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UNCONFIRMED

CANTERBURY REGIONAL COUNCIL
MINUTES OF THE 46th MEETING OF THE CANTERBURY REGIONAL TRANSPORT
COMMITTEE HELD AT THE COMMODORE AIRPORT HOTEL, CHRISTCHURCH ON
THURSDAY, 6 SEPTEMBER 2018, COMMENCING AT 4.00PM
1.
2.
3.
4.
5.

Apologies
Conflicts of Interest
Minutes of Previous Meeting – 24 May 2018
Matters Arising
Strategic Items
5.1
Monitoring progress towards regional transport outcomes
- Summary of progress against regional transport outcomes
- Regional Transport Scorecard
5.2
Regional Transport Committee work programme update
6. Consultation on Draft Regional Public Transport Plan 2018-2028
7. Implementation of the Government Policy Statement on Land Transport 2018 in Canterbury
- Submission on the Land Transport Management (Regional Fuel Tax)
Amendment Bill
- Submission on the draft Government Policy Statement on Land Transport 2018
8. NZ Transport Agency update
9. Regional Road Safety Working Group Report
10. Transport Officers Group Report
11. Variation to Canterbury Regional Land Transport Plan – KiwiRail Level Crossing
Improvements
12. Next Meeting – Thursday, 29 November 2018

Present
Cr Steve Lowndes (Chair, Environment Canterbury); Mayors Donna Favel (Ashburton), Graham
Smith (Mackenzie), Winton Dalley (Hurunui), David Ayers (Waimakariri), Craig Rowley (Waimate);
Councillors Mark Alexander (Selwyn), Peter Scott (Environment Canterbury), Mike Davidson
(Christchurch City), David Jack (Timaru); and Jim Harland (NZTA)

In Attendance
Bill Bayfield (Chief Executive, Environment Canterbury), Stewart Gibbon (Senior Manager Public
Transport, Environment Canterbury), Len Fleete (Senior Strategy Advisor - Public Transport,
Environment Canterbury), Steve Higgs (Planning and Investments Manager NZTA), Andrew Dixon
(Land Transport Manager, Timaru District Council), Andrew Mazey (Asset Manager Transportation,
Selwyn District Council), Lynette Ellis (Manager Planning & Delivery – Transport, Christchurch City
Council),
Regional Transport Committee support:
Lorraine Johns (Principal Strategy Advisor), Darren Fidler (Principal Strategy Advisor) and Vivo Ong
(Committee Advisor)
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Welcome
The Chairperson welcomed everyone to the meeting

1.

Apologies
Mayors Donna Favel and Craig Rowley (for lateness)

2.

Conflicts of Interest
No conflicts of interest were declared.

3.

Minutes of Meeting – 24 May 2018
Resolved
That the Canterbury Regional Transport Committee:
1. Confirms the minutes of the meeting held on 24 May 2018 as a true and accurate
record
Cr Alexander / Mayor Smith
CARRIED

Resolved
That the Canterbury Regional Transport Committee:
1. Confirms the Public Excluded minutes of the meeting held on 24 May 2018 as a
true and accurate record
Mayor Dalley / Cr Scott
CARRIED

4.

Matters Arising
Minute 8.0 – Transport Agency Investment Proposal
Further to the Woodend Bypass and safety considerations, Steve Higgs advised NZ
Transport Agency (NZTA) there was a business case for the bypass and NZTA was meeting
and working closely with Waimakariri Council staff who were going through a planning
exercise as part of their district plan review. Mayor Ayers reiterated safety and access
concerns and advised the Woodend Bypass was seen as a community severance issue.
Steve said funds were allocated for the investigation of the bypass which was part of the
broader planning for Greater Christchurch and it should not be recognised as just a roading
project, but a community development project.
Minute 9.0 – Regional Road Safety Working Group
There was a request for Terms of Reference (ToR) for Regional Road Safety Working Group
(RRSWG). The current ToR was provided in the briefing to incoming Regional Transport
Committee members last year but needed updating. Environment Canterbury will be working
with RRSWG to update the ToR over the next few months.
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Mayor Rowley joined the meeting at 4.05pm

5.

Strategic Items
5.1

Monitoring progress towards regional transport outcomes
(Refer page 7 of the agenda)

Mayor Favel joined the meeting at 4.08pm
Darren Fidler gave an overview of the key points regarding scorecard on regional
transport outcomes. Apart from economic metrics, high level trends were going in the
wrong direction, ie: deaths and serious injuries continued to increase, CO2 emissions
were also beginning to increase (after a decline in 2016/2017).
Members discussed air quality monitoring sites and the good results being received
from the airsheds; however, whilst it was difficult to establish what the contribution
was from road traffic, it was known that domestic home heating air quality was
improving, so this signalled the percentage contributed by transport must be
increasing. Will continue to review and refine data sources as it was useful to
compare data and look at information collectively.

Resolved
That the Canterbury Regional Transport Committee:
1. Receives the report on Monitoring Progress Towards Regional Transport
Outcomes
2. Notes the Regional Transport Scorecard.
Jim Harland / Mayor Ayers
CARRIED
5.2

Regional Transport Committee work programme update
(Refer page 15 of the agenda)
Freight Mode Shift
Darren Fidler reported industry stakeholder engagement with the work on optimising
freight mode shift was positive. Next step was to focus on identifying case studies for
specific short and long-term opportunities that would have tangible results; these
would be spread geographically across the South Island.
Transport Resilience
Discussion centered on being prepared and better able to improve transport resilience
by pre-empting issues to large scale hazard events like big snows, floods, strong
winds, alpine fault and severe earthquakes. Each severe hazard scenario required
different responses and plans to ensure satisfactory resilience to engineering, modes
and alternative routes.
NZ Transport Agency intended to expand transport resilience stocktake on State
Highways to cover local roads.

Resolved
That the Regional Transport Committee:
1. Receives the update on work to implement the Transport Workstream of
the Canterbury Regional Economic Development Strategy.
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2. Notes that a separate paper has been already been provided on monitoring
progress toward regional transport outcomes
Mayor Ayers / Mayor Smith
CARRIED

6.

Consultation on Draft Regional Public Transport Plan

(Refer page 19 of the agenda)

Stewart Gibbon updated members on the new draft Canterbury Regional Public Transport
Plan (draft RPTP) that was going out for public consultation 17 September – 12 October
2018. Formal and informal public engagement will be used to gain the widest possible
community feedback.
Population growth of 150,000 was projected in the next 30 years. It would be necessary to
deliver a step change in service to align with travel demand.
The draft RPTP was about making public transport more accessible, attractive and
affordable, improving the environment by reducing emissions through mode shift from single
occupancy vehicles to public transport with zero emissions. Services would be improved
using innovation, technology, convenience, competitiveness, service flexibility and increased
timetable frequency.
Most of the draft RPTP had a Greater Christchurch focus and there were several sections of
the plan that dealt with broader regional issues, including contracting of services, Total
Mobility, community vehicle trusts and Timaru district urban bus provision.
It was proposed to improve public transport convenience in Timaru by providing a more
flexible service model that was engaging and more relevant to the community. It was
proposed a demand responsive service that used variable routes taking passengers to ‘drop
off points’ (facilities with high demands, eg: medical centres, sports grounds). If the model
was successful it could be rolled out nationally to other small communities.
The public hearing process involved using two hearing panels:
1. Greater Christchurch panel with responsibilities for the Greater Christchurch elements of
the draft RPTP.
2. An Environment Canterbury panel that would consider submissions relating to elements
of the draft RPTP with a more regional focus (including Timaru).

Resolved
That the Regional Transport Committee:
1. Receives the report Consultation on Draft Regional Public Transport Plan.
Cr Alexander / Cr Davidson
CARRIED

7.

Implementation of the Government Policy Statement on Land
Transport 2018 in Canterbury
(Refer page 25 of the agenda)

Lorraine Johns outlined the key changes between the draft and final Government Policy
Statement (GPS) which was released on 28 June 2018. There were no significant changes
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to GPS; however, there were some minor changes to priorities and reference to ‘time travel
reliability’ in the reporting measures.
Discussion centered around the new funding opportunities, using the Provincial Growth Fund,
Financial Assistance Rates (FARs) and Targeted Enhanced FARs. Whilst there were no
plans for introducing a Regional Fuel Tax for Canterbury, there was awareness that there
was some public perception that thought otherwise.

Resolved
That the Regional Transport Committee:
1. Notes there are no substantial changes between the draft and final Government
Policy Statement on Land Transport, and that the Government’s two core priorities
remain safety and access.
2. Agrees that members councils will support Environment Canterbury to report
back to the Regional Transport Committee at the November meeting, on how
councils are implementing GPS 2018 through their transport programmes,
including any projects which will be funded at the Targeted Enhanced Funding
Assistance Rate or through the Provincial Growth Fund.
3. Agrees that the Chair of the Regional Transport Committee will seek formal
clarification from the NZ Transport Agency regarding the application of Targeted
Enhanced Funding Assistance Rates, if the need arises.
4. Receives the submission on the Land Transport Management (Regional Fuel Tax)
Amendment Bill that was made to the Finance and Expenditure Committee on 19
April 2018.
5. Receives the submission on the draft Government Policy Statement on Land
Transport 2018 that was made to Ministry of Transport on 2 May 2018.
Mayor Rowley / Mayor Smith
CARRIED

Resolved
That the Regional Transport Committee:
1. Notes there were no current plans to consider a Regional Fuel Tax for Canterbury
Mayor Dalley / Cr Alexander
CARRIED

8.

NZ Transport Agency Update
(Refer page 61 of the agenda)

Jim Harland provided an update from the NZ Transport Agency (NZTA) and advised
Targeted Enhanced FARs would apply to the 2018-21 National Land Transport Programme
(NLTP) and must have a high or very high assessment against Investment Assessment
Framework.
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Projects not approved for NLTP funding may be eligible for the funding from the Provincial
Growth Fund.
Need to get more people out of cars and using more realistic alternative modes of transport,
such as public transport, walking, cycling. This could be achieved by travel demand
management, education and support.
There needed to be a focus on ongoing refinements for regional Long-Term Plans, national
priority programmes, state highway project re-evaluations. It was recognised that a lot of
work needed to be completed in a short space of time. A letter from NZTA will be sent to
members shortly which would explain further detail on next steps.

Resolved
That the Regional Transport Committee:
1. Receives the NZ Transport Agency Update.

9.

Jim Harland / Mayor Favel
CARRIED

Regional Road Safety Working Group
(Refer page 65 of the agenda)

Lorraine Johns presented this report which was taken as read.

Resolved
That the Canterbury Regional Committee:
1. Receives the Regional Road Safety Working Group Report.
Mayor Ayers / Mayor Smith
CARRIED

10.

Transport Officers Group Report
(Refer page 71 of the agenda)

Lorraine Johns presented this report which was taken as read.

Resolved
That the Canterbury Regional Committee:
1. Receives the Transport Officers Group Report.

11.

Mayor Dalley / Mayor Ayers
CARRIED

Variation to Canterbury Regional Land Transport Plan – KiwiRail
Level Crossing Improvements
Steve Higgs presented this report which was taken as read.

Resolved
That the Canterbury Regional Committee:
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1. Notes that the following level crossing improvement activities are proposed as a
variation to the Regional Land Transport Plan:
a.
b.

Selwyn District Council: McMillan Street
Christchurch City Council: Sawyers Arms Road

2. Determines that the requested variation is not significant.
3. Agrees to vary the Regional Land Transport Plan by adding the proposed activities
to Appendix 1 ‘Activities included in the Canterbury Land Transport Programme’.
4. Recommends this variation to Environment Canterbury.
Cr Alexander / Mayor Favel
CARRIED

12.

General Business
There was no general business.

13.

Next Meeting
4.00pm – 6.00pm, November 2018 (date to be confirmed)
Commodore Airport Hotel
449 Memorial Avenue, Christchurch

Closure
The meeting closed at 5.44 pm.

Confirmed

Date:

Chairperson:
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Roger Mascull presentation to Regional Transport Committee
Purpose
1.

To introduce the presentation by Roger Mascull on improved safety and connectivity for
the state highways leading to Ashburton and beyond.

Recommendations
That the Regional Transport Committee:
1.

Notes that Mayor Donna Favel of Ashburton District Council has invited
Roger Mascull to present to the Regional Transport Committee his research
on improved safety and connectivity for the state highways leading to
Ashburton and beyond.

2.

Notes research paper ‘RoNS Road of National Significance Christchurch to
Ashburton & beyond …’.

Bio
Roger is the founder/Managing Director of Medifab Limited 1, a company that designs,
manufactures and exports Complex Rehab Technology (CRT) 2 products. Medifab is based
in Auckland, Wellington, Greater Christchurch (the Head Office and manufacturing facility
being situated in Rolleston) and Dunedin, and has offices overseas.
Born in Auckland, Roger attended Epsom Normal Primary, Auckland Normal Intermediate,
and Auckland Grammar. With a maternal grandfather in civil/structural engineering and a
strong interest in technical drawing, a career in transport engineering appealed. However, a
close relative offered an apprenticeship in the Motor Trimming Trade which, upon learning

1

See http://www.medifab.co.nz

2

See http://www.spexseating.com/complex-rehab-technology
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seating design, led to establishing Medifab in May 1990 designing & manufacturing seating
systems 3 for people with complex disabilities.
Early in 2003, due to business expansion needs and a firm belief in the benefits of
decentralisation, Roger’s family relocated to Ashburton to establish the South Island
operation, where the proximity of the International Airport in Christchurch made it feasible to
operate from Mid-Canterbury. As the business grew, the need for technical and operational
staff drawn from the nearby Christchurch manufacturing heritage also grew; and so did the
traffic on the main State Highway. Augmented by the resignation of a senior manager who
lived in Christchurch and found his work/life balance eroded by the increasing travel time,
the company accepted that it needed to relocate to Rolleston.
Passionately supportive of living in Ashburton and seeing the town flourish, Roger, who still
resides in Ashburton, believes that the development of the State Highway link between
Christchurch to Ashburton (and indeed Timaru) is a fundamental key to Provincial Growth for
the Mid-Canterbury region where the town is currently in the news as desperately short on
labour force.

3

See http://www.spexseating.com
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Item 5.1 Attachment 1

2019

RoNS Road of National Significance

Christchurch to Ashburton & beyond…

A VISION FOR PROVINCIAL PROSPERITY FOR MID-CANTERBURY & BEYOND
ROGER MASCULL

AMBERLEA | 15 Catherwood Ave, Ashburton 7700

17

A VISION FOR PROVINCIAL PROSPERITY FOR MID-CANTERBURY & BEYOND

Where there is no vision, the people perish
Proverbs 29:18 (KJV)

Mission Statement

RoNS Road of National Significance, Christchurch to Ashburton & beyond… working to achieve safe,
efficient highway connectivity for the enjoyment and prosperity of Canterbury & beyond in New
Zealand

Vision Statement

RoNS Road of National Significance, Christchurch to Ashburton & beyond… providing world-class
road safety and enjoyment for local individuals, families and tourists plus efficient and effective
travel for all employees and commercial ventures in Canterbury, Otago & Southland thereby
encouraging decentralisation, investment and prosperity in these regions providing a vibrant and
rewarding future for the people and government of New Zealand

January 12, 2019
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Recommendations in this submission
1) That the current need for employees to be attracted into Ashburton be considered
and factored into the evaluation of needs-based criteria for a Road of National Significance
(RoNS) between Christchurch & Ashburton (Make allowance for additional population now)
2) That the economic prosperity for South Canterbury be considered along with the need
for decentralisation and taking pressure off the Greater Christchurch region
3) That the increased heavy traffic be factored into the need, from the port in Timaru to
the inland port of Rolleston & the effect of the growing dairy industry, more milk tankers etc
4) That access to and from the domestic and international airport in Christchurch be
considered and included in needs-based assessments to facilitate domestic travel, business
and economic development and promote tourism and provincial prosperity in general
5) That intersections of side roads have adequate turn-on & turn off lanes with a zebra
‘margin’ providing clear designation for segregation of turning traffic and visibility for drivers
turning onto the highways as a minimum safety measure, and preferably an overpass bridge
with turning loops as an optimal safety solution.
6) That full consideration of the effects of WRB Wire-Rope Barriers will have on points 1-4 be
taken into consideration, and at least a 2+1 highway be adopted at the time of erecting
the barriers in order to mitigate any efficiency constraints and facilitate growth and
prosperity in Mid / South Canterbury through the provision of one extra full lane. It is
recommended that this ‘2+1’ three-lane option be adopted pending the ‘arrival’ of the fourlane ultimate solution if funding is not available for the later.
7) That a dual carriageway, four lane highway Road of National Significance (RoNS)
extending from Christchurch to Timaru be fully committed to by the Government of
New Zealand and continued in stages from the existing Southern Motorway southwards as
the safest, most future-proof and most instantly advantageous investment in regional and
provincial prosperity. (N.B. Commitment to the project would facilitate families to consider
relocating to Ashburton ahead of the development itself) Where safe on the long, straight
stretches of road to do so, an increased speed limit of 110 km per hour be adopted.
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Background to this submission
The writer, who relocated from Auckland to Ashburton in 2003, has a great interest in the
Christchurch to Dunedin Traffic Corridor, with a concern as to the current need for Ashburton, which
is at a pivotal point where reliable road access is more than ever a critical factor for prosperity.
In the recent news are articles such as:
• 500 employment opportunity vacancies currently
• Shops and family attractions are lacking
Efficient, safe roads are the number one requirement to resolve employment and family needs –
better connectivity with Christchurch and Timaru would mitigate the very obstacle that became the
deciding point for Medifab to relocate its Ashburton business operation again to Rolleston in 2015.
In funding considerations, the current traffic count and current growth is often the focus. Whilst
there may not immediately appear to be a basis on the current numbers to warrant investment in a
2+1 alternating passing lane three-lane highway or in a RoNS Road of National Significance four lane
highway, the potential that exists right now for growth in Ashburton would be realised much faster
should more efficient roads be instigated. Conversely, without providing any additional lanes or
addressing the Rakaia Bridge situation (which is a frequent outage point with heavy traffic or
accidents) growth will be hampered with young people continuing to relocate elsewhere for
interests and opportunities that they could have otherwise commuted to and also in businesses not
being able to attract in staff that they could have enticed otherwise.
Within the three years that Medifab has been operating out of Rolleston there has been a noticeable
deterioration in travel time and rise in uncertainty of trip times. Business travellers now need to
factor in an extra 10-20 minutes when on a time-critical mission travelling to the Christchurch
International Airport or to attend in international video conference etc. The incidence of Rakaia
Bridge closures for heavy traffic has increased within this short time, as have the overall number of
traffic situations that slow journeys down. It’s not that it is always an extra 20 minutes longer – it’s
the not knowing when, due to the single carriageway situation, a constriction of unknown duration
will eventuate. At times up to two hours have been added to the journey when a re-route through
the inland route has become necessary due to accident precipitated congestion.
The Canterbury Earthquakes resulted in unprecedented change to Christchurch with rapid
population migration to smaller settlements within the Selwyn Districts. What has been observed
particularly in the last three years has been a steady worsening in the overall traffic condition that
we have seen steadily deteriorate since we relocated to Ashburton from Auckland in 2003. NZTA
note that movements between Christchurch and Ashburton have risen significantly since 2011,
driven by increasing commuter flows and freight movements between Timaru, Christchurch and the
inland port in Rolleston. Maintaining and managing efficient access to ports is a pressure for the
Christchurch to Dunedin Corridor which will require new ways of working to maintain levels of
service.
Development of the Christchurch to Dunedin Traffic Corridor would indeed be a development of a
pipeline of prosperity.

January 12, 2019
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Why are roads important?

Roads make a crucial contribution to economic development and growth and bring important social
benefits. They are of vital importance in order to make a nation grow and develop. In addition,
providing access to employment, social, health and education services makes a road network crucial
in fighting against poverty. (Source: www.google.co.nz/search=What-is-the-importance-of-roads)
Roads play an important role in connecting people all over the world. It also gives its important
contribution to the economic growth of a country. It is crucial as it helps to grow and develop a
nation. (Source: www.google.co.nz/search=why+are+roads+important+to+us+today)
Roads provide access to the outside world or the store around the corner. Roads take farm produce
to market and children to school. Roads are the conduit of life's activities.
(Source: www.quora.com/What-is-the-importance-of-roads)

In this brief documentary we look at:
•
•
•
•

Historic developments in the recognition for the need of efficient highways
The need for four lane highways of national significance (RoNS) for Canterbury
The effects of constricting roading through barriers & kerbs prior to providing four lanes
Alternative solution to four-lane highway: alternating passing lanes (2+1 roads)

Important note:
•
•

•

The writer is supportive of the current ‘R2A’ Selwyn River to Ashburton safety improvements
Concerns to address include:
o Increased travel times due to:
 Any restrictions on passing where it would normally be safe to do so
 Visual effects of additional treatments resulting in slower driver behaviours
o Ashburton & Timaru’s needs for efficient connectivity for:
 Decentralisation incentives & local growth opportunities
 Business, family and air travel requirements
o Timing and alignment of the WRB (Wire Rope Barrier) project with:
 Adequate consideration of perhaps unforeseen consequences
 The more major need for either a
• 2+1 alternating passing bay concept (at least in the target R2A zone)
• Four-lane highway Road of National Significance (RoNS) from Chch.
Now is the time to make a fresh appeal to the Ministry of Transport for additional lanes on
the highway between Christchurch and Ashburton (and to Timaru)
o Ashburton businesses are desperately needing an incentive to attract more staff
o The need for a WRB Wire Rope Barrier for safety is a significant catalyst for need of
at least a ‘2+1’ highway to compensate for the efficiency losses created otherwise
o Due diligence, with a well-presented case for a RoNS upgrade for Christchurch to
Ashburton needs to be undertaken as part of the Safety Improvement program.
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What can we learn from history as to the need for highways?
As the famed nineteenth-century military strategist Carl von Clausewitz, said ‘war
should not be compared to art, but rather to commerce’ The economic profitseeking logic of commercial enterprise is equally applicable to the waging of war.
wikipedia.org/wiki/Carl_von_Clausewitz
Therefore, the references to military benefits in each of the following overviews
equates also to economic benefits in modern times. The point made here is the
critical correlation of safe, efficient roads to provincial prosperity in NZ.

How did roads benefit the Roman Empire?

Roman roads were a vital part of the development of the Roman state, from about 500 BC through
the expansion during the Roman Republic and the Roman Empire. Roman roads enabled the Romans
to move armies and trade goods and to communicate. It was important for the Roman army to be
able to move soldiers and equipment around the country. They built roads as straight as possible, in
order to travel as quickly as they could. (Also, to avoid places for robbers to hide around corners!)

Appian Way, Rome
The first major Roman road—the famed Appian Way, or “queen of the roads”—was constructed in
312 B.C. to serve as a supply route. There were various purposes behind the construction of the
Roman roads, the most important of them being military mobility. Another important purpose was
the smooth flow of trade between different regions of the empire. A lot of trade took place between
different parts of the empire and a proper infrastructure of roads was necessary for the smooth
operation. Finally, it was important to maintain communication between different parts of the
empire and for this too a reliable network of roads was required.
www.legendsandchronicles.com/ancient-civilizations/ancient-rome/ancient-roman-roads
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The Reichsautobahnen (Autobahn) network in Germany

Construction of the first segment (Cologne-Bonn) began in 1929 and was dedicated by Mayor
Konrad Adenauer of Cologne on August 6, 1932. When Adolph Hitler assumed power as Chancellor
of the Third Reich in 1933, he took the program over, claiming it for his own. "We are setting up a
program," he said later that year, "the execution of which we do not want to leave to posterity."

Highway in Germany
At the outset of World War II in Europe, the autobahn proved to be a key asset to Germany. The
German blitzkrieg ("lightning war"), which involved massive coordinated air and ground attacks to
stun opponents into defeat, was a key to the German defeat of Poland in 1939, Belgium,
Luxembourg, and the Netherlands in 1940, and the Soviet Army in 1941. The highway network also
enhanced Germany's ability to fight on two fronts-Europe in the west, the Soviet Union in the east.
(Source: www.fhwa.dot.gov/infrastructure/reichs)
According to Wikipedia, the autobahns were not primarily intended as major infrastructure
improvement of special value to the military as often stated. Their military value was limited as all
major military transports in Germany were done by train to save fuel. The propaganda ministry
turned the construction of the autobahns into a major media event that attracted international
attention.
Nevertheless, the autobahns formed the first limited-access, high-speed road network in the world,
with the first section from Frankfurt am Main to Darmstadt opening in 1935.
“The execution of which we do not want to leave to posterity;” given that the initial concept was
taken over by ill famous personal, the original vision for efficient, safe roads for economic prosperity
is one that we should not put off for the future. Constriction of travel & transport equates to
constriction of economic growth.
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Dwight D. Eisenhower and the birth of the Interstate Highway System
On June 29, 1956, President Dwight D. Eisenhower signed legislation funding the construction of the
U.S. Interstate Highway System (IHS)
His motivations for a highway network stemmed from three events:
• his assignment as a military observer to the First Transcontinental Motor Convoy,
• his experience in World War II where he observed the efficiencies of the German autobahn,
• and a fear that insufficient roads would keep Americans from being able to escape a nuclear
disaster.
(Source: US Department of Transportation, Federal Highway Administration, Highway History
www.army.mil/article/198095/dwight_eisenhower_and_the_birth_of_the_interstate_highway)

Overview of a major interstate in the United States

Interestingly, Germany built the roads first, with in mind to populate them with the
Volkswagen – the ‘People’s Car’. America built the cars first, then needed the highways!
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Did the US military offer to build a motorway between Auckland and Wellington in 1942?

US forces march in Queen St, Auckland & US forces camp in Central Park, Wellington
The US Navy's Joint Purchasing Board (tasked with acquiring and transporting huge amounts of food
and other basic supplies to US bases) was very active in New Zealand from late 1942, until 1944. It
appears, on a logical level at least, that there was a need for the US Navy to build a motorway
between Auckland and Wellington to transport crucial supplies more efficiently - but there is no
conclusive proof that it made an offer to the New Zealand Government to construct one.
In 1942, it was not known for how long the war would last and while most US troops had left our
shores by late 1944, it could have been perceived that they would be stationed here for many more
years than they were, even into the 1950s. A plan to build a major motorway between Auckland and
Wellington to improve the war effort was not only feasible, but ultimately realistic and was possibly
discussed, even in jest, between the US Navy's Joint Purchasing Board and New Zealand's National
Supply Committee. (Source: www.newshub.co.nz/home/new-zealand/2018/02/did-the-us-military-offer-tobuild-a-motorway-between-auckland-and-wellington-in-1942)

The important point to note from the studies of Roman Roads to Autobahns to Eisenhower’s
Interstate Highway System to the investigation of possible offers from the US military to build
motorways in New Zealand, is not whether the US made any such offer (which may well have been
offered privately pending positive feedback from NZ prior to any official US proposal being made)
but how countries have prospered economically who have invested in good roads.
The real consideration is how much further New Zealand would have got ahead and developed in
decentralisation and provincial prosperity had good dual carriageway roads of national significance
been created post World War II, and how much we will continue to miss out on if we fail to act now.
What is important is what the New Zealand Government and Roading authorities are doing now to
make up time to implement highways of international standard in view of prosperity and
decentralisation. Ashburton for instance, is currently under resourced in relation to realising
economic potential. There could be upwards of $16 Million more turnover in the district if only the
district could attract 500 more workers.
Of concern, at the time of writing, the author has not been able to ascertain whether there is in fact
a plan to have a four-lane highway through to Ashburton by 2030 – there could be more ‘myth’ in
this than whether the US military made any offer to assist building roads. It is interesting that in
2018 news is that a Chinese construction company has offered to build a long-planned four-lane toll
road north of Auckland. See nzchinacouncil.org.nz/belt-and-road
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Productivity and the Highway Network
A Look at the Economic Benefits to Industry from Investment in the U.S. Highway Network
A study by the U.S. Department of Transportation, Federal Highway Administration establishes a
strong link between the highway network and national economic performance. This research sheds
new light on the commercial benefits of highway infrastructure investments. The Federal Highway
Administration (FHWA) clearly documents the highway network's contribution to industry
productivity growth, national economic performance, and international competitiveness.

Economic Benefits of the U.S. Highway Network

The highway network provides important economic benefits to individuals and businesses. Improved
reliability, quality, and access of the highway network promote efficiency through industrial
restructuring, adoption of new transport technologies, cost reductions, and changes in distribution
or logistics patterns. Thus, a well-functioning highway network helps maintain a globally competitive
position.
There are three general categories of economic benefits from the highway network. The first
category includes employment supported by highway construction activities. The second category
encompasses direct user benefits accruing to commuters and travellers, including time savings,
safety improvements, and vehicle operating cost reductions. The third category covers industry
productivity. Transportation investment promotes efficiency through adoption of new transport
technologies, expanded intermodal access, and reduced costs.
Traditionally, highway investment decisions have been based on direct user benefits of reduced
operating costs, travel time, and accident rates. Economic development objectives have often played
a role in investment decisions, but the impact on industry productivity has seldom been considered.
Public investments to increase the economic impact of the highway network result in important
monetary benefits for the private sector. These commercial benefits of the highway network
improve the standard of living by reducing the costs of production, supporting productivity and
output growth, and promoting international competitiveness.

U.S. Research Summary

This [US] research indicates that highway infrastructure matters in ways decision-makers may not
have emphasized in recent years. Previous transportation decisions focused primarily on the
benefits of mobility and accessibility for all citizens and the employment benefits of the highway
system. This research indicates that there are considerable economic benefits that accrue to
industry from key highway network features. Clearly, investments that improve access, reliability,
and intermodal connectivity have a positive economic impact. Such investments reduce the cost of
production and promote output and productivity growth, increase industry ability to compete
globally, and enhance our standard of living.
Publication No. FHWA-PL-96-016 HPP-11/9-96 (5M)E (Website page last modified November 2014)
www.fhwa.dot.gov/policy/otps/060320b
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China: Building Rural Roads to Prosperity

There is an old Chinese saying –要想富先修路 (yāo xiǎng fù xiān xiū lù): “if you want to get rich,
build a road” Between 2006 and 2015, the World Bank supported rehabilitation of 1,299 rural roads
with a total length of 5,402 kilometres and construction of the 195-kilometer Yong’an-Wuping
Expressway in coastal Fujian Province in southeast China, helping reduce poverty in the remote and
mountainous areas by reducing the cost and time to access economic opportunities and social
services, and providing a missing link in the national highway system. About 1.31 million people are
estimated to have directly benefited from the project. (Source:
www.worldbank.org/en/results/2016/05/05/china-building-rural-roads-to-prosperity)

http://www.worldbank.org/en/results/2016/05/05/china-building-rural-roads-to-prosperity

What do we have currently in the South Island of New Zealand?

New Zealand geographically depends on a main arterial state highway, which, for the most part in
the South Island between Christchurch and Timaru consists of a single carriageway with two lanes.
Good provision of single carriageway with four lanes for passing bays is in place periodically,
however it is still not adequate to handle the current volume and mix of traffic which includes farm
equipment, building relocations, trucks, busses and vehicles with trailers speed limited to 90 km/hr.
The Canterbury plains dairy industry sees a high number of Fonterra and Synlait tanker trucks on the
road, and the inland port in Rolleston between the Littleton and Timaru harbours sees many large
trucks in operation additionally to the regular transportation operations.
Regional national and international flights necessitate road travel to and from the Christchurch
Domestic and International Airports on top of the regular business and private travel from
Ashburton, Timaru and further south. Most of the current highway is speed limited at 100 km/hr
apart from the frequent townships encountered, however if there ever was a case for consideration
of 110 km/hr it would be on the long, straight roads of the Canterbury Plains.
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Why Are Highways So Important?

Highways play an important role in making travel easier and more expedient. This is of great
assistance whether traveling for work or play as well as travel involving transporting goods. The
highway system connects large metropolises and rural communities across the country. Highway
systems have made expansion possible, provided a convenient means to travel for more lucrative
career opportunities, and allowed businesses to expand and grow nationwide.
Highway transportation is especially important when it comes to the economy. A large number of
companies and corporations rely on the expedience of delivery of their goods and/or services over
the road in order to compete in the fast-paced business world. Highways provide the quickest route
from Point A to Point B, meaning that those who must use this method of delivery will need to utilize
the fastest and most direct means of road travel. This is where the highway system becomes very
important. Since time equals money the shortest, most direct route will prove to be the most
lucrative. (Source: www.highwayengineers.org/introduction-why-are-highways-so-important)
Roads are the arteries through which the economy pulses. By linking producers to markets, workers
to jobs, students to school, and the sick to hospitals, roads are vital to any development agenda.

New Zealand State Highway 1

State Highway 1 (SH 1) is the longest and most significant road in the New Zealand road network,
running the length of both main islands. SH 1 is 2,033 kilometres (1,263 mi) long, 1,081 km (672 mi)
in the North Island and 952 km (592 mi) in the South Island. For the majority of its length it is a twolane single carriageway; however to the greater extent this is not the case for the 130 km / 1.5-hour
drive from Rolleston to Timaru.

Source: https://en.wikipedia.org/wiki/New_Zealand_State_Highway_1
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Classification of state highways and local roads in New Zealand

Since 2013, the NZTA has used the One Network Road Classification (ONRC) system to classify state
highways and local roads. There are five categories for state highways:
•
•
•
•
•

National: linking the country's largest urban areas (population greater than 100,000) major
ports and major airports with an annual average daily traffic volume (AADT) of 15,000 plus
Regional: linking the country's main urban areas (population greater than 30,000), mediumsized ports, medium-sized airports, and major tourist destinations with an AADT of 10,000 plus
Arterial: linking the country's secondary urban areas (population greater than 10,000), mediumsized ports and regional airports with an AADT of 3000 or more.
Primary collector: linking the country's minor urban areas (population greater than 2000). They
generally have an AADT of 1000 or more.
Secondary collector: linking rural towns (population less than 2000) or rural areas. They
generally have an AADT of less than 1000.

Source: https://en.wikipedia.org/wiki/New_Zealand_state_highway_network
Annual average daily traffic, abbreviated AADT, is a measure used primarily in transportation
planning, transportation engineering and retail location selection. Traditionally, it is the total volume
of vehicle traffic in both directions on a section of highway or road for a year divided by 365 days.

State Highway Designations South of Christchurch

Main South Road from Hornby to Rakaia – AADT 27,925
Rakaia Highway from Rakaia to Ashburton
Hinds Highway from Ashburton to Hinds – AADT 23,915 - 4,010 less than before Rolleston
Rangitata Highway from Hinds to Ealing
Orari-Rangitata Highway from Ealing to Orari
Temuka-Orari Highway from Temuka to Orari
Timaru-Temuka Highway Timaru to Temuka – AADT 18,773 - 5,142 less than before Ashburton
Timaru-Pareora Highway from Timaru to Waimate
Waimate Highway from Waimate to Glenavy
AADT information source: www.nzta.govt.nz/resources/state-highway-traffic-volumes

New Zealand Road Infrastructure

New Zealand does not score highly in road infrastructure when compared to other developed
nations, according to the World Economic Forum’s Global Competitiveness Report 2015–
2016. The New Zealand road quality is rated as 4.7 out of 7, which places New Zealand
in position 43. The perceived comparatively poor quality of our infrastructure may partly
be due to our geography and population size.
Source: www.mbie.govt.nz/assets/5f96bf780c/road-infrastructure.pdf
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Draft plan to improve safety on State Highway 1 between the Selwyn
River and Ashburton

Safety barriers down the middle of the road to stop head-on crashes, rumble strips to give drivers a
wake-up call, and intersection improvements are among possible changes to a high-risk stretch of
State Highway 1 between the Selwyn River and Ashburton in Mid-Canterbury.
The NZ Transport Agency has released a proposed plan designed to reduce death and serious injury
crashes on the main highway south of Christchurch. They are encouraging people to have their say
at one of three community drop-in events in November 2018.
(Source: www.nzta.govt.nz/media-releases/draft-plan-to-improve-safety-on-state-highway-1between-the-selwyn-river-and-ashburton)
Ashburton needs an efficient connection to Christchurch to better provide for workers commuting
both ways, and family travel etc. However, slowing things down by putting up barriers without fourlanes being provided risks decreasing Ashburton as an attractive place to come to and reside in. (The
barriers are a good idea – putting them up without providing for overtaking the high level of slow
traffic encountered in Mid-Canterbury is not a good idea)
Any work to make the highway safer is admirable, such as the proposed WBR wire-rope barrier for
the proposed ‘R2A’ Rakaia to Ashburton upgrades, however this is going to reduce opportunities to
overtake where it would have been previously safe to. Problem is that there is far too much slow
traffic, careful tourists, large farm machinery, trucks, buses, vehicles with trailers etc. (90 km/hr
speed limited) so without four-lane provision at the same time, travel efficiency is going to be
compromised. This is not good for Ashburton.
16.7 percent of people in Ashburton District are aged 65 years and over, compared with 14.3
percent of the total New Zealand population (Source: Statistics NZ 2013 Census) There is a higher
use of the road between Ashburton & Christchurch by elderly who usually travel more slowly than
their younger fellow citizens. This will increase as the number of elderly in Ashburton is projected by
Figure.NZ to increase more than all other age groups over 2018-2043
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We enjoyed many years of operation in Ashburton following the relocation of our head office from
Auckland in 2003, however as the business grew, we found it hard to attract and retain the
professional staff that we needed, most new senior management hires coming from the
Christchurch region.
Many staff, the writer included, live in Ashburton… transport is provided for all of them to Rolleston
now, following the resignation of a key management appointment due to the travel component to
Ashburton from Christchurch becoming too much burden on work-life balance.

Why an Auckland business relocated to Ashburton, then later relocate
to Rolleston
In 2002 Medifab, a manufacturer and distributor of Complex Rehabilitation Technology products
chose Ashburton as the hub to expand their Auckland operations to the South Island of New
Zealand. As John Rooney, the Property Manager put it ‘place the centre-point of a compass on
Ashburton and start swinging it in widening circles to discover ‘why Ashburton’’. The location was
also in proximity to the Christchurch International Airport for the global aspirations of the business.
The National Sales Manager at that time came back from a trip through the South Island with
information that he had collected from the Information Centre. He proposed to management that
setting up in the centre of the South Island would be a strategic move. Medifab contacted the fax
number for Enterprise Ashburton and had a response within 10 minutes from Robin Kilworth. Within
days the senior management were being chauffeured around Ashburton by Mayor Murray
Anderson. By February the following year the company had relocated its main manufacturing and
head office to Allens Road, Allenton, taking up residence in the NZ Sock Company’s previous
building, and what was the Grieve Transport depot beside it.
By 2015 Medifab had taken on 32 staff from Ashburton, 3 from Christchurch, relocated 1 to Australia
plus taken on another 1 in Australia and had it’s first staff member in the UK. Land was signed up for
in the new Ashburton Business Estate, as well as a new building design finalised and ready to go.
On the brink of selling the existing Allens Road premises, one of the professional staff from
Christchurch asked for a meeting with the MD. In tears, he explained that the roads were becoming
more congested, his work-life balance was suffering. As much as he loved working at Medifab, he
must needs resign.
In a move that other senior management staff now say was visionary, the decision was made to
abort the Ashburton project and relocate to Rolleston. The growth from 40+ staff in 2015 to 100+
staff currently could not have been sustained in the Ashburton employment market with the current
travel constrictions.
Prior to the news becoming public, the MD of Medifab met with Mayor Angus McKay. Mayor Angus
sadly said that he would have to take the Medifab slides out of his presentation on how Ashburton
had attracted an Auckland business, but was sympathetic with the problem. To him, the building of a
four-lane highway was top of mind, and ahead of all other options (e.g. rail) to develop Ashburton.
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The need to think through all aspects of roading changes

Studies readily accessible online show that the more constricted a road, the slower the traffic go,
and should centre barriers be instigated ahead of the four lanes that we really require, there is going
to be a further detrimental effect as regards Ashburton as a place to reside in and take advantage of
what the wider, vibrant Canterbury area offers in the way of employment opportunities, both within
and outside of Ashburton, and the wider family considerations that good roading gives access to.
A centre barrier without additional lanes will reduce opportunity to get past the speed-limited
vehicles (buses, trucks, those with trailers) and those that drive slower due to age (there are more
elderly in Ashburton than other areas) and type of vehicle such as farm equipment.
People may be surprised at how key Mid Canterbury is in feeding the world:
• In the harvest of 2007/2008, Mid Canterbury provided 33% of the world's carrot seeds and
50% of the world's radish seeds
• Mid Canterbury grew 80% of New Zealand's vegetable seed exports which had an estimated
value of $32million.
• Mid Canterbury produces 60% of New Zealand's ryegrass seed exports and 60% of New
Zealand's clover seed exports.
• Mid Canterbury produces 60% of New Zealand's clover seeds for sowing in New Zealand.
• Mid Canterbury produces more than half the country's total amount of wheat (54%) and just
under half the country's feed wheat (49.2%).
• Most popular crops were wheat (195,000tonnes) and barley (112,700 tonnes).
The incidence of larger farm vehicles is therefore higher on the State Highway through Ashburton
than most may first realise.
The additional travel time as vehicles slow down naturally within the barriered area, compounded
with lack of safe options for passing those who must needs travel slower, is going to put somewhat
of a damper on growth and prosperity for Ashburton, the effect yet to be known, however there are
already reports that Ashburton needs more to attract and retain populace with diminishing local
shopping and family and employment needs outside of the town. The writer knows of families that
would have moved to Ashburton and commuted back to Christchurch albeit for the time distance to
overcome.

Ashburton’s Needs as a Town

Alphabetically in the ADC Annual Resident’s Survey 2016 – Appendix Three 10.1.1 Verbatim: Most
Important Issue Facing District is: A dual highway between Christchurch and Timaru – the roading
needs attention. The main roads need to be widened, preferably to four lanes.

Roading was top of mind in 2016 and has only increased for the 2018 responses – residents are clear
of course as to local roading and NZTA responsibilities. The other needs come out in provision for
youth, which the town struggles to provide for overall – good roading with dual carriageway and
increased speed limits where safe to do so would go a long way to meeting family needs for when
there are attractions out of town, whilst still enjoying the advantages of living in Ashburton (which
the writer appreciates)
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Why Ashburton's low unemployment rate is proving a problem
A NZ Herald article of 22 November 2018 notes that the Canterbury town [of Ashburton] has 1.9
percent unemployment, and local employers just can't find enough people to work. There are
currently more than 500 vacancies in the town, which is home to more than 34,000 people.
What is urgently needed is a dual carriageway four lane highway of national significance to connect
the town with Christchurch to the north, and Timaru to the south to enable employees to freely
commute in the most efficient way timewise. It is loss of time that is the destroyer of this
opportunity - the negative impact on work / life balance.
In another NZ Herald article two years earlier of 10th November 2016, ‘Speed limit goes up to
110km/h on selected roads’ the then Associate Transport Minister Craig Foss stipulated: "To be
eligible for a 110 km/h limit, a road will have to meet very strict conditions, including having a
median barrier, at least two lanes in each direction and no direct access to neighbouring properties."
Police Minister Judith Collins commented: "Those types of highly-engineered, median barrier, double
lanes roads, it is possible that they could do 110km on them." The article noted consultation with
the Automobile Association (AA), which has for a number of years advocated for a 110km/h limit on
the safest roads: AA spokesman Mike Noon said he believed the change would be safe. "They are
roads that if you were in another country like Australia, they would have an operating limit of
110km/h.
NZ Automobile Association spokesman Dylan Thomsen said 87 per cent of AA members in 20 surveys
over the past five years opposed reducing the open-road speed limit to 90km/h. in a further NZ
Herald article of the 3rd of April 2018 ‘70km/hour speed limit on rural roads? No thanks, says AA’ The
article notes that Sweden raised the speed limit on some motorways with high safety standards
from 110 to 120km/h, with no significant change in road deaths. National Party leader Simon Bridges
said… it was better to invest in safety measures and better roads. As Transport Minister, Bridges
allowed a 110km/h speed limit on some of the Roads of National Significance, such as the Waikato
Expressway, and said there had never been a driving death on those roads. He said improving road
quality made them safer and it was "sad" to see the Roads of National Significance programme
effectively halted by the new Government.
For roading to be effective in addressing the issues of employment need outside of Ashburton, and
to attract more families to relocate to the town the need is for safe, efficient roads that allow quick
and reliable commuting to and from the more major towns and cities close by. There also needs to
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be consideration for the traffic that needs to efficiently get to and from the Christchurch domestic
and international airports from Timaru and Christchurch to encourage business and family
prosperity.
Ultimately there needs to be more bypassing of towns, which, contrary to initial thoughts of need of
traffic for shoppers etc. towns with efficient and safe internal traffic, spared from the hustle and
bustle of those simply wishing to get through in the shortest time, generally become more attractive
to grow in number as safer, easier and more connected places to live in.
Merepeka Raukawa-Tait, a Rotorua district councillor, Lakes District Health Board member wrote an
interesting opinion in the Rotorua Daily Post on the 9th of March 2018:
Most of provincial New Zealand fell into decline over the past 20 years. Zombie towns was a
description often used to describe their future. Cruel but not surprising as there had been
very little investment by the government. With the cost of living in our major cities starting
to soar families looked at the provinces with renewed interest. It was only a matter of time
before many made the choice to move. Work to live yes, not live to work.
These families are reporting they should have made the move years ago. Higher incomes
found in the cities are all well and good but are offset by the high cost of living. There is little
over at the end of the month for a family to enjoy.
Are there practical steps local government along with other interested parties can take to
foster a growing economy for the future? Yes, there is, and I think it's a regional approach
that's required. In the past we were very city and district centric, we couldn't see the woods
for the trees.
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The Case for Decentralisation

The writer has a strong interest and advocacy for decentralisation, having seen how it has worked
for Germany, and having relocated from Auckland to Ashburton for these very reasons.
Considering the land mass of the South Island, New Zealand has a somewhat unbalanced population
spread with a result of strained infrastructure in some parts of the country, and potentially lost
economic opportunities in others (such as the current situation with unfulfilled employment
vacancies in Ashburton) Balanced growth countrywide will ensure added economic gain.

The Goal in Decentralisation

The goal is to attract and absorb an increased population over a wider spread geographic area by
planning and facilitating key development areas, improving the prosperity of all New Zealanders.

Decentralisation seen in the Ministry of Business, Innovation & Employment

MBIE’s purpose is to grow New Zealand for all. The MBIE’s ‘Who we are / our purpose page notes:
'Grow' relates to economic performance. To achieve the standard of living and quality of life for
today and for future generations we need a well-performing economy through productive and
sustainable use of resources across New Zealand.
‘For all’ means all people have an opportunity to participate in and benefit from the economy.
The first point in what success looks like for the MBIE is: Prosperous and adaptable people, sectors
and regions.

Suggested initiatives to encourage and foster decentralisation:
•

•
•
•

Provide leadership in the planning of new cities and development of existing towns with
infrastructure.
Establish long-term plans for city infrastructures, especially airports, port connectivity, roads
& highways, local body initiatives and thereby create confidence for business planning.
Attract manufacturers to key development areas with cost-neutral initiatives, such as
accelerated capital depreciation.
Support public infrastructure development and settlement programs with government
funding

Expected results from decentralisation

Decentralisation programs will stimulate a growth cycle in the development areas and provide a
significant increase in national GDP, with a ripple effect providing increased prosperity for all New
Zealanders.
• A planned regional development program will ensure the successful integration of increased
numbers of relocations within New Zealand and immigrants.
• Vibrant regional growth will act as a magnet for migrants
• Manufacturers will respond by initiating new developments, resulting in increased GDP and
additional attraction for service businesses and people into the development area
• There will be a more balanced spread of population and economic interaction
• Resultant easing of congestion and therefore greater efficiency nationwide
• More efficient use of land, water, and other natural resources.
Instigation of, and provision of a four-lane highway of national significance connecting Ashburton
efficiently with Christchurch and the International Airport will trigger these outcomes for Ashburton;
continuing to Timaru will augment the effect for a much wider area.
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Economic and Population Growth in Selwyn Facilitated by the
Southern Motorway Extension
The Greater Christchurch Urban Development Strategy and Action Plan boasts that ‘investment in
improved road and rail links and the reducing cost of travel and communications have progressively
increased the influence of the area’s day-to-day economy. These changes bring towns and rural
areas within commuting distance of Greater Christchurch, so that a small but increasing proportion
of the area’s population and housing has transferred to these areas.’
The Regional Transport Land Transport Plan of May 2016 noted the issue of managing the transport
impacts of anticipated population change: By 2043, the region’s population is expected to grow from
approximately 563,000 to more than 729,00019. Most of this population growth is expected to occur
within Greater Christchurch. This growth will create additional demands on the transport system.
However, some parts of the region that already have relatively low populations are not experiencing
population growth, such as parts of South Canterbury.
The plan noted that another issue is funding and affordability - Investment is essential for
maintaining existing transport infrastructure and delivering improvements to the region’s transport
system. The ongoing implementation of the One Network Road Classification (ONRC) system
provides a basis for prioritising such investment.
The increase in freight growth and subsequent increase in heavy vehicles is resulting in an increasing
rate of road asset consumption with many roads failing prior to their design lives. Bridge capacity
and age is also becoming an emerging issue. This increases the demands on limited funding to
ensure a network that is both fit for purpose and resilient.

Important observations from the Greater Christchurch Urban Development Strategy
and Action Plan & the Regional Transport Land Transport Plan of May 2016:
1)
2)
3)
4)

Rolleston & Burnham are progressively increasing in population along with the four-laning
South Canterbury (in the absence of four-laning) are not experiencing population growth
Many roads are failing prior to their design lives
Bridge capacity and age is also becoming an emerging issue

These are all pointers to the need to act now as regards our road situation, all points bearing out the
need for good roads for the prosperity of South Canterbury.
Whilst Downer New Zealand and McConnell Dowell still have their road-building infrastructure in
place in Canterbury for the Christchurch Southern Corridor 'roads of national significance' (RoNS)
CSM2 project, it presents an excellent opportunity to keep the wider roads rolling south. Downer
New Zealand and McConnell Dowell should be approached to present their own innovative plan as
to how this could and should best happen.
A submission recommendation is that the immediate safety needs of the Rakaia to Ashburton
section of the highway be addressed with a 2+1 alternating passing lane three-lane road (with WRB
Wire Rope Barriers and appropriate intersection treatments, turning bays etc) and the Christchurch
Southern Corridor 'roads of national significance' (RoNS) CSM2 project continue to grow south and
eventually augment the three lane temporary provision with the four lane ultimate solution.
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Why a RoNS Road of National Significance is needed to access
Ashburton & beyond

Ashburton is a centre geographically of the South Island, and is also the gateway to the towns, cities
& landscapes further south.
Environment Canterbury’s regional leadership / Canterbury’s population page points out under ‘key
facts about Canterbury’s population that:
•
•
•

The estimated resident population of Canterbury at 30 June 2016 was 600,100 people
Canterbury has 13% of New Zealand’s population, is the most populous region in the South
Island and the second most populous region in New Zealand (after Auckland)
The population of Canterbury is projected to grow by, on average, 1.0% per year between
2013 and 2043, at the same rate of growth as New Zealand's total population

Canterbury as a region needs efficient access to explore the vibrant beauties of the South Island and
make more advantage of the economic opportunities considering a third of the population of the
South Island lies south of Rolleston. Then of course, the Christchurch International & Domestic
Airports bring in the local and international tourists, as well as the business and family travellers.
Some interesting ‘Quick facts & figures’ from Tourism Industry Aotearoa:
•
•
•
•
•
•
•

•

Tourism is a vital contributor to New Zealand’s economic and social wellbeing, generating
wealth and supporting jobs in communities around the country.
Tourism is New Zealand's largest export earner, overtaking dairy in 2015/16.
Total tourism expenditure reached $36 billion in the year ended March 2017,
International tourism expenditure reached $14.5 billion (YE March 17)
Tourism is New Zealand's biggest export industry, contributing 20.7% of New Zealand's
foreign exchange earnings.
Domestic tourism expenditure reached $21.4 billion (YE March 17), up 4% on the previous
year.
International visitors are delivering $40 million in foreign exchange to the New Zealand
economy each day of the year – one in five export dollars. Domestic tourism contributes
another $59 million in economic activity every day.
399,150 people are directly and indirectly employed in tourism in New Zealand - 14.5% of
the total number of people employed in New Zealand.

It is interesting that domestic tourism is seen as the backbone of the industry.
What’s at the end of the road? Ashburton’s 19,600 people, then Timaru’s 28,300, moving on to
104,500 in Dunedin, another 48,700 in Invercargill, not forgetting over 13,000 in each for Oamaru
and Mosgiel, then 15,650 in Queenstown. Over 306,280 people is a large number to provide for, and
the existing two-lane single carriageway between Rolleston & Ashburton is somewhat outdated and
a constraint on efficient travel and the economy.
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A study of what can happen where changes are made ahead of
widening the road

The intersection of Main South Road and Walkers Road / Dunns Crossing Road is extremely
dangerous, particularly at peak times in the afternoons – several times now we have found that
when heading South, vehicles will pull to the left to turn into Dunns Crossing Road, and also towards
the centre, to turn right into Walkers Road. This can happen momentarily, as not all motorists signal
intentions early enough. There is not enough room to go between the vehicles in this situation, and
often not enough notice to brake in adequate time. The danger then is running into either vehicle (in
which case one would be automatically in the wrong) or running up the grass verge (but not likely
with enough time to turn or stop, so could hurtle over Dunns Crossing Road, risking collision with the
vehicles turning left, or coming out onto Main South Road) or, as one has seen happen several times,
cross into the path of the oncoming vehicles heading north, if there is a gap in the traffic, and pull
back after overtaking the whole lot. On one incident occasion we were lightly struck on the right rear
bumper before the ‘would-be-rear-ender’ shot over the centre line into the oncoming traffic, and
around then back to the side of Main South Road to recover. On another occasion we had to do the
same ourselves, but without striking the vehicle in front, and mercifully, with enough clearance in
the oncoming traffic to avoid a head-on.

This is a completely unsafe intersection, and likely to be the imminent cause of a catastrophe. It
needs widening of the road on both sides, and adequate turning lanes in both the centre positions
and side positions. What has exacerbated this situation is the placement of concrete kerbing on both
sides of SH1, restricting the width of the road to three lanes (centre meridian turning lane, north and
south) plus the kerbside shoulder, which is only just wide enough for an average size vehicle on the
west side, but less than adequate on the east side (not that the west side is adequate – there is no
allocated space as per the Telegraph Road / Main South Road intersection, north-bound to west
turn-off lane, which is much more planned out and ideal to turning traffic.
Solutions for the intersection of Main South Road and Walkers Road / Dunns Crossing Road
1) Remove the kerb from the northeast corner and seal a wider turn-off lane
2) Provide a designated turn-off lane with safety margin hash lines as per the northbound
turnoff lane for Telegraph Road (image below)
3) Repeat on the opposite side for northbound traffic turning off for the Izone Hub
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Kerbs are a good and right idea and assist in the control of stormwater and creating definite spatial
conceptualisation and boundaries, however what has happened at this intersection is an example of
putting something in place prior to widening the road. There needs to be at least five lanes provided
for the intersection of Main South Road and Walkers Road / Dunns Crossing Road with at least the
three main ones marked, and preferably a safety margin showing to the shoulder turning on / off
lanes to either side – that’s one southbound lane at full width for the volume of traffic requirement,
a sufficient turn-off shoulder designated to prevent turning vehicles overlapping into the southbound lane (preferably line-marked with safety zone), centre right-turning lane for both north &
south bound traffic, northbound lane, and sufficient turn-off / turn on shoulder designated to
prevent turning vehicles overlapping into the south-bound lane (preferably line-marked with safety
zone)
Safest Options for Side Roads Intersecting the Main State Highway
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Roads of national significance
The government has identified the Christchurch Southern Corridor as a 'roads of national
significance' (RoNS) project. These roads are critical for supporting economic growth, reducing
congestion and improving safety. (Source: https://www.nzta.govt.nz/projects/christchurchmotorways/christchurch-southern-corridor/christchurch-southern-motorway-stage-2)
Benefits shown on the NZTA website include:

Further benefits include:
•
•

Consistent travel times - Varying travel times make it hard to plan.
Less stress & happy drivers – Slow traffic can be very stressful for those stuck in it

For further information see: www.transport.govt.nz/land/roadsofnationalsignificance

Land Availability for four lanes from Christchurch to Timaru
The writer’s understanding is that much of the required additional land for four lanes from
Christchurch to Ashburton is already purchased. Why not proceed with adding the additional lanes
that are required? If it can be truly demonstrated that there are insufficient funds, a bold move may
be to go for suitable international investment and get a toll road put in? Downer & McConnell
Dowell should have first right of refusal to come up with their own innovative scheme. Why not
revisit a toll-road concept? It was previously used on SH 1 to build the Auckland Harbour Bridge.
Should funding be the issue, the ‘next best’ option of an additional full lane, alternating to regularly
give two lanes for overtaking purposes / passing slow vehicles should be considered; noting that
there has been previous cases (Ireland) where, after evaluation, the decision was to go for a full
four-lane, dual carriageway.
An important observation from international research is that of the need for a median barrier being
itself the prime motivator for the 2+1 lane installations rather than the passing lanes themselves.
This concept would be the ideal interim solution for the R2A Rakaia to Ashburton Safety Upgrade,
pending the extension of the four-lane ‘RoNS’ Southern Motorway in continuous stages rolled out
towards Ashburton first, then to Timaru.
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Alternative Solution for Highway Efficiency – Alternating Passing Lanes

Image source: Design Guidelines for Passing Lanes on Two-Lane Roadways – Texas Department of
Transportation. https://static.tti.tamu.edu/tti.tamu.edu/documents/4064-1.pdf
Instead of four lanes, alternating passing lanes could be considered along with a chain-link / wire
rope centre barrier. While this would not be quite half the cost of providing a four-lane highway it
would be cheaper to maintain, and easier to develop into four lanes where found necessary. If funds
are available proceeding directly with a four-lane highway would be preferable.

Proposed 2+1 Roadway Design (Source: University of Canterbury UC Research Repository)

2+1 Roads

The online definition of a 2+1 road is a specific category of three-lane road, consisting of two lanes in
one direction and one lane in the other, alternating every few kilometres, and separated usually with
a steel cable barrier. Traditional roads of at least 13 metres (43 ft) width can be converted to 2+1
roads and reach near-motorway safety levels at a much lower cost than an actual conversion to
motorway or dual carriageway. Denmark and Sweden have been building 2+1 roads since the 1990s.
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By Skvattram - Own work, Public Domain, https://commons.wikimedia.org/w/index.php?curid=2138865

It is interesting to note that New Zealand looks to Sweden for roading inspiration (quote discussion
with NZTA staff) The above illustration shows a number of safety features – wide centre strip
consisting of ‘rumble lines’, side ‘rumble lines’, centre WRB wire-rope barrier, and side barriers
In Ireland, a 2+1 road was trialled on a short section of the N20 near Mallow, County Cork and the
N2 near Castleblayney, County Monaghan. Following the pilot the National Roads Authority
announced in July 2007 that 2+1 roads were unsuitable and that new lower capacity trunk routes
would instead be built as 2+2 roads (officially known as Type 2 Dual Carriageways) This is interesting
in that there is a solid case for a four lane highway of National Significance between Christchurch
and Timaru, however, a 2+1 would be better now than a four lane in an undefined future.

Operating characteristics and economic evaluation of 2 + 1 lanes
Source: University of Canterbury UC Research Repository
https://ir.canterbury.ac.nz/handle/10092/9723
The three main outcomes from this research are:
•
•
•

Determining the New Zealand design and safety characteristics of 2+1 roadways
The ability to manage merge traffic
The identification of optimal passing lane length and spacing combinations
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In providing design guidance for 2+1 roadways, this report recommends the use of a wire rope
barrier (WRB) on 2+1 roadways to provide physical separation between opposing traffic. It should be
noted that the focus of this research is the merits of 2+1 configurations. The WRB increases the
implementation and maintenance costs of the scheme but generates a significant improvement in
the severity of crashes.

Abstract & Executive Summary: Economic evaluation of 2 + 1 lanes

Reducing delay and achieving higher traffic flow rates and a reduction in the frequency and severity
of crashes is a key component of New Zealand’s long-term success in managing its transport
network.
The rural New Zealand strategic road network predominantly consists of two-lane two-way roads.
This component of the state highway network has an important strategic function linking urban
areas, tourist destinations, playing a key role in the movement of freight and carrying 30% of New
Zealand’s total annual road travel (vehicle kilometres travelled). Currently the large proportion of
this network (around 73% in terms of length) carries lower traffic volumes. In the future a much
higher proportion of the network will carry moderate to higher volumes: 5,000 to over 25,000
annual average daily traffic (AADT) two-way flow.
A number of countries have adopted a three-lane configuration referred to as a ‘2+1 roadway’ at
moderate to higher volumes to bridge the gap between two-lane and four-lane roads. A 2+1
roadway has alternating passing lanes by direction, often utilising a continuous three-lane cross
section for some route segments. Despite its lack of New Zealand implementation, the 2+1 roadway
is recognised within the New Zealand passing lane strategy as an intermediate step to four-laning.
The research project is applicable to New Zealand’s state highways and has established economic
optimisation principles and influential factors which affect the characteristics and operation of
passing lane treatments in series at moderate to higher volumes across the various terrains within
New Zealand. The project’s review of international experience of passing lane and 2+1 safety and
operational performance has enabled the development of a 2+1 roadway design which is potentially
suitable for New Zealand.

Wire rope barriers and 2+1 passing lanes

WRBs have not traditionally been implemented as part of passing lane installations within New
Zealand. However, this is changing as a result of implementation of the ‘Safe System’ approach to
road safety and the government adopting the Safer journeys strategy in 2010 (Ministry of Transport
2010).
The merits of other forms of median treatments, e.g. wide centrelines, and median widths are
currently being researched separately. Overseas, there is a varied approach to the provision of WRBs
on 2+1 roadways…
The National Road Authority (2004) described how, in Ireland, where WRBs are used, the median
barrier is the prime motivator for the 2+1 installations rather than the passing lanes themselves. In
other words, the barriers are desired to prevent head-on crashes and restrict turning

movements, but on a two-lane carriageway this would remove passing opportunities.
The 2+1 layout provides a mechanism where the barrier can be provided and passing opportunities
retained. Bergh et al (2005) also observed that the bulk of the safety benefits from Sweden’s 2+1
roads appeared to be due to the WRBs. In Europe, Sweden uses cable barriers to separate lanes,
placing a high importance on the barrier for safety. Germany considers the use of cable barriers
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undesirable for safety reasons and they are not used; however, their specific safety issues were
not cited. Known examples of 2+1 passing lanes within the UK do not involve cable barriers, nor do
those identified in France.
There are a number of possible reasons why WRBs might not be preferred:
•
•

•
•
•

Although generally good at preventing head-on crashes, the proximity of the barriers to the
traffic lanes may lead to an increased number of minor crashes.
For the single-lane section, particularly if it is constrained by a narrow cross-section and/or a
roadside barrier, there might be the concern that vehicle breakdowns or crashes could block
the road in that direction, with no ability to get past (also an issue for emergency services to
get there).
Regular encroachments of vehicles into the barrier could lead to an increase in maintenance
costs to repair the barrier (and associated traffic disruption).
The additional width required to install a WRB instead of just road markings might make it
difficult to retrofit a 2+1 road on an existing wide two-lane carriageway.
A barrier makes it impossible for traffic on the single-lane section to use the opposing lanes
for overtaking (as is often done for a standalone passing lane), thus limiting its efficiency.

Bergh et al (2005) identified the effects of 2+1 WRBs on different types of crashes in Sweden,
compared with the previous wide two-lane roads:
•
•
•
•
•

Head-on crashes were virtually eliminated, save for any driver going the wrong way on a
section.
Run-off road crashes were no different without additional roadside protection work.
Overtaking crashes were reduced by ~45%.
Rear-end crashes increased significantly, typically at least double.
Intersection (turning off) crashes were reduced significantly by ~85%.

Of particular note was the significant reduction in fatalities, estimated in the long term to be ~75%,
which was largely predicated by the prevention of head-on crashes. However, crashes with the
barriers were not insignificant with an estimated rate of 0.5 crashes per million veh-km occurring
over nearly 1,000km of 2+1 WRB roads. This translates into nearly two WRB crashes/year on average
per km of road. These crashes were significantly reduced when Safe Systems practices were applied.

Wire Rope Barriers (WRB’s) Increase accidents, but decrease fatalities & injuries

There are examples of existing or committed WRB systems in New Zealand… The following crash
data is reported for the SH1 Longswamp to Rangiriri three-laning WRB project…
•
•
•
•

64% increase in crashes
63% reduction in fatal + serious crashes
51% reduction in injury crashes
25% reduction in the social cost of crashes.

In essence, the impact of the WRB has been the prevention of injury crashes at the expense of a
greater number of non-injury and low severity crashes mainly through hitting the barrier (once every
10 days on average). As can be expected, the barrier effectively eliminated head-on crashes. A wide
central median (providing at least barrier deflection) and better delineation were both postconstruction recommendations to minimise the number of low severity crashes associated with WRB
installation, as well as barrier maintenance.
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Research on Road Width and Visual Markings Affecting Traffic Speed
Drivers expected to slow down due to feeling constrained by narrower lanes.
www.fhwa.dot.gov/publications/research/safety/08067

The most effective way to slow traffic is through physical changes in the road and its
surroundings.
While not nearly as powerful as structural or striping changes, simply lowering the speed limit does
have an effect…
www.livablestreets.info/slowing_traffic_to_a_target_speed

Narrower roads cause drivers to drive more slowly and carefully, according to the research.
(NZ study)
www.drivingtests.co.nz/resources/are-wider-roads-safer-and-how-are-road-widths-decided

Impact road width can have on driving behaviour.

Research from Europe demonstrates how increasing the width of a road lane from 6m to 8m sees
average speeds increase from 80kmh to between 90 and 100kmh.
Moreover, adding to the number of lanes on a road (such as with passing lanes) produces faster
speeds even where the width of individual lanes remains constant.
https://www.stuff.co.nz/motoring/69757650/why-do-people-speed-up-in-passing-lanes

You finally get to a passing lane and try to pass the slow car in front of you.
Does the slow car actually speed up or does it just seem that way?
www.quora.com/You-finally-get-to-a-passing-lane-and-try-to-pass-the-slow-car-in-front-of-youDoes-the-slow-car-actually-speed-up-or-does-it-just-seem-that-way

Why do people speed up in passing lanes?

www.fleetcoach.com/blog/why-do-people-speed-up-in-passing-lanes

Why does traffic speed up when there are passing lanes then slow down?

www.google.co.nz/search?q=Why+does+traffic+speed+up+when+there+are+passing+lanes+then+sl
ow+down

Impact of slowing down halts vehicles further back in slow chain reaction

…model revealed that slowing down below a critical speed when reacting to such an event, a driver
would force the car behind to slow down further and the next car back to reduce its speed further
still. The result of this is that several miles back, cars would finally grind to a halt, with drivers
oblivious to the reason for their delay.
https://phys.org/news/2007-12-traffic-mystery-mathematicians.html

Alternating Passing Lanes Concept

http://onlinepubs.trb.org/Onlinepubs/trr/1988/1195/1195-008.pdf (Sri Lanka with NZ references)
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Funding Considerations
BOT (Build–operate–transfer)

Build–operate–transfer (BOT) or build–own–operate–transfer (BOOT) is a form of project financing,
wherein a private entity receives a concession from the private or public sector to finance, design,
construct, own, and operate a facility stated in the concession contract. This enables the project
proponent to recover its investment, operating and maintenance expenses in the project.
(Wikipedia)

BOOT (build, own, operate, transfer)

BOOT is a public-private partnership (PPP) project model in which a private organization conducts a
large development project under contract to a public-sector partner, such as a government agency.
Due to the long-term nature of the arrangement, the fees are usually raised during the concession
period. The rate of increase is often tied to a combination of internal and external variables, allowing
the proponent to reach a satisfactory internal rate of return for its investment.

SPV (Special Purpose Vehicle)

An example of SPV funding is Housing and Urban Development Minister Phil Twyford extolling the
virtues of public-private partnerships in announcing the $91 million funding of infrastructure to
support building of 9,000 new homes in Wainui, north of Auckland.
The project is an example of the innovative new approaches to financing infrastructure that the
Government is developing through the Urban Growth Agenda, Twyford says. “One of the major road
blocks to our towns and cities growing is the lack of ready access to finance for the infrastructure
that allows for new urban growth”.
The infrastructure for the housing development is through a Government Special Purpose Vehicle
(SPV) created in partnership with Auckland Council, Crown Infrastructure Partners and Fulton Hogan
Land Development. Crown Infrastructure Partners has secured long-term fixed-rate debt from
Accident Compensation Corporation. The SPV will be funding $48.9 million towards the
infrastructure, with the Crown contributing less than $4 million.
Twyford says this new model of infrastructure financing means that long term debt can be raised
through the SPV to enable the building of large-scale infrastructure.
www.interest.co.nz/property/96854/special-purpose-vehicle & NZ Herald: Special Purpose Vehicles
on the agenda

Privatizing Roads: an "Old" New Approach to Infrastructure Provision.

During most of the twentieth century, highways, tunnels and bridges were viewed as public goods
that had to be provided by the government. By the end of the century, however, chronic budgetary
problems had led governments to allow participation of private firms in financing, building, and
operating infrastructure projects. For example, worldwide private investment in transport
infrastructure went from almost nothing before 1990 to $10 billion in 1990–91 and almost $30
billion in 1997–98.
Massive infrastructure projects like the Second Severn Bridge in the UK, the Guangzhou-Shenzen
highway in China, or the 1,000 miles of upgraded Panamerican Highway in Chile have been financed
and are being operated by private firms. Even in the United States, cash-strapped Orange County of
the early 90’s was unable to provide for needed expansion of the Riverside Freeway and resorted to
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private funding and operation. Thus, it has become increasingly accepted that private firms should
finance, build, and operate roads, and that the revenues needed to pay for them should come from
user fees rather than general funds.

Demsetz or PVR Auctions

Highway projects, among them cases in the United States, have been awarded through negotiations
between a ﬁrm and the transit authority. There is an alternative, proposed by Demsetz, which is
particularly suited for highway concessions. In a Demsetz auction, ﬁrms compete for the franchise in
a process that seeks to emulate competition. For example, in Chile, a BOT highway project is
awarded to the ﬁrm that makes a bid that charges the lowest toll to use the road.
In a PVR auction:
• The regulator sets a maximum toll;
• The franchise is won by the ﬁrm bidding the least present value of toll revenue (thus the
acronym of PVR);
• The franchise ends when the present value of toll revenue equals the franchise holder’s bid;
• Toll revenue is discounted at a predetermined rate speciﬁed in the contract. The rate should
be a good estimate of the loan rate faced by franchise holders.
A PVR auction is like a standard Demsetz auction except that bidders compete on the present value
of revenue they would like to obtain from the project.
Engel, Eduardo & Fischer, Ronald & Galetovic, Alexander. (2002). Privatizing Roads: an "Old" New
Approach to Infrastructure Provision. (See also Privatising Highways in the United States)

HOT Lanes

A new approach to high-occupancy vehicle (HOV) lanes is high-occupancy/toll (HOT) lanes. HOT
lanes give motorists a choice between:
(1) continuing to use general-purpose lanes at no direct charge and
(2) using express lanes at a specific, direct price.
HOT lanes are an example of “value pricing” (charging a price only for a higher level of service).
ROBERT W. POOLE, JR. AND C. KENNETH ORSKI
An example are the express toll lanes opened on both sides of the 91 Freeway in Corona, a stretch of
highway dubbed as the "The Corona Crawl." A transponder is used for the tolls:
www.sr91project.info/91-express-lanes
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Further Reading
NZTA Christchurch to Dunedin Corridor Management Plan

https://www.nzta.govt.nz/assets/Highways-Information-Portal/Processes/Corridormanagement/Corridor-management-plans/CMP-documents/25-CMP-Christchurch-to-Dunedin-FinalJan-2018.pdf

Research on Wire Rope Barriers (WRB) Flexible Barrier Systems
World’s Best Practice in the Use of Flexible Barrier Systems Along High-Speed Roads – VIC AU
http://acrs.org.au/files/arsrpe/RS030025.pdf
Federation of European Motorcyclists’ Associations
http://www.fema-online.eu/guidelines/Guidelines.pdf

News Articles
Four-lane plan for 'choked' Christchurch-Ashburton highway
Michael Wright, Aug 20 2017

The "choked" route between Christchurch and Ashburton could become a four-lane highway as part
of a $10.5 billion Government investment.
Prime Minister Bill English announced 10 new Roads of National Significance on Sunday. The
Christchurch-Ashburton connection and Christchurch's northern motorway were the only South
Island routes included.
Under the plan, State Highway 1 would run for two lanes in each direction between Christchurch and
Ashburton. Roads would be widened and oncoming traffic would be separated. On the northern
motorway, four-laning would be extended as far north as Pegasus. No costs or timeframes were
included in the plans, which would go ahead under a "re-elected National-led Government".
The Christchurch-Ashburton link is one of the busiest stretches of highway in the South Island and
has become increasingly congested in recent years.
Several have lost their lives on the stretch of highway this year.
On May 4, tech executives Rena Ong, 29, and Zhihao Chen, 38, from Singapore, died when their Jucy
rental van crossed the centre line and collided with a ute near Dunsandel.
On February 1, Robin Vivian Drummond, 63, from west Otago, died in a nose-to-tail crash between
two trucks in Templeton.
"There's a lot more heavy traffic on that road, there's a lot more commuter traffic, there's a lot more
tourists driving that road and [an upgrade is] absolutely critical," Canterbury Employers' Chamber of
Commerce chief executive Peter Townsend said.
"[It's] now choked and even though they've got passing lanes every few kilometres it's still a very
choked up road, by South Island standards."
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Increasing traffic congestion on the route had become a "constant frustration", he said.
"It obviously has an economic impact. The better we can make our infrastructure in the South Island,
the more attractive we become to everyone . . . It opens it up right through to the lower half of the
South Island.
"Over time you can see that Ashburton will just become an extension of Christchurch in terms of
economic interdependency. Whatever we can do to improve that road that's great."
"We're going to have really good connectivity between Christchurch and Rolleston with the new
southern motorway," Townsend said, "so an extension of that through to Ashburton will do us a
whole lot of good."
The $900 million upgrade of Christchurch's motorways was one seven projects originally designated
roads of national significance in 2009.
Automobile Association Canterbury-West Coast district council chairman Roy Hughes said the
upgrade would be "fantastic" for business efficiency and road safety in the region.
"Over the past five years we've noticed a big increase in traffic flows in both directions, especially
since the establishment of the inland port freight transport hub at Rolleston.
"On most days there's a steady stream of trucks and cars travelling in both directions."
Christchurch International Airport chief executive Malcolm Johns said infrastructure development
was "key to supporting any growing economy".
"Christchurch Airport is the primary gateway to the South Island and the highways north, west and
south are key to getting visitors out into, and spending money in, the regions," Johns said.
ROADS OF NATIONAL SIGNIFICANCE
The nine other roads included in the latest proposal are:
* Wellsford to Whangarei
* Auckland's East-West link
* Cambridge to Tirau
* Piarere to the foot of the Kaimai Range
* Tauranga to Katikati
* Manawatu Gorge
* Napier to Hastings
* Levin to Sanson
Source: www.stuff.co.nz/the-press/95963992/Four-lane-plan-for-choked-Christchurch-Ashburtonhighway

Petition to upgrade "dangerous" Christchurch to Ashburton highway
Liz McDonald and Stacey Kirk Jan 10 2018
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A Canterbury MP has launched a petition to four-lane State Highway 1 from Christchurch to
Ashburton.
Andrew Falloon, the National MP for Rangitata, wants the Government to push ahead with the
previous Government's promise to upgrade the "dangerous" 80 kilometre stretch of road.
Last year the then National-led Government pledged to widen the road to four lanes as part of a
$10.5 billion nationwide roading upgrade. The plan was not approved by Cabinet or put through
New Zealand Transport Agency's budget process.
"Recently in Parliament I asked the Transport Minister [Phil Twyford] to commit to building the road.
He refused to do so," Falloon said.
"I think that's wrong, and I think most Cantabrians think so too.
"The existing road is becoming a handbrake on Canterbury's growth and Labour has cast doubt over
the continuation of the planned project to extend the highway."
He described the stretch of highway as congested and dangerous.
On average several road users a year lose their lives on the stretch of highway. The road includes
New Zealand's longest road bridge, the 1.75km-long Rakaia bridge.
At present Christchurch's southern motorway project includes four-laning the highway to just north
of Rolleston.
Falloon's petition is part of a campaign by several National MPs to push regional highway safety
projects. They will present the petitions to the Government later in the year.
National's transport spokesperson, Judith Collins, said the Government was reviewing roading
projects from to Northland to Ashburton as it tried to divert billions of dollars to "pet light rail
projects" in Auckland.
Collins said the "Government's obsession with Auckland trams" placed a number of regional highway
projects at risk.
A spokeswoman for Transport Minister Phil Twyford said the concerns were ill-founded and the
petitions were stunts to protect campaign promises, rather than actual roading projects.
"The Transport Agency has advised that funding for road upgrades cannot be redirected into rail, so
National's concerns are unfounded.
He acknowledged the Government cancelled upgrading Auckland's east-west link, but said other
"highway projects" referred to in National's petition were election campaign promises made by
National and never costed or funded.
"To suggest the Government isn't going ahead with projects that don't exist is misleading. And to
suggest non-existing funding be diverted into rail is nonsensical."
The call has come just after the holiday period in which 12 people died across the country. Last year,
380 died on New Zealand roads – the highest toll since 2009 when 384 people died.
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Collins said the projects were all prioritised to improve safety and travel times, better connect the
regions and boost regional economic growth.
Falloon said demand on State Highway 1 south of Christchurch would only increase because of
activity at Timaru's PrimePort and the inland port at Rolleston.
International tourist numbers more than doubled in 15 years and there were more trucks on the
road, he said.
"We need to be investing in the critical infrastructure that supports growth in our regional
economies, not putting all our eggs in one basket with Auckland."
Source: www.stuff.co.nz/motoring/100475631/mps-petition-to-upgrade-dangerous-christchurch-toashburton-highway

Passionately in favour of grand designs to four lane SH1 between Christchurch and
Ashburton
Mike Yardley Feb 06 2018

OPINION: Dealing with the grieving and acceptance process of being bundled off the government
benches must feel all the more galling when your party continues to command top dog status in the
political polls.
But that certainly hasn't stopped the new Opposition from hitting the ground running, rolling out a
wave of grassroots campaigns to defend their vision for New Zealand. You may have noticed that
National is barnstorming the regions with its tactical campaign to champion for the continuation of
its Roads of National Significance programme.
Party strategists know that this policy enjoys broad public support, it chimes with middle-of-the-road
sensibilities and transcends political persuasions – aside from the Greens. That's why the next phase
of proposed regional highway projects was deliberately unveiled and dangled as inter-constituency
catnip in the heart of last year's campaign.
Last month, National rebooted its roading package, furnishing them with region-specific petitions, in
a concerted bid to look like a community-engaged Opposition as it turns the screws on the
government. It may reek of attention-seeking opportunism, but the Beehive is wary of this potential
powder-keg.
That is why the Government has not rushed to consign the touted roading projects in the trash can.
The official line is "they are under review." But for how long and to what end?
In Canterbury, I'm passionately in favour of National's grand designs to four lane State Highway 1,
between Christchurch and Ashburton. It would improve travel times, enhance road safety and
support regional growth.
Just look at the difference the latest batch of major roading projects has made to our regional
network. The Western Belfast Bypass, the Gateway Arches overpass and ongoing improvements to
the Christchurch Northern Motorway have dramatically slashed commuter congestion.
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A third southbound lane, near the Waimakariri Bridge, will soon be constructed, primarily designed
for high occupancy vehicles in the morning peak. The Northern Corridor projects are projected to
remove 50 per cent of cars from the Main North Road by 2020.
National has also launched a petition to support its call for the Northern Motorway to be extended
as far as Pegasus, with a Woodend bypass. The New Zealand Transport Agency (NZTA)has confirmed
to me that any plans to build a bypass of Woodend "are around ten years away", without
government intervention. Should Waimakariri commuters really have to wait that long?
Meanwhile, Stage Two of the Southern Motorway is charging ahead, which will reach Rolleston by
2020. But beyond that, the NZTA confirms little else is planned, south to Ashburton. There aren't
even anymore passing lanes between Christchurch and Ashburton, on the books, over the next
decade.
National's MP for Rangitata, Andrew Falloon, is heartened at the fast uptake of signatures to his
petition, which will remain circulating for several months. He argues that "many people won't travel
from Ashburton through to Christchurch because they're too nervous about the number of trucks or
drivers new to our roads."
The highway has certainly devolved into over-loaded cluster of drivers doing variable, erratic speeds.
Falloon tells me that National's four-laning proposal would include new bridges across the Rakaia
and Selwyn Rivers, to improve network resilience, and the full project has been costed internally at
around $1 billion. He's adamant that construction could commence within 24 months, if the
government was supportive, given the minimal need for land acquisition.
So does Transport Minister Phil Twyford feel it has merit? He's refusing to say, responding to me
that "the NZTA make all operational decisions at arm's length on the priority and timing of projects,
so they're best placed to answer whether this proposal will be considered." What a cop out,
Minister.
There was certainly nothing "arm's length" about Labour's election pledge on commuter rail for
Christchurch, "starting with Rolleston to the CBD." Interestingly, he now won't confirm whether that
election promise will be honoured. "We're still working our way through our policy and funding
commitments."
Twyford will soon meet the Christchurch Mayor to discuss transport priorities, but "multi-modal
public transport" is his mantra.
Cast your mind ahead to 2020, when Stage Two of the Southern Motorway opens. Will there really
be a self-sustaining public appetite for commuter rail from Rolleston? Seriously?
Without a dramatic population explosion, it looks destined to be a colossal feel-good folly.
Source: www.stuff.co.nz/national/politics/101172349/passionately-in-favour-of-nationals-granddesigns-to-four-lane-sh1-between-christchurch-and-ashburton

Contact details for the writer:
Email: roger@medifab.co.nz
Phone: 03-307-9798 (DDI)
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SAFE, HEALTHY & CONNECTED COMMUNITIES

Wellbeing
Long term trend in wellbeing is
downwards although levelling off
in last survey, deaths and serious
injuries worsening which is a
similar trend nationally.

SHORT TERM

Item 5.1 Attachment 2

affordable, integrated,
“ An accessible,
safe, resilient and sustainable
transport system for Canterbury.
”
Economic Development

Safe, healthy
& connected
communities

Visitor Retention
and dispersal

Environmental
sustainability

LONG TERM

Resilience

ENVIRONMENTAL SUSTAINABILITY

CO2
CO2 emissions long
term trend increasing,
increases again in financial
year 2017/2018 after a
levelling off in 2016/2017.

Optimise
freight
modes

GDP/Capita
Strong economic growth,
slowing slightly in short
term, strong freight
growth across all modes,
large increase in visitor
guest nights in 2017/2018.

Freight
Growth

SHORT TERM

LONG TERM

Reduce congestion & improve journey time reliability

Passenger
& active
transport

ECONOMIC DEVELOPMENT

Improve
road
safety

Improve conditions & suitability of assets

Integrate land use, transport & hazards planning

RESILIENCE

Incident
Duration
Incidents on the road increasing
but a slight reduction in total
incident duration in 2017/18.

Enable evidence-based decision making

SHORT TERM

Collaboration, alignment & advocacy

SHORT TERM

The regional scorecard collates a range of transport measures that align with the strategy
map (above) with measures relating to:
LONG TERM

▫ Safety
▫ Land use planning
▫ Public Transport and active modes
▫ Travel times and reliability
▫ Resilience

▫ Asset condition
▫ Freight quantities
▫ Tourism
▫ Gross domestic product
▫ Wellbeing

Data has been sourced from publicly available information including Stats NZ, Ministry of Transport,
NZ Transport Agency regional and local authorities.

LONG TERM

KEY
Positive Trend

Limited Change
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Improve road safety
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Facilitating and supporting freight growth | Optimise freight modes
ANNUAL RAIL FREIGHT MOVEMENT
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Monitoring progress towards regional transport outcomes
Purpose
1. To update the Regional Transport Committee (RTC) on the monitoring of progress
towards regional transport outcomes.

Recommendations
That the Canterbury Regional Transport Committee:
1.

Discusses the attached report summarising progress against regional
transport outcomes.

2.

Notes that a copy of the Regional Transport Scorecard is attached.

Context
2. On 1 December 2017 the RTC finalised the Regional Transport Scorecard, which
establishes appropriate measures to track the RTC’s progress towards the strategic
outcomes in the following Strategy Map agreed by the RTC:

59

3. The scorecard has now been published on Environment Canterbury’s website. See
https://www.ecan.govt.nz/your-region/living-here/transport/regional-transportplanning/regional-land-transport-scorecard.
4. The full Scorecard enables members to look more closely at any areas of particular
interest for their territorial authorities. This includes a “red-amber-green” for each metric
which indicates whether metrics are trending in the desired direction, not changing
significantly, or trending in the wrong direction. There are separate “red-amber-green”
indicators to reflect short and long-term trends.

Report for meeting of 31 January 2019
5. Attached to this paper is a one-page snapshot of the four key outcome areas, as well as
the full Regional Transport Scorecard.
6. Many of the metrics are only available for update on an annual basis, typically for a fiscal
year, although calendar year information can also be generated if this is useful. Most
data is now available for the fiscal year 2017/18. The Scorecard has been updated
where information is available.
7. Economic metrics are generally trending positively with both Statistics NZ and
Infometrics data showing GDP growth of approximately 2%. Imports/exports through
Canterbury ports declined slightly in 2018 after a significant growth in 2017. Rail usage
to and from Canterbury ports and overall Canterbury rail freight increased over the last
financial year despite declining consistently from 2012/2013. Visitor guest nights show
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continued strong growth exceeding pre-Christchurch earthquake levels for the first time
in the 2017/18 fiscal year (noting that AirBnB share of guest nights continues to grow,
currently approximately 3%) 1
8. In terms of the Environment, CO2 emissions from fuel sold in Canterbury grew
approximately 3% last year, consistent with the long-term growth rate in CO2 emissions.
A consistent story is indicated by the CO2 per capita emissions which are increasing both
short term and long term at a rate of approximately 1.3% per annum. New car sales per
capita have continued to grow from a low in 2009, and consistent high investment in
roading capacity is likely to be driving this increase.
9. Congestion levels have not changed significantly over the last year or in long term
trends (only monitored in Greater Christchurch). This is consistent with roading
investment keeping pace with growth in population and vehicle growth on the network.
New time series data is currently being collated on a much broader range of strategic
routes within Canterbury with the NZ Transport Agency having access to Google travel
time data.
10. Safety indicators are worsening with deaths and serious injuries (DSI) in Canterbury
increasing from 361 (including 41 deaths) in 2016/2017 to 3742 (including 57 deaths) in
2017/2018. This is not in line with the long-term (ten-year) downward trend in DSI of
approximately 1% per annum or DSI per kilometre travelled reducing over the last ten
years by nearly 3% per annum. In the first half of 2018/2019 there have been 25 deaths
in Canterbury with another 5 occurring so far in January 2019.

1

http://www.infometrics.co.nz/390000-airbnb-guest-nights-auckland-180000-queenstown/

2 There is a lag on crash reports being received from police and incorporated into the Crash Analysis
System which is why numbers can change up to approximately 3 months after the crash.
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Regional Transport Committee Work Programme Update
Purpose
1. To update the Regional Transport Committee on work to implement the Transport
Workstream of the Canterbury Regional Economic Development Strategy (CREDS) and
RLTP strategic objectives.
2. This update focuses on work on freight mode shift, resilience and safety.

Recommendations
That the Canterbury Regional Transport Committee:
1.

Notes that this paper updates the Regional Transport Committee on work to
implement the Transport Workstream of the Canterbury Regional Economic
Development Strategy work towards the strategic objectives of the Regional
Land Transport Plan.

2.

Notes that a separate paper has been provided on monitoring progress toward
regional transport outcomes.

Work Programme Update
Overview
3. This update focuses on three projects supporting the strategic objectives in the
Canterbury Regional Land Transport Plan
Freight mode optimisation
4. The primary outcomes that this research seeks to achieve are:
a. Identification and evaluation of the opportunity for freight mode optimisation in
the South Island
b. Development of an action plan/s to facilitate movement towards a
recommended mode split/s.
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5. The key tasks undertaken in this research can be summarised as follows:
a. The project team updated the freight forecasts for the South Island and at a
regional level from their 2012 base;
b. The project team quantified the external costs of freight transport to allow a
more accurate comparison between the true costs of different freight transport
options;
c. 25 stakeholders were engaged, including producers, transporters, ports and
asset owners, to understand the issues and constraints from a customer
perspective;
d. Through this engagement, eight specific case studies have been identified
where there were significant quantifiable societal benefits from a more optimal
mode split. Next steps have been identified as part of these case studies to
establish what is required to realise these benefits;
e. The applicability of these case studies to other areas of the South Island has
also been investigated, including what the business case process and
potential funding sources are, and for identifying further specific opportunities
across the South Island in a systematic way.
6. The report is close to complete and will be reported to the South Island Chairs in their
March 2019 meeting, with a report back to this committee at the May 2019 Regional
Transport Committee meeting.
Transport resilience stocktake
7. The regional transport resilience stocktake is being undertaken in partnership with NZTA,
with early work also co-funded by MBIE. A stocktake of agencies currently producing and
collating information regarding the resilience of the Canterbury transport network has
been completed. These include NZTA, Environment Canterbury and local authorities, as
well as organisations such as NIWA (National Institute of Water and Atmospheric
Research) and GNS (Geological and Nuclear Sciences), and universities. GNS, NIWA
and Canterbury University provide information on a range of projects relating to transport
network resilience such as Lifelines (https://www.civildefence.govt.nz/cdemsector/lifeline-utilities/new-zealand-lifelines-council/) and AF8 (http://projectaf8.co.nz/).
8. The intent of the stocktake is to consolidate all of the hazard and vulnerability data being
produced and used by the organisations above to establish a consistent understanding
of hazards and exposure. This can inform local authorities and the Regional Transport
Committee as to the level of exposure of their transport assets to hazards, and the
consequent impact of this exposure. This will enable the Regional Transport Committee
to recommend appropriate investment priorities to mitigate this risk in conjunction with
their knowledge of the criticality of this infrastructure, economically, socially,
environmentally and culturally.
Road safety and speed management
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9. The Ministry of Transport has engaged with the Regional Road Safety Working Group
and the South Island Regional Transport Committee Chairs Group on the development
of the Draft National Road Safety Strategy through workshops held in October 2018.
Further public consultation will follow early in 2019.
10. As part of delivering the Government Policy Statement Land Transport 2018 priority of
improved road safety, a key priority for the Associate Minister of Transport, Hon Julie
Anne Genter, is to accelerate implementation of the NZ Transport Agency’s National
Speed Management Guide. As part of this, NZTA has asked Canterbury to develop a
Regional Speed Management Plan.
11. The Regional Transport Committee asked the Regional Road Safety Working Group to
explore the case for such a plan. The focus has been on understanding NZTA
expectations, scoping the potential contents of a plan and how it would improve
outcomes, and surveying councils on past and proposed speed management strategies
and interventions.
12. Environment Canterbury has also engaged Glen Koorey from ViaStrada to undertake
some broader work on road safety data and methodology analysis, to ensure we
understand the available data options, where councils align and diverge in terms of
developing and evaluating their programmes, and the issues councils are experiencing in
pulling together the evidence base for their programmes. This work will support the
development of any regional speed management plan.
13. Stephen Carruthers from Abley, on behalf of NZTA, also teleconferenced with the
Regional Road Safety Working Group on 21 January 2019 to talk about the Safe
Network Programme. Jim Harland and Stephen Carruthers will brief the Regional
Transport Committee on the Safe Network Programme and speed management work on
31 January 2019.
Other items to note
Objective

Update

. Collaboration,
alignment and
advocacy

The South Island Regional Transport Committee Chairs Group are
due to meet on 4 March 2019 to discuss freight mode shift, visitor
flows and review their work programme.

. Enable evidencebased decisionmaking

An update on monitoring and the Canterbury Regional Transport
Scorecard has been provided under the item on progress toward
regional transport outcomes.
The Greater Christchurch Partnership has instigated a transport
Model Management Group tasked with updating and developing
the suite of transport models which are used to assess the likely
impact of transport investment in Greater Christchurch.

3. Integrate land use,
transport and
hazards planning

Planning is underway for the next Regional Land Transport Plan.
Progress on the resilience project is outlined above.
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. Improve condition
and suitability of
assets

Updates on key infrastructure projects are:
•

•

•

Ashburton Bridge – Ashburton District Council has applied
for funding to assist in the preparation of a Detailed
Business Case to progress the investigation and design of
a new bridge.
Christchurch Northern Corridor/Christchurch Southern
Motorway - High Occupancy Vehicle (HOV) lanes are being
investigated for both CNC and CSM. The investigations
include both the infrastructure requirements as well as the
supporting behaviour change programmes
Brougham Street - NZTA is currently consulting on how to
improve SH76 Brougham Street, Moorhouse Avenue and
the surrounding area.

More detail will be provided in the NZTA update.
5. Passenger and
active transport

A new Regional Public Transport Plan was approved by
Environment Canterbury on 13 December 2018. The Greater
Christchurch elements of this Plan has been prepared by the
Greater Christchurch Public Transport Joint Committee and
concentrate on managing the effects of, and opportunities
presented by, the expected 150,000 growth in population forecast
by 2048. The new Plan also signals the opportunity to try different
delivery methods for public transport services in Timaru, and
continues to support Total Mobility and community vehicles
schemes through the wider region.

6. Optimise freight
modes

Progress on the freight mode shift project is outlined above.

. Improve road
safety

Progress on work on road safety is outlined above. NZTA will also
be presenting on Safe Networks and speed management at the
meeting on 31 January 2019. The following state highway projects
have been included in the Safe Networks programme:
•
•
•
•

SH7: Waipara to Waikari
SH1: Ashley to Belfast
SH74: Marshland to Burwood
SH1: Rakaia to Ashburton

The local road projects that will form part of the programme will be
identified in consultation with local government.
8. Reduce congestion
and improve
journey time
reliability

NZTA will provide a separate update on the Waimakariri Bridge
Safety Improvements which incorporates a High Occupancy
Vehicle (HOV) lane as part of the consent conditions of
constructing a 3rd southbound lane on the Waimakariri Bridge. The
infrastructure requirements for this HOV lane are the subject of an
NZTA business case with the supporting behaviour change being
addressed in a Greater Christchurch Partnership Travel Demand
Management business case.
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Update on the implementation of the Government Policy Statement
on Land Transport 2018 in Canterbury
Purpose
1.

This paper updates you on the implementation of the Government Policy Statement on
Land Transport (GPS) 2018 in Canterbury, through the uptake of Targeted Enhanced
Funding Assistance Rates (FARs) to support the delivery of high priority transport
activities.

2.

Variations to the Regional Land Transport Plan (RLTP) are being sought at this meeting
by Christchurch City Council and Environment Canterbury.

Recommendations
That the Regional Transport Committee:
1.

Notes that the Committee requested Environment Canterbury report back on
how councils are implementing GPS 2018 through their transport
programmes, including any projects which will be funded at the Targeted
Enhanced Funding Assistance Rate or through the Provincial Growth Fund.

2.

Receives this update on the implementation of the Government Policy
Statement on Land Transport 2018 in Canterbury.

Funding mechanisms to implement GPS 2018
3.

The Government has established three funding mechanisms which are available to
support the enhancement or acceleration of improved transport outcomes in our region
beyond the projects likely to be funded through the National Land Transport Fund at
normal Funding Assistance Rates (FARs).

4.

The Committee was fully briefed on these mechanisms at its last meeting. They are, in
summary:
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•

Targeted Enhanced FARs - the normal FAR for Canterbury Councils is between 51
and 60%. The Enhanced FAR for Canterbury councils is between 75.5 and 80%.

•

Regional Fuel Tax Schemes (RFTS) – a funding tool for regional councils and unitary
authorities to raise revenue to fund capital transport projects that would benefit the
region, but would otherwise be delayed or not funded. An RFTS is not available for
any region outside of Auckland until 1 January 2021 and there are no current plans to
introduce one in Canterbury.

•

Provincial Growth Fund - covers regional infrastructure projects that will enable
regions to be well connected from an economic and social perspective, including rail,
road and communications.

Potential uptake of funding opportunities in Canterbury by councils
5.

Over time councils will need to reflect GPS priorities in annual planning processes and
through variations to the RLTP.

6.

Councils have been considering how they can take up funding opportunities to improve
transport outcomes. Appendix One contains a table outlining the projects and/or areas
of investment which are being considered by councils in terms of taking up the
investment opportunities presented by Enhanced FARs and the PGF.

7.

Environment Canterbury is similarly seeking a variation to the Plan to progress Detailed
Business Cases on public transport improvements. Christchurch City Council, Timaru
District Council, and potentially certain other councils, will be seeking a variation to the
Regional Land Transport Plan at the May 2019 meeting, for various initiatives to take up
the Enhanced FAR opportunity.

8.

All councils are working closely with NZTA as part of this process, and NZTA will
provide an update on key matters at the meeting, including on qualifying criteria and
process for applications.
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Item 6.3 Attachment 1

Appendix: Potential uptake of Targeted Enhanced Funding Assistance Rates and funding from the Provincial Growth Fund
This table outlines projects or areas of work where Targeted Enhanced Funding Assistance Rates (TEFAR) or funding from the Provincial Growth Fund (PGF) might be available. Please note that many such projects
are subject to further discussions with NZTA and within councils, and are listed here to provide the Regional Transport Committee with an overview of the transport investment in Canterbury that is being considered
in this context.

Existing initiatives in RLTP that may
be eligible for Enhanced FARs

Ashburton District
Council

Subject to discussions with NZTA and
Council, a qualifying activity could be the
replacement of bridges on the inland
scenic route to allow full High
Productivity Motor Vehicle (HPMV) interdistrict travel.

Christchurch City
Council

Subject to discussions with NZTA and
Council. Qualifying activities are likely to
come from the following programmes of
work:
•
•
•
•
•
•

An Accessible City
Major Cycleways
Intersection Safety
Core public transport
Suburban Masterplan Streetscape
improvements
Low Cost Low Risk improvements.

Potential new initiatives or initiatives
that may be brought forward, that
may be eligible for Enhanced FARS
and will need to be included in the
RLTP

Subject to discussions with NZTA and
Council. Activities are likely to come
from the following programmes of work:
•
•
•
•

•
•
•
•

None.

Intersection safety and Low Cost
Low Risk safety improvements
Public transport
Major Cycleways (but NZTA have
advised opportunities may be
limited in this activity class)
An Accessible City – especially
with safety or public transport
focus
Suburban Masterplan Streetscape
improvements.

Discussions are taking place with NZTA as to whether a variety of projects may
qualify (some of which and some of which are not in the RLTP), including:
•

Potential new initiatives or
initiatives that may be
brought forward, that may
be eligible for PGF and will
need to be included in the
RLTP

Second Ashburton River
Bridge project.

•

Environment
Canterbury

Existing initiatives in RLTP
that may be eligible for
PGF

Certain public transport service improvements and Low Cost/Low Risk
improvements
Regional Speed Management Plan
Greater Christchurch modelling updates
Travel Demand Management
Resilience.

None.

Estimated total
cost

Potential next steps

$325,000 for
preparation of
Programme
Business Case Second Bridge total
cost in vicinity of
$30 million.
Replacement of
bridges on the
Inland Scenic
Route is estimated
to cost around $2
million.

Have applied for funding to assist in the
preparation of a Detailed Business Case to
progress the investigation and design of a
new bridge.

The total cost of the
projects and
programmes that
potentially qualify
for TEFAR is
around $20 million.
This could increase
if certain cycleway
and other projects
are advanced and
substantially
delivered in the
2018 to 2021
funding period.

Council supported application for TEFAR on
21 November. Subsequently, letter sent to
NZTA confirming that CCC would be seeking
TEFAR on selected projects.

Further work
required, but the
total cost of
projects that might
qualify could be
around $14 million.

NZTA has indicated the Detailed Business
Cases arising from the Future Public
Transport Business Case are eligible. A
variation to the RLTP is being sought at the
RTC meeting of 31 January 2018.

CCC are now applying for TEFAR and this
will likely be an ongoing process. Variation to
RLTP will be sought at RTC meeting of 23
May 2019 for initiatives to take up TEFAR.
CCC has developed a list of activities which
could be eligible for TEFAR, as well as a list
of activities which could be used to identify
activities to bring forward as a consequence
of TEFAR funding. Full details are available
in the paper at the following link:
http://christchurch.infocouncil.biz/Open/2018/
11/ITEC_20181107_AGN_2388_AT_WEB.ht
m
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Hurunui District
Council

No projects automatically eligible for
enhanced funding. Working with NZTA to
develop better business cases to
reclassify projects as high or very high
results alignment, if possible. Waiting for
approval of NLTP before starting this
process.

This would be subject to the approval of
existing projects qualifying so no
projects have been considered to date.

Working through the criteria
for qualification to determine
whether funding may be
sought for any projects.

Kaikoura District
Council

Subject to assessment, TEFAR will be
sought for a $100,000 signage and
markings improvement programme to
address safety issues at various
locations across the District funded from
the Low Cost/Low Risk category.

Cycle way network improvements to link
urban residential areas and tourism
points of interest

Provide new cycleway
linkage between
Managamanu (at the
southern end of the NCTIR
SH1 cycleway improvements
between Mangamanu and
Clarence) and Kaikoura
township and onto Keans
Point Seal Colony (tourism
destination).

Mackenzie District
Council

Lilybank road seal extension and certain
items under the Low Cost/Low Risk
Programme.

Shared pathway initiatives, and Godley
Peaks Road safety improvements and
alignment correction, Cass River bridge
replacement.

Strategic Study – Mackenzie
District. May lead to other
large projects down the track
(some transport associated
projects).

Ongoing discussions with NZTA.
A business case is required for the Lilybank
road seal extension.

Timaru District
Council

Subject to discussions with NZTA, a
number of walking and cycling initiatives,
as well as safety projects (particularly
intersection upgrades) within Timaru
District Council’s Low Cost/Low Risk
projects may qualify.

Acceleration of minor safety projects
and walking\cycling initiatives.

Timaru Port
expansion. Initial
investigation funding of
$90,000 from the PGF has
been approved and this will
be used to provide a
business case to support the
$100m+ expansion PGF
application.

Ongoing discussions with NZTA. Council
approval will be required for any new
projects.

Selwyn District
Council

The $24.3 million Prebbleton Arterial
CSM2 Related Upgrade Package. This
project is currently in the Detailed
Business Case phase and already has
robust cost estimates. (Initial advice from
the NZTA to Selwyn have advised they
do not believe this eligible for TEFAR)
The $4.3 million Selwyn Coordinated
Transport Upgrades in Councils Long
Term Plan. These include a wide range
of safety and walking and cycling
projects that align with the GPS.
Improvement projects in the Low Cost
Low Risk Programme which relate to
safety, walking and cycling etc.

Expanding Councils Low Cost/Low Risk
improvement programme
Funding Greater Christchurch
Partnership initiatives such as transport
model development and other joint
business cases e.g. Public Transport,
Travel Demand Management etc.
General road maintenance activities
which continue to under pressure with
Councils high traffic growth rates.
(The ability to undertake significant
improvement projects as a result of any
savings relating to TEFAR will be
dependent on having the resources to
do so as Selwyn already has a
significant transport programme to
implement)

“Canterbury Mountains to the
Sea Cycleway” for an initial
feasibility study to begin with.
Ultimately, funding for whole
project from PGF if
supported.
Rolleston SH1 Flyover and
integrated PT infrastructure
such as Park N Ride in
conjunction with adjacent
private developer
Rail improvements and
connections at Rolleston
Inland Port (subject to Kiwi
Rail progressing)

Ongoing discussions with NZTA taking place
in the first instance, and Council approval will
be needed.

Waimakariri District
Council

Unable to comment until further guidance is received from NZTA on what might
qualify for Enhanced FARs.

None.

None.

Waimate District
Council

None.

None.

N/A.

Safety improvement project at Coach
Road/Tiplady/Route 72 intersection with
construction of a rural roundabout. High
safety benefit agreed with NZTA.

None.

Ongoing discussions with NZTA regarding
whether some projects might qualify as high
or very high results alignment. However,
conversations to date indicate that projects
have a medium ranking.

The safety projects
to improve signage,
intersection safety
and markings are
estimated to have a
total cost of
$100,000.

Ongoing discussions with NZTA.
Council staff are scoping and assessing the
potential projects to ensure alignment with
the NZTA TEFAR criteria.
The cycleway proposal is on hold pending
the outcome of the appeal against the NZTA
SH1 cycleway proposal at Mangamanu.
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Regional Road Safety Working Group Report
Purpose
1.

To inform the Canterbury Regional Transport Committee (RTC) about the work of the
Regional Road Safety Working Group (RRSWG).

Role of Regional Road Safety Working Group
2.

The role of RRSWG is to advise the RTC on technical road safety matters, including
identifying matters that require further investigation by the RTC and, in some
situations, identifying matters that can be addressed by the RTC at the national level.

Recommendations
That the Regional Transport Committee:
1.

Receives the Regional Road Safety Working Group Report.

Key Points
3.

RRSWG met on 18 October 2018, with the draft notes from this meeting appended to
this report. Items discussed at the meeting of concern and interest to the RTC include:
•

Workshop with the Ministry of Transport on the development of the National
Road Safety Strategy.

•

Discussion on a possible regional speed management plan.
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Regional Road Safety Working Group – draft notes
Date:

Thursday 18 October 2018

Time:

9.30am to 10.30am

Venue:

Selwyn District Council, 2 Norman Kirk Drive, Rolleston

Attendees:

Mayor David Ayers (Chair); David Edge (HDC); Andrew Dixon (TDC),
Andrew Mazey (SDC); Brian Fauth (ADC); Daniel Naude (TDC); Angela
McDonnell (CCC); Jeremy Lambert (ADC); Kathy Graham (WDC); David
Scarlett (NZTA) Jennifer Harris (ACC), Ash Tabb (Police), Lorraine Johns
(ECan)

Apologies:

Joanne McBride (WDC); Thomas McNaughton (CCC); Stephen Wright
(CCC), Geoff Rhodes (ADC), Chris Gregory (KDC)

The meeting commenced at 9.30am
Summary of actions
Meeting

Action

Who

Status

9 August 2018

Environment Canterbury to look
across all local road safety action
plans to undertake a stocktake of
initiatives. Councils to provide
Environment Canterbury with
their plans.

All

On hold as councils are
reviewing their plans.

1 November
2017

Future review into the Group’s
role - revise Terms of Reference
and continue work on practical
actions for RRSWG.

Environment
Canterbury, All

Terms of reference to
be considered in subgroup review.

11 May 2017

Revisit finalisation of the Road
Safety Implementation Plan.

All

Superseded by new
direction of work on
road safety as signalled
in Government Policy
Statement on Land
Transport 2018 and
through central
government work on a
new road safety
strategy and speed
management.

2 February 2017

Environment Canterbury to
coordinate an investigation into
the potential to engage a
consultant to work with the Group
and draft an intersection business
plan for the region.

Environment
Canterbury

As above.
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1.

Welcome, introductions, apologies
Mayor David Ayers opened the meeting. Apologies were noted. It was noted that it
was a short meeting as the workshop on the development of the National Road Safety
Strategy with the Ministry of Transport would commenced at 10.30.

2.

Minutes of the previous meeting
The Minutes of the meeting held 9 August 2018 were confirmed.

3.

Update from Road Safety Co-ordinators Group

Daniel Naude provided an update on the Road Safety Co-ordinators Group.
4.

Update on research on attitudes to road safety

Kathy Graham provided an update on the research report. The draft report is due on 9
November.
5.

Speed management

Lorraine Johns provided an update on speed management and a discussion followed.
There is a need to ensure any regional plan compliments national work underway.
Consistency is the main purpose, and there is a need to get political consensus across the
region. In responding to the views and wishes of the community, we have to deal with the
fact that the community may not fully understand why we would be wanting to manage
speed better. Some councils may not reduce speed limits due to public pressure.
Should we be consulting on whether a technical assessment is right or wrong, or should the
focus be on asking if there are any additional safety or other issues of which we are not
aware? Further guidance is needed from government on how RCAs should approach
consultation and deal with dilemmas.
6.

Any other businesses

David Scarlet reported back on how the Investment Assessment Framework balances travel
time and safety benefits.
There are two parts: results alignment (strategic fit), and benefit-cost ratios. Safety is a key
result, as is access to economic and social opportunities. Safety does have a higher priority
if addressing the top ten percent of roads where highest DSIs are – and if reducing DSI by
40% or more, the highest priority results alignment will apply.
The document supporting the assessment of local road, and regional and state highway
improvement activities, goes into more detail about the assessment criteria for each of the
GPS priorities, including safety.
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Jennifer Harris provided an update on ACC activities. ACC are currently consulting on the
levy setting process. There is a proposal to provide a $200 reduction to motorcyclists.
7.

Cost effective mass action intersection safety assessments

Marcus Brown from Beca spoke about cost effective mass action intersection safety
assessments. It was agreed the presentation would be circulated.
The meeting closed at 10.40 and went into a workshop with the Ministry of Transport on the
development of the National Road Safety Strategy.
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Transport Officers Group Report
Purpose
1.

To inform the Canterbury Regional Transport Committee (RTC) about the work of the
Transport Officers Group (TOG).

Role of the Transport Officers Group
2.

The role of TOG is to advise the RTC on technical and strategic regional transport
matters, and oversee, facilitate and coordinate the development of the Canterbury
Regional Land Transport Plan (RLTP) (including any variations).

Recommendations
That the Regional Transport Committee:
1.

Receives the Transport Officers Group Report.

Key Points
3.

TOG met on 18 October 2018, with the draft notes from this meeting appended to this
report. Items discussed at the meeting of concern and interest to the RTC include:
•

Discussion on Targeted Enhanced Funding Assistance Rates

•

Proposed update of Transport Officers Group’s Terms of Reference.
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Transport Officers Group (TOG) – draft notes
Date:

Thursday 18 October 2018

Time:

1.00pm – 3.00pm

Venue:

Selwyn District Council, 2 Norman Kirk Drive, Rolleston

Attendees:

Richard Holland (CCC), Andrew Dixon (TDC), Andrew Mazey (SDC),
Lorraine Johns (ECan), Lominga Vaaelua (HDC) Geoff Rhodes (ADC).
Darren Fidler (ECan), Chris Gregory (KDC), Scott Mackenzie (MDC),
Yvonne Warnaar (WDC), Gina Gilbert (NZTA), Andrew Washington (NZTA).

Apologies:

Brian Fauth (ADC), Joanne McBride (WDC), Steve Higgs (NZTA), Michael
Jacobson (CCC) Sam Elder (ECan), David Edge (HDC).

The meeting commenced at 1.15pm
Summary of outstanding actions
Meeting

Action

Who

Status

18 October
2018

Darren Fidler will work with Yvonne Warnaar,
and will talk to Dave Darwin to understand the
status of the national data project and look to
see how region-wide data might be
incorporated.

Darren
Fidler,
Yvonne
Warnaar

In progress

18 October
2018

Members to send Lorraine Johns any ideas on
updating the Group’s terms of reference

All

In progress

8 August 2018

Develop an issues register to record issues
identified by officers

Lorraine
Johns

In progress

3 August 2017

NZTA update on the Transport Agency
Investment Proposal / key infrastructure
projects / other key matters

NZTA

Standing item

1.

Welcome, introductions, apologies
Lorraine Johns opened the meeting. Apologies were noted.

2.

Minutes of the previous meeting
The Minutes of the meeting held 9 August 2018 were confirmed. Lorraine noted that
Environment Canterbury was considering an external SharePoint site to support the
issues register proposal.
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3.

NZTA update
•

Andrew Washington provided an update on Targeted Enhanced Funding
Assistance Rates, Brougham Street, and central government work on safety.

•

The engagement plan for Brougham Street has been finalised, a problems
workshop held, and a benefits workshop planned. The project is slightly behind
timeframes, due to time spent reviewing the current evidence base. The Detailed
Business Case should be completed by October 2019.

•

Safe network programme - NZTA has been looking at the highest risk locations
(both local roads and highways) and has identified a potential programme of
actions, that will need to be ranked in order of priority. There will be a new
approvals pathway for this work and standardised delivery options – a decision is
to be made about whether local share will not be required. Simple implementation
plans may be developed at a regional level, with shared delivery, allowing smaller
councils to take advantage of NZTA procurement strategies. This work is still
sensitive, and announcements are expected in November.

•

Speed management – NZTA is progressing work on speed limit reviews. All local
councils will be approached to work with NZTA on reviews, which will support
consistency.

•

Targeted Enhanced Funding Assistance Rates – councils to separate out minor
improvements from continuous programmes, and progress as low cost/low risk.
Andrew will send a spreadsheet out for councils to complete. For larger works, a
letter to Jim Harland at NZTA will be required, confirming that any local share
savings would be reinvested in the transport programme over this NLTP.

4. Uptake of Targeted Enhanced Funding Assistance Rates
Christchurch City Council and Selwyn District Council have identified additional projects and
are likely to need to make variations to the Regional Land Transport Plan as a consequence.
Lorraine Johns advised that the 6 December RTC meeting had been cancelled, as the first
meeting of 2019 will be on 31 January, and two meetings in such close proximity would not
be necessary. Councils were encouraged to make any variations in January, as the following
RTC meeting would not be until May.

5. Resilience project
Darren Fidler presented to the Group.

6. Freight mode shift project
Darren Fidler presented to the Group.
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7. RTC work programme update
Lorraine Johns spoke to this item, and highlighted the recent visitor flows report produced by
NZTA, and carried out on behalf of the South Island Regional Transport Committee Chairs
Group. This work is likely to be taken up by the Mayoral Forum as part of South Island-wide
work on a destination management plan.

8. Update of TOG terms of reference
Lorraine Johns advised that the Terms of Reference were due to be updated as part of the
sub-group review, and asked that members send her any ideas on changes that might be
required.

9. Draft agenda for next RTC meeting (31 January 2018)
Lorraine Johns spoke to this item. The next meeting is likely to focus on freight mode shift
and road safety.

10. Information needs for business case/activity management planning
TOG discussed what work was needed in relation to information needs for business
case/activity management planning.
There is some information that should be gathered regionally, rather than individually. There
is also some information that is not being gathered (e.g. that outside of the RAMM). RAMM
data quality issues are being considered by REG and do not need to be managed outside of
that forum.
Darren Fidler will work with Yvonne Warnaar, and will talk to Dave Darwin to understand the
status of the national project and look to see how region-wide data might be incorporated.
There is an interest in seeing how Canterbury compares against other regions in terms of
REG data quality.
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Variation to Canterbury Regional Land Transport Plan – Addition of
Canterbury SH Speed Management Guide Implementation and
Christchurch Transport Modelling Suite
Purpose
1. To amend the Regional Land Transport Plan (RLTP) pursuant to section 18D of the Land
Transport Management Act 2003 (LTMA) by adding the Canterbury SH Speed
Management Guide Implementation project and Christchurch Transport Modelling Suite
into the programme of activities for the NZ Transport Agency.

Overview
2. The Regional Transport Committee (RTC) may prepare a variation to its RLTP during the
6 years to which it applies if the variation addresses an issue raised by a review; or good
reason exists for making the variation.
3. A variation may be prepared by the RTC at the request of an approved organisation or the
New Zealand Transport Agency or on the RTC’s own motion. The RTC must consider any
variation request promptly.
4. The provisions of LTMA that apply to the preparation of a full RLTP apply with the
necessary modifications to a variation of an RLTP. Consultation is not required for any
variation that is not deemed significant in the criteria set out in the RLTP or that arises
from the declaration or revocation of a State Highway.
5. The RTC may recommend that Environment Canterbury vary the RLTP. Final approval of
the variation rests with Environment Canterbury.
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Recommendations
That the Canterbury Regional Transport Committee:
1.

Notes that the following state highway activities are proposed as a variation to the
Regional Land Transport Plan:
a. Canterbury SH Speed Management Guide Implementation project; and
b. Christchurch Transport Modelling Suite

2.

Determines that, on the basis of the information contained in this report, good
reason exists for making the variation described above.

3.

Determines that, on the basis of the information contained in this report, the
requested variations are not significant.

4.

Agrees to vary the Regional Land Transport Plan by adding the proposed activities
to Appendix 1 “Regional programme details”.

5.

Recommends these variations to Environment Canterbury.

Key points – Canterbury SH Speed Management Guide
Implementation
6. The Government Policy Statement on Land Transport (GPS) 2018 presents a number of
changes in direction for the New Zealand transport system, including prioritising a safer
transport system free of death and injury.
7. In particular, GPS 2018 supports investment in state highways and local roads to
accelerate the implementation of the new Speed Management Guide, focusing on treating
the top 10 percent of the network which will result in the greatest reduction in deaths and
serious injuries, as quickly as possible. This Guide was developed to provide a nationally
consistent approach to speed management, delivering both a safe system and network
efficiency.
8. MegaMaps (the Safer Journeys Risk Assessment Tool) is used to assess an appropriate
operating speed for all roads, both local roads and state highways. The results from this
technical exercise can then be used to increase community awareness and understanding
of road risk, informing local communities so that they can effectively engage in discussions
on proposed interventions.
9. The Canterbury SH Speed Management Guide Implementation project covers the
identification and implementation of the highest benefit safety improvements on the state
highway network within the Canterbury region and is part of the three year nationwide Safe
Network Programme announced by the Minister on 16 December 2018.
10. The work will cost $1.82m (exclusive of admin costs) and be completed under Work
Category 324 “Road Improvements” with 100% Funding Assistance Rate. The estimated
cashflow is $300,000 in 2018/19, $800,000 in 2019/20 and $720,000 in 2020/21.
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11. This project is strongly aligned with the RLTP priority investment area of improving road
safety outcomes for all transport users.
12. The Significance Policy in the RLTP provides that a variation is not generally considered
significant if it involves the addition of an activity that has a value of less than $5 million.
This variation is low cost and we have not identified any considerations that suggest it is
significant. As such, public consultation is not required.
13. Complementary projects may be required on local roads and these may be the subject of
later RLTP variation requests. NZTA and local road controlling authorities will work
collaboratively on developing the detailed programmes of work required.

Key points – Christchurch Transport Modelling Suite
14. The Christchurch Transport Modelling Suite comprises the Christchurch Transport Model
(CTM) and the Christchurch Assignment Simulation Traffic model (CAST) and provides
the basis to assess transport system performance of the Greater Christchurch area.
15. The models produce network performance outputs that provide decision makers and
funders confidence that their investment is going to achieve the desired outcomes. This
includes:
a. Economic benefits through an understanding of travel demand, travel time,
speed and distance impacts;
b. Social impacts through an understanding of travel demands between places,
traffic and public transport volume changes and levels of accessibility; and
c. Environmental impacts through traffic volume changes and emissions profiles.
16. The CTM is a strategic land-use/transport model that was calibrated based on 2006
Census and Household Travel Survey information, and travel patterns may have
changed since, especially due to major changes following the Canterbury earthquakes
(2010/11). The land-use has been updated to 2013 Census but needs to be updated to
2018 Census and observed travel patterns need to be checked and updated to ensure
the models provide a robust basis for land-use and transport impact assessment.
17. The CAST traffic assignment model only covered Christchurch City area and needs to be
extended to Selwyn and Waimakariri District to provide a consistent transport analysis.
18. The GPS 2018 Strategic Priority of value for money states: “Delivering the right
infrastructure and services includes responding to the investment signals in GPS 2018.
The NZ Transport Agency and regional authorities need to provide high quality analysis
to input into a rigorous, fit-for-purpose investment analysis system."
19. A robust transport modelling suite is key to that analysis system.
The proposed variation will enable the Christchurch Transport Modelling Suite to be
revalidated to Census 2018 with an update of land-use, network and travel pattern
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representations. The models will be developed and funded under the Greater
Christchurch Partnership arrangement for modelling work.
20. This variation is for the NZTA component of the anticipated development costs for
$80,000 (2018/19) and $200,000 (2019/20), exclusive of admin costs. It will be funded
under Investment Management: Work Category 2: Transport model development, with
100% Funding Assistance Rate.
21. This variation is low cost and therefore not significant. Public consultation is not required.
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Variation to Canterbury Regional Land Transport Plan – Public
Transport Futures Business Case
Purpose
1. To amend the Regional Land Transport Plan (RLTP) pursuant to section 18D of the Land
Transport Management Act 2003 (LTMA) by adding the following items:
• Future PT Business Case Implementation: Stage 1 and 2; and
• Future PT Business case Implementation: Stage 3.

Overview
2. The Regional Transport Committee (RTC) may prepare a variation to its RLTP during the
6 years to which it applies if the variation addresses an issue raised by a review; or good
reason exists for making the variation.
3. A variation may be prepared by the RTC at the request of an approved organisation or the
New Zealand Transport Agency or on the RTC’s own motion. The RTC must consider any
variation request promptly.
4. The provisions of LTMA that apply to the preparation of a full RLTP apply with the
necessary modifications to a variation of an RLTP. Consultation is not required for any
variation that is not deemed significant in the criteria set out in the RLTP or that arises
from the declaration or revocation of a State Highway.
5. The RTC may recommend that Environment Canterbury vary the RLTP. Final approval of
the variation rests with Environment Canterbury.

Recommendations
That the Canterbury Regional Transport Committee:
1. Notes that the following public transport activities are proposed as a
variation to the Regional Land Transport Plan:
• Future PT Business Case Implementation: Stage 1 and Stage 2; and
• Future PT Business case Implementation: Stage 3
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2. Determines that, on the basis of the information contained in this report,
good reason exists for making the variation described above.
3. Determines, on the basis of the information contained in this report, that the
requested variation is not significant.
4. Agrees to vary the Regional Land Transport Plan by adding the proposed
activities to Appendix 1 “Regional programme details”.
5. Recommends this variation to Environment Canterbury.

Key points
6. The Greater Christchurch Partners (Environment Canterbury, NZTA, Christchurch City
Council, Selwyn District Council and Waimakariri District Council) have collaborated on
the Greater Christchurch Future Public Transport Programme Business Case.
7. The Programme Business Case is now complete and the resulting report “Greater
Christchurch Public Transport: A Case for Investment” is attached. This report was
provided to the New Zealand Transport Agency Board in late 2018.
8. The report provides an updated investment story on the future of public transport in Greater
Christchurch. It sets out the case for investment, the key programme elements and their
sequencing, the economic case for the programme, and next steps. The programme
implementation strategy outlined in the report will position Greater Christchurch to respond
effectively to the changing travel demand caused by growth, while remaining sufficiently
flexible to incorporate advances in technology and service provision.
9. The Programme Business Case identified the public transport network design and services
required to optimally meet the region’s regeneration and growth opportunities over the next
30 years, closely linking with land use planning objectives. Further funding is required to
undertake the next steps of business case development.
10. Three programmes are proposed as follows:
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11. The Foundations and Rest of Network programmes will be combined as stages 1 and 2 of
the implementation programme, at an indicative cost of $800,000. The Mass Rapid
Transport programme will be progressed as stage 3 of the implementation programme,
with an indicative cost of $2 million. All programmes will be completed in 2019/20.
12. Environment Canterbury has been advised by the NZ Transport Agency that this work will
be eligible for the Targeted Enhanced Funding Assistance Rate of 75.5%, subject to
receipt of a completed application that fulfils the criteria and alignment required and
approval by NZTA
13. The cost of this work will be shared between Greater Christchurch partners, with
Environment Canterbury applying for funding through the Regional Land Transport Plan
on behalf of all councils based on existing partner funding agreement for the Future Public
Transport Business Case.
14. The Significance Policy in the RLTP provides that a variation is not generally considered
significant if it involves the addition of an activity that has a value of less than $5 million.
This variation is low cost and we have not identified any considerations that suggest it is
significant. As such, public consultation is not required.
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Item 11.2 Attachment 1

Greater Christchurch Public Transport:
A Case for Investment

“We have a great opportunity to anticipate
growth in Canterbury by shaping future
land use and integrating transport options.
Mō tātou, a, mō kā uri a muri ake nei.
For us and for those who follow.”
Steve Lowndes
Chair, Environment Canterbury
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Future of Public Transport in Greater Christchurch: A
Case for Investment - Summary of Programme
Business Case

Introduction
This document provides an updated investment story on the future of public transport in Greater Christchurch. It
sets out the case for investment, the key programme elements and their sequencing, the economic case for the
programme and next steps.
The PBC was prepared by the Greater Christchurch Public Transport Futures Project Team on behalf of the Greater
Christchurch Partnership. The project team followed the NZ Transport Agency business case process; it was
workshop led and developed through a collaborative process. Further detail on the process is provided in the full
PBC and summarised at Attachment 1.
This PBC has undergone several reviews including:
a)
b)
c)
d)
e)

Internal review of the document by Partnership staff
External Peer Review by Aurecon/MR Cagney – including revised investment profile
Investment review by NZTA staff
Review by “Dragon’s Den” Review Panel of officials from NZTA and the Ministry of Transport
Elements of the recommendations from the Business Case were included in the draft Regional Public
Transport Plan.

The programme implementation strategy set out in this summary document, will position Greater Christchurch to
respond effectively to the changing travel demand caused by growth while remaining sufficiently flexible to
incorporating advances in technology and service provision. It is consistent with the spatial planning objectives for
Greater Christchurch and will complement the wider investment in the regeneration of Christchurch.
Environment Canterbury, on behalf of the Greater Christchurch Partnership, is seeking the endorsement of partner
organisations for the proposed programme outlined in this document, and a commitment to undertake the next
stage of business case development. Their endorsement will enable decisions to be made on funding and
implementation as part of the next round of long-term plans.

The Vision for Greater Christchurch
Canterbury is the fastest growing region outside Auckland and is projected to experience higher growth than
Hamilton, Tauranga, Wellington City and Queenstown combined over the coming decades. The main growth areas
are Christchurch City and Waimakariri and Selwyn Districts. The National Policy Statement on Urban Development
Capacity (NPS-UDC) identifies Greater Christchurch as a high growth urban area.
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To plan for growth, the vision for Greater
Christchurch has been developed via the
Greater Christchurch Urban Development
Strategy.
The Strategy provides the primary
strategic direction for the Greater
Christchurch area including: the location
of future housing, development of social
and retail activity centres, areas for new
employment and integration with
transport networks.

Figure 1 Population projections in NZ fastest growing regions
(Statistics NZ)

A strategic pathway has been developed
to support the vision and create
opportunities for growth through
investment in commercial and residential
development in key areas. Transport is a
key component of its integrated approach
to land use development.

Vision for Greater Christchurch - By the year 2041, Greater Christchurch has a vibrant inner city and suburban
centres surrounded by thriving rural communities and towns, connected by efficient and sustainable
infrastructure. There are a wealth of public spaces ranging from bustling inner city streets to expansive open
spaces and parks, which embrace natural systems, landscapes and heritage. Innovative businesses are
welcome and can thrive supported by a wide range of attractive facilities and opportunities. Prosperous
communities can enjoy a variety of lifestyles in good health and safety, enriched by the diversity of cultures
and the beautiful environment of Greater Christchurch.
Greater Christchurch Urban Development Strategy
Vision for Public Transport - Public transport is innovative and successful and sits at the heart of a transport
network that supports a thriving, liveable greater Christchurch. The public transport system is accessible and
convenient, with high quality, zero emission vehicles and facilities. The system gets people where they want to
go – as a result it is well used and valued by the people of greater Christchurch.
Draft Canterbury Regional Public Transport Plan 2018-2028

Investing in the Growing City
Projected Growth
It is anticipated that the population of Greater Christchurch will increase by 158,000 by 2048 taking the sub-region
population to 640,000. The projected population of Greater Christchurch up to 2048 is illustrated in Figure 1. The
largest concentrations are within 10 km of Christchurch CBD – an important consideration for public transport
investment.
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Figure 2 Population and distance from the Christchurch City Centre

The largest concentration of employment will be in Christchurch CBD which will continue to play a critical role in
supporting the regional economy and employment opportunities. There will be around 60,000 additional
employees working in Christchurch CBD by 2048, with additional, more dispersed growth located around in Key
Activity Centres (KACs), particularly along the City-Riccarton-Hornby corridor and Papanui.

Figure 3 Greater Christchurch Employment Growth 2018 -2048

Implications for Public Transport
The continued growth and regeneration of Christchurch provides an opportunity to ensure that transport
infrastructure and land use are closely integrated. The projected level of urban growth will require a successful,
evolving public transport system that supports key commercial and residential growth areas. In time, the nature
of urban growth will provide the right conditions for the public transport system to grow and succeed further.
Like many cities, private vehicles are the dominant mode of transport in Greater Christchurch with 83% of people
driving to work. This level of private vehicle reliance has resulted in increasing impacts on the transport network
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including congestion and delays on key corridors. Unless steps are taken to invest in alternative modes and reduce
reliance on private vehicles, increased travel demand during the next 10 years and beyond will exacerbate peak
time congestion and generate significant impacts on the environment, health, and safety.
Modelling indicates that average speeds at the AM peak period could fall substantially by 2048, especially for trips
between Selwyn, Waimakariri and Christchurch. Average travel speeds in the morning peak could reduce by over
6km/h over the next 30 years (from 42km/h in 2013 to 36km/h in 2048) 1.
Public transport investment will be vital to
accommodate increasing demands on the transport
network. Investing now means proactively ensuring
that Christchurch has a well-functioning transport
network that can meet future needs and aligns with
planned commercial and residential growth areas.
The investment decisions will be critical to shaping the
region and providing a foundation that supports
population growth. Investment in more sustainable
forms of transport is part of that foundation to ensure
Greater Christchurch remains a great place to live, visit,
work and play.

Environment Canterbury is the lead agency responsible
for planning and operating urban public transport
services.

Christchurch City, Waimakariri and Selwyn

District councils to provide public transport infrastructure
to support its services.

The partnership for urban

transport sits within the Greater Christchurch Partnership
governance who actively advocate for the urban transport
needs at a national level

Christchurch has unique opportunity to plan for public transport system that matches future growth.
Current investment in public transport per person in Christchurch is lower than Auckland and Wellington.
Investment in those regions has increased public transport patronage. Investment in Christchurch will provide a
similar platform for a future transport network that meets the needs of a growing population and contributes to
safer, more sustainable and accessible transport choices.

A Regenerating City
The regeneration of Christchurch CBD is integral to the wider vision for Greater Christchurch providing a vibrant
centre that supports regional economic activity and employment. A successful inner city will see significant
business and retail activity by day, supported by afterhours activity in the evening and weekends.
A significant amount of rebuilding has occurred since the Canterbury earthquakes and the Greater Christchurch
population has exceeded pre-quake levels.
Since the earthquakes, Christchurch’s public transport patronage has been impacted by the pace of recovery, city
centre employment and public facilities. During the next 3-5 years, this headwind will turn into a tailwind for
public transport patronage. Significant developments will come online in Christchurch CBD that will contribute to
employment numbers and bring more activity.
Continuing redevelopment of Christchurch CBD is central to the region’s recovery and regeneration. Regeneration
of the Christchurch CBD is ongoing, and several key projects (Figure 4) are nearing completion. Combined with
increased commercial activity, these projects will stimulate activity in the Christchurch CBD and create increased
demand for access to the CBD from surrounding suburbs and other districts.

1 http://www.greaterchristchurch.com/assets/Documents/greaterchristchurch/Capacity-Assessment-reports/Report-5-Business-Development-Capacity.pdf

Most of the delays that would reduce these speeds would likely occur within Christchurch City Council boundaries, as a high proportion of Selwyn and
Waimakariri residents travel into the City each day for work, education, shopping and recreation.
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Completed

2018
Tūranga (Central
Library)
Hoyts Cinema and
food emporium
Riverside Market &
Emporium
Cashel Street Retail

2019
Christchurch Town
Hall
Ao Tawhiti Unlimited
Discovery

2020
Te Pae (Convention
Centre)
Arts Centre

Ballantynes extension

2021
Court Theatre (TBC)

2022

Metro Sports Facility

Christchurch Stadium

Spark Office Building
Unlmited High School
Figure 4 Key Central City Projects Stimulating Activity

Christchurch City Council (CCC) is also working on a Central City Residential Programme which aims to increase the
residential population of the Central City from 6,000 in 2018 to 20,000 in 2028.
Public transport, especially rapid transit2, has a key role to play in stimulating this regeneration. Greater
Christchurch’s existing public transport network provides a good foundation for the work set out in the PBC with
key public transport corridors aligned with projected growth and access routes.
The Christchurch District Plan, supported by the CCC Long-Term Plan, provides substantial opportunities to
redevelop and intensify existing urban areas to meet both housing and business needs. This includes in and around
the Christchurch CBD, key activity centres, larger neighbourhood centres and nodes located along core public
transport corridors.
Urban expansion in Christchurch is constrained by the Pacific Ocean to the East, the protection of the Outstanding
Natural Landscapes of the Port Hills and Bank Peninsula to the South, the Airport and Groundwater Protection
Zone to the West, and flood risk and protection of versatile soils to the north. Redeveloping and intensifying
existing urban areas in Christchurch City is essential to accommodate the growing needs.
Integrating land use and transport is supports an efficient public transport network and is important for rapid
transit. Each can have a positive influence on the others by improving the accessibility of an area and supporting
growth and housing density around rapid transit corridors and stations. This is essential to maximise the benefits
from the large investment required to build and operate rapid transit.
Previous public transport assessments of rapid transit potential in Christchurch focussed on the corridors that
generate the highest potential patronage to and from the CBD. This focus is still relevant.
By investing in rapid transit services and encouraging higher density development along high demand corridors,
more people will be able to access jobs, services, recreation and education without necessarily having to rely on a
private vehicle. Ensuring public transport is increasingly usable for all people has major social, environmental and
economic benefits.

2

Such as light rail, rapid bus ways or automated trackless trams.
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Figure 5 Corridors - Showing Land Use Alignment

It is anticipated that half of all the jobs in Christchurch will continue to be located around the south west corridor
between the Central City and Hornby and nearby suburbs, including Sydenham, Addington, Riccarton, Ilam,
Sockburn, and Wigram. As Christchurch grows, travel demand along this corridor will continue to intensify.
Providing rapid transit along this corridor will provide an attractive alternative to private vehicle travel, make it
easier for people to access work, and catalyse housing development.
The Northern Corridor (Christchurch CBD to Belfast via Papanui) is another opportunity where the provision of
rapid transit will stimulate redevelopment.
Now is the opportunity for investment in public transport whilst the city is rebuilding, to shape the rebuild and
before opportunities to use space for public transport is taken up with other development.

Public Transport and Patronage
Greater Christchurch has a comprehensive network of public transport services, throughout Christchurch City,
linking Christchurch with Rolleston, Lincoln, Burnham, Prebbleton, Kaiapoi, Rangiora, Pegasus, Woodend and
Waikuku. The Greater Christchurch public transport system includes bus priority measures on some road corridors.
The network consists entirely of bus services except for one ferry route connecting Diamond Harbour with
Lyttelton.
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Prior to the Canterbury Earthquakes public transport patronage in Christchurch was steadily increasing, peaking
at just over 17 million per annum. The public transport network was largely radial, based on connecting to the
Christchurch CBD. Its evolution was strongly influenced by a previous tram network that operated until the 1950s.
Changes to the Christchurch bus network between 1999 and 2006 saw Christchurch identified as the best and
most economical public passenger transport system in Australia and New Zealand.
Following the Canterbury Earthquakes more than 6000 businesses were displaced, and 13,500 residents left
Christchurch City. Many relocated to the outer suburbs or to neighbouring districts. This had a significant impact
on public transport patronage due to the complexity of providing a transport network that could serve a more
dispersed population.
Eight years on, the population of Christchurch has recovered and grown further through high international
migration and the regenerating city. The recovery has now reached an inflexion point as the regeneration gathers
momentum and businesses return to the CBD.
For the first time since the earthquakes, trip numbers are on the rise. As of June 2018, current patronage is 13.6
million trips each year. This represents a public transport mode share of 2.25%.

Current Travel Choices
A key aim of this programme is to double public transport mode share to around 5% by the late 2020s, with further
increases in later years. This can only be realised by providing a public transport system that is convenient and
competitive. It is also about providing real choice for people who need to travel within Greater Christchurch.
At February 2017 there were 3,900 businesses employing 35,000 employees in Christchurch CBD. As illustrated in
figure 1, many people live within 10km of the city while others travel from further afield or from Waimakariri and
Selwyn Districts. Other employment and activity locations are spread across Christchurch commercial and
industrial areas.
11,200 workers commute between Selwyn and Christchurch each day. 10,700 workers travel from Waimakariri.
Most commuter traffic comprises single occupancy vehicles with an estimated 85% of vehicles crossing the
Waimakariri River transporting only one person.
Past growth and changing demographics have contributed to increased vehicle ownership and continued growth
in vehicle numbers. The projected level of growth will place additional demand and pressure on transport, mobility
and access. Increasing demands are being placed on the transport network to accommodate peak time commuter
movements into Christchurch.
Future travel choice will be determined by journey need and how well the land use patterns and form
accommodate different transport options invested in during preceding years. Investing in the right infrastructure
at the right time, will support growth and avoid the need for retrofitting at greater economic and social cost.
Initial research indicates some shift towards public transport use for younger people with lower rates of licensing
and car ownership3. Evolving technology, information provision and changing travel behaviours will also mean
current approaches to meeting increasing mobility will change.
The current reliance on private vehicles for travel is simply not sustainable and will result in a failing transport
system. For the region to remain productive, traffic volumes cannot grow at the same rate as the population as
this will result in more congestion and longer journey times. A shift to alternative modes is essential.

3

http://www.nzta.govt.nz/assets/resources/research/reports/569/docs/569.pdf
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Land Use and Transport Integration
Integrated land use and transport planning can support opportunities to use viable alternatives to private vehicle
use and improve transport choice. Conversely, a lack of integration can reduce transport choice and consequently
encourage greater car reliance.
The current spatial planning framework set out in the Canterbury Regional Policy Statement (CRPS), Urban
Development Strategy (UDS), district plans and Christchurch public transport planning, is consistent with
commercial centres and priority growth areas. The framework and its context within the national planning
framework, is shown in Figure 6.
The planning framework developed in response to the earthquakes operates as part of a collaborative planning
environment. The UDS, and amendments to the CRPS provided a foundation for more specific statutory planning
processes set out in the Waimakariri, Selwyn and Christchurch District Plans. The key objective is to enable and
support earthquake recovery and rebuilding through to 2028.
The CRPS sets out the framework for co-ordinated land use and an infrastructure framework for the recovery of
Greater Christchurch. It includes existing urban areas and priority areas for development for Greater Christchurch.
These areas provide enough land zoned for urban purposes to enable recovery and rebuilding through to 2028.

Figure 6 Overview of Strategic Framework
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The local framework focuses on:
•
•
•
•

Consolidation and intensification of urban areas through higher density living environments in existing
areas
Reinforcing the role of the Christchurch central business district
Managing growth of towns in Waimakariri and Selwyn, and
Consolidation of the existing settlement of West Melton.

The settlement pattern is integral to the planning for public transport and integration of transport infrastructure
and land use is a key policy.
Key Activity Centres (KACs) provide a focus for commercial activities and residential intensification. Because of
their density, mix of activities and location on strategic transport networks, Key Activity Centres support the
provision of public transport and intensification of residential activity within surrounding residential areas. KACs
also provide for more intensive mixed-use development and provide the focal areas for employment, community
activities and the transport network. All are well established and have core or high frequency public transport
routes serving them being near the key transport corridors.
The spatial pattern for Greater Christchurch aims for smaller and consolidated urban footprints to encourage the
use of less energy, especially those areas where travel patterns can be reduced through optimum relationships
between residential, employment, shopping, educational and recreational activities. This will provide better
opportunities and choice for people in terms of transport modes. Public transport planning is integral to this
objective.
The new locations for intensification are drawn from the strategic direction established through the UDS and
implemented through the CRPS. This directs the Councils to focus intensification on activity centres for the
purposes of the meeting household demand and supporting centres in the recovery period (until 2028).
The new planning framework encourages higher density living environments, mixed use and a range of housing
types in and around the Christchurch CBD, KACs, larger neighbourhood centres, and on brownfield sites. A key
objective is to integrate strategic infrastructure and services with land use development. Greenfield development
is limited to priority areas to prevent further dispersal.
The planning framework provides for 30 households per hectare in some suburban areas and 50 houses per
hectare in the Christchurch CBD. A summary of current activity and density is provided in Table 1. This data
demonstrates employment numbers and existing agglomeration around KACs (and therefore key corridors) and
the Christchurch CBD; it also demonstrates there is significant opportunity for increased density that is yet to be
realised. This provides a robust foundation for investment in a public transport network to support future growth,
more intensive residential development ad Transit Orientated Developments (TOD) along key corridors.
New areas of medium density should be reasonably accessible to a key or neighbourhood activity centre of a size
and diversity that provides a wide range of facilities and services; and in addition, also be accessible to public
transport (10-minute walk) and open space.
The public transport network is based on high frequency routes along key corridors. The 2018-28 Draft Regional
Public Transport Plan proposes increased frequency on another four routes. Hornby, Riccarton, Papanui, are
located on the key corridors. Along with Barrington, Shirley and Linwood, these locations are identified as public
transport interchange points where several bus routes converge in a coordinated way to connect services for
onward journeys. Consequently, these centres offer a high degree of accessibility to the bus network.
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Table 1 Key Centres - Summary of activity and density (2017)

Centre

Employees

Adjoining Housing

Households

Current density

High

(2017)

Zoning Density*

within 400m of

(houses/ha)

Frequency PT

centre

connection

Christchurch CBD

35,000

Medium – High

3,000

Y

Papanui

2,801

Low - Medium

1,149

Shirley (The Palms)

1,224

10.0

Y

Low - Medium

813

6.4

Y

Linwood

976

Medium

927

10.0

Y

New Brighton

388

Medium

348

8.4

Y

Belfast / Northwood

648

Low - Medium

639

1.6

Y

Riccarton

4,325

Low - Medium

3,501

14.2

Y

Halswell

314

Low

1,266

9.6

Y

Spreydon (Barrington)

660

Medium

1,140

10.8

N

678

6.4

Y

Hornby

2,211

Low - Medium

*Medium – 30/ha, High – 50/ha

Alignment with Central Government Priorities
The need for investment in public transport is driven by growth and a commitment to achieving a better
environmental, social and economic outcome for Greater Christchurch and New Zealand.
Government priorities for the land transport system are set out in the Government Policy Statement 2018 (GPS),
The Government’s objectives are a land transport system that:
•
•

is safe, free of death and injury
improves access to economic and social
opportunities
• improves resilience, and transport choices
• enables better environmental outcomes
• delivers the best possible value for
money.
The GPS identifies an increased focus on urban
areas to ensure that transport and land use
planning reduces the need to travel by private
motor vehicles, by:
•

Improving access by reducing the need to
travel long distance to access
opportunities like employment, education
and recreation
• Supporting a mode shift for trips in urban
areas from private vehicles to more
Figure 7 Central Government Land Transport Objectives
efficient, low cost modes like walking,
cycling and public transport.
The GPS increases Central Government investment in public transport, which is expected to grow public transport
patronage by 11 percent over the next three years to 175 million passengers annually.
The investments outlined in this programme are an important step in realising the Government’s objectives and
reflect the Greater Christchurch Partnership’s commitment to moving more people on public transport, curbing
the reliance on private vehicle use, responding to the urban growth strategy for Greater Christchurch.
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The GPS is also closely aligned with regional transport objectives. A key objective of the in the Regional Land
Transport Plan is to improve levels of access in an environmentally sustainable way by increasing the attractiveness
of public transport, walking and cycling to achieve is greater use of these modes.
The draft Canterbury Regional Public Transport Plan signals that key changes in the new network centre around
increased levels of service on existing core routes, and the addition of new routes to the core network. This
provides a critical base line for future development of the public transport network, including investment in rapid
transit, to cater for longer term growth.

Greater Christchurch Public Transport Issues
What Needs Addressing?
The most common factors influencing transport choice are cost, comfort and travel time4. Similarly, the key areas
identified for improvement by this PBC are the public transport system’s reliability, connectivity, and
attractiveness. The current public transport system in Christchurch is considered unreliable due to lengthy journey
times in comparison to private vehicles. It is also regarded as a poorly connected network that does not provide
good accessibility to employment, education and services. To address these issues, both the concrete provision of
public transport services and the perception of public transport in Christchurch need to change.

Problem
Statements

These common factors are reflected in the problem statements developed as part of initial work on the
programme business case. These problem statements allow the development of an appropriately focused public
transport response to the impacts on the transport network that the projected growth will create. These
statements allowed a verification process to confirm that all interventions considered in the PBC will contribute
to addressing the defined problems and achieving the investment objectives.
The current public transport system can be unreliable, and many journey times are not
competitive with the private car. (50%)
The current public transport system is not always sufficiently integrated with existing and
planned land use in Greater Christchurch. (25%)
There is poor perception and experience of using public transport in Greater
Christchurch. (25%)

50%
25%
25%

Figure 8: PBC Problem Statements

The recommended programme developed through the PBC process aims to improve journey times and service
reliability while providing a positive experience by ensuring that interventions are customer focused, flexible and
adaptable to change.

Journey Times
Journey times are affected by congestion on roads without bus priority infrastructure, and during peak times the
efficiency of bus travel is compromised on some routes. Frequency of stops can also impact on journey time.
Increasing public transport priority and introducing frequent buses during peak times can redress the overall
journey time and increase the attractiveness of public transport relative to that of the private vehicle.
Other customer experience issues include limited off-peak service, poor-quality shelters and unreliable timetables.
Each of these can be addressed as part of wider network improvements and ongoing investment in public
transport.

4

Environment Canterbury’s Perceptions of Christchurch Public Transport – Crowd Testing, November 2017
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Reliability
The current reliability of inbound bus services is between 70% - 90%. Reliability increases where buses are given
priority over other vehicles using the road. The maximum demands on any corridor occur near Christchurch City
area due to greater congestion, lack of priority bus lanes and increasing road users converging during peak
demand.
Customers travel needs also influence perceptions of public transport reliability. For example, a person with
multiple trips during the day and time constraints is likely to perceive public transport as less reliable, compared
with a private car. Conversely, a person travelling directly from home to a place of work may find public
transport easy and reliable.

Why is this So Important – the Benefits of
Investment
Investment in Greater Christchurch’s public transport network has been the subject of extensive discussion and
research during the last 20 years. The post-quake environment provided a significant opportunity to confirm the
future public transport network, revisit long-term requirements and provide for long-term settlement patterns.
Existing investment in the strategic transport network (Roads of National Significant and Christchurch Northern
Corridor) and the completion of current projects will support journey time improvements and reliability in the
short term. However, these investments are focused on improving private car journeys. Christchurch
Transportation Model (CTM) modelling indicates that the projected population growth will negatively impact the
transport network unless investments are made to balance the transport system. Therefore, significant
investment is needed in larger scale projects to meet demand for future growth and support a mode share increase
for public transport.
Without investment to support changes in travel behaviour and mode choice, the projected growth will place
significant pressure on the transport network. The potential effects will be most severe for trips from Selwyn,
Waimakariri and western Christchurch into the central city.

Investment Objectives
Investment objectives were developed for the programme through refinement and blending of the problems,
benefits and measures.
The investment objectives reflect
initial outcomes sought for the
Greater Christchurch public transport
network.
During
engagement
with
stakeholders, it was agreed that the
investment objectives form part of a
wider vision for Greater Christchurch
and together, land use and transport
planning will shape the city.
The key focus is therefore to:
•

Support
the
objectives
for
Christchurch

strategic
Greater

Improve journey
time and
reliability of PT
services

Investment objectives
Double PT mode
share by 2028.”
and double again
by 2048

Develop an
accessible PT
system where
90% of
households can
use PT to access
one or more KAC
within 30 mins by
2028
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• Integrate land use planning with transport facilities and services
• Provide a transport enabler to improve mobility and accessibility
• Enhance real customer choice and experience.
By shaping the pattern of development and influencing the location, scale, density, design, and mix of land uses,
planning can help to facilitate an efficient transport and land use system by:
•
•
•
•
•
•

reducing the need to travel;
reducing the length of journeys;
making it safer and easier for people to access services;
reducing the impact of transport on communities;
providing a choice of travel modes; and
ensuring flexibility to meet the demands of a changing economy and market environment.

Broad Benefits
In addition to the direct benefits of increased patronage there are broader, positive outcomes for society,
environment and health including:
•
•
•
•

Reduced congestion
Better connection to education, services, employment and recreation activities.
Environmental and health benefits from reduced emissions (CO2, particulates) and transport noise;
Wider economic benefits resulting from the impact of improved accessibility on productivity, labour force
participation, and competition5.
These benefits are interrelated. For instance, a project that results in larger travel time savings and improvements
in the quality of experience will also tend to have larger benefits for productivity and labour force participation,
as it will improve access between businesses and employees.
The benefits of public transport are also realised over different timeframes – for example health impacts occur
over a person's life time. Reducing stress from commuting on congested roads will have longer term outcomes
on an individual's health. By contrast, replacing 30 cars with a single rapid transport option, will have immediate
effects on reducing emissions.

Health
Air pollution from all sources in New Zealand is responsible for 1,222 deaths per year; 900 premature deaths are
attributed to human sources6. Emissions from vehicles cause 256 premature deaths, with annual costs of $495
million, each year7. Public transport has a key role to play in reducing total emissions and effects of car-based
commuting. People who live or work in communities with high quality public transport tend to drive less and rely
more on alternative modes (walking, cycling and public transport).
The health and wellbeing benefits of active travel modes such as walking, or cycling are well established. There is
also growing evidence demonstrating the detrimental impact that commuting by private car can have on our
health and wellbeing. This includes impacts on mental wellbeing, physiological measures (such as increased blood
pressure), or the time available for activities.
The emissions released by motor vehicles are harmful to the environment and human health, particularly in areas
where there are high traffic and congestion rates. Motor vehicles produce a complex mixture of contaminants
including particulate matter and nitrogen oxides, both are regularly measured as part of monitoring the New

5

https://www.nzta.govt.nz/assets/resources/economic-evaluation-manual/economic-evaluation-manual/docs/eem-manual-2016.pdf
http://www.hapinz.org.nz/HAPINZ%20Report%20Final%20Clean%20June%202007%20v3.pdf
7
Op. cit.
6
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Zealand airshed. Busy roads are key sources of air pollutants that can affect motorists as well as nearby residents
and employees. Motor vehicles contribute 14% of PM10 pollution in Christchurch 8.

Sustainability
Sustainability benefits are closely aligned to wider health benefits. In addition, by increasing public transport mode
share, emission increases may be avoided particularly with the adoption of electric vehicles. As higher rates of
public transport patronage are realised, reductions in emissions and fuel consumption will also be achieved. This
supports New Zealand’s policies on reducing greenhouse emissions.

Safety
Public transport can contribute to safer streets as part of wider land and transport planning approaches. An
Accessible City is implementing a transport system in the CBD based on a compact, people-friendly core with a key
focus on providing for public transport, walking and cycling. These forms of transport are inherently safer than
private car which results in fewer crashes. Moving people by bus also improves safety, lowering the overall crash
risk per person per kilometre travelled9.
Research also indicates that sustainable public transport options have significant safety benefits when introduce
as a broader package of road safety policies including street infrastructure and vehicle technology
improvements10.

Economic
Public transport can encourage and enable increased employment in key activity centres and the Christchurch
CBD. For Christchurch City, effective transport choices will help to shape the city. For Waimakariri and Selwyn,
investment in Public transport will support future growth and enable more direct and timely access to Christchurch
CBD.
Public transport infrastructure investment, particularly rapid transit, also influences residential and commercial
property values expressed through sales price and rents. Land value uplift11 arises from transport investments
which increase the accessibility and attractiveness of a location, which in turn increases the scope for
redevelopment and intensification. Land value uplift arises from the knock-on effects of a transit node, such as a
concentration of shops at transport hubs.
Over the life of the strategy, reductions in car-based commuters will also free up space that would otherwise be
required for car parking.
Economic benefits are discussed in more detailed in the Programme Business Case section of this document.

The Recommended Programme
This programme business case identifies what form of public transport network and services will optimally meet
the region’s regeneration and growth opportunities over the next 30 years, closely linking with land use planning
objectives for the sub-region.
The recommended programme provides a composite response drawing together the best performing elements
from the shortlist against the investment objectives and implementation criteria. It also considers extensive land
use and transport planning investigations that were undertaken to inform the wider vision for Greater Christchurch
during the past 20 years.

8

https://www.pce.parliament.nz/media/1256/the-state-of-air-quality-in-new-zealand-web5.pdf
https://www.apta.com/resources/reportsandpublications/Documents/how_transit_benefits.pdf
10
https://wrirosscities.org/sites/default/files/Saving-Lives-with-Sustainable-Transport-EMBARQ.pdf
9

11

The process whereby the value flows on the transport network are capitalised into land values)
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The programme incorporates an integrated set of interventions ranging from continuous public transport priority
lanes and Rapid Transit, to state-of-the-art vehicles, higher frequency and extended operating hours, and
improved information provision.
The programme is staged to develop a flexible network that can respond to changes in travel demand through
population growth, settlement patterns, and external factors such as emerging technology or pricing.
The programme identifies future corridors however, it does not confirm the mode, exact alignment or precise
timing. The programme also focuses on the areas closer to the CBD, the northern corridor and the south west
corridors. This ensures alignment with spatial planning objectives, building on existing corridors and addressed
problem spots in the network. Those ‘problem’ spots include congestion points and gaps in bus priority.
This demonstrates good use of the Transport Agency intervention hierarchy to achieve investment value for
money.

High Level Benefits

Tools

Reduced
journey time

Marketing
User incentives
Bus stop improvements
ITS operational management
Park & Ride
Cycle parking & facilities
Improved connections
High Frequency routes
Bus priority lanes
Intersection priority
Demand Responsive Services
State of the art vehicles
Mass Rapid Transit
Higher density development
Key Activity Centres
Mixed Use Development
District Parking Rules
Corridor Protection
Transit Oriented Development
Traffic Calming
Travel Demand Management
Mobility as a Service
Operation and ongoing
optimisation
Complementary Measures
City Parking Strategy
Congestion Charging

Reliability

Sustainability

✓
✓

✓
✓

✓

✓

✓
✓
✓

✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓

✓

✓

✓
✓
✓
✓

✓
✓
✓
✓

✓

✓
✓

✓
✓
✓
✓
✓
✓
✓

Better
customer
experience

✓
✓
✓
✓
✓
✓

✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓

Integrated
planning

✓
✓
✓
✓
✓
✓

✓
✓
✓
✓
✓
✓
✓
✓
✓

✓

Figure 9: Programme Toolkit

The programme elements are listed in Figure 8 below. These elements are complementary and additive. No
single measure will succeed in delivering all the benefits, and multiple interventions will often be needed to
transform the public transport experience.
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•

Larger increases in bus frequencies are not a substitute for more public transport priority, as the buses
would get caught in traffic and ‘bunch up’ thereby negating some of the benefits of higher frequencies.

•

Similarly, park and ride investment without bus priority or rapid transit measures on the congested
sections of the network will not attract people out of cars.

Implementation Strategy
The programme implementation strategy positions Greater Christchurch to effectively integrate with land use and
the travel demand arising from growth. It also remains sufficiently flexible to incorporate advances in technology
and service provision.
To effectively plan the bus priority and complementary interventions, coupled with large scale interventions such
as rapid transit, it is suggested that three interrelated packages of work are progressed as business cases.
Three interrelated business cases would develop the programme elements.
The programme comprises a complementary package of tools that build in the existing initiatives and digital
strategies. Land use planning is a key component of the whole programme to ensure Greater Christchurch is
prepared to adequately accommodate and respond to future growth.
Implementation is planned but responsive to change. The business cases would progressively develop the
programme delivery in a manageable way and allow the identification of short to medium term activities without
over-investing in the programme too early.
To ensure effective implementation of the business cases, it is critical to understand the relationship between the
interventions and their delivery. In this regard there will be investment trigger points based on the progression of
the interventions in each work stream and as population growth reaches critical points. Further investigation is
required to determine the specific trigger points; however, these are likely to include population growth,
patronage, travel times and settlement patterns. This may also influence the order of the business cases.
A comprehensive monitoring and coordination plan for the overall programme is also recommended to ensure
efficient and coordinated investment and implementation. This ensures that there are appropriate monitoring and
review points throughout the programme.
Figure 10 Programme Implementation Packages

Land use
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Package 1 – Foundations
The need for improvements to the Christchurch public transport system to accommodate expected growth is well
recognised. The Canterbury Regional Public Transport Plan (CRPT) proposes measures such as increased frequency
to improve service.
The Foundations Package seeks to capture these proposals and build on them to achieve low cost, quick win
improvements that can reduce journey time, improve public perception and increase patronage. It will build on
the current investment being implemented through the Long-Term Plan and reconfirm the year 4-10 investment.
The CRPTP introduces a new patronage-based network to the Greater Christchurch area and with that, the need
for increased priority measures, frequencies and adoption of technology, moving the fleet toward low emissions.
The package will include the necessary elements to support the establishment of a core network of 5 high
frequency routes and supporting services.
The key interventions include:
•
•
•
•
•
•
•
•

Increased service frequency
Hot spot intersection priority
Bus stop improvements
ITS operational management of public transport priority
Technological delivery of personalised public transport information
Marketing and user incentives
State of the art vehicles
Alignment with spatial planning initiative (Accessible City, Central City Regeneration and district planning
KAC locations, Suburban Parking Policy)

These interventions are expected to make public transport more reliable, make journey times more competitive
with private cars, enhance user perception, and attract patronage. The most immediate opportunity for increased
public transport patronage is from residents within 10km of Christchurch CBD, as they generate the most journeys
on the transport network. A key focus of this first package is to improve accessibility for this group through
frequency improvements. Optimising the current network through frequency and technology interventions will
provide immediate cost-effective deliverables and create the foundation for progressive infrastructure, policy and
land use enhancements in the medium to long term through the remaining two packages. Fleet procurement to
meet the goal of zero emissions by 2030 will begin in this package with new contracts being delivered in 2021.
Fleet procurement is also included in both packages 2 and 3 to support service increases.
Package 1 also makes provision for trials of specific elements such as Demand Responsive Transit (DRT). Based on
the results, these interventions can then be fully implemented as part of successive packages as appropriate.
This package can be progressed as a Single Stage Business Case to prioritise and provide detailed planning for
the interventions.

Package 2 – Rest of Network
Package 2 builds on the established 5 core routes, this package would implement the remaining 4 core routes and
support service frequency increases. It builds on the first package to complete the network with new service
types such as DRT and other advances in technology to improve the priority, competitiveness and management of
the entire core network. The development of this package will enable the adoption of technology advances in all
areas of the network from passenger facilities, information, vehicles through to infrastructure and network
management. The selected corridors are aligned with the spatial planning framework (higher density
development) and existing and future travel demand.
The intention of this package is to focus investment on high demand corridors to provide value for money. The
implementation of public transport improvements such as continuous public transport lanes on these corridors
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with a longer-term view to the incorporation of MRT (under Package 3) will enable coordinated delivery of service
improvements and infrastructure upgrades. This in turn ensures a logical and sequential implementation of
programme elements based on future growth. It also allows flexibility in determining the timing and mode of fleet
improvements to best complement infrastructure.
The key interventions under Package 2 include:
•
•
•
•
•
•

Continuous public transport priority lanes on the two key corridors and upgrades to existing facilities and
extension to CBD
Rapid Transit Corridors
Multimodal interchanges (Park’n’Ride, covered and secure bike parking and bike share)
State of the art vehicles
High frequency and extended operating hours
Demand Responsive Transit.

Fleet procurement is included in packages 1, 2 and 3 to meet the goal of an emission free fleet by 2030 as
articulated in the Canterbury Regional Public Transport Plan.
These interventions will build on the hot spot “quick wins” of package 1 to provide a robust public transport
system. They will facilitate mode connection, incentivise greater uptake of active modes to complement public
transport use, improve “first-mile last-mile” access to attract new users, and improve overall journey time
competitiveness with private car journeys.
This package incorporates demand responsive transit (DRT) to replace some low-frequency/low-demand services.
While this can provide accessibility where fixed routes are prohibitively expensive, there are some risks associated
with the cost of this as a long-term strategy. Frequency and eligibility would need to be carefully managed to
ensure that this does not become costlier than providing a fixed route service.
The removal of on-street parking could considerably reduce the amount of land purchase required. Replacement
parking facilities would need to be investigated and may offset some of the land cost savings.
It is anticipated that a Single Stage Business Case will be required to confirm the key corridors and interventions.

Package 3 – Mass Rapid Transit
Package 3 is a transformational package that lays the foundation for significant urban development and land use
changes and transformation in transport accessibility. Early work will identify and protect the corridors and enable
policy changes to support intensification and regeneration in the Christchurch CBD around Key Activity Centres
and along the Mass Rapid Transit (MRT) corridors; to signal to developers and investors that there is a commitment
for transit-oriented development.
The implementation of MRT is currently mode agnostic and it is anticipated that the MRT business case will
determine the timing and methodology for MRT implementation. This will depend on future growth conditions as
well as advances in technology and identify whether the strategy is for a demand-based evolution from public
transport lanes, or part of a wider strategy to lead development and regeneration.
Interventions include:
•
•
•
•
•

Continuous public transport priority lanes
Intersection priority
State of the art vehicles
Timed transfers on low-frequency routes
Designations and land acquisition.

It is expected that these large-scale investments will have the biggest impact on reaching the mode share goal of
5% within a 10-year time frame. For example, the implementation of large scale improvements on the Northern
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Busway in Auckland resulted in an overall public transport mode share of 12-14% over this corridor, an increase in
usage of over 4% between 2006-2013. This corridor also experienced the only drop in private vehicle use over the
assessed period with commuting growth dominated by public transport.12
North and South West corridors are the ‘minimum regrets’ options. Public transport priority / rapid transit
measures on the inner parts of the corridors (the edge of the Christchurch urbanised area) will have significant
benefits regardless of whether the city intensifies more or does more greenfield development.
For example, if city intensification is realised, these corridors will move many people from middle-ring suburbs to
key activity centres without adding to (or getting caught in) traffic congestion. Conversely, if more greenfield
development occurs, these corridors can efficiently serve travel demands from Rangiora / Kaiapoi and Rolleston
via express buses that do not get caught in traffic at the city end.
It is anticipated that an IBC or SSBC will be required due to the network scale of the programme.

Figure 11 30-year Vision for Greater Christchurch public transport (CRPT, 2018)

Complementary Measures
In addition to the investments in public transport, the programme will ensure integration with other strategies
relating to land use planning, technology, and parking.

Land Use Planning
The programme is consistent with the existing strategic planning framework for Greater Christchurch of
consolidation, intensification and self-sustaining townships. It aligns with Regeneration of the Christchurch CBD
as the region’s economic hub.
•
•

Enabling neighbourhood design to enable better public transport access and pedestrian accessibility.
Higher levels of land use density within the walking catchments of bus stops on public transport corridors
and KACs

12

https://www.transport.govt.nz/assets/Uploads/Research/Documents/Richard-Paling-report-Transport-Patterns-in-the-AucklandRegion.pdf
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•

Mixed land use along corridors and within KACs to support multi-trip purposes and to maximise utilisation
of public transport services.

Current District Plans for Greater Christchurch include objectives and policies that promote integration of
transport and land use, with mixed outcomes. Land use planning is linked to the wider programme regarding the
location, access, and integration of the public transport corridor and surrounding land uses. Work on the
Waimakariri and Selwyn proposed plans is well advanced.
Over the life of the programmes, the review of the three district plans will occur from 2028. Future work may
need to consider the restrictions set out in covenants regarding access design and public transport.
There is a need to manage land -use and transport relationships to achieve a successful city that achieves the vision
and desired outcomes for Greater Christchurch.
Land use planning will need to grow in effort and influence over the programmes as it transitions from quick wins
and optimisations to the more challenging interventions of land use, public transport priority and pricing policies.
This will be take time to evolve and approve.

Technology
The transport sector is entering a period of significant change, with new technologies, products and services
fundamentally shifting people’s expectations and opportunities. Electric vehicle, e-ticketing and connected
services using intelligent transport systems will all form part of the evolving programme.
For example, the market for intelligent mobility is rapidly developing in the form of Mobility as a Service (Maas).
The concept of MaaS is to use a single app to access and pay for various transport modes within a city or beyond
and will give options to allow a traveller to select the most suitable transport mode. MaaS relies on a digital
platform to provide integrated journey planning and ticketing over a range of public and commercial modes
including public transport and bike and car share options. If adopted, MAAS has the potential to increase public
transport patronage significantly. For instance, following deployment of MaaS in inner Helsinki, Finland, public
transport mode shares increased from 48 % to 74% for those customers who subscribed to the service.
A pilot project is underway to investigate how MaaS can be incorporated into the Christchurch transport system
and integrated into a longer term national programme. Successful incorporation of MaaS requires significant intragovernmental coordination and coordination with private enterprises in the areas of data sharing, and ticketing.
On that basis MaaS will be a focus during packages 1 and 2 as it is developed, matured and normalised. In time, it
will have less focus as behaviours and use becomes main stream.

Parking
Parking management is part of the broader approach to achieve an integrated response. Car parking is also one
of the most contentious issues arising out of transport improvements. The programme will align with current
parking initiatives being developed by territorial authorities.
Car parking requirements for the rest of Greater Christchurch are set out in the current planning framework with
a consistent approach to provide minimum numbers based on the type of activity. The CCC District Plan includes
parking "reduction factors” based on factors such as proximity to public transport route, walking and cycling
facilities. This will become an increasing focus as CCC planning reviews occur during 2025. Waimakariri and Selwyn
are currently reviewing their Plans. Minimum parking requirements apply outside Christchurch CBD; within the
CBD a maximum parking limit has been set. Selwyn District Council and Waimakariri are considering parking
options as part of current District Plan reviews.
Amendment to parking requires further consideration and a fully integrated response. Given the car-centric
culture, timing of changes to car parking arrangements is critical. A key focus for the programme will be managing
the removal of on-street car parking to accommodate priority lanes in the existing road corridor. The Proposed
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Suburban Parking Policy prioritises suburban, kerbside road space; movement for buses takes priority on core bus
routes.

Exclusions
Congestion Charging
Congestion pricing was discussed in the PBC produced in June. This has been removed from the revised investment
case. Congestion charging in the CBD has the potential to contribute to several of the investment objectives sought
by the PBC, including incentivising mode shift and improving the speed and reliability of bus services (by reducing
general traffic congestion). However, it also involves the risk of raising the cost of accessing the CBD without
delivering travel time savings for drivers who did not shift modes. This may undermine development in the area,
negatively impacting the goal of CBD revitalisation and reducing the CBD’s ability to provide a critical mass of
activity to drive higher public transport use.
Congestion pricing warrants further investigation as a strategy to address the goals of the PBC but it is
recommended this should not be included as an action in the core programme. It should be progressed as an
area for further investigation once the key programme elements such as Bus Priority improvements and Rapid
Transit are operational.
As with technological change, it is critical that as service improvements are made, they have enough flexibility to
incorporate these pricing elements in the future.

Programme Sequencing
In line with the goals of the Canterbury Regional Public Transport Plan, this programme provides for lower cost
short term improvements to grow patronage. These initial quick wins can then be built on to support larger scale
elements such as MRT to achieve major gains in mode shift to public transport.
On its journey, Greater Christchurch will face significant technological and societal changes as the way we work,
play and communicate, continues to evolve. The spectrum of change leading to 2050 cannot be fully understood,
however the decisions made along the way should be future focussed and support the long-term vision for Greater
Christchurch providing sufficient flexibility to adapt.
Review and monitoring will be integral to the programme to ensure it is adaptable to meet change and to ensure
‘right time for the right response’. Review processes including monitoring to validate progress, inform next steps
and refine interventions and investments accordingly. This is also important to ensure effective integration across
the land and transport planning spaces.
During the first 10 years, the programme focuses on growing patronage by concentrating investment on more
core routes, increasing service frequency and improving customer service. Implementing this represents a
significant step towards achieving the investment objectives. Beyond year 10, the recommended programme will
progress towards MRT to enable more people to access economic and social opportunities, while providing for
long term growth.
The proposed sequencing aims to allow sufficient time for investigation, prioritisation and design activities
before specific interventions are implemented, however there are opportunities for the implementation
of some of the smaller, or less complex interventions to be pulled forward. These include:
•
•
•

Demand responsive transport;
Marketing and personalised journey planning;
Route protection for public transport priority and MRT interventions.
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While the costs associated with the above activities are relatively minor, bringing the implementation timescales
forward would impact on the spending profile for the programme.
There is a strong willingness from stakeholders to see a step change in public transport priority, and delivery model
and to seize the opportunities and benefits derived from public transport investment. However, some programme
interventions may be challenged by some members of the public.
The areas of greatest perceived risk include the reallocation of road space and potential land acquisition for priority
infrastructure and removal of parking. These each need to be managed without compromising the vision for
Greater Christchurch and broader policies regarding land use and planning integration and sustainability.

Programme Financial Case
The Strategic Summary presents a high-level estimate of whole-of-life costs for the recommended programme.
This estimate incorporates several revisions to the original cost estimate outlined in the draft PBC, which are
outlined in a supplementary technical note.
Whole-of-life cost estimates, estimated construction cost ranges, and long-term operating and maintenance costs
associated with the four components of the programme are summarised in Table 2.

Table 2: High-level cost estimates for Public Transport Futures programme

Package

Foundations
Rest of Network
Rapid Transit to MRT Priority
– North and SW Corridors
Complementary Measures
Programme Total

Indicative wholeof-life cost *
$466m
$251m

Undiscounted construction
cost
Low
High
$70m
$130m
$150m
$250m

Annual operating
and maintenance
cost (Y30)
$33m
$25m

$590m

$500m

$1,500m

$40m

$19m
$1,327m

$12m
$732m

$23m
$1,403m

$0.5m
$98m

* Present value of costs over a 40-year evaluation period, discounted using a 6% discount rate. High construction cost
estimates have been used for this cost estimate, except for the Rapid Transit components, where a midpoint construction cost
estimate of $1b has been used.

The programme has an indicative whole-of-life cost of just over $1.3 billion. This cost is broken down as follows:
•

Around 44% of programme cost is for Rapid Transit improvements on the North and SW Corridors. This
reflects costs to develop new corridors, plus an allowance for increased public transport service provision.

•

Around 35% of programme cost is associated with package1. While this option involves low capital costs,
it includes a large share of added operating costs due to early public transport service improvements.

•

Public Transport Priority improvements on the rest of the network account for 19% of programme costs.
This mainly reflects costs to develop new priority measures, plus associated service improvements.

The expected cost profile for the recommended programme are summarised in Figure 12.
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High-level capital cost estimates, by programme year
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Figure 12 High-level capital cost estimates by programme year

The programme includes capital expenditures to develop new bus priority measures, followed by significant
investment in rapid transit corridor development at the start of the second and third decade. Operating costs
would ramp up throughout the programme, both to serve demand growth and to complement new infrastructure.

High-level operating cost estimates, by programme year
Maintenance
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Figure 13: Indicative revised cost profile for programme

Programme Economic Case
An indicative economic evaluation of the programme has been conducted based on Christchurch Transportation
Model (CTM) outputs plus supplementary analysis. Due to limitations with the available modelling, this presents
a scenario for programme benefits, rather than an exact prediction of the outcomes that the programme will
achieve.
In this context, it will be important for subsequent business cases to undertake more detailed analysis to confirm
the value for money delivered by specific programme components.
This analysis was conducted in three stages, which are described in a supplementary technical note (MRC Cagney,
2018) completed to inform this report. First, CTM was used to model outcomes for road congestion and public
transport volumes under alternative assumptions about public transport mode share. Second, model outputs were
re-analysed to estimate decongestion benefits, emissions reduction benefits, health benefits from increased
walking to access public transport stops, and the level of public transport user benefits that would be consistent
with a given level of mode shift. An indicative allowance for wider economic benefits (WEBs) from increased
accessibility between firms and workers was also incorporated.
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Third, these estimates were combined with indicative programme costs to estimate the level of mode shift to
public transport that would be required for the programme to achieve value for money, defined as a benefit-cost
ratio (BCR) above one. To understand whether this level of change is likely to be achievable, further analysis was
conducted to understand the impact of key programme components on the speed and attractiveness of public
transport journeys.

Achieving Value for Money
Revised estimates of the programme BCR under varying levels of mode shift are shown in Figure 14. This suggests
that the programme is likely to deliver a BCR above one if it succeeds in lifting public transport mode share to 5.1%
or above by the late 2020s.13 This represents a doubling of current mode share and is considered achievable. A
larger mode shift would result in a correspondingly higher benefit-cost ratio.
In other words, for the programme to deliver value for money, it must increase public transport mode share from
the current public transport mode share of 2.25% for all journeys.14 Given growth projections for Christchurch, it
also provides a realistic mode share target in relation to other New Zealand cities with Auckland at 4.5% and
Wellington at 5.7%.

Figure 14: Revised high-level estimates of programme BCR under varying levels of mode shift

Composition of Programme Benefits
The following table summarises the expected composition of programme benefits for a scenario that assumes 5%
public transport mode share. It estimated that a 5% public transport mode share scenario would generate benefits
of around $1.2 billion, excluding WEBs, or potentially up to $1.4 billion with an indicative allowance for WEBs.
Analysis of CTM outputs suggests that the programme would benefit public transport users directly, via faster and
more comfortable journeys, as well as other road users, via the decongestion benefits from mode shift. In addition,
there would be substantial health benefits from added walking to access public transport stops and stations, and
emissions reduction benefits.
Indicative estimates of wider economic benefits are set out in Table 3, illustrating the impact of improved access
between firms and workers on economic productivity. Previous evaluations of major urban transport projects,

13

If WEBs were excluded, a 5.8% mode share would be required.
CTM’s base case forecast implies that in the absence of interventions PT mode share will fall slightly, to around 1.5%, over the evaluation
period.
14
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including major public transport projects in Auckland and Wellington and a variety of projects in Australia and the
UK, have found evidence that wider economic benefits may range from 10 to 60% of direct transport user benefits.
Christchurch is also likely to experience wider economic benefits from transport improvements that provide faster
and more reliable access to key activity centres. Previous research has shown that the Christchurch city centre
enjoys a wage premium over other parts of the city, and that enabling the city centre to regenerate faster would
lead to higher productivity by increasing the city’s economic ‘mass’. 15 This assessment therefore assumes that
wider economic benefits may be on the order of 20% of conventional transport user benefits, which is near the
lower end of the range observed for previous projects.
Table 3: Composition of whole-of-life benefits from 5% PT mode share scenario
Benefit category

Public transport user benefits
Decongestion benefits
Health benefits from added walking to access PT
Emission reduction benefits
Total excluding WEBs
Wider economic benefits (indicative)
Total including indicative WEBs

Present value of benefits

Share of benefits

$392m
$609m
$162m
$12m
$1175m
$200m
$1375m

28%
44%
12%
1%
15%

How the Programme will Deliver these Benefits
To increase Christchurch’s public transport mode share from its current level of 2.25% to the required level of
5.1%, it will be necessary to significantly improve the public transport user experience. This will entail improving
‘hard’ factors such as public transport speed, reliability, frequency, and local access arrangements, as well as ‘soft’
factors such as vehicle quality and the quality of public transport stops and interchanges.
The interventions included in the Recommended Programme are expected to deliver comprehensive
improvements to public transport journeys. Further analysis was therefore conducted to quantify the potential
level of improvement to the public transport journey experience for sample journeys, considering journey time,
financial costs, and journey quality and convenience.
This analysis, which is reported in Table 4, suggests that improvements to journey time and quality of experience
of around 23% to 31% are possible for a typical one-seat journey, improvements of 30% to 37% are possible for a
slightly longer two-seat journey, and improvements of 42% to 52% are possible for longer journeys that can
employ new access modes, such as park and ride or cycle parking.
These improvements are within the range of journey time / cost improvements that are required to deliver the
required increase in public transport mode share.
This analysis shows that multiple interventions are required to deliver a sufficient improvement – there is no one
‘silver bullet’ that will guarantee mode shift. A few key points are as follows:
•

First, frequency improvements are expected to have a significant impact on many journeys, reflecting the
fact that waiting times can be a significant component of overall journey times.

•

Second, improved vehicle and stop / interchange quality may have a material impact on the perceived
quality of experience, although different users may respond differently

15

Jacobs. 2015. An Accessible City Program Business Case: Wider Economic Benefits Assessment.
SGS. 2012. Urban Economics of Central City Blueprint: Rapid Appraisal Final Report.
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•

Third, improved access arrangements via park and ride or multi-modal interchanges may be valuable for
some types of journeys, especially on the urban fringe where they can ‘intercept’ journeys at key transfer
points. However, they will not necessarily succeed in all locations.

•

Fourth, public transport priority measures and rapid transit measures are not necessarily the primary
contributor to user benefits. In part, this reflects conservative assumptions about the degree of
improvement to in-vehicle travel times, which bus priority measures are estimated to improve from
around 25km/hr to 31km/hr. However, these measures are very important for unlocking the benefits of
other improvements. For instance, it will only be attractive to use a park and ride facility at the edge of
the city if buses provide competitive and reliable travel times from that point onwards.

Table 4: Estimated user experience improvement from interventions
Sample public transport

Intervention

journey

Improvement in

Potential percentage uplift

journey generalised

in patronage **

cost *
8km bus journey, no

Improve frequency to 10 minutes

11%

10% to 30%

transfers, 20-minute

Bus lanes and signal priority

7%

10% to 20%

frequency

Improved vehicle quality

6%

10% to 20%

Bus priority, frequency, and vehicle

23%

30% to 90%

improvements
Rapid transit

17%

20% to 60%

Rapid transit, frequency, and vehicle

31%

40% to 150%

improvements
10km bus journey, 1

Improve frequency to 10 minutes

15%

20% to 50%

transfer, 20-minute

Improved interchange quality

5%

10% to 10%

frequency

Bus priority, frequency, vehicle, and

30%

40% to 150%

37%

60% to 220%

52%

110% to 530%

42%

70% to 290%

interchange improvements
Rapid transit, frequency, vehicle, and
interchange improvements
15 km bus journey from

Rapid transit corridor, improve

edge of city, 20-minute

frequency to 15 minutes, improved

frequency, feeder bus

vehicle quality, develop park and ride

access

station for access

10km bus journey, 20-

Add cycling access, improve frequency

minute frequency, 1km

to 10 minutes, bus lanes and signal

walk to stop

priority, improved vehicle quality

* Generalised cost is a standardised measure of the time, financial cost, and perceived comfort of journeys
** Based on a range of elasticities from -1.0 to -2.5

Management Case
Collaborative Approach
The recommended programme has significant potential to meet the investment goals by improving journey time
and reliability of public transport services, increasing accessibility, and improving public perception of public
transport to increase mode share.
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To succeed, a collaborative approach to the pre-implementation and implementation stages of the programme
must be taken. As a major funding partner, the NZ Transport Agency has a key responsibility to deliver the
recommended programme. Christchurch City Council, Waimakariri District Council and Selwyn District Council are
co-investors leading the management of public transport infrastructure, parking assets, planning and policy within
their jurisdictions, while Environment Canterbury is the primary investor in public transport operations and
administers public transport service improvements.
This programme has been developed as an integrated set of interventions that have complementary and
cumulative benefits if implemented as a package. It is important to note that there are risks to the expected
outcomes if individual elements of the programme are not implemented. The implementation strategy will require
alignment of thinking between partner organisations to ensure land use and demand management tools are
adequately considered in parallel to the core programme to ensure the maximum benefits of intervention.

Programme Governance
The proposed governance approach builds on the established governance, management and technical structure
of the Greater Christchurch Partnership shown in Figure 15 and summarised in Table 5. The current structure
provides leadership of Urban Development matters in Greater Christchurch.
The PBC programme would be supported by a dedicated Public Transport Futures project team with core members
from CCC, Environment Canterbury, and the Transport Agency. A similar team has been leading the technical
aspects of this PBC. While the overall commitment to this project is confirmed, the governance structure may
need to be amended to support a project of this scale.
Figure 15 Existing Structure of Governance and Management for Transport and Land Use

Greater Christchurch Partnership
Committee

Public Transport
Committee

GOVERNANCE

Chief Executive Group

MANAGEMENT

Senior Managers Group

Transport Managers
Group

Planning Managers
Group

INTEGRATION
e

DELIVERY

PT Futures Project Team

This existing project team also reports to the Partnership, through the Transport Managers Group, who oversees
projects. Environment Canterbury is the overall agency who owns the process for the business case development
on behalf of the partnership.
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Table 5 Management Structure and Roles specific to the public transport Futures

Responsibility

Membership

Role in Programme

Governance
Greater Christchurch

Environment Canterbury, CCC, Selwyn District

Governed by

Leadership and

Partnership

Council, Waimakariri District Council,

Terms of

enhancement in urban

Committee

Canterbury District Health Board, NZTA, Ngāi

Reference

development

&

Tahu, Regenerate Christchurch, DPMC.

Public Transport

The Public Transport Committee members are

Committee

generally consistent with the Partnership.

Chief Executive Group

CEOs of all partners.

Senior Managers

Responsible for specific workstreams

Govern the Business Case

Direction for agencies

Group
Management and Integration
Transport Managers

Portfolio managers from each of the partners

Governed Terms

Provides strategic

Group

org. Report to CEAG. Integrates with the land

of Reference

oversight of planning

Project Plans

Lead development of

use planning group
Planning Managers

Portfolio managers from each of the partners

Group

org. Report to CEAG. Integrates with the
transport planning group

Delivery
Public Transport

Technical Staff: CCC, ECAN; under direction of

Futures Project Team

the Management Group. Reporting to CEAG.

Business Case (s)

Programme Phasing
To effectively develop the programme delivery, three work streams are proposed to be taken forward to develop
the programme elements. This approach builds on the existing activities and enables the enhancement of
investment over the medium to long term in a manageable way, while being flexible for any opportunities for
advancement of investment.
Years

1–3

4- 10

Foundation

Business Case for
Prioritised Programme
or Price Level Increase

Design & approvals

Rest of
Network

Service Review

Business Case

Mass Transit

Business Case for Mass Transit North to
Southwest

10+

2021-2031 LTP:
Implementation

Design &
approvals

Route
protection
and
Designations

Operation & ongoing optimisation

Implementation

Design &
approvals

Implementation

Operation &
ongoing
optimisation

Operation &
ongoing
optimisation

Figure 16 Figure 15 Indicative Programme / Sequencing
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Programme Implementation
Package Funding
Environment Canterbury (on behalf of the partners) is submitting this Programme Business Case to NZTA to seek
approval from investors to commence the recommended programmes of work. Specifically, the partners are
requesting funding to progress work on all three programme areas:

Programme

Business Case

Approximate
cost of BC

Time

$300 k
Foundations

Single Stage Business Case to identify the investment
packaged need to implement enhancements identified
in the Regional Public Transport Plan

Rest of Network

Single stage Business Case to enable technology
uptake, completion of supporting network
infrastructure and service enhancements.

Mass Rapid Transit

Indicative or Single Stage Business Case to enable the
corridors to be defined and protected, and to identify
the mode, service configuration and supporting
measures for the corridors, including land use policy
changes. Further work is anticipated for
implementation funding.

Or a Price Level
increase on
current LTP

2019

$500 K

2020

$2m

2019/20

Resourcing
The level of work required to oversee the management of the three planning and investment programmes will
require an increase in resource over and above current capacity level of the partner organisations. Although the
work to date has been resourced through CCC and Environment Canterbury, this has been alongside the normal
roles and responsibilities of the staff involved. Moving forward, more dedicated resources will be required.
With the level of disruption in greater Christchurch over the last 7 years, strategic public transport planning
resource has been predominantly focused on short to medium term strategic and operational outcomes to rebaseline the public transport system to respond to progressive land use and population changes. Thus, as
indicated above, appropriately skilled additional resource and focus will be required to manage a programme such
as this.
The Regional Public Transport Plan and the Future Public Transport Business Case are now signalling the extensive
planning and future investment needed to support the growth that has been signalled in the Future Development
Strategy for Greater Christchurch. There is a need for a much greater level of resource, including support from
NZTA, to provide the strategic, technical and public transport planning resources necessary to progress the work
outline in this programme.
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Ongoing Stakeholder Engagement Plan
Ongoing partnership and governance engagement will be managed through the existing reporting and
communication frameworks that exist for the Greater Christchurch Partnership and the public transport
Committee.
Public engagement on the high-level programme was undertaken through the public consultation process
surrounding the Regional Public Transport Plan. Ongoing involvement of the public, community boards, central
government and relevant stakeholders will form part of the project engagement strategy. Consultation on the
development of the next stages will be managed through the management structure. A Communication and
Engagement Plan would be developed as part of the work programme through the project team. This will address
the specific details for each stakeholder, including key contact person and approach for engagement.
Consultation and engagement will be aligned with statutory processes as part of public consultation strategies
associated with the partner’s Long-Term Plan processes. The stakeholders have been identified based on the
practical and technical details of the range of issues, interactions and alternatives/options that may be considered
in subsequent phases of the business case.

Next Steps
The next step is the formal consideration of this Programme Business Case and the funding and resources requests
to advance the next phases of the programme. Discussions with NZTA on point of entry will follow. Conversations
are underway with the Partnership on the need for funding the local share component of the programmes of work.
This will take place over the Annual Planning processes over the upcoming and future financial cycles.
The programme implementation strategy will position Greater Christchurch to respond effectively to the changing
travel demand and growth through a ‘right infrastructure at the right time’ approach. Part of this is ensuring the
right governance structure is in place.
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Attachment 1: Process
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Using the Existing Rail Network for Passenger Services

MWH: North and Southwest Public Transport Corridors Study: Supplementary Consideration of

MWH: North and Southwest Public Transport Corridors Study: Stage Two

Corridors Study: Stage One

MWH: Urban Development Strategy Transportation Group North and Southwest Public Transport

Able: Suburban Interchanges: Preferred Facilities Report

2013

2012

2011

Traffic Design Group: Review of Proposed Post-Quake Bus Network

Aecom: Greater Christchurch Future PT Investigation Outline Study Methodology (draft)

Aecom: Christchurch Bus Priority Re-evaluation Study

Parsons Brinckerhoff: Rapid Transit Economic Benefits – Brief Research Report

CCC: Public Transport Corridor Study

POST QUAKE

2010

2009

Parsons Brinckerhoff: Christchurch Strategic Transport Study

2008

Parsons Brinckerhoff: Christchurch Passenger Transport Future Studies

Booz Allen & Hamilton Light Rail for Christchurch (2007 Update)

GHD: Network Level Investigative Report

BECA: Christchurch Public Transport Suburban Interchanges Scoping Study

Booz Allen & Hamilton: Light Rail for Christchurch: An Overview of Opportunities

2007

2005

2003

1998

SNAPSHOT OF REPORTS

Attachment 2: Previous Investigations on Public Transport

33

REGIONAL PUBLIC TRANSPORT PLAN
SUBURBAN MASTER PLANS
AN ACCESSIBLE CITY

CHRISTCHURCH TRANSPORT STRATEGIC PLAN JUNE 2012-2042
CHRISTCHURCH CENTRAL RECOVERY PLAN
GREATER CHRISTCHURCH TRANSPORT STATEMENT

GREATER CHRISTCHURCH METRO STRATEGY 2010-2016

REGIONAL LAND TRANSPORT STRATEGY 2008-18

URBAN DEVELOPMENT STRATEGY

CCC CITYWIDE TRANSPORT PRIORITY PLAN

CHRISTCHURCH PUBLIC TRANSPORT STRATEGY

RELEVANT LOCAL POLICY DEVELOPMENTS
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Aurecon: High Level Analysis of Designated Rail Land: Future potential use

GHD: Future of Public Transport in Christchurch Strategic Case

Aecom: Future of Public Transport in Greater Christchurch PBC

2017

2018

Aurecon: Greater Christchurch Northern Rail – Rapid Assessment

Aurecon: Gap Analysis Greater Christchurch Public Transport Review and Gap Analysis

2016

2015

2014

SNAPSHOT OF REPORTS
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CANTERBURY REGIONAL PUBLIC TRANSPORT PLAN

PUBLIC TRANSPORT JOINT COMMITTEE WAS ESTABLISHED
GREATER CHRISTCHURCH UDS UPDATE

REGIONAL LAND TRANSPORT PLAN

LAND USE RECOVERY PLAN
CANTERBURY REGIONAL POLICY STATEMENT
CHRISTCHURCH DISTRICT PLAN REVIEW
CANTERBURY REGIONAL PUBLIC TRANSPORT PLAN

RELEVANT LOCAL POLICY DEVELOPMENTS

