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19 June 2024

Darren Conway

fyi-request-20148-b782842f@requests.fyi.org.nz

Dear Darren Conway

Ombudsman Preliminary Inquiry

We refer to correspondence sent from the Office of the Ombudsman regarding
our decision to refuse to release the Seaview Links Project Feasibility Report
2015 under section 17(g) of the Local Government Official Information and
Meetings Act 1987 (the Act).

Response:

We have located this document and now release it to you. Some Information has
been withheld under section 7(2)(a) of the Act to protect the Privacy of natural
persons.

You have the right to seek an investigation and review by the Ombudsman of
this decision. Information about how to make a complaint is available at
www.ombudsman.parliament.nz or freephone 0800 802 602.

Please note that this response to your information request may be published on
Hutt City Council’'s website. Please refer to the following link:
www.huttcity.govt.nz/council/contactus/make-an-official-information-act-
request/proactive-releases

Yours sincerely
Philip Rossiter

Senior Advisor, Official Information and Privacy

30 Laings Road, Lower Hutt
Private Bag 31912, Lower Hutt 5040

contact@huttcity.govt.nz

i i 0800 488 824
0 /huttC|tycounC|I www.huttcity.govt.nz

A The pattern at the top of this page is inspired by the natural landforms, hills, river, and coastline surrounding Lower Hutt. It represents our people, our place, and our home.
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Bruce Sherlock

Hutt City Council

531 High Street, 5040
Lower Hutt

Dear Bruce,

Seaview Links Project Feasibility Report

| am pleased to enclose the final Seaview Links Project Feasibility Report.

As you are aware, we have managed the development of this Report on behalf of Hutt City Council,
and in accordance with the agreed terms of reference for its preparation. We believe the process of
developing the Report has been highly collaborative, and would like to thank your staff for the time
they have taken to help us finalise the Report.

We now consider the Report to be complete.

We would be happy to meet with you to discuss the Report, and the next steps in the investigation
process for improving connections to Seaview, once you have had time to consider the findings of
the Report.

We look forward to hearing from you. Please contact Selwyn Blackmore on (04) 894 5247 or by
email to Selwyn.blackmore@nzta.govt.nz to discuss the Report in the first instance.

Vncerely
)

Neil Walker
State Highway Manager - Central Region

Encl.

cc. Ron Muir
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In summary this report proves that an improved link to Seaview is a feasible option. Going forward
an optimal solution should be identified once the preferred Petone to Grenada (P2G) option has
been selected. At this stage sensitivity testing around growth assumptions as well as further
consideration for urban design, stakeholder and community inputs, and planning issues should be
undertaken, while the option to restrict freight on certain roads should also be consideration
further.

A decision to improve the east-west connectivity through a combination of a cross valley link and
changes to the Esplanade should be a strategic planning response not a decision driven by cost
benefit ratios.
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Limitations of this report

This PFR has been undertaken using the best available information to hand. The assessment relied
on the North Wellington SATURN Model (NWSM) which has been developed by Jacobs as part of
the NZTA Petone to Grenada Project. This model has been subject to an on-going peer review
process which has not been resolved at the time of publishing this document. In particular, travel
speeds and delays in the base model around the Petone Interchange area do not replicate the travel
times and speeds observed from the established Bluetooth-Wi-Fi detectors. Any future application
for works in the area should utilise a more up-to-date model if available. It should be noted that
the option assessment within this report incorporates the Petone to Grenada link road project as its
do minimum scenario, which address the existing Petone Interchange issues with the provision of a
new and improved interchange. Based on this any issues in the base model likely won’t affect the
comparative assessment or resulting option ranking contained within this report.

Note:

The NZ Transport Agency recognises that The Esplanade depowering option considered herein
achieves one of the key project objectives to address the current severance issue experienced along
this route. It is noted, however, that the option introduces significant delays resulting in transport
dis-benefits as measured by the Transport Agency’s Economic Evaluation Manual. If this
depowering option were to be pursued along with another option the overall benefits (transport
and other benefits such as those arising from increased amenity) will need to be considered as part
of any future funding application which may be made to the Transport Agency.
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1.3.2 Ngauranga Triangle Strategy Study, January 2010

The Ngauranga Triangle Strategy Study completed by SKM considered the whole Ngauranga
Triangle area. As part of this strategy study there was considerable work done on the SH2 to
Seaview / Gracefield component. This study included issue identification, option development,
fatal flaw screening (long list option assessment), more detailed analysis of the options (short list
option assessment), identification and evaluation of preferred strategy components, and finally an
implementation plan.

The short listed options in the report included:

o Traffic Calming on The Esplanade

* Esplanade Multi Lane Efficient Arterial

» Wakefield Street to Rail Alignment

s Wakefield Street to Whites Line Alignment

s Gracefield Multi Modal Hub

= Udy Street “Wiggle”

» Two Way Pairs —Petone Esplanade and Udy Street “Wiggle”

For SH2 to Seaview/Gracefield the Ngauranga Triangle Study recommends a Cross Valley Link
following the Wakefield Street/ Railway alignment, as shown schematically in Figure 1-1. Traffic
calming along The Esplanade was also included in this option. Overall the direct transportation
related benefits gave the recommended route a BCR of 0.5. This includes the negative travel
benefits produced by the traffic calming. The report suggests that further work to quantify potential
amenity and economic regeneration benefits associated with the link should be considered.
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The implementation plan contains short term (within 10 years) and long term (beyond 10 years)
actions related to the Cross Valley Link. The short term actions are:

s HCC to undertake additional economic regeneration benefit analysis of the Cross Valley Link
and supporting policy/planning frameworks, and

= HCC to undertake full investigation and reporting, design and gain consents for the Cross
Valley Link.

The long term actions are:
» HCC to construct the Cross Valley Link.

The implementation plan also notes that if the additional work that HCC is undertaking further
justifies the Cross Valley Link road then bringing the construction of the Cross Valley Link forward
should be considered.

1.3.3 Cross Valley Link Options Council Briefing Paper, March 2011
Three options were discussed in the council briefing paper:

* Option A: Do nothing;

s Option B: Build the Cross Valley Link; and

= Option C: Develop options for a staged upgrade of The Esplanade to maximise traffic efficiency
and foreshore amenity.

These options are schematically shown in Figure 1-2, below.

3

Legend {
Pr—— i3 ***| === OptionB |}
M Y s Option C

Figure 1-2: Council Briefing Paper Options

The council officers considered Option A (do nothing) not a feasible option since it does not
address increasing congestion, community severance, Petone foreshore amenity, or economic
development issues.
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Figure 1-3: Esplanade Short Term Capacity Improvements

1.4 Land Use Policy

1.4.1 Hutt Corridor Plan, October 2011

The Hutt Corridor Plan identifies a number of significant issues on the transport network for
Seaview/Gracefield to SH2. These issues include:

Seaview/Gracefield has around 6000 employees in about 700 businesses;

Large companies have growth plans for the Seaview/Gracefield area;

Severe congestion on The Esplanade during peak times makes access between Seaview and key
freight destinations/markets difficult. Part of the issue is the need to merge with SH2 traffic at
the western end and the way the current Petone Interchange functions;

Capacity/delay issues with intersections along The Esplanade; and

High volumes and large trucks are not consistent with the community vision for the area,
including desires to enhance the amenity values and increase walking, cycling and other
recreational uses.

The Hutt Corridor Plan then identifies the priority projects for the strategic road network. The
Gracefield package includes:

Short term plans by HCC to investigate options for optimising traffic efficiency as well as
pedestrian and cycling access along and across The Esplanade;

Further work to investigate the wider economic benefits and finding a way to fund the preferred
long term solution (Cross Valley Link); and

Advocating for the retention of the Gracefield rail corridor. CentrePort and KiwiRail both have
key roles in investigating the feasibility of reinstating the Gracefield rail line.
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Figure 2-1: Site plan with queue locations and bridges with seismic strengthening requirements

3 Site Description

3.1 Study Area

The study area considered by the PFR is shown in Figure 3-1. It mainly consists of the Lower Hutt
Valley bounded by SH2 in the west, Wainui Road in the east, The Esplanade in the south to north
of Wakefield Street. Most of the focus and analysis of traffic volumes will centre on the key roads in
the study area as these roads are most heavily impacted by options discussed in Section 7: The
Esplanade, Waione Street, Randwick Road, Wakefield Street and Whites Line East. Any
improvements to this network could also give benefits to zones outside the study area. However
these are beyond the scope of this project and have therefore not been considered in this report.

Figure 3-1: Petone to Seaview PFR Area (green)

3.2 Traffic volumes
The traffic volumes, based on annual HCC count data, collected between 2007 and 2012, is shown

in Figure 3-2, below. The Estuary Bridge and Randwick Road both carry 27,000 and 17,000
vehicles per day, respectively.
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Figure 3-2: Current Traffic Volumes (HCC Count Data)

3.3 Road Network

The road network in the Lower Hutt Valley mainly consists of two way roads with one lane in each
direction. Most of the intersections are priority controlled. Some traffic signals are present,
generally on Cuba Street and Jackson Streets at various locations.

The roading hierarchy for the study area from the City of Lower Hutt District Plan is shown in
Figure 3-3. All unmarked roads are classified as Access Roads.

Note currently congestion regularly forms on SH2, The Esplanade and Hutt Road in both the AM
and PM peak periods.
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Figure 3-3: Road Hierarchy (Hutt City Council, 2004)
3.4 Resilience

Resilience is the ability to recover readily and return to its original form from adversity. In a
transportation context, resilience comes from:

e Resilience to natural hazard events;
» Resilience to technological hazards; and
» Resilience to operation incidents or maintenance.

Resilience of access depends on:

¢ Route security — less vulnerable to failures in natural hazards;
» Redundancy — availability of alternate routes in hazards, accidents or maintenance; and
e Connectivity — trip diversity and ability to move from one link to other to avoid blockage.

3.4.1 Importance of Resilience

Resilience is important to avoid loss of access in the routine operation of the network (e.g. allow
people to get to the hospital), as well as to respond and recover after major hazard events (e.g.
allow for rescue after a significant earthquake or provide access for essential services).
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Figure 3-4: Road closures in the Wellington Region that will occur after a major earthquake

3.4.3 Resilience within the southern part of Hutt Valley

Resilience within the Hutt Valley is influenced by the limited number of crossings of the Hutt River
and the railway corridor. Between Petone and the lower part of the Hutt Valley area, there are only
two road river crossings at Ewen Bridge and Waione Street Bridge.

The Waione Street Bridge is one of the few places where a river crossing is provided. In the event of
a crash during routine operation, or even routine maintenance, significant congestion issues can
arise. Its approaches are vulnerable to liquefaction and lateral spreading towards the harbour as
well as the Hutt River.

The bridges between Moera / Gracefield and Seaview are also vulnerable to failure due in
earthquakes and associated liquefaction and lateral spreading. Such liquefaction and lateral
spreading caused extensive damage to bridges in the Canterbury earthquakes of 2010-2011.

The Esplanade is susceptible to natural hazards such as winds, storm surge, earthquakes and
tsunami. Being located adjacent to the sea, on the southern side, this section of road is exposed to
high winds and leaves the roadway vulnerable to storm events such as the event experienced in late
July 2013. The Esplanade is mainly one lane in both the eastbound and westbound directions,
although the bus lane in the westbound direction may be utilised in the event of an emergency or to
divert around a crash. These low duration hazards are likely to become frequent as a result of

climate change.
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Figure 3-5: Excerpt from HCC Map of Existing Cycle Lanes and Shared Paths

Hutt City has collected video footage of the cyclist and pedestrian movements at the intersection of
The Esplanade and Cuba Street (reference 6819), see Figure 3-5. Six hours of video was recorded:
from 7.30am to 10.30am and 3.30pm to 6.30pm. This footage was reviewed for Wednesday, 27
March 2013 which was a sunny summer day prior to the Easter weekend (Good Friday was 29
March 2013).

At this location there are pedestrian crosswalks in both the north-south and east-west directions. A
wide footpath is also provided on the shore side of The Esplanade that is often used by cyclists. The
majority of cyclists and pedestrians that travelled through the intersection were travelling either
eastbound or westbound on this footpath (approximately 60%). A summary of the total cyclists and
pedestrians recorded, and the peak flow hours, is provided in Table 3-1. A summary of all the
recorded movements has been provided in Appendix C.

Table 3-1: Pedestrian and Cyclist Counts on The Esplanade

Time Period Cyclists Time Period Pedestrians
AM Total - 7.30-10.30 41 AM Total — 7.30-10.30 59
AM Peak — 7.45-8.45 20 AM Peak — 8.45-9.45 27
PM Total - 15.30-18.30 45 PM Total - 15.30-18.30 134
PM Peak — 17.30-18.30 29 PM Peak — 17.30-18.30 66
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HCC traffic count data collected between 2003 and 2012 was also reviewed. While this data does
not provide origin / destination information, it does provide data for different user classes. This
data indicates that approximately 10 percent of traffic on The Esplanade are HCVs. Randwick Road
carries approximately 7 percent HCVs.

3.6.2 Rail Freight

KiwiRail operates freight trains to and from Wellington. The freight trains follow the same rail line
as the Hutt Valley Line. Previously KiwiRail operated a rail line that travelled south from the
Woburn Station through Gracefield and into Seaview. This line has been decommissioned and as a
result portions of the rail have been removed and other sections are no longer present or are in very
poor condition. Sections of land have also been leased to other businesses that operate in the area.
As an input to this project KiwiRail produced a high level estimate to refurbish and reinstate the
rail line. The costs are estimated at $3M, including the necessary replacement of the bridge over
Waiwhetu Stream. This high level estimate along with notes following consultation with KiwiRail
are provided in Appendix F. KiwiRail have identified the following operational issues associated
the Gracefield rail line making it an unlikely reinstatement candidate:

¢ Shunting of cars to split off the main rail line;

« The short distance to Wellington Port means that freight companies are unlikely to utilise it to
avoid additional handling of the cargo and associated costs of that handling; and

* Conflicts with the public transport rail that uses the same lines.

KiwiRail currently has no plans to refurbish the rail line and proposals have been made to convert
the decommissioned line into a trail for walking and cycling. This would allow the land to become
useable and provide an additional 3.75km of shared paths for Hutt City. During consultation with
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The Melling Line travels adjacent to Western Hutt Road from the north and joins up with the Hutt
Valley Line just north of the Petone Station. Rail passenger volumes from WTSM/WPTM are
provided in Table 3-4. The table indicates that rail volumes will decrease in the future by
approximately 300 people in the AM peak travelling westbound and southbound (the main AM
peak direction of travel). However, passenger volumes in the opposite direction will increase. The
number of people utilising the train system in both directions during the inter peak will also
increase by 740 people in the year 2031.

Table 3-5: Rail Passenger Volumes in the AM and Inter Peak Periods

Number of Passengers

2011 2031

Road Direction
AM 1P AM 1P

Westbound | 4500 | 230 | 4200 | 310

East of Ava Station (Hutt Valley Line)
Eastbound | 120 80 300 360

South of Petone Station (Hutt Valley Line Southbound | 4900 | 230 | 4600 | 330

and Melling Line) Northbound

150 90 370 370

3.8 Existing Urban Situation

An assessment of the current urban situation in the study area was undertaken in conjunction with
an assessment of the options, provided in Section 12 of this report. The full urban design
assessment is provided in Appendix G. Figure 3-9 shows the key land use patterns and
topographical features that influence this assessment.
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Figure 3-y: Land Use Patterns in Hutt City
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4.4.3 Journey Times

The route used to analyse the modelled journey times has been taken along The Esplanade and
Waione Street from east of the Petone Interchange to west of Randwick Road, as depicted in Figure

4-1.

Figure 4-1: Journey Time Route along The Esplanade and Waione Street

The modelled time taken for the trip in the 2031 Do Minimum models has been plotted in Figure
4-2 and Figure 4-4 for the earlier model and Figure 4-3 and Figure 4-5 for the updated model.
Journey times over the same route in the Base model have also been plotted for comparison.
Various road names have also been plotted on the x axis of the diagrams as a reference.
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Figure 4-2: Journey Times — Westhound on The Esplanade (Earlier Model)

The westbound journey times in the AM peak are very consistent prior to reaching the Petone
Interchange. After this point, both AM peak lines spike indicating the congestion faced at this
location. The new interchange incorporated with the Petone to Grenada project, however, appears
to improve the overall journey time in 2031 by approximately 100 seconds despite having more
volume in the later model year.

The differences between the AM peak and inter peak journey times are less pronounced and follow
a pretty steady progression. The 2031 inter peak journey time is approximately 30 seconds less
than that of the Base model while the 2031 PM peak time is about 20 seconds greater than the Base
model.

Figure 4-2 also suggests an improvement in travel time variability. This notion is supported by the
size of the difference between the longest trip (AM) and the shortest trip (IP) decreasing from 2011
to 2031. This improvement will largely be due to the new Petone Interchange.
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Figure 4-3: Journey Times — Westhound on The Esplanade (Updated Model)

The updated model is showing a significant reduction in journey times in the AM period along The
Esplanade compared to the earlier model. This AM reduction is seen in both the 2011 and 2031
models and is in the order of five minutes and two minutes respectively and appears to occur in the

approach to the Petone interchange.

Conversely, the IP and PM peaks are showing a higher journey time in both the IP and PM in the
updated model. For the 2011 PM, 2031 IP and 2031 PM this is in the order of 60 sections.
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Figure 4-4: Journey Times — Eastbound on The Esplanade (Earlier Model)

As in the westbound direction, the AM journey times in the eastbound direction show the greatest
difference between 2031 and 2011, however, in this instance travel in 2031 takes approximately 120
seconds longer than in the Base model. The overall travel time is greater but the journey also seems
to be affected by a 10sec delay due to congestion near the Cuba Street intersection.

The eastbound PM peak has the highest travel time with the 2031 journey taking about 60 seconds
longer than it did in 2011. Again the 2031 inter peak journey time is lower than that of 2011 by
approximately 20 seconds despite having greater volumes on the road network. This is likely due to
the overall travel time benefits provided by the new Petone Interchange linking to Petone to
Grenada.

In contrast to the westbound direction the travel time variability appears to worsen in the

eastbound direction. This is shown by the increase in the difference between the longest and
shortest trips.
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Figure 4-5: Journey Times — Easthound on The Esplanade (Updated Model)

The updated model is showing higher overall travel times in all comparisons except for the 2011
PM. In 2011, journey times in the updated model have increased by 70 seconds in the AM, 18
seconds in the interpeak and reduced by 35 sections in the PM when compared to the earlier
model. This same comparison in between the 2031 forecast models shows an increase of in the AM
of 190 second (over 3 minutes), in the IP of 140 seconds (over 2 minutes) and in the PM 170
seconds (just under 3 minutes).

This shows a significant increase in travel times in the updated model over the earlier model. In
2031 this increase appears to occur at the Petone interchange. This can likely be attributed to the
addition of signals on the upgraded Petone interchange however the magnitude of the increase
suggests that the new signals could be further coordinated.
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5 Crash History

The NZTA Crash Analysis System (CAS) was used to analyse the crash history of three road
corridors in Lower Hutt from 1/01/2008 to 31/12/2012. This study period represented the most
recent full-five year period at the time of the initial PFR development. An updated comparison
accident for the 5-year period to 2014 is included later in this section. The corridors chosen were
based on the options previously assessed as well as the options considered in this study, identified
in Sections 6 and 7. Those corridors are listed below and presented in Figure 5-1.

a. The Esplanade / Waione Street;
b. Randwick Road; and
c. Wakefield Street / Whites Line West.

The study area has been selected using a 10m offset around midblock sections and 35m radii
around intersections. Only police reported crashes have been included in this analysis. Throughout
this section the crash history of the corridors will be compared to the national averages obtained
from CAS for all non-state highway roads in New Zealand. The crash summary reports from CAS
have been included in Appendix I.

'
!

J

The Esplanade/Waione Street
Randwick Road ™,

Wakefield Street/Whites Line ™

Figure 5-1: Crash Study Corridors

Updated crash history outputs covering the three corridors from 1/01/2010 to 31/12/2014 are
included in Section 5.4. These are included to determine if the crash trends identified in the
original analysis have changed significantly.
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5.1 The Esplanade / Waione Street

Over the defined five year period analysed, a total of 150 crashes were recorded along The
Esplanade / Waione Street corridor. Two of these crashes resulted in serious injury, 33 in minor
injury and 115 were non-injury. The injury classification is based on the most severe injury
sustained by any party involved in the crash. Table 5-1 summarises the crash severity by year. The
average number of crashes per year over the study period is 30. The number of collisions in 2011
and 2012 is less than that average at 24 and 25 crashes, respectively.

Table 5-1: The Esplanade/ Waione Street Crash History 2008-2012

Year Serious Minor Non-Injury Total
2008 0 7 31 38
2009 2 6 21 29
2010 0 7 27 34
2011 (o} 6 18 24
2012 (o} 7 18 25
Total 2 33 115 150

Figure 5-2 shows the locations of the crashes on The Esplanade and Waione Street.

Figure 5-2: Crash Locations on The Esplanade / Waione Street
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5.2 Randwick Road

Over the defined five year period analysed, a total of 49 crashes were recorded along the Randwick

Road corridor. One of these crashes resulted in serious injury,
11 in minor injury and 37 were non-injury. Table 5-7
summarises the crash severity by year. The average number of

crashes per year over the study period is 10. The number of

collisions in 2011 and 2012 is less than that average at 5 and 7

crashes, respectively.

Table 5-7: Randwick Road Crash History 2008-2012

Year | Serious | Minor Iﬁj(:i} Total
2008 0 4 8 12
2009 0 2 12 14
2010 o} 2 11
2011 0 2

2012 1 1 5

Total 1 11 37 49

Figure 5-5 shows the locations of the crashes on this corridor.
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5.3 Wakefield Street / Whites Line West

Table 5-13 summarises the crash severity by year.

Table 5-13: Wakefield Street/ Whites Line West Crash History 2008-2012

Year | Serious | Minor Iﬁ_]f::;r Total
2008 (0] o o 0
2009 0 1 3 4
2010 2 1 2 5
2011 0 0 2 2
2012 o 0 2 2
Total 2 2 9 13

Over the defined five year period analysed, a total of 13 crashes were recorded along Wakefield
Street. There were no reported crashes on Whites Line West during the analysis period. There were
2 serious injury and two minor injury crashes. The remaining nine were non-injury crashes. As
with the previous two corridors assessed, Wakefield Street has seen a reduction in the number of
crashes reported for 2011 and 2012 compared to the previous few years.

Figure 5-8 shows the locations of the crashes on this corridor.

Figure 5-8: Crash Locations on Wakefield Street

Along this corridor the Wakefield Street/Hutt Road intersection was identified has having a poor
crash history. This intersection had six crashes over the five year study period. Three of these
crashes were lost control on bend crashes. This indicates that there may be issues with the
geometry of the intersection. Three of the four injury crashes reported on the Wakefield Street
corridor occurred at this intersection.
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result of the crashes over the five year study period and only five (of 222) resulted in serious injury.
Environmental conditions have not been a major factor in the crash history.

Crashes by road users are also generally representative of the traffic profile along the corridors. The
only exceptions to this are where car crashes are underrepresented along The Esplanade and
Wakefield Street corridors and truck crashes are overrepresented along the Wakefield Street
corridor only. Overall these corridors have crash histories that strongly support the fact that they
are urban corridors, and no significant crash problems are present.

The updated analysis of all accidents within the 5-year period to 2014, as detailed in section 5.4 has
shown that the number injury crashes within the three corridors has not significantly altered since
the initial crash analysis. While the total number of crashes appears to have reduced, this is largely
due to a reduction in non-injury crashes. This reduction in non-injury incidents may indicate safety
improvements along the three corridors, it could also be that, as the analysis include police
reported crashes only, less non-injury crashes were reported to the Police.
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7 Roading Options

7.1 Options

There have been many road options and alignments reviewed in the past. The results of those
previous studies have indicated that a road link to Seaview with an alignment utilising Wakefield
Street and/or changes to The Esplanade were the most desired options as they were most in line
with the HCC’s vision for the region and had the best economic value. For reporting purposes, The
Esplanade depowering options have been included in this section with the roading options, despite
these options providing amenity benefits rather than transportation benefits.

Initially options identified from previous work, stated in Section 1.3, were considered. Additional
options were then created with the aim of satisfying the project objectives. The list was then
shortened based on how likely they were to meet these goals. A long list of options that were not
tested are included in Section 7.2. All options focus on vehicle traffic and freight movement,
however public transport, walking and cycling modes have been considered in the design and
assessment where appropriate. A schematic of all the options progressed is shown in Figure 7-1.

Figure 7-1: Schematic of all Roading Options
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An alternative version of SV-8 has also been assessed where The Esplanade depowering and HCV
restrictions, as detailed in SV-4, are included.

7.2 Other Long List Options
There were several other options initially considered but then discounted for various reasons. Some

of the options that were considered are described below. A schematic of these options are
illustrated in Figure 7-2.

Figure 7-2: Schematic of long list options
A. Waione St, Jackson St to Cuba St then The Esplanade

This option reroutes the main traffic flow from Waione Street, onto Jessie Street, followed by
Jackson Street, followed by Cuba Street and finally back along The Esplanade. It was considered to
relieve the congestion on The Esplanade and make it a more desirable amenity. The specifics of
enforcing the traffic redirection has not been developed but could be achieved in a number of ways
including changing traffic priorities, directional signage and traffic calming measures.

Reason for omission:

The option mainly shifts the problem from The Esplanade to Jackson Street that has less capacity
or room to handle it without removing parking. It also moves the severance problem from The
Esplanade to Jackson Street which will likely only increase foreshore accessibility for the few
residents that live between the two roads and only for those east of Cuba Street.
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Consistent with earlier volume comparisons in section 4.3, volumes produced by the updated
model show that generally, with the exception of The Esplanade West, have increased over those
produced by the earlier model.

The CVL with depowered esplanade options (those denoted with a ‘b’) show a significant volume
reduction on The Esplanade when compared to the CVL only options (those denoted with an ‘a’) as
is shown in Table 8-4. At the West end of The Esplanade, ADTs have reduced by 13,900, 13,400
and 13,200 vehicles (66%, 65% and 64%) in SV2b, SV3b and SV8b respectively. The east end of
The Esplanade shows a similar flow reduction, 12,800 vehicles in SV2b (70%), 12,400 vehicles in
SV3b (69%) and 11,900 vehicles in SV8b (68%). The Estuary Bridge shows less of a reduction,
10,700, 10,200 and 9,700 vehicles, which equates to 47%, 46% and 47% for options SV2b, SV3b
and SV8b respectively. A corresponding increase in flows is seen on Wakefield Street where SVab
shows 9,200 additional vehicles (61%), SV3b shows 8,600 additional vehicles (53%) and SV8b
shows 7,900 additional vehicles (46%). This in effect demonstrates that depowering The
Esplanade would promote the use of a cross valley link option.
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Table 8-3: Option ADT’s from SATURN Actual Flows (Earlier Model)

2031 Traffic Flows (vpd)
No Road
Do-Min SV-1 SV-2 SV-3 SV-4 SV-5 SV-6 SV-7
1 The Esplanade West 26,800 25,700 28,000 26,800 _- ag,nm
2 The Esplanade East 23,400 21,800 23,800 22,200 25,100
3 Estuary Bridge 26,900 25,100 26,300 25,400
4 Randwick Road 16,300 15,900 15,500 15,600 15,900 16,200 15,800
5 Whites Line East 20,300 21,300 20,800 21,100 20,200
6 Wakefield Street West 1,600 1,700 1,600 1,600 1,500
= Wakefield Street East 500 510 510 530 510 510 510
8 Railway Corridor N/A N/A N/A N/A N/A N/A N/A
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Figure 8-1: Diagram of Traffic Flow Locations
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Table 8-4: Option ADT’s from SATURN Actual Flows (Updated Model)

No.

Road

2031 Traffic Flows (vpd)

SV3b

SV-8a

SV8-b

Do-Min

Whites Line East

i w:st Esplanade 24,700
2 The Esplanade East 23,800
3 Estuary Bridge 28,500
4 Randwick Road 17,700
20,500

Wakefield Street
West

1,460

Wakefield Street
East

SVzb

SV-za
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8.1.4 Journey Times

The route used to analyse the modelled journey times has been taken along The Esplanade and
Waione Street from east of the Petone Interchange to west of Randwick Road, as depicted in Figure
8-3.

Figure 8-3: Journey Time Route along The Esplanade and Waione Street

Figure 8-4 to Figure 8-11 show modelled travel times along The Esplanade for the 2031 Do
Minimum and option models in the AM and PM peaks for both the earlier and updated SATURN
models. The Esplanade was selected as this route is common to all options, whereas the particular
options vary in length so are difficult to compare. A4 size copies of these graphs, including graphs
of the inter peak travel times, have been included as Appendix Q.

The westbound journey times in the AM and PM peaks are relatively consistent for all options, with
the exception of SV-4, which has a 3okm/h speed restriction on The Esplanade. In the PM peak,
Option SV-4 has a large spike in travel time near the Petone Interchange indicating that there are
significant delays at this point. Options SV-6 and SV-1 are slightly slower than the Do Minimum in
the AM peak. In the PM peak SV-1, SV-6 and Do-Min consistently travel at the same speed. The
fastest overall journey times are SV-8 and SV-3 in the AM peak, and SV-7 and SV-8 in the PM peak.

The updated model westbound travel time graphs show similar trends as noted in section 4.4.3.
Compared to the earlier model, the AM peak period is significantly quicker (ranging from two to
two and a half minutes) and the IP and PM periods are 50 to 70 seconds slower.

The depowered Esplanade options (those denoted with a ‘b’) show a similar journey time increase
Westbound in the updated model, in comparison to the other options, to that of SV4 in the earlier
modelling. As would be expected, the reduced speeds on The Esplanade have a significant impact
on journey times along this route.
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Westbound Travel Time (2031 AM)
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Figure 8-4: Journey Times — Westbound on The Esplanade, AM Peak (Earlier Model)
Westbound Travel Time (2031 PM)
900
- SV-4
800 o
|
700 i
600
= 500
o
E
F 400
300 -
200 = S = =
100 e
~Randwick Rd EastSt Jessie St CubasSt Buick St Victoria St In;ﬁ::ge
0 & & 22— & &
0 1000 2000 3000 4000 5000 6000
Distance Along Route (m)

Figure 8-5: Journey Times — Westbound on The Esplanade, PM Peak (Earlier Model)
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Esplanade Westbound Travel Time (2031 AM)
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Figure 8-6: Journey Times — Westhound on The Esplanade, AM Peak (Updated Model)
Esplanade Westbound Travel Time (2031 PM)
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Figure 8-7: Journey Times — Westbound on The Esplanade, PM Peak (Updated Model)
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As in the westbound direction, the Option SV-4 has the longest journey time in both the AM and
PM peaks. Again Option SV-1 is slightly slower than the Do Minimum in the AM peak. In the PM
peak SV-1 and SV-6 are both slower than the Do Minimum.

SV-7 and SV-8 have the fastest modelled travel times in the AM peak and the fastest overall journey
times are SV-8 and SV-3 in the eastbound direction in the PM peak. This is a mirror image of what
occurs in the westbound direction.

Overall, the fastest journey times along The Esplanade occur under SV-7 (the full double laning
including the Estuary Bridge) and CVL (SV-2, SV-3 and SV-8) options. SV-7 is generally faster
because the double laning has increased the capacity along The Esplanade whereas the CVL
options are quicker because there are less flows along The Esplanade. For all options, major delays
occur at the Petone interchange in the westbound direction, this is especially true during the AM
peak. The signalised intersection at Cuba Street is also a point of delay in both directions.
Additionally SV-4 experiences delays at Jessie Street because this is the location where the 3okm/h
speed restrictions begin. In general all options except SV-1, Sv-4 and SV-6 perform consistently
better than the Do Minimum.

The updated model eastbound journey time graphs show similar trends as noted in section 4.4.3.
Compared to the earlier model, the AM peak period is significantly slower (ranging from three to
three and a half minutes) and the IP and PM periods are two and a half to three minutes seconds
slower.

As with the westbound direction, the depowered Esplanade options (those denoted with a ‘b”) show
a similar journey time increase eastbound in the updated model, in comparison to the other
options, to that of SV4 in the earlier modelling. As would be expected, the reduced speeds on The
Esplanade have a significant impact on journey times along this route.
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Figure 8-8: Journey Times — Eastbound on The Esplanade, AM Peak (Earlier Model)
Eastbound Travel Time (2031 PM)
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Figure 8-9: Journey Times — Easthound on The Esplanade, PM Peak (Earlier Model)
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Esplanade Eastbound Travel Time (2031 AM)
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Figure 8-10: Journey Times — Eastbound on The Esplanade, AM Peak (Updated Model)
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Figure 8-11: Journey Times — Eastbound on The Esplanade, PM Peak (Updated Model)
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The CVL options in the updated model show travel time cost improvements ranging from 0.25% in
option 8a to 0.38% in option 2a. This is in line with the same options as previously modelled. The
Esplanade depowered options show negative travel time benefits as expected and in line with the
earlier modelling of SV4 option which also had a depowered esplanade. Option 8b however
performs significantly worse than the options 2b, 3b and the earlier SV4.

This analysis shows little variation in the benefits anticipated for each of the options when
compared to the earlier assessment, and accordingly the BCR analysis is considered to remain
valid. The only except to this is the congestion relief for Option 8b, where a difference of 18% is
observed. As noted above, the majority of benefits are derived from travel time costs, and the
congestion relief represents a much smaller portion of the combined benefits.

While BCR analysis was not able to be carried out using the updated modelling for options 2b, 3b
and 8b, from the travel time costs it can be seen that these options would produce a negative BCR
compared to the do minimum scenario. Option 2b and 3b would likely show greater benefits
compared to the depowering alone in SV4. It should be noted that while the depowered esplanade
options show negative transport benefits, these don’t take into account other benefits such as
improved amenity which may make such an option desirable despite the transport dis-benefits.
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17 Assessed Options

NZTA standards for feasibility studies require that a preferred option is selected. In this case there
are several options that have the potential to be progressed and may be taken forward for more
detailed investigation depending upon the aspirations of HCC and NZTA.

The economically feasible options include the two full Esplanade four laning options (SV-5 and SV-
7) as well as the CVL options (SV-2, SV-3 and SV-8). Of these options, the CVL options were
considered to better meet the project objectives due to the positive effects of enhancing resilience
and improving access between Petone and the sea. These options also facilitate economic growth.
However it must be noted that the provision of a new bridge structure may have environmental and
cultural impacts.

SV-3a (called SV-3 hence forward) was selected as the option that would be assessed at a greater
detail in this report as it had a positive BCR, promoted economic growth and improved resilience.
Although SV-2a (called SV-2 hence forward) has the highest BCR and lowest cost it also requires
greater land acquisition, which carries a risk to the project. SV-2 also necessitates the removal of
more greenspace so has the greater adverse environmental effects. Because of these issues SV-3
was selected over SV-2. SV-3 also diverted traffic away from The Esplanade so in turn enhancing
the linkage between Petone and the sea. Additionally from an urban design perspective SV-3 was
identified as the best solution.

The following sections of the report therefore use SV-3 in assessing the social and environmental
effects, LTMA assessment and the NZTA profile assessment. While SV-3 has been selected in this
report, in the future all economically feasible options should be considered in the future stages of
this project.
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19 Resilience Assessment

The assessed option (SV-3) which includes the CVL will enhance resilience during operation by
providing an additional link across the river in the southern part of Hutt Valley. This will provide
an alternate route in the event of an emergency, crashes or during maintenance.

The link would also enhance resilience in natural hazards. Being away from the coast, the route
will be less vulnerable to tsunami, and particularly storm surge and high winds. In earthquake
events, the route will still be susceptible to liquefaction. However, the route will be more resilient
because:

1. The route will be predominantly located on flat ground, and therefore the effects of
liquefaction will be predominantly sand boils and subsidence of the ground. These are far
less damaging to road links than lateral spreading towards the river and harbour as in the
case of The Esplanade / Waione Street link. This was evident in Christchurch in the
Canterbury earthquakes. The performance of the road could be further enhanced by
reinforcing the road subgrade with geogrids. The road will continue to provide access,
although may be uneven, and can be quickly restored by reinstating the pavement.

2. The link across the Hutt River will still be vulnerable to liquefaction and lateral spreading,
but because the bridge will be newly built, the abutments and approaches can be
strengthened by a stronger structure or by ground improvement to make the link across the
river resilient to earthquakes (Brabhaharan, 2014). This has been used on bridges on the
Christchurch Southern Motorway as well as the current reconstruction of the Ferrymead
Bridge in Christchurch.

3. The SV-3 would be designed follow current standards and engineering best practice
including the provision of adequate drainage to mitigate flood risk.

In summary, the new cross valley link would substantially enhance resilience of access in the
southern part of the Hutt Valley.
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