator Framework, TP006
37 GWRC 2009/2010 Annual Monitoring Report on the Regional Land Transport Strategy
8 Source: Ministry of Transport, Transport Monitoring Indicator Framework, TP002.
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However, while overall demand for travel by privatar is forecast to continue to grow,
interventions in thé&trategy aimed at reducing the need to travel, amirgy vehicle occupancy and
improving transport alternatives to the private, c&ek to reduce the current mode share of private
cars. This is reflected in tti#rategy targets set out in 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 haem relatively static over the past ten years
despite population and economic growth.

9.2 Public transport

The appropriate role for public transport is toide an alternative to private cars, particulady f
longer journeys where active modes are less diteadt also has a vital role in providing for péep
who do not own a private vehicle, are unable teedar cannot use active modes to access the goods
or services they need.

Public transport covers. scheduled services inctutie region’s trains, buses and ferries which all
form important components of a sustainable landsart network. Journeys on public transport
services currently account for aroufifth of the region’s tripg. Public transport mode share on the
critical strategic corridors is arouri® in the morning peak.This is the highest public transport

mode share in any region of the country.

Compared to single occupant private car journeyblip transport trips are generally more energy
efficient, generate fewer emissions and resuless Icongestion, particularly where those trips are
well patronised and the vehicles are well maintiaed tuned. Public transport also has safety
benefits over private cars.

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

Different public transport modes have differentrelateristics and roles to play in the provision of
an efficient, effective and integrated transpottvoek. Descriptions of these follow.

9.2.1 Passenger rail

The appropriate role for passenger rail is the aateefficient movement of many people at a time,
primarily over medium to long distances. It haseg kole in providing for access between regional
centres and for commuter trips to and from the \Wwgibn CBD.

39 Source: Ministry of Transport, Transport Monitoring Indicator Framework, TP002.
40 Source: Ministry of Transport, Transport Monitoring Indicator Framework, TP006
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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.
Passenger rail primarily provides access to thdilgebn City CBD by carrying large numbérsf
people along these critical corridors, particuladlyring peak periods when the roads along these
routes are severely congested. In the Wellingtgiore the average trip length by rail is around 25
km, compared with 7 km by bus.

The RLTS seeks to continue to grow rail patronage improve peak period mode share, through
implementation of the Regional Public TransportnPEnd Regional Rail Plan. This includes
improving the capacity, reliability, frequency aaccessibility of rail services.

9.2.2 Buses

The appropriate role for buses is the provisioa safe 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 fmvémportant role in providing connector services
to rail stations.

Buses currently account for almost two thirds oblgutransport trips during peak periods. Buses
provide a comprehensive network of routes to _anthfthe Wellington City CBD-from the south,
east and western Wellington city suburbs, alondn wlitect services along the strategic corridors
from northern suburbs. (such as Churton Park, Nedglaemd Khandallah) and the Hutt Valley.
Elsewhere in.the region, buses play an importaopasuing role for rail as a local connector service
and for connecting local communities with serviaed facilities.

The RLTS seeks to continue to grow bus patronagk ismprove peak period bus mode share
through implementation of the Regional Public Tmors Plan. This includes improving the
capacity, service frequency and accessibility ok Iservices and encouraging the ongoing
development of bus priority measures to ensurejduursieys are an attractive alternative to private
vehicles.

9.2.3 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 dir@ccess from Eastbourne and Seatoun across
the harbour to the Wellington City CBD with gooth& savings compared to the same trip by bus or
car. Other ferry options may become available oves.

Harbour ferries’ share of passenger trips in tlggoreis very minor (well below 1%)and this is not
expected to change significantly over the next é@ry. The current role of harbour ferries in the
region’s land transport network is appropriate asiticontinue.

L Around 11,555 people arrive at Wellington Station during the AM peak. Source: GWRC AM Peak Cordon Surveys, March 2010.
“2 Derived from GWRC AM Peak Cordon Surveys, March 2010.
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9.3 Taxis

Passenger trips by taxi account for a very minesqIthan 1%) mode share of all weekday trips. The
appropriate role for taxis is similar to that ofivate vehicles. However, taxis do have some
additional benefits and roles in relation to thansport network. Taxis provide a transport
alternative for those without access to a privaRicle where scheduled services or routes do not
provide adequately for a particular trip. Taxi seeg cancompkmentpublic transport by offering
more choices for trip legs to or from public traogmodes, and can reduce parking requirements.

Taxis also provide a door to door service for thagtl disabilities or otherwise limited in mobility
(the Total Mobility scheme utilises taxis for thparpose). Taxis also have positive safety benefits
by providing door to door services so people do'dink and drive’.

However, when taxis run without passengers, theyraeffect single occupancy vehicles — with all
the corresponding environmental and congestioncisffeEven when carrying passengers, taxis
essentially provide their customers with the saawell of mobility as_private‘cars. So there is not
considered to be sufficient reason to automaticallgw taxis tosuse all publicstransport priority
schemes such as bus lanes.

The merit of allowing taxis to use bus lanes atipalar timesfor locations/is something that can be
considered by local councils, but should only Heved¢d where this would not adversely impact bus
services. The regulation of bus lanes, along witbcation of standing' space for taxis, is the
responsibility of local.eouncils.

9.4 Walking

Walking is the appropriate mode for shblbcal trips, connections between modes and a¢reéhd

of longer journeys by other modes. Walking is said efficient, and has important health, fitness,
social and environmental benefits. It is also oftke most energy and time efficient means of
transport for short trips.

Walking is an essential element of a sustainallesport system and comprises arodfith of the
region’s daily trips** For the purpose of thigtrategy ‘pedestrians’ are defined as any persofoain
on a road, and include any person in or on anyriv@amice equipped with wheels or revolving
runners which is not a vehicle (Land Transport 2298).

Walking is a significant mode for journeys to wdrk 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 relativéiigh use of public transport to and from the
Wellington City CBD also has a high associated wajlcomponent.

43 Short trips are defined as being those less than 2 km in length.
a4 Ministry of Transport, Transport Monitoring Indicator Framework, TP002.
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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 couf Even so, the use of walking as a mode for tripgéen 1 km and 2 km has
increased’ The RLTS supports walking as a transport modeutjiicthe provision of a safe and
convenient pedestrian environment and by incregs@ugple’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 betwegtking and public transport for longer journeys
is recognised and thigtrategy proposes interventions to ensure pedesddeess to public transport
nodes is easy, safe and pleasant.

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 cycling contributes positiwéowards

a sustainable transpontetwork as it is energy efficient; has minimal environméntapacts, is
affordable, and has associated health and fithes®fits. Cycling also contributes to reduced
congestion as cycles require less road space akimhgapace than cars.

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

However, most residents also believe that cyclinghie 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 dedicated/fbe tanes.

45 Source: GWRC perception survey 2008

48 Source: GWRC perception survey 2008

47 Source: GWRC active mode survey 2009

48 Ministry of Transport, Transport Monitoring Indicator Framework, TP002.
49 Source: GWRC perception survey 2008.

®050urce: GWRC perception survey 2008.
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Improving and expanding the cycling infrastructudeiver and cyclist skills training courses, all
contribute to increasing the number of cyclistsisTih likely to have a positive effect on perceived
and real cyclist safety due to a ‘safety in numbeffect.

The Regional Cycling Plan, which sits alongsides thirategy, includes an action programme and
targets and performance measures for this moderirciple feature is the development and
communication of a regional cycling network. Itatso important to ensure that new land use
development and urban design support cycling amlalevtransport mode, particularly for shorter
journeys. Cycling as part of a longer journey camebi with public transport also needs to be
recognised and adequately provided for within egian.

9.6 Freight

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

The two primary freight modes are road and railadR&reight 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 timtegy aims to improve road network efficiency aod
support rail freight initiatives where the beneétsceed those of road freight.

Most freight journeys within the greater Wellingtoggion 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 (HCVingrise around 9% of weekday vehicle trips on
our region’s road network While freight movement on State Highway 1 is simaint, State
Highway 2 between Ngauranga and Upper Hutt hakititeest daily flow of heavy vehicles in New
Zealand.

State Highways 1 and&s well aghe North Island Main Trunk and Wairarapa railvliags provide
access to CentrePort for road and rail freight frbra north, making it a key transport hub.
CentrePort is also a key link for freight betweba North and South Islands. CentrePort has seen
increasing freight volumes each year since 1997 $WR005). Logs and containers are core
components of the port’s freight traffic.

State Highway 58 provides a vital connection f@ight movements between the Western Corridor
and the Hutt Valley.

*1 Source: Wellington Transport Strategic Model (WTSM).
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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 movemembm 5,000 tonnes to 28,000 tonnes by 2030, madirdyn
increases in international freight, is predictedaasesult of planned improvements to the airport
identified in the 2030 Master Plaiihe importance of access to and from Wellingtapaat will
increase with any future increase in air freighttinees.

A National FreightDemandsStudy was completed in 28@nd its conclusions were regionalised in
the Freight Analysis study for the Wellington regio 2009 The Regional Freight Plan, which sits
alongside thisstrategy covers road, rail and sea freigtst well agdentifies priorities to improve the
efficiency of freight movement to support econonhévelopment goals for the region.

Work on State Highway 1 has been given high pgdoy government as the Wellington Road of
National Significance. These improvements are etegeto reduce congestion, improve safety and
improve reliability along that route.

Freight movement by coastal shipping is minor coregdo the other routes and little opportunity
for increased freight movement in this sector reseen.

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.URegpn of use and provision of infrastructure for
these are best dealt with at a local communitylleve

9.8 Integration of modes

An integrated, safe, responsive and sustainable tiemsportnetwork relies on all modes. Many
journeyson the regional transport netwaake multi-modalln orderto ensurghosejourneys are as
quick, safe and convenient as possible a good lefveitegration between the different transport
modes is sought by the RLTS.

Within the public transport network the ease ofremrting between modes such as buses and trains,
and within the modes themselves, will contributdaster, more reliable journeys. This is likely to
make the public transport network more attractive & greater range of journey purposes and
destinations.

Walking often forms a component of longer trips fyblic transport and private cars, so the
provision of safe, direct and pleasant pedestrizgess to stations, bus stops and park and ride
facilities is important.

Cycling trips have the potential to be combinedhvather modes for longer journeys, especially in
those areas where public transport cannot be aatessily by walking. In particular, safe cycling
routes and cycle storage provision vehicles and at key transport huvil be crucial to achieving
good integration between cycling and other modes.
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There are few opportunities for the integration rafl and road freight due to fundamental

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

on State Highway 2.

The following table sets out opportunities to impgdhe 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
ticketing, ticketing, ticketing, pedestrian links to train
timetable timetable timetable connections to | stations, cycle
alignmentand | alignmentand | alignment and.- | railway stations | storage and/or
pedestrian pedestrian pedestrian bike carriage
connections connections connections facilities
Bus Integrated Integrated Direct and safe | Safe cycling
ticketing, ticketing, pedestrian routes to bus
timetable timetable connections to | stations, cycle
alignmentand | alignmentand | bus stations storage
pedestrian pedestrian and stops
connections connections
Ferry Integrated Direct and safe | Safe cycling
ticketing, safe | walking routes to ferry
and easy connections to | terminals, cycle
access to ferry | and from ferry | carriage on
terminals terminals ferries
. Direct and safe | Cycle storage
Walking pedestrian links | adjacent key
facilities
Cycling Deyelop the .
regional cycling
network

Table 7: Opportunities to improve integration of transport modes.
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10. 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 encourages higher use of atemtransport modemndcontribuesto reduced
congestion and greenhouse gas emissions.

Greater knowledge of the effects of climate chamgak oil and other environmental effects and

health issues of dependence on private vehicleltfaip to promote behaviour change that reduces
congestion and greenhouse gas emissions, as wetipasves health outcomes. Better knowledge

of vehicle and fuel efficiencies is also contrilszite meetingstrategy targets.

Education is alsdahe main toolto increase road safety through driver and_cycBkijs training
courses These coursasacrease awareness of other road users — espdoiaitban areas where the
risk of conflict is greater.

Enforcement provides incentives for improved saéetg personal security on the region’s roads by
penalising dangerous, aberrant or otherwise unatksiehaviour. 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 emissions.

Enforcement is also a key part in managing infteestire to ensure the intended benefits of
interventions (Speed restrictions, bus-priority agdle lanes, etc.) are provided.

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

This chapter sets out the likely transport fundsogrces that will be available within the Wellingto
region over the next 10 years. The Regional Trarispommittee is required to ‘take account of’
the land transport funding likely to be available&idg the period covered by tlgtrategy (LTMA
s76(b)) which is 30 years out to 204tble A2.1 in Appendix 2 lists the funders andvilers of
each component of the regional transport network.

The Regional Land Transport Programntiee(Programmyedetails thethree year programme of
potential projects and funding requirements, togethith significant activities proposeand a
likely funding range (as advised by NZ TransporeAgy) for the next 10 years.

The Programme is a key input into the National Lamensport Programme (NLTP) which is
compiled by the NZ Transport Agency. The NLTP imlga activities that the NZ Transport Agency
anticipates will be funded from the National Lanchisport Fund. It is a threg year document that
prioritises projects and activities from all regiriProgrammes against national criteria, including
the Government Policy Statement. To be includethenNLTP, projects and activities must either
be proposed in a regional Programme or be an gcthat is to be delivered nationally. Projects and
activities must be of a sufficient priority to hentled.

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

The Wellington region does not consider the preferstrategic option to constitute a preferred
package of projects to be completed by 2040. Thezefno detailed costing on the preferred
strategic option was performed and no estimateegfired 30 year funding was made. Rather, the
preferred option justifies the RLTS policies whsdek to encourage investment across all modes of
transport.

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

Objective 6 of thisStrategy is to ensure thieéegional Land Transport Programiseaffordable for
the regional community, and that objective is faka through in numerous policies (see Tal)le

Therefore, the Wellington region will take accowftavailable funding through each progressive
Programmedevelopment process, which in order to be congistéth the RLTS will have to be
affordable for the region.

The selection and prioritisation of individual profjs and activities, as well as the pace of
implementation will be set through thlirogrammeprocess. Guidance will be provided from the
RLTS, Corridor and ImplementationPlans, as well as other studies. This process wifluee
transparency and accountability in the fundingaoid transport investments.
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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 inardance with its allocation process.
Funding is mainly derived from road user chargas| éxcise and motor vehicle registrations.
Wellington region’s share of N will vary from yetar year.

Regionally distributed funds (R) are allocated b¥ Nransport Agency which selects the
highest priority activities to ensure value for mgrand ensure a guaranteed minimum level of
funding for each region. Funding is derived fromadouser charges and fuel excise.
Approximately $118 millionremains uncommitted. If unused by 2015 this wilemrt to
National (N) funds, however, it is expected thaRafunds will be spent or committed B@15.

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 traogmeeds. Total C funding available is now
$727 million after spent and committed funds akemtainto account: C funds are not indexed,
meaning its buying power reduces over time duenfiation. Crown funding has been made
available to support specific activities as setlmlow.

C1% (announced 27 January 2005 and is required to be committed by 2015/16)
$225 million-for increased transport investmentadi®ws:

- $65 million for existing public transport infragtture and services
- About $30 million for transport demand management

- About $30 million for enhancing public transpeervices

- About $100 million for strategic roading.

C2%2 (announced 5 July 2005 and is required to be committed by 16/17)
$255 million for Western Corridor transport investmhto address the following:

- Enhanced public transport

- Better traffic demand management

- Intersection safety and bottleneck improvements
- New roads.

C3°? (announced 5 July 2005 and is required to be committed by 16/17)

$405 million for Western Corridor strategic roadigntingent on regional agreement on the
preferred option.

Local funds (L) are allocated by individual localtlaorities and are mainly provided through
Long Term Council Community Plans via rates, uderges and debt. The regional council
funds public transport whereas territorial authesitfund roads (including footpaths, etc). Local
share has an ongoing impact on rates increaseararsibject to local concerns.

52 These amounts are subject to change as a consequence of the Government’s decision to change the funding arrangements for rail infrastructure.
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« Other funding sources may include tolls, fuel taxdmvelopment levies and contributions and
road pricing. While road pricing is not expectedbi available over the next 10 years, the
Strategy calls for further investigation of all rstic funding sources. The amount of funding
that would be available from other funding souriee®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 Programnifes(Programmesets out the region’s expectations for
new capital expenditure on strategic roading andlipuransport over the next 10 years. The
Programmecombines all activities signalled in corridor antplementation plans, as well as other
sources, that require national-level funding int@ eegional document.

This constitutes the region’s request to NZ Transpgency for funding through the National Land
Transport Programme. An activity must be in theewvaht region’sProgrammein order to be
included in the national-levélLTP.

The Programmeis confirmed on a three yearly basis-using anexbrioritisation methodology.
This review of project priorities requires bothhaical and political assessment. Priorities arelyik
to remain relatively constant from_programme _to goaonme, though' new projects may be
introduced as _a result of implementation and corriglan reviews. Cost, timing and funding
availability estimates are variable from progranmtmerogramme.

11.3 Government Policy Statement

The Government Policy Statement on land transpamtihg (GPS) sets out impacts that the
Governmentiseeks to achieveom its investment in land transpoit also sets ouhow it will
achieve these impacts through funding certain gigtolasses, how much funding will be provided
over a 10 year period and how this funding willrased

The GPS is reviewed every three yedilse NZ Transport Agency musiso ensure the National
Land Transport Programngives effect to the GPS.

The GPS 20090 — 2018/1%learly signals thé&overnment’s priority for land transport investment
is to increase national economic growth and pradiigin New Zealand.
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11.4  Funding for the Wellington Road of National Si  gnificance

In December 2009 theZ Transport Agencannounced its decision to invest over $2 billiofiats
in the Wellington Road of National Significance gt Highway 1 from Levin to Wellington
International Airport This will significantly transform the region’sading network over the period
of this Strategy and deliver against a number of Rlbutcomes and policies.

This funding is targeted over three phases whiclude:

Phase 1 -Aotea Quay to Ngauranga improvemeiasin Reserve upgradelacKays to Peka Peka
Expressway and Peka Peka to Otaki

Phase 2 Fransmission Gully

Phase 3 — Mount Victoria tunnel duplication and itne Street widening, and Terrace Tunnel
duplication
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12. Regional economic or land-use considerations an  d likely funding

There are two key regional documents which idendifynificant regional economic and land use
considerations. The Regional Policy Statement (RBSjtatutory document under the Resource
Management Act, provides regional direction fordarse development. The Wellington Regional
Strategy (WRS) is non-statutory and provides aas@ble economic growth strategy for the region.

Key economic growth and land use considerationstified 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 exgtnorth-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 oforridor and ImplementationPlans alongside thisstrategy allows for the
identification of any land transport infrastructuneestment to address-likely land use development,
growth and associated transport demand. Theseptensfrastructure projects are then brought
forward for funding consideration through the RegibLand Transport Programme process.

For example, the Ngauranga to Wellington Airport@mwmr Plan identifies a number of important
public transport, walking/cycling and roading.irfftaicture  projects that respond to the issues
identified by the RPS and WRS above, and to the@elespressed by Wellington City Council’s
Growth Spine concept to encourage transit-oriemtgensification of employment and housing
along a key spine between Johnsonville and Wetmditernational Airport.

Rail infrastructure improvements to support theang development of Wellington’s passenger rail
network are identified through sevefabrridor Plans and the Regional Rail Plan. The rail network
provides vital access to and between key economiwty and productivity areas. Extension of the
urban rail network to Waikanae and associated &eqy and capacity improvements respond to
expected population growth in Kapiti. Improvemetadacilitate rail freight access to Wellington
City CBD and CentrePort are also identified.

Improvements to State Highway 1, 2 and 58 are fifiettin severalCorridor Plans, since these
links provide access between regional centres. rBggnal and national significance of State
Highway 1 in supporting economic growth is recogdisin the Western and Ngauranga to
Wellington Airport corridors as well as by tl#09 Government Policy Statemeag a Road of
National Significance. Several infrastructure petgeincluding Transmission Gully, are proposed in
response to this.

The need for new and improved east-west transpde Is identified in the WRS and thirategy.
More efficient connections between key freight @amaployment destinations, such as Hutt Valley
(particularly Seaview/Gracefield) and Porirua, ngportant to the region. Improvements to State
Highway 58 and a proposed road link between GremaadaGracefield have been identified in the
Hutt and Western Corridor Plans.

These considerations provide a key input to theiddad Land Transport Programme prioritisation
process. Th&rogrammecontains 10-year funding forecasts and the assatcfanding details.
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13.  Monitoring, evaluation and review

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

13.1  Monitoring and evaluation

Evaluation of the effectiveness and appropriatenésise RLTS is an ongoing process that starts as
soon as thétrategy is adopted. While monitoring and evaluatoa 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 followirgports to the RTC

* A quarterly report focusing on agency progress tdsanplementing the projectsidactivities
set out in th&kegional Land Transport Programpas reported by each lead agency.

* An Annual Monitoring Report with over 100 indicasaio measure progress towards achieving
the outcomes and targets sought byRhé& S. A three yearly monitoring process is required by
section 83(1) of the LTMA 2003.-The full Annual Mtsring Report will be completed by 30
September each year it is required, reported tdRih€ and made publicly available as soon as
practical thereafter. Additional reporting will peoduced annually during the intervening years.

The monitoring programme involves extensive repgrton road and public transport network
performance, and on measures of regional growttesaibility, economic efficiency, affordability,
safety, public health'and environmental sustairtgbilrhese measurgwovide a detailed picture of
regional performance, sustainability and trendsigims from the monitoring programme will be
used to help identify pressures and issuegorming reviewof theStrategy and its components.

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

A regional perception survey is carried out evevg or three years by Greater Wellingtamtrack
public perceptions of transport related issoesr time This survey allows some benchmarking
against data provided by Auckland Regional Coumdiiich carries out a similar survey.

13.2  Strategy review

Section 74(1) of the LTMA 2003 states that eveyioral land transport strategy must be renewed
at least once every six years. This RLTS will neede renewed by 2016.

The following diagram (Figure 20) illustrates howetevaluation and monitoring process assists in
identifying the pressures, issues and needs aktiien’s transport network. It also shows how these
feed intoStrategy reviews and follow through to thraplementatiorand Corridor Rans.
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Figure 20: RLTS development and review flow chart.

Review of the RLTS will involve assessment of tlegislative and policy context, feedback on
progress from monitoring results and survey-basedsores and issues, technical and stakeholder
consultation, and a submission process to-the FSE&keholder consultation includes consultation
with and through the community and interest graefreésentativesn the RTC Section 78(2) of the
LTMA 2003 aligns RLTS consultation processes wélevant Local Government Act processes.

13.3 Implementation and corridor plan reviews

The Implementation andorridor Plans, which sit alongside and support teategy, should be
viewed as living documents. They set out projeats activities considered appropriate at the time
they were developed and approved, based on thdarfesnhation 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 lecrip review at one time. Therefore, a series of
rolling reviews of theémplementation an@orridor Plans allows the regional community to focus on
particular elements of the region’s transport nekwQorridor plans typically take some 18 months
to review and implementation plans take around baths.

The following table (Table 7) sets out the proposedt cycle of the review programme for the
implementation documents which support Strategy.
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Document Last approved Next review
Regional Public Transport Plan Aug 2007 Underway — mid 2011
Hutt Corridor Plan Dec 2004 Underway - 2010/11
Freight Plan July 2007 Underway - 2011/12
Western Corridor Plan April 2006 2010/11

Regional Rail Plan Nov 2008 2012113

Cycling Plan Dec 2008 2013/14

Road Safety Plan Oct 2009 2013/14

Walking Plan Oct 2008 2014/15

Ngauranga to Wellington Airport Corridor Plan | Oct 2008 2015/16

Travel Demand Management Plan Oct 2009 2015/16

Wairarapa Corridor Plan July 2010 2016/17

Table 9: Proposed review programme for implementation documents.

The scope ofmplementation an@orridor Plan reviews will be at-the discretion of the RTEach
review process will be conducted in a way taxodids unnecessarily long, onerous and costly studies
or processes. Wheacomprehensive reviews neededit will involve studies and sector assessments
as necessaryone or more stages of public consultatioay be undertakedepending on whether
options are involved.

During the next review of the Western Corridor Rlre relevant projects that make up the SH1
Wellington Road of National Significance programméour-lane expressway between MacKays
Crossing and Otaki, as well as the NZ Transportn&ges decision to replace the Kapiti Western
Link road project with the proposedacKays to Peka PekBxpressway — will be taken into
account. It is expected that the Western Corridan ®vill be significantly revised to address issues
including local connectivity and access, cyclingglking and integrated land use and transport,
especially with regard to the propodddcKays to Peka Pelaxpressway.

The Ngauranga to Wellington Airport Corridor Planmore in line with the project suite identified

for the Wellington Road of National Significanceherl timing of some of the projects has been
brought forward by the NZ Transport Agency; namdlye Mt Victoria and Terrace Tunnel

duplications and widening of Ruahine Street. Thiéaseng changes will be taken into account
during the next review of this corridor plan.

The next review of the Regional Freight Plan wiNegconsideration to developing a Regional
Freight Network Map to support policy 8.1.w.

13.4  Review of the Regional Land Transport Programm e

The Programmas renewed every three years (section 13(1) oL@TMA 2003). Wellington’s next
Programmewill have to be adopted by July 2012. It is expdctiee review will take account of
significant new information that will result fronucent studies, particularly the Ngauranga Triangle
Study and announcements concerning the Wellingtwad®f National Significance.

Variations to thé’rogrammamay be made outside the normal review processdardance with the
provisions of the Land Transport Management Act3200
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This section demonstrates that the RLTS is in alawre with section 77(c) of the LTMA 2003.

Reference | Provision Comment
75(a)(i) The RTC must ensure that the RLTS contributes to the | RLTS chapter 2: Vision
aim of aphlevmg an affordable, integrated, safe, RLTS chapter 6: Outcomes
responsive, and sustainable land transport system
RLTS chapter 8: Policies
RLTS table 7: Opportunities to improve
integration of transport modes
75(a)(ii) The RTC must ensure that the RLTS contributes to RLTS chapter 5: Objectives
each of the following: RLTS table 3: Links between Strategy
» assisting economic development objectives and outcomes
> assisting safety and personal security RLTS table 6: Links between Strategy
» improving access and mobility objectiSS DolgES
» protecting and promoting public health
» ensuring environmental sustainability
75(a)(iii) The RTC must ensure that the RLTS'is consistent with | There is currently no'national land transport
any: strategy.
> national land transport strategy Consistency with the Wellington RPS is set out
» relevant national policy statement or regional n-
policy statement or regional plan thatis for the RLTS chapter 5: Objectives
jime beliERgporce SEEERne RMA 1991 RLTS chapter 12: Regional economic and land
use considerations and likely funding
RLTS Appendix 3: Legislative alignment
75(a)(iv) The RTC must ensure that the RLTS avoids, to the RLTS chapter 8.4: Policies — Environment and
extent reasonable in the circumstances, adverse public health
effects on the environment
75(b)(i) The RTC must take into account the relevant GPS RLTS Appendix 3: Legislative alignment
The RLTS has been reviewed with the impacts
sought by the current GPS in mind. A number
of minor amendments have been made to the
text to reflect its emphasis.
RLTS chapter 11: Funding
75(b)(ii) The RTC must take into account any national energy RLTS Appendix 3: Legislative alignment

efficiency and conservation strategy

RLTS Appendix 2: Statutory context

RLTS chapter 7: Targets — including 3.1, 3.2,
3.3,34,63,7.2,81
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75(c)(ii) The RTC must take into account any relevant district RLTS table 4 — Outcome 6.1 ‘Improved land
plans use and transport integration’
RLTS chapter 12: 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.
76(a) The RTC must also take into account any guidelines The NZTA issued guidelines for development
issued by the Minister for regional land transport of an RLTS in 2004 - these are now
strategies 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.
76(b) The RTC must also take into account the land RLTS chapter 11:Funding
transport funding likely to be available within the region .
for implementing the strategy during the period Thte dR?g.:ogil LGd Trangport Prtogramrtr;]e s3ets
covered by the strategy out detailed funding requirements over the
year and ten year period.
The NLTP includes 3 year funding allocations
by region and estimated ten year funding
availability for New Zealand as a whole.
Likely available funding over the period of the
Strategy has been roughly estimated using the
limited information available.
76(c) The RTC must also take into account the views of RLTS chapter 4.6: Views of affected
affected communities communities
RLTS Consultation Plan
76(d) The RTC must also take into account the views of land | RLTS Consultation Plan
transport network providers in the region
76(e) The RTC must also take into account the need to give | RLTS Chapter 4: Strategy development
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)
76(f) The RTC must also take into account the need to RLTS Consultation Plan

provide early and full opportunities for persons and
organisations listed in section 78(1) to contribute to the
development of the RLTS

A technical working group consisting of key
stakeholders was used to review the Strategy
and early meetings were held with several
interest area groups and representatives.
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76(g) The RTC must also take into account the need to take | RLTS table 4 — Outcome 6.1 ‘Improved land
account of the relevant regional council’s function use and transport integration’
under section 30(1)(gb) of the RMA 1991 RLTS chapter 8.5: Policies — Integrated
planning
RLTS chapter 12: Regional economic or land-
use considerations and likely funding
Appendix 1: Strategic transport network
77(a) A RLTS must contain inter-regional and intra-regional | RLTS chapter 6: Outcomes
transport outcomes relevant to the region
77(b) A RLTS must contain strategic options for achieving RLTS chapter 4: Strategy development
those outcomes
77(c) A RLTS must contain an assessment as to how the RLTS chapter 14: Assessment of RLTS
RLTS complies with sections 75 and 76
77(d) A RLTS must contain a statement of any relevant RLTS chapter 12: Regional economic or land-
regional economic or land-use considerations, and the | use considerations and likely funding
likely funding of any land transport infrastructure
associated with those considerations
77(e) A RLTS must contain a demand management strategy | RLTS Appendix 4.1.1: Implementing the RLTS
- Travel Demand Management
RLTS chapter 8.2: Policies — Travel Demand
Management
77(f) A RLTS must contain an assessment of the RLTS chapter 9: The role of transport modes
appropriate role for each land transport mode in the
region
77(9) A RLTS must contain an assessment of the role of RLTS chapter 10: Role of education and
education and enforcement in contributing to the land | enforcement
transport outcomes
77(i) ARLTS must contain a statement that identifies any RLTS chapter 4: Strategy development
strategic option for which co-operation is required with
other regions
77()) A RLTS must contain a statement that identifies Appendix 2: Statutory context — 2 Roles and
persons or organisations who should be involved in the | responsibilities
further development of strategic options
77(k) A RLTS must contain measurable targets to be RLTS chapter 7: Targets
achieved to meet the outcomes of the RLTS
77(1) A RLTS must contain a statement provided by an RLTS chapter 15: Auditor statement
independent auditor of how the process followed by
the RTC complied with the requirements of this Act
77(m) A RLTS must contain a summary of the policy relating | RLTS chapter 16: Summary of significance

to significance adopted by the RTC under section 106

policy

Table 10: Alignment between RLTS and LTMA 2003 content requirements
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15. Independent auditor statement

John Bolland Consulting Itd

PO Box 51058,
Tawa,
Wellington 5249

1* September2010

The Wellington Regional Land Transport Strategy (RLTS) 2010-2040

It is a requirement of the Land Transport Management Amendment Act 2008 (the
Act), section 77 (I), that a RLTS should contain:

“a statement provided by an independent auditor of how the process followed
by the regional transport committee complied with the requirements of this Act”

In September 2009 Wellington Regional Council engaged John Bolland Consulting to
provide ongoing, independent advice on procedural matters in the development of
their RLTS, with a view to providing a statement of compliance in accordance with
the Act. | have therefore reviewed the current version of the RLTS 2010-2040, the
Consultation Plan and the related procedures in the context of the relevant sections
of the Act.

In my opinion the process followed by the Wellington Regional Transport Committee
in preparing the Wellington RLTS 2010-2040 complies with the requirements of the
Land Transport Management Amendment Act 2008.

Independence: other than this engagement as Auditor for the purpose of the Act,

John Bolland Consulting has no relationship with or interest in Wellington Regional
Council or the Regional Transport Committee.

3o s

John Bolland (Dr)
Director
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16. Summary of significance policy
Purpose

This policy sets out how to determine the signiima 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 taedl 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 sicategestment

* impacts on the strategy’s contribution towards NObBfectives and/or GPS targets

» affects residents (variations with a moderate inmpac large number of residents, or variations
with a major impact on a small number of residenitshave 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 Plarii 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 (tbé&iad, removal or amendment of any matter
which has already been consulted on in accordartbesection 78 of the Act)

* Variations to this policy.

%3 This 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.



Glossary

Access: the ability to obtain desired goods,
services and activities

Accessibility: the ability to reach a destination
by a mode. Another meaning often used more
narrowly in relation to public transport is “the
ease with which all categories of passenger
can use public transport” (as defined by the
Human Rights Commission “The Accessible
Journey”, 2005)

Active modes: (also known as non-motorised
transportation): include walking, bicycling,
small-wheeled transport (skates, skateboards,
push scooters and hand carts) and wheelchair
travel

Advanced Traffic Management System
(ATMS): an array of institutional, human,
hardware and software components designed
to monitor,-control and manage traffic on
streets and highways

Advanced Traveller Information System
(ATIS): ATIS provides drivers with real time
information about traffic conditions, accident
delays, roadwork and route guidance from
origin to destination. Some of the methods
used for providing drivers with this
information include traffic information
broadcasting, pre-trip electronic route
planning, on-board navigation systems and
electronic route guidance systems

Benefit Cost Ratio (BCR): an economic
assessment tool that expresses benefits and
costs as monetary values. A BCR greater than
1 is considered to be an economic investment
as the value of benefits exceeds its cost

Carbon dioxide (COy): a significant
greenhouse gas produced by the combustion
of motor vehicle fuels

Attachment 1 to Report #10.465
92 of 131

Central businessdistrict (CBD): a city’s
central commercial area as defined in district
plans

CO.e: Carbon dioxide equivalent

Financial Assistance Rate (FAR): the New
Zealand Transport Agency share of subsidy of
a projects total cost

Heavy Commercial Vehicle (HCV): trucks
and buses

High-Occupancy Vehicle (HOV): a

passenger vehicle carrying more than a
specified minimum number of occupants.
HOVs include carpools, vanpools, and buses.
HOV requirements are oftenindicated as 2+
(two or more passengers required)

HQOV lane: a traffic lane limited to carrying
high occupancy vehicles and certain other
gualified vehicles

Indicator: a tool to define and measure
progress towards achieviisirategy
objectives and outcomes

Land transport: transport on land by any
means and the infrastructure facilitating such
transport. Primarily includes rail, cars, trucks,
buses, motorcycles, cycles and harbour ferries

Long Term Council Community Plan
(LTCCP): a local authority’s strategic
planning document developed under the Local
Government Act 2002

Leve of Service: a qualitative concept to
describe conditions experienced by users

Mability: the ability for people and goods to
move from one place to another



Mode share: the proportion of total transport
users using a particular transport mode

National Land Transport Programme
(NLTP): the mechanism through which the
New Zealand Transport Agency allocates
funds to approved organisations

Outcome: a qualitative description of what
the Strategy seeks to achieve over the long
term

Outlook: a quantitative forecast to 2041
derived from the region’s Strategic Transport
Model which uses 2006 base data (as the most
up to date, comprehensive information
available)

Public Transport: includes scheduled bus,
train and ferry services

Public Transport Plan (PT Plan): a regional
public transport plan as defined by section'7
of the Public Transport Management Act 2008

Private vehicle: any motor vehicle not used
for fare paying, public transport purposes.
This includes privately owned motor vehicles,
vehicles belonging to a company or
organisation, and light commercial vehicles
(e.g. couriers, tradesmen)

Regional Transport Committee (RTC): a
standing committee of Greater Wellington
Regional Council established under section
105 of the Land Transport Management Act
2003. The committee is responsible for the
preparation of the Regional Land Transport
Strategy

Regional Land Transport Strategy (RLTS):

a statutory document that must contribute to

an overall aim of achieving an integrated,

safe, responsive and sustainable land transport
system. It sets the high level framework for
regional transport policy and investment
priorities over the next 30 years
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Regional Land Transport Strategy Annual
Monitoring Report (RLTSAMR): the

annual report produced by Greater Wellington
to monitor progress towards achieving the
objectives set out in the RLTS

Regional Palicy Statement (RPS): a

statutory document under the Resource
Management Act 1991 that provides a
framework for managing the region’s

resources in a sustainable way. The RPS is the
most important regional-level mechanism for
directing land use planning and has an
important role in ensuring good integration of
transport and land use planning

Reliability: the likelihood of reaching a
destination within a projected time. Reliability
is adversely affected primarily by congestion,
closures, cancellations, natural hazards, or
incidents such as crashes or breakdowns

Road Controlling Authority: an approved
organisation with the responsibility to build
and maintain the road network within its
jurisdiction

Road pricing: the framework within which
drivers pay a user charge for using roads. This
may include social, economic and
environmental costs (accidents, pollution, time
delays) normally borne by the community.
Examples of road pricing tools include cordon
charges, congestion pricing, toll roads and
distance based pricing

Single Occupancy Vehicle: a vehicle that
only has one person in it

Target: a qualitative or quantitative measure
to test if policy, projects and activities are
effectively achieving thé&trategy objectives
and outcomes



Transport disadvantaged: as defined in the
Public Transport Management Act 2008,
‘people whom the regional council has
reasonable grounds to believe are the least
able to get to basic community activities and
services (e.g. work, education, healthcare,
welfare and food shopping)

Travel Demand M anagement (TDM):

various measures that seek to change travel
behaviour including the time or form of travel,
and increase transport system efficiency to
achieve specific objectives (e.g. reduced
traffic congestion, road and parking cost
savings, increased safety, improved mobility
for non-drivers, energy conservation and
pollution emission reductions)

Trave plan: travel plans provide options to
encourage the use of sustainable forms of
transport such as walking, cycling, public
transport and car sharing within workplaces;
schools and communities
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Technical Working Group: a group who
advise the Regional Transport Committee on
technical matters, made up of officers
representing Greater Wellington, road
Controlling Authorities, New Zealand
Transport Agency and other representatives
where appropriate

VehicleKilometres Travelled (VKT): aterm
to describe the combined vehicle kilometres
over specified section of road

Waellington Regional Strategy (WRYS): a
cooperative undertaking of the region’s local
authorities to define an economic growth
framework

Wellington Transport Strategic M odel
(WTSM): the Greater Wellington strategic
transport EMME3 computer model
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Abbreviations

AMR Annual Monitoring Report

ATMS Advanced Traffic Management System
ATIS Advanced Traveller Information system
BCR Benefit Cost Ratio

CBD Central Business District

CO, Carbon dioxide

dBa Decibels

FAR Financial Assistance Rate

GDP Gross Domestic Product

GPS Government Policy Statement on land transpoding
GWRC Greater Wellington Regional Council
HCV Heavy Commercial Vehicle

HOV High Occupancy Vehicle

LTCCP Long Term Council Community Plan
LTMA Land Transport Management Act

MoT Ministry of Transport

NIMT North Island Main Trunk rail line

NLTP National Land Transport Programme
NZEECS New Zealand Energy Efficiency and Consemunabtrategy
NZES New Zealand Energy Strategy

NZTA New Zealand Transport Agency

PT Plan Public Transport Plan

RCAs Road Controlling Authorities

RLTS Regional Land Transport Strategy
RMA Resource Management Act

RPS Regional Policy Statement

RRP Regional Rail Plan

RTC Regional Transport Committee

SH State Highway

SOV Single Occupancy Vehicle

TAs Territorial authorities

TDM Travel Demand Management

the Programme Regional Land Transport Programme
VKT Vehicle Kilometres Travelled

WRS Wellington Regional Strategy

WTSM Wellington Transport Strategic Model
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Appendix 1 - Strategic transport network

The strategic transport network is made up of #ggon’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 the Regional Trantspommittee.

When considering strategic transport and land Usenpg issues it is important to identify, plan
and protect the current and future regional trartapetwork (policy 8.5d) “Protect” means “protect
strategic (arterial) accessibility”.

A key function of the strategic transport netwosklinking the region’s centres and important
destinationswith the rest of New Zealand. These centres anditapt destinations includéhe
Wellington City CBD, other regional centres, CentrePoiVellington International Airport and
Wellington’s regional hospital in Newtown.
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Strategic railway network (used for passengers and/  or freight)

North Island Main Trunk Line
Wairarapa Line

Melling Line

Johnsonville Line

o bk w0 DbdPE

Gracefield Branch Railway

Strategic public transport network (used for passen gers)

The rail corridor between Wellington Station andpgpHutt Station

The rail corridor between Wellington Station andikdaae Station

The rail corridor between Wellington Station antidsonville Station

The Golden Mile road corridor between Wellingtoat#in and Courtenay Place
The road corridor between Courtney Place and Wgttim Hospital in Newtown

o ok~ wbdpE

The road corridor between Courtney Place and \Agttim Airport via Kilbirnie

Public transport services that extend rail pastddpfutt to Masterton are a special case that peovid
regional connectivity using the strategic railwagtwork but do not form part of the strategic public
transport network.

State highways

State Highway 1

State Highway 2

State Highway 53

State Highway 58

Transmission Gully (designated future route)

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

CentrePort

Wellington International Airport
Point Howard Wharf

Burnham Wharf

% tis noted that a number of major improvements are proposed to State Highway 1 as part of the Wellington Road of National Significance that the government
expects to make substantial progress on over the next 10 years.
Part of the larger suite of projects that make up improvements on the Wellington Road of National Significance — signalled in the GPS 2009.
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Strategic roads (by city/ 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

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)



Attachment 1 to Report #10.465
99 of 131

Porirua City
The Porirua City Council District Plan (1999) idéies 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 Round&bBubwns Bay)
State Highway 1 Mana Esplanade (Paremata Round&b&litnmerton)
State Highway 1 Pukerua Bay (Gray Street to Pa Road

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

Whitford Brown Avenue (State Highway 1 to Warspheenue)

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

Upper Hutt City

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

Eastern Hutt Road
Fergusson Drive

Kapiti District

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

State Highway 1

Regional Cycling Network

The Regional Cycling Network was developed collatigely through the regional cycling forum. It
identifies the core strategic routes which link tegion’s centres and should provide an acceptable
level of service. The identified network followsethegion’s state highways, however alternative off-
road routes are provided along some sections ohéteork. It is expected that each Territorial
Authority in the region will identify their importd cycle routes through development of their local
cycling strategies.
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Appendix 2 — Statutory context

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

1. Legislative requirements

The following sections describe the legislativeuiegments to which thiStrategy must adhere. It
also contains the larger context of strategiesahdr policy documents that the RLTS development
has taken into account.

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 fordbencil. Under section 75 of theTMA ‘a
regional transport committee must, when preparirrggonal land transport strategy on behalf of a
regional council, —

(@) ensure that the regional land transport strateg

(i) 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 relev regional policy

statement or regional plan that is for the timengein 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—

(1) the relevant GPS; and
(i) any national energy efficiency and conservatgrategy; and
(iii) any relevant district plans.’

%5 As amended by the Land Transport Management Amendment Act 2008.
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Under section 76 of theTMA ‘when preparing a regional land transport strategy behalf of a
regional council, a regional transport committeeghalso take into account —

(@)
(b)

(€)
(d)
()

(f)

(9)

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

take into account the land transport fundirkely 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 consideratiorland transport options and alternatives in a
way that contributes to the matters referred tgéation 75(a)(iv), and paragraph (c); and

the need to provide early and full opporturstiéor persons and organisations listed in
section 78(1) to contribute to the developmenthose 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 considestifaegic integration of transport
infrastructure with land use through objectivesliges, and methods.’

Under section 77 of theTMA ‘a regional land transport_strategy must contaire tfollowing
matters:

@)
(b)
(€)
(d)
()
(f)
()

(h)
()

0)
(k)
()
(m)

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

an/assessment as to how the regional land p@amsstrategy complies with sections 75 and
76; and

a statement of any relevant regional econommidaad-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 daod transport mode in the region; and

an assessment of the role of education and@ftent in contributing to the land transport
outcomes; and

[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

measurable targets to be achieved to meet tlieomes 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

a summary of the policy relating to significaradopted by the regional transport committee
under section 106.’
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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 Public Transport Managemen2808 (PTMA section 63(2)).

The Wellington Regional Public Transport Plan (RanPis developed separately by the Transport
and Access Committee (TAC) of the regional counidile PT Plan will have to ‘give effect’ to the
public transport provisions contained in tBisategy.

The PT Plan sits alongside the RLTS document.
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 seléan 2008. The foreword of the NZTS
states that transport is a service, not.an ents@if,| which supports the community’s access to the
services they need. The vision-of the NZTS is teued that “people and freight in New Zealand
have access to an affordable, integrated, safigeomes/e and sustainable transport system.”

The five objectives of the NZTS have been builbitite Land Transport Management Act (LTMA)
2003 and flow into the objectives of the WellingtBLTS (Chapter 5). The RLTS reflects the
vision, objectives and long-term targets (to 2040Xhe NZTS to ensure vertical integration of
national, regional-and local transport policy.

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 GPIEimdlude theGovernment’s overall short to
medium-term impacts that the Crown wants to achiweling 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 dgeano the fuel excise duty, road user charges, and
motor vehicle registration fees to fund the proplosetivities.

The LTMA describes how the GPS relates to certain landp@ih planning and funding processes.
The government’s main priority with the 2009 GPSdssupport national economic growth and
productivity. It will do this by ensuring that natial land transport funding is invested into
infrastructure projects and transport servicesticRéarly by:

* investing in the State Highway network to movedhtiand people more efficiently
e generating better value for money from investmenvss all land transport activities
* enhancing the economic efficiency of individual jpats.
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The 2009 GPS places priority on investment impdlotg contribute to economic growth and
productivity, which are:

e improvements in the provision of infrastructure amivices that enhance transport efficiency
and lower the cost of transportation through:
- improvements in journey time reliability
- easing of severe congestion
- more efficient freight supply chains
- better use of existing transport capacity
e better access to markets, employment and areasdhtitbute to economic growth
e asecure and resilient transport network.

Other impacts included in the 2009 GPS are:

e reductions in deaths and serious injuries as dtrefstoad crashes

e more transport choices, particularly for those Wiithited access to a car, where appropriate
e reduction in adverse environmental effects frondlaansport

e contributions to positive health outcomes.

The NZ Transport Agency must give effect to the GiP8eveloping the National Land Transport
Programme and take account of the GPS when apprdumding for activities: Regional land
transport strategies must also take account o&#8 (LTMA section 75(b)(i)).

The 2009 GPS also identified;seven roads of ndtgigaificance throughout New Zealand that the
government signalled will be the focus for investingn order to achieve economic growth and
productivity over the next 10 years.

One of these is the Wellington Road of Nationaln8igance from Levin south to the Wellington
International Airport. It follows State Highway hrbugh region’s Western and Ngauranga to
Wellington Airport Corridors (se@ppendix 42).

1.3.3 Wellington Road of National Significance

In December 2009 the NZ Transport Agency annouticedsuite of projects that will make up the
improvement programme to SH 1 within the Wellingtegion. In general, the projects will provide
a four-lane divided highway from Otaki to Grenadgdin the existing four-lane state highway, and
increase capacity to four lanes along the wholéerbatween Wellington City and the Airport.

The road of national significance corridor will beilt in sections with the government’s expectation
that the overall route will be substantially contptewithin the next 10 years.

Over $2 billion is planned to upgrade SH 1. Themdked benefits from this investment are to:

* encourage inter-regional and national economic gr@amd productivity

* improve access to Wellington’s CBD, key industaald employment centres, port, airport and
hospital

* reduce severe congestion on the state highwayomatinoad networks

* improved safety and journey time reliability on SH1
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Many of the projects that make up the Wellingtora®of National Significance programme were
developed in the context of the region’s Westernri@or Plan 2006 and the Ngauranga to
Wellington Airport Corridor Plan 2008. The plann@ding of the individual projects is expected to
change from those reported in the corridor plans.

While the main purpose of several of these projects ensure quick and reliable through travel,
investigation and design phases of these projécasid include consideration of local connectivity,
walking and cycling, as well as local economic essu

1.3.4 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 overviewld tesource management issues for the region
and outlines the policies and methods requirectioeae the integrated management of the region’s
natural and physical resources.

The RMA requires a full review of a regional polisyatement every 10 years after it becomes
operative. Greater Wellington proposed a new RediBolicy Statement for the Wellington region
(RPS) in March 2009. The proposed RPS identifiggorally significant resource management
issues and contains objectives to address thasesis§here are also policies and methods described
to achieve those objectives.

In accordance with section 75(a)(iii)(B) of the L AM2003, consistency between the RLTS and the
relevant policies and methods set out in the ctiR&t5 has been analysed to check that they are not
inconsistent. This analysis forms a background dwmt’ to thisStrategy.

The 2007-16 RLTS influenced the development of gheposed RPS, and has been incorporated
into the policies of the proposed RPS to varyingrdes. The issues relevant to the RLTS are air
quality, energy, infrastructure, and regional forilne relevance of the RLTS in contributing to
these issues varies from being the primary meaastoévement to only being indirectly involved.

A number of regional plans (e.g. Regional FreshivBtan, Regional Coastal Plan, Regional Air
Quality Management Plan) have been developed uhdestrategic 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 indmnsistent with any relevant regional plan.

It should also be noted that the detailed issugsred by the rules in these plans are likely tdyapp
to land transport projects during the resource eongrocess

1.3.5 New Zealand Energy Efficiency & Conservation Strategy (NZEECS)

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

57 GWRC, November 2009. Alignment between the proposed Regional Policy Statement and the RLTS 2007-2016.



Attachment 1 to Report #10.465
105 of 131

The NZEECS was released in October 2007. The 8tragea detailed action plan for increasing the
uptake of energy efficiency, conservation and realde energy programmes across the economy
and to make doing so part of the normal behavibéiNew Zealanders. It seeks to address identified
barriers to the uptake of energy efficiency andeveable energy in the wider economy: lack of
information, weak price signals, access to capital split incentives.

The Energywise Transport chapter in the NZEECS tbetobjective ‘to reduce the overall energy
use and greenhouse gas emissions from New Zealdratisport 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 countrieh&world to widely deploy electric vehicles

 To have an average emissions performance of 170gfk80, (approximately 71/100km) for
light vehicles entering the fleet by 2015

e Cut kilometres travelled by single occupancy vedsah 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 migus0 per cent biofuel blends or to be electric
powered by 2015

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

Transport isNew Zealand'ssingle largest energy consumer and transport gneg continues to
grow. Nationally, transport accounts for over 43% of all consumegrgy use and 46% of the
country's C@emissions. Wellington region’s-use of fossil fuslgrimarily for transport purposes
and contributes to about 1.5% of national greenb@as emissions. (MfE, 2009).

The RLTS vision, objectives and outcomes take into accobhatNZEECS and contribute to its
transport objective. The actions identified in NAEE to achieve its objective come through
regionally in the Regional Travel Demand Managemelain, Cycling and Walking Plans, and
through implementation of the Regional Passengandport Plan and Regional Rail Plan.

A detailed analysis of the alignment between @irategy and NZEECS has been carried out and
forms a background documétb thisStrategy.

On 22 July 2010, the Minister of Energy and Resesireleased a new draft New Zealand Energy
Strategy and a draft NZEECS for public consultatidbhe strategies will be updated to align with
Government energy policy priorities and to reflasgtronger focus on economic development.

1.4 Other relevant policy documents

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

58GWRC, November 2009. Alignment between the NZEECS 2007 and the RLTS 2007 - 2016.
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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 (LTCCR)t@omes for the Wellington region. The
LTCCP 2009 - 2019 outlines 10 community outcomed aight activity groups that collectively
contribute to achieving the community outcomes.

Transport is one of the activity groups and the keysport related outcome is a ‘Connected
community’. However, several other outcomes havg keplications for transport. These are
‘Healthy environment’, ‘Prepared community’, ‘Esfiahservices’ and ‘Healthy community’.

The LTCCP outcomes align well with the nationahfeawork. The RLTS playa role in achieving
regional outcomes, while also contributing to nadioobjectives. In addition, the LTCCP reflects
the direction and priorities identified in the RLTiS relation to transport matters by adopting the
2007 — 2016 RLTS long term targets to 2016.

1.4.2 Wellington Regional Strategy (WRS)

The WRS is a joint project involving Greater Welfian 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.

The WRS is firmly based on the proposition thatneeoic growth for the region is necessary and
desirable. It is aimed at sustainable economicpamllation 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 Wellingtegion different from anywhere else.

Transport outcomes identified in thgrategy will play a significant part in facilitagnthe growth
sought by the WRS. For example, new transport @orsi 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 KiwiRail Turnaround Plan

On 18 May 2010 the Minister of Transport announttesl KiwiRail Turnaround Plan. It aims to
ensure KiwiRail becomes a business capable of stgrah its own feet financially. Implementing
the plan involves five key areas of investment @wodk to increase rail traffic volumes and revenue,
increased productivity, modernise assets and stepawd the commercial elements of the business
from the non-commercial. One of these areas islaofy and assign accountability for costs
associated with operating the Wellington metro oekvservice.

Part of the Turnaround Plan is to review severainar railway lines in consultation with
communities, customers and staff. It is possibé these lines will be closed or mothballed unless
key ‘anchor customers’ can be identified by 201Be North Wairarapa Line between Masterton
and Woodville is one of these minor lines up foriew.
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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 planninmé&aork documents
« New Zealand Health Strategy (2000) (Ministry of Hea

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

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

» Getting there — on foot, by cycle (2005) (MinistfyTransport)

»  Safer Journeys to 2020 (2009) (Ministry of Trangpor

2. Roles and responsibilities

The following section provides a description of 4Bopersons or organisations who should be
involved in the further development of strategitiaps (refer section 77(j) .of the LTMA 2003) and
implementation of thé&trategy.

2.1 Ministry of Transport (MoT)

As the government's principal transport policy advithe Ministry of Transport both leads and
generates policy, including the New Zealand Transptrategy and Government Policy Statement,
which provides the framework for the developmenilefv Zealand transport policy and funding.

MoT acts as the Minister of Transport's agent fanaging the interface with government transport
agencies to give effect to the government's visioipeople and freight in New Zealand have access
to an affordable, integrated, safe, responsive sustainable transport system.” This vision is
outlined in the NZTS released in 2008.

2.2 Greater Wellington Regional Council (Greater We  llington)

The Land Transport Management Act 2003 requiresat8reWellington 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 activitisd is responsible for developing a regional
public transport plan under the Public Transpornitgement Act 2008.

Greater Wellington is also proactively involved pnomoting road safety, walking, cycling and
travel demand management. Greater Wellington asaan important role in integration of land use
and transport infrastructure through the prepamatd a Regional Policy Statement under the
Resource Management Act 1991.

2.3 Regional Transport Committee (RTC)

The Land Transport Management Act 2003 requiresyensggional council to establish a Regional
Transport Committee comprised of representativesstaged in s105(2) of thé& TMA. The

Committee includes representatives from Greaterikiggbn, all local councils in the region, New
Zealand Transport Agency and persons representiogsa and mobility, economic development,
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public health, safety and personal security, emwvitental sustainability and cultural interests.
Special interest representatives report RTC isbaek to their sector 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

2.4 Road Controlling Authorities (RCAS)

RCAs are responsible for identifying needs andywagrout maintenance and improvement works
on their respective transport networks.

2.4.1 New Zealand Transport Agency (NZ Transport Agency)

NZ Transport Agency is responsible for managing sete highway network and, similar to
territorial authorities, must take into account RIETS (Section 82(2) LTMA 2003).

NZ Transport Agency is the central government agersponsible for land transport funding and
safety matters. It is responsible for allocatingRNand C funds (see Chapter 11). The objective of
this funding is to contribute to an integratedesaésponsive and sustainable land transport system

2.4.2 Territorial Authorities (TAS)

Territorial authorities (i.e. district and city aatils) have a number of regulatory, road safety and
planning roles, as well as ownership interestsandport, largely set out in the Local Government
Act 1974. The Local Government Act 2002 also seistheir role in providing for sustainable
development in local communities.

District and city councils own and operate the lacad network which includes the provision of
infrastructure that facilitates walking and cyclinfheir land transport activities in thee&onal
Land TransportProgrammeare required to take into account the RLTS oute(&ection 12(1)(a)
LTMA 2003). They are also responsible for develggioad Safety Action Plans (RSAPS).

2.5 Regional Public Health Service (RPH)

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

2.6 KiwiRail

KiwiRail is the trading name of the New Zealand|f®Rays Corporation, created on 1 October 2008.
It is responsible for managing and operating thenatwork on behalf of the Crown. KiwiRall
controls network operations, provides rail opesiwith access to the tracks, provides advice to the
Crown, manages land and leases on the rail corraahak implements, co-ordinates, and maintains an
approved safety system for thel network.

KiwiRall is also the network operator for freiglexisting long-distance passenger services and the
Wellington urban rail passenger service.
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2.7 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 offagdas they work in partnership with engineers and
educators to make the greater Wellington regimdsls safer.

NZ Police are responsible for developing Risk TadePatrol Plans (RTPPs) to ensure more
effective and efficient use of enforcement resosirdeolice also have a key role investigating
crashes, managing events and attending emergenciée roads.

2.8 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&ddilbn when injury occurs.

2.9 Other Organisations

Numerous other organisations and agencies plajeamrrdacilitating the actions set out within this
Strategy. However, our approach has been to lesatencies in the region that have been identified
as having a key role in implementing thieategy. It is our expectation that these key agnwill
collaborate with-other organisations, as appropyriatthe course of implementation.

The following table shows the funders and providew®Ived in delivering various components of
the region’s land transpanetwaork
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Regional land transport network 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 | Vehicles 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
\é\i‘ievl!rt‘gton' boc, 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

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 — Legislative Alignment

As detailed in Appendix 2 — Statutory Context, REeTS is required to be consistent with the

proposed Wellington Regional Policy Statement (RB&)9 and the vision and objectives of the

New Zealand Transport Strategy (NZTS) 2008. The RIS also required to take into account the
Government Policy Statement on land transport fupdGPS) 2009, and the New Zealand Energy
Efficiency and Conservation Strategy (NZEECS) 2007.

This appendix is a summary of alignment papers wWee produced for the development of the
2010 — 2040 RLTSThe alignment papers are available on Greaterilgétin’s website.

1. Proposed Wellington Regional Policy Statement 20 09

The RLTS is generally consistent with the propdR&& 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 Policy | Reducing the use and consumption of non-renewable transport fuels and carbon dioxide
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 Policy | Promoting travel demand management
9

District 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 Policy | Supporting a compact, well designed and sustainable regional form
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 A3.1: 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 gnublic health’) that seek to reduce use of non-
renewable fuels and carbon dioxide emissions.



Attachment 1 to Report #10.465
112 of 131

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 ‘Integratednpimg’.

RPS policy 56 seeks to directly contribute to tHelr' direction and key outcomes in relation to
integrating land use and transport:

RPS Policy | Integrating land use and transportation
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 achieving the 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 A3.2: RPS Policy 56

The following proposed RPS policies are to be immaeted by other district and regional plans.
While they do not refer directly to the RLTS, thase consistent with direction of the RLTS and
vice versa.

RPS Policy | Recognising the benefits from renewable energy and regionally significant
6 infrastructure

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.
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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 Policy | Protecting regionally significant infrastructure
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 Policy | Recognising the benefits from renewable energy and regionally significant
38 infrastructure

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 A3.3: 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 aadjacent land used in association with
the movement of cargo and passengers and includlitig fuel supply infrastructure, and
storage tanks for bulk liquids, and associated fiihes.

The RLTS describes the strategic transport netvesrknade up of the region’s strategic railway
network and strategic public transport networkiestaighways, key terminals providing links to

other transport networks and those major local sos€rving an arterial purpose. The RLTS
recognises the important strategic role that teisvork plays in providing regionally and nationally

significant access. All of the RLTS objectives,aarhes and policies relate to this strategic network
and adjacent local networks where relevant.
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2. New Zealand Transport Strategy 2008

When preparing a RLTS Greater Wellington must emgurontributes to the vision and objectives
of the NZTS as set out in section 75(a) (i) andafithe LTMA 2003.

The RLTS vision is consistent with the NZTS visi@oth seek a land transpaoretwork that is
affordable, integrated, safeesponsive and sustainaleconomically, socially and environmentally.

The objectives of the RLTS and NZTS largely mireacch other and are thus consistent. The RLTS
also contains an affordability objective which atlgonsistency with the NZTS vision.

The NZTS targets have not been ‘regionalised’, mgkit difficult to gauge the expected
contribution by the Wellington region to the acteement of those targets. The timeframes of the
targets are also very different. The NZTS targetsut 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- thatethie overall
consistency between the intended effects of theqNdiid RLTS targets.

There are also no significant gaps between targedasomes in Greater Wellington’s Annual
Monitoring Report and the Ministry of Transport'safsport Monitoring Indicator Framewaotk.

3. Government Policy 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.

Impactsthat contribute to economic growth and productivity
* Improvements in the provision of infrastructure a®avices 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 areasdmatibute 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.dfta transport vehicles make best use of existing
transport capacity by carrying large numbers ofppedravelling along common routes more
efficiently than private cars. This is particulathe case on key commuter routes where good access
to employment and areas of economic exchangeak vit

%9 Available at: http://www.transport.govt.nz/ourwork/TMIF/.
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Improving walking and cycling networks in the Waeliton 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\sjes=.

The RLTS also seeks to improve the strategic reddark in the Wellington region to contribute to
improved journey time reliability and reduced seveaffic congestion. The primary purpose of the
strategic road network is to provide good accessmployment and areas of economic exchange,
including key freight destinations. New strategaad links will provide alternative routes that
contribute towards a more resilient transport netwo

Improving access to Wellington’s port by all freighodes is vital to support economic growth and
access to markets - this is recognised bystretegy.

The RLTS is consistent with the land use and ecangnowth considerations in the RPS and WRS,
contributing towards more efficient use of existimgnsport capacity and better understanding of
future needs, better access to future growth anaayment areas, and improved network resilience.

Other GPSimpacts
* Reductions in deaths and serious injuries as alteswoad crashes.
* More transport choices, particularly for those wiilmited 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 safetyutiinosafety improvements and programmes
aimed reducing deaths and serious injuries whemgusie transport system. As a consequence of
fewer incidents, the network is more resilient aeliable. Improved road safety reduces the social
cost to communities and on the health system.

Improving our public transport system, walking arydling 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 transpsg often involves more walking trips at eithed en
of the journey and contributes to positive healtitcomes. 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.

The table below details the alignment between Rk& outcomes and GPS short to medium term
impacts.
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Improvements in journey time reliability v v v v v
Easing of severe congestion v v v
More efficient freight supply chains v v v
Better use of existing transport capacity v v v v v
Better access to markets, employment v v v v v
and areas that contribute to economic
growth
A secure and resilient transport network v 7 v v v v v
Reductions in deaths.and serious v v v
injuries as a.result of road crashes
More transport choices, particularly for v v v v
those with limited access to a car where
appropriate
Reductions in adverse environmental v v v v v
effects from land transport
Contributions to positive health v v v v v
outcomes

Table A3.4: Alignment between RLTS Key Outcomes and GPS Impacts sought.

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 aligngith the RLTS key outcome 3.1: ‘reduced
greenhouse gas emissions’.

The following table details the alignment betwebe NZEECS 2007 targets and theoposed
RLTS 2010 — 2040
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NZEECS targets

RLTS alignment

Reduce per capita transport greenhouse gas emissions by half
by 2040

RLTS outcome 3.1: ‘reduced greenhouse gas emissions’

Comment: The RLTS target is to ‘hold the line’ with regard to
CO: 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 world to
widely deploy electric vehicles

RLTS policy 8.4.d: ‘support government investigations into
alternative fuel options and eco-efficient vehicles’

Comment: Meeting this NZEECS target requires action taken
primarily by central government 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 170g/km of CO2
(approximately 71/100km) for light vehicles entering the fleet by
2015

RLTS policy 8.4.d: ‘support government investigations into
alternative fuel options and eco-efficient-vehicles’

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 taken
primarily by central government 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)

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.

For 80 per cent of the vehicles to be capable of using 10 per cent
biofuel blends or to be electric powered by 2015

RLTS policy 8.4.d: ‘support government investigations into
alternative fuel options and eco-efficient vehicles’

Comment: Meeting this NZEECS target requires action taken
primarily by central government 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.

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

RLTS outcome 7.2 ‘Improved inter-regional freight efficiency’ has
the associated target ‘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.

Table A3.5: Alignment between NZEECS targets and the RLTS
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Appendix 4 — Implementing the RLTS

A number ofimplementationPlans andCorridor Plans have been developed to provide specific
project interventions to give effect to the RLE8ategic framework The Implementation and
Corridor Plans form stand alone documents which sit alongsiddRLTS. They represent the policy
position for implementing the RLTS unless otherwiséed.

Implementation Plans enable the RTC to gain a regiaide perspective for each mode or interest
area Theythereforeallow the RTCto assess the relative priority of interventiopsdfic to each
mode. ImplementatioRlans include comprehensive action programmes witfept specific targets
and timeframes identified. The plans also identifg agency responsible for each activity in the
action programmes.

Implementation plans have been developed for thewmg:

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 Tranddanagement Act 2008. The Regional Public
Transport Plan will have to ‘give effect’ to thelgha transport provisions contained in tlsisategy.

Corridor Plans are-multimodal and enable the RTC to gain a petseof interventions proposed
in each corridor, and to assess how proposed anéons interact with each other and with the
existing regional and local network. A transportrmor is the alignment of transport infrastructure
that links activity centres. Corriddflans aim to provide affordable, efficient, reliabkafe and
sustainable connections which can accommodate mabkocapacity and ensure regional and inter-
regional accessibility. Corriddtlans identify the needs and desired outcomes spéaieach of the
major transport corridors and provide comprehengigcgon programmes with responsibilities,
targets and timeframes identified.

The following corridor plans have been developed asopted 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 — NgaugarMerge to Wellington Airport.
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The WesternCorridor and Ngauranga to Wellington Airport Corridor contdhe sections of the
Wellington Road of National Significance that aréhm the Wellington region. Thes€orridor
Plans will be updated accordingly when they next eoap for review, incorporating the latest
thinking and agreements around tellington RONS.

The Implementation andorridor Plans will have an important role in implementing thtrategic
direction and desired outcomes of the RLTS in m@atto each mode or transport corridor.
However, not having these detailed plans sit withimStrategy itself enables them to be updated
and reviewed on a more regular basis to reflectinésymation, projects and funding.

Development ofmplementation an@orridor Plans involves extensive stakeholder engagement and
enables early and focused public consultation aticodar transport issues, options and proposed
interventions. For many in the wider publiCprridor Plan consultation will provide the main
opportunity for participation in the range of issusurrounding a proposed transport project.
Consultation on the RLTS concentrates on the sfiafeamework and how everything fits together.

Review of thelmplementation plan€orridor Plans will need to ensure alignment with the striateg
framework provided by the RLTS. The review progragnior these plans.is set out in chaptér 1

1. Implementation Plan summaries
The following sections provide an overview of theplementatiorPlansfor the Wellington region
1.1 Travel Demand Management (adopted October 2009)

This section is consistent with the requiremensextion 77(e) of the Land Transport Management
Act (LTMA) 2003 to include a demand managementtsfya Strategic outcomes and targets for
demand management are included in Chapter 7 dittheegy.

Travel Demand Management (TDM) is a term used f@nge of interventions that reduce the need
to travel, increase the efficiency of the transpwtwork 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 psicbehaviour change programmes, economic
pricing measures and new technology and innovation.

TDM interventions have wide ranging potential bésefelating to efficiency, environmental
sustainability, reduced traffic congestion, netwogkability, economic development, affordability,
travel choices, public health, and safety. By oging the use of the existing network, demand
management measures can also defer or remove ¢ldeforeexpensive new capacity improvement
projects.
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The Strategy outcomes of particular relevance to demmadagement are:

* Reduced severe road congestion

e Maintained vehicle travel times between communitied regional destinations
e Sustainable economic development supported

* Improved transport efficiency

* Improved land use and transport integration

* Improved integration between transport modes

* Increased peak period public transport mode share
* Increased mode share for pedestrians and cyclists
* Reduced private car mode share

* Increased private vehicle occupancy

* Reduced greenhouse gas emissions

* Reduced fuel consumption.

The 2020Strategy targets of particular relevance to demaadagement are:

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

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

» Continued reduction in vehicle kilometres travelfger GDP

« All large subdivisions and developments includerappate provision for walking, cycling and
public transport where appropriate.

» The majority of public transport services covergdriegrated ticketing

e Continued improvement in walking, cycle and ‘paridaide’ facilities at and around transport
nodes

* Public transport'accounts for at least 21% of efjion wide journey to work trips. (17% in
2006)

e Active modes account for at least 16% of regionenalrney to work trips. (13% in 2006)

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

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

e Transport generated G@missions will be maintained below year 2001 levd,®0 Kt in
2001)

* Petrol and diesel per annum used for transportgsa® will remain below year 2001 levels.
(441 megalitres in 2001)

A key contribution towards achieving tl&trategy targets will be implementation of the dethi
Regional Travel Demand Management Plan, which aisgside thisStrategy, and includes an
action programme identifying responsibility, timjnignding sources and specific targets for each
action. The table below outlines the key actioragy@roject targets and associated timetables.
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Action area

Project Target

1

[iming

Road Network efficiency

All road controlling authorities proactively consider use of
measures that optimise the existing road network

Ongoing

School Travel Plans

94, or 41% of, primary and secondary/intermediate schools and
26,761, or 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)

By June 2013

Workplace and Business
Travel Tool Box

At least 3,000 people registered in the regional carpool programme
(460 people had registered by June 2009)

By June 2013

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

Ongoing

Travel Awareness

Contribution towards at least one new community behaviour
change awareness initiative per year

Ongoing

Promote public transport,
walking and cycling

Sufficient funding is included in annual budgets to ensure activities
in the relevant regional plans for these modes can be fully
implemented

Ongoing

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
development areas where appropriate

Table A4.1: Travel demand management action areas, targets and timetables

Ongoing

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

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

€0 Based on 2008 school roll data.
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Figure A4.1: Scope of the Regional Travel Demand Management Plan
1.2 Road safety (Adopted October 2009)

Continuously.improving regional road safety isaaportant outcome of the RLTS. Chapter 3 of this
Strategy identifies the significant road safety essdor the region, including a worsening trend in
fatal and serious crashes over recent years.

The Regional Road Safety Plan sets out sets owicdan programme aimed at improving the
region’s road safety outcomes. The successful aehient of the outcomes will depend on high
priority and adequate funding for road safety atéig at both national and local levels, as welaas
number of agencies 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 roadsamlas$,safer speeds — consistent with the approach
being used to develop a natiofalfer Journeys 20Xtrategy.
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Key action areas in the plan include:

e Local Safety Management Systems, Road Safety Ad®lans, 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 offergdamd safer vehicle fleets.

1.3 Cycling (Adopted December 2008)

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 resbitities.

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 Greabdiar\Way, seeking that improvements along
the route are consistent with its long term vision.

1.4 Walking (Adopted October 2008)

Improving the level of service for pedestriansre@ased use of walking as a transport mode for short
trips, and improving pedestrian safety and securtyhe 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.

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.

15 Freight (Adopted July 2007)

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.
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The Regional Freight Plan recognises the diffenex@ds of short and long haul freight, road and rail
freight, important links to other transport netwerkuch as the port and airport for sea and air
freight, existing network constraints and the niedmproved 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:

e Upgrading road links between key freight destinagio
* Advocacy for the provision (and retention) of fadight opportunities
* Advocacy for the removal of rail freight infrasttuce constraints.

1.6 Passenger transport (Adopted August 2007)

Increasing public transport use and mode share immiloving public transport accessibility,
capacity, reliability, and frequency are importantcomes of thistrategy. A Regional Passenger
Transport Plan has been developed separately bgté€bréVellington’s Transport and Access
Committee.

The Regional Passenger Transport Plan setsSesiiter Wellington's intentions for the regional
public transport network over the next 10 years how the public transport network will help
deliver on its strategic outcomes.

Key policy areas in the current plan are:

* Network standards

* Vehicle and infrastructure standards
» Fares, ticketingand information

* Funding and procurement.

Many of the major public transport projects planmeer the next 10 years are identified through
Corridor Plans (refer to summaries isection 2 of this appendix Other key public transport
activities to be progressed include new trains raichetwork improvements, new trolley buses and
more bus priority measures, real time informatiod entegrated ticketing systems.

1.7 Rail (Adopted November 2008)

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 th€lan is a condition of ongoing rail funding from i@rs Crown sources.

The purpose of the plan is to set out how to mairead grow rail's position as the key transport
mode for long to medium distance and high volunaadport services over the next 30 years. It
covers the four rail corridors within the region olfdsonville, Paraparaumu, Melling,
Hutt/Wairarapa), plus the train service that opegdtom Palmerston North.
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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.

2. Corridor Plan summaries
The following sections provide an overview of tberridor Plans that siblongsidehis Strategy.
2.1 Western Corridor (Adopted April 2006)

This corridor generally follows the line of Statégghway 1from Otaki to Ngaurangand the North
Island Main Trunk railwayo Kaiwharawhara

The long term vision for this corridor is descridselow:

Along the Western Corridor from Ngauranga to Ot&tiate Highway 1 and the North Island Main
Trunk railway line will provide a high level of aezss 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/willaccommodate 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 mast@t levels that balance the need for access
against the ability to fully provide for peak demdardue 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 identifies the needs @uagposed actions specific to this corridor. The
action programmes within thiSorridor Plan are multi-modal and include consideration odlaise
integration. Key features of the existing Westearnr{@or Plan include:

» Rail network improvements, including the extensidmail services north and increased service
frequencies

» Construction of the Transmission Gully project witten years

» Construction of Kapiti Western Link Road in the ghernf*

e Upgrading east-west connections between State High and 2.

flasa consequence of the NZ Transport Agency’s December 2009 announcement on the suite of projects along the Wellington Road of National Significance and the
preferred re-alignment of State Highway 1, this project is no longer expected to continue and the NZ Transport Agency proposes to replace it with the “MacKays to
Peka Peka expressway.” This is discussed further in Chapter 13.3 and Appendix 2.
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2.2 Hutt Corridor (Adopted December 2004)

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 thé aoal rail networks will ensure that no one is
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 identifies the needs andppsed multi-modal actions specific to this
corridor. Key features of the existing Hutt Cormd®tlan include:

» Safety and capacity improvements to State Highvéay 5
* A proposed new east-west link road between Greaadasracefield
» Safety and capacity improvements along State Higiva

2.3 Wairarapa Corridor (Adopted July 2010)

The Wairarapa Corridor follows State Highway 2 frommrth of Te Marua, Upper Huttover the
Rimutaka Hill through to Mount Bruce north of Magta; and the Wairarapa railway line from
north of Maymorn.Upper Hutt through to Masterton; and includes &tdighway 53 between
Featherston and Martinborough.

The long term vision for this corridor is descridselow:

The local road network will provide local accessitie 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 identifies the needs@oposed actions specific to this corridor. The
action programmes within thiSorridor Plan are multi-modal and include consideration odlaise
integration. Key features of the existing Wairar&maridor Plan include:

* SH 2 oad safety improvementsid continuous upgrade of the Rimutaka Hill Road
 Road safety initiatives focused on improving cytciisd motorcyclist safety

* Replacement of the Waihenga Bridge over the RuantgghRiver

* Review of Wairarapa Public Transport services

» Construcibn of Masterton Eastern Bypass

*  Accommodating growth in freight volumes, includiegcouraging more freight on rail
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2.4 Ngauranga to Wellington Airport Corridor (Adopt ed October 2008)

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 mexg&aiwharawharand through to the Wellington

City rail terminal, and key routes for public traost, walking and cycling.

The long term vision for this corridor is descridselow:

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 growdime and other key commuter routes. The road
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 agé#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 Platemtifies the needs and proposed measures
specific to this corridor. The action_programmeshwa this Corridor Plan are multi-modal and
include consideration of land use integration. lrdrag priorities of the existing Ngauranga to
Wellington-Airport Corridor Plan for the short-teinclude:

* Public transport improvements along the Golden Mile

* Bus priority measures on arterial routes and keyvtr corridors
* Walking and cycling improvements

* Basin Reserve improvements

* Hutt Road bus lanes and SH1 tidal lanes.
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