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1 The Mnmster has ;dentffted ? roads of national significance (RONS) in the GPS issued May 2009,

the. deveiapment of- whsch is intended to deliver national benefits to the transport network and

to economic devnicpmem “The 7 RONS are:

o Victoria ?ark bottleneck in central Auckland;

° Compietion of the Western Ring Route in western Auckland;

o . “Waikato Expressway from Mercer to south of Cambridge;

o Tauranga Eastern Corridor;

° Christchurch Motorways;

o Wellington Northern Corridor; and

° Puhoi to Wellsford.



2 This paper presents the 6% funding application to the Board relating to a RONS faollowing
funding approvals for:

° Victoria Park Tunnel (construction);

° Waikato Expressway (investigation to preliminary design);

° Completion of the Western Ring Route (investigation to preliminary design);
o Christchurch Motorways (investigation to preliminary design); and

° Puhoi to Wellsford (investigation to preliminary design).

3 The Wellington Northern Corridor RONS comprises the majqr,stakt‘é\higﬁway compbneh%sﬁ“’c’)f a
series of packages from Wellington Airport to north of Levin, which will include local roading,

public transport and walking and cycling improvementsihatwitl providéafﬁﬂy integrated
solution. ' o ' ) '

Purpose

4 To seek the Board’s endorsement o‘f\thé,NZTA’s (SH1) Wekl!‘ihg\tonf Northern Corridor RONS in
the Wellington and Manawatu—Wang‘\éinui Regions and it‘s:\ép;iroval for funding the
investigation and design of the RONS and for fun’diﬁg‘ﬁt‘h‘é property purchase associated with
the RONS. \ V

Recommendations
5 That the NZ Transport Agency Board: -

a. endorses the'NZ Transport Agency's (NZTA’s) (SH1) Wellington Northern Corridor RONS
frko‘:m:nort‘h of Levinto Wellington Airport;

b. approves funding as set out in the table below for the investigation and design of NZTA's
(SH) We’l!kingm‘n Northern Corridor RONS and for property purchase associated with the
RONS at @ 'total estimated cost of $386.2 million from N and C3 funds, subject to:

i~ a.hold point at the macroscope of each element of the RONS to enable the Board to

confirm the preferred option;

i ahold point at the end of investigation of each element before detailed design
commences to enable the Board to consider the scheme assessment and confirm
funding for detailed design;



the procedures employed to procure the investigation and design of each element

either complying with the NZTA's approved procurement strategy or, where the

procedures do not comply with the strategy, approved as special procedures by the

Group Manager Regional Partnerships and Planning; and

achievement during investigation of the outstanding conditions of funding and

funding outcomes for the Basin Reserve and Linden to MacKay’s Crossing

(Transmission Gully) elements of the RONS set out in Board resolutions 08/12/0121

and 08/06/3115;

Element

Funding requé‘sfekd(S\ million)

(Excluding previously approved fuh‘dihg}

Investigation - < Design | Property Total
Airport to Mt Victoria 6.0 127 - 366 55.3
Tunnel ‘ .
(N funds)
Basin Reserve 0.0 2.2 2.5 4.7
(N funds) AR
Terrace Tunnel 43 6.2 23.9 34.4
(N funds)
Ngaurangké,t‘o Aotea Quay |- 1.7 1.3 0.0 3.0
(N funds) .
| Ngauranga to Linden 7.2 12.2 22.8 42.2
|“(N-funds)
Linden to MacKay's 2.7 36.5 23.6 62.8
Crossing (C3 funds)
&Aac~Kay\;s Crossing to Peka 15.7 26.7 49.6 92.0
“Peka (N funds)
Peka Peka to Otaki 6.0 9.9 18.5 34.4
(N funds)
Otaki to Levin 3.7 6.2 27.9 37.8
(N funds)
All elements - internal 19.5 - - 19.5
people resources
capitalised to WNCR
(N funds)




TOTAL

66.84

113.94

205.42

386.20




notes that funding has been approved previously for investigation of the Basin Reserve
(53.3milliom and Linden to MacKay's Crossing (Transmission Gully $27.1million) elements

and for property purchase associated with Transmission Gully (§37.2million);

notes that the funding allocated in the 2009-12 NLTP to the New and improved
infrastructure for state highways activity class is considered sufficient to cover the funding
requested in this application and that the NZTA's Highway and Network Operations Group

is expected to purchase services for and manage the activities w&thm thxs allocatlon

notes that the construction cost for the (SH1) Wellington Northerh Cﬁo‘r?idor R‘Q‘NS‘ is '
estimated at $3.24 billion, the 95% percentile cost is estimated at'$3. 93 billidn and-the St
percentile at $2.23 billion, recogmsmg that many of the proyacts in the RONS are at an

agrees to take Board paper 09/09/0292 outfdf\‘Cdmmittee whéh‘ﬁthfe;B‘oard has published

the notice of decision.

Background

Description of project

6  The Wellington Northern Cyorridork RONS-(WNCR) involves improvement of State Highway 1

from about 10km r}or‘thy of Levin to We[iing:jfo‘n Airport, comprising of 9 elements:

ety

Airport to Mt Vié:yt‘oria Tunnel\(RL:ahihe Street improvements and tunnel duplication);

Basin R‘eserve (capacity-improvements and Buckle Street memorial park realignment?);

) ,Ti‘ér‘rkacé Tunnel (du“phitation);

Néauranga“to Aote“é Quay (peak time hard shoulder running):

Ngadranga to-Linden (Grenada to Petone new link road);

Tindento MacKay's Crossing (Transmission Gully new road);

MacKay’s Crossing to Peka Peka (capacity and intersection improvements);
Peka Peka to Otaki (capacity and intersection improvements and Otaki Bypass);

Otaki to Levin (capacity and intersection improvements and Levin Bypass).

7 Refer to the map in Attachment 1, showing the WNCR and the 9 elements.

' The realignment of SH1 to accommodate the Buckle Street memorial park will be funded outside of the NLTP

by the Ministry of Culture and Heritage.



Previous funding applications, conditions of funding and policy

10

12

The Board has previously approved funding for two NZTA activities, being:
a Investigation of the Basin Reserve improvements (Board resolution 08/12/0121); and
b Investigation of Transmission Gully (Board resolutions 06/10/1848 and 08/06/3115).

The work approved for funding under the above resolutions has not been completed, but is
required to deliver the WNCR and will continue alongside the work proposed for funding tnder

this application. NN -

Conditions of funding applied to the Basin Reserve approval,'“ré‘c‘j‘u‘i’rin‘gz; e

a the development of a Memorandum of Undersrandmg, to rhe Chief Execu[/ve 's satisfaction,
amongst the NZ Transport Agency, Wellington C/fy Couna/ and Greate; We///ngron Regional
Council, which sets out governarce arrangemen[s ano’ ob//gatlons of each party with the
aim of optimising and delivering the comp/ete package of pub/fc transpon‘ walking &

cycling, roading, urban design and /andiuyse Changes of ‘wh/ch(h/s project is part; and

b the establishment of a hold pomz‘ durmg /nvesngaz‘/on fo//owmg selection of the preferred
optfon and before underz‘akmg the assessmem of Enwronmenta/ Fffects and lodging of the
Notice of Requirement; to enable the Board and the NLTP Review Group to consider the

macroscopes of m/s pm/ec[ and the Easm Reserve Package of which this project is part.

Progress has been. made on condmon (a) wnth a Memorandum of Understanding developed

and signed off, meamng that thrs condttton can be closed off.

The secdndconéiition (b)*isstandafd for projects of this scale and complexity, although there
is-the ‘added7‘réquirement:o“cbnsider the macroscope for the package as well as the project,

given the special-need for close inter-modal, network and land use integration.

A condition‘:of‘f\f\Unding for the Transmission Gully approval for further investigation
(08/06/31}5) required a cost-scope adjustment application, which has been received, so

closing out the condition.

Ih‘addition, the Board’s resolution listed a number of outcomes expected from the further

investigation, to:

a enable Land Transport NZ to assess the package of activities proposed to implement the
Western Corridor Strategy;



b enable Transit NZ, in collaboration with Greater Wellington Regional Council, to complete:

o all activities required under the scope of its stage 1 investigation, as set out in
paragraph 6 of Board paper 08/06/3115;

o an investigation to optimise the performance of the proposed package of activities to

implement the Western Corridor Strategy, and
o definition of the scope and timing to implement the Western Corridor Strategy.

The first outcome, (a) above, has been captured in the evaluation of the ‘metwork plan't’ﬁaf‘is
part of the WNCR Business case, as well as the assessment of the. WNCR in this Board paper '

We are satisfied that the evidence provided closes this requrrement out

The second outcome, (b) above, will be achieved when mvestlgatlon of Lhe Lmden to MacKay's
Crossing element is completed. We expect that the flnal Scheme Assessment Report on

Transmission Gully will demonstrate this.

Strategy support and/or package endorsement-

17

One strategy involving the RONS, tﬁe‘ Nge{Urenga to Airpﬁé‘rt Corridor Plan, has been formally
supported by the Board under s fundmg pollcy as set out in the Planning, programming and
funding manual (Board resolut:on 08/07/31 31) Froma funding perspective, the Board
supported Stage 1 of the ’P»Ian, covering the ﬁrst 10 years of implementation and comprising
of: e e

o bus priority mieasures through‘the central area and to all key suburban centres;
o Basin Reserve fly-over;

& !p‘eakvperiod lanes onthe shoulders of SH1 from Ngauranga to Aotea, combined with a bus
lane on the Hutt Road;

° addition‘al\lkén‘es'on the two existing roundabouts on Cobham Drive; and
o walking and cycling improvements.

Stage 2 of the Plan comprises projects that were expected to be constructed in the longer

term and could be supported in due course. These projects were:

L]

Wellington Street and Ruahine Street widening (state highway);
o Mt Victoria tunnel duplication (state highway);
o bus way or light rail implementation; and

o duplication of the Terrace Tunnel (state highway) and removal of two lanes from the central

area waterfront route,



19 The state highway projects from the Ngauranga to Airport Corridor Plan have been

incorporated in the WNCR.

20 The Western Corridor Plan predated the development of policy for formal Board support from

a funding perspective, although it was endorsed by the Transit NZ Board in August 2005.

Issue definition

21 The key issues pertaining to the WNCR are:

L]

Economic development - identified by the government as a RONS-in. the GPS and mtended
to provide national benefits to the national transport network and to economxc
development. Congestion relief, travel time and trip rehab&hty, network re5|l|ence frelght
transport efficiency and access to markets and employment areas are speuﬂc 1ssues
impacting economic growth and productivity in the w1der regnon Congestnon issues are
indicated by the degree of saturation (DOS), the ratio of traffic volume: to road capacity,
and the levels of service (LOS)? set out in the table below. The information indicates that
SH1 is operating close to or above capa&:itykkiin some section\s;\Bofhnmeasures are expected
to deteriorate over time as traffic voinn‘ﬁes“o}mw. Foreca‘s"t"increases in traffic volumes are

shown in the AADT information \on:them‘aps in AttaChment 2.

DOS — N'Bnd 'DOS-'S’Bnd LOS - N'Bnd | LOS - S'Bnd
Location ; T SN
_AM PM | . AM PM AM | PM | AM | PM
Mt Vic Tunnel |- 0.92 | 0.95 0.69 1.07 E E D F
Urban Motorway” 0.36 0.77 0.77 0.51 B8 D D C
North of - R
0.27 0.77 0.74 0.42 B D D C
Ngauranga Gorge
Mana 1 0.41 0.86 0.70 0.58 C E D C
Centenni‘al H'way 0.29 0.66 0.55 0.46 B D C C

o™ Safety - crash rates on parts of SH1 on the WNCR are high, particularly in the more

northern elements, as indicated by the number of crashes in the 2004-08 period, shown in

the table below. The crash rates for the 2 most northern elements are 18.6 and 21.9

crashes per 100 million vehicle km compared with the national average of 16.

2 Level of Service (LOS) is a ranking from A to F used to describe operating conditions (speed and travel time) on

a road. Level A represents free-flowing conditions and Level F represents heavily congested conditions.




Crash History 2004 - 2008

Element

Fatal Serious Injury Non-injury Total
1 - Airport to Mt Vic Tunnel 3 2 47 129 181
2 - Basin Reserve 0 4 16 146 166
3 - Terrace Tunnel 0 4 6 42 ‘5‘2
4 - Ngauranga to Aotea Quay 1 14 75 N 223 313
5 - Ngauranga to Linden 3 14 i 23 436 ,\"576
6 - Linden to Mackays3 15 49 1165 .;k,k\s'ee 795
7 - MacKays to Peka Peka’ 5 SNVES 77 254 359
8 - Peka Peka to Otaki 4 . 43 ‘26‘ 77 150
9 - Otaki to Levin Q [N B TR 108 277 437
Totals < 44 1 92 643 2150 3029

Objectives

22 The objectives of th'ey WNCR are to:

AN

° g‘ivefeffect to the GPS; in particular to deliver the RONS;

° ‘enhance inter=regional and national economic growth and productivity;

e improve access to Wellington's CBD, key industrial and employment centres, port, airport

and Eds‘p‘ital; i

° p“rov‘i“de relief from severe congestion on the state highway and local road networks;

o improve the resilience of the transport network; and

o improve safety and journey time reliability on SH1 between Levin and the Wellington

airport.

5 Safety improvements on the existing state highway, either in place or planned, e.g. central median wire rope

barriers, are reducing/will reduce the number and seriousness of crashes on these two sections, which largely

will be seen in future crash history reports.




Strategic context

Regional overview

23

24

25

26

27

The majority of the RONS is in the Wellington Region although part of the Otaki to Levin

element north of Pukehou is situated in the Manawatu~Wanganui Region.

The Wellington Region is New Zealand's third largest region by population, containing about
479,000 people and forecast to grow to around 540,000 by 2030. Most of this growth is
xpected to occur in Wellington City and on the Kapiti Coast. The reglon has 11% of the
national population and produces 13% of the nation’s GDP. Income’ per capita of people agedv
15 years and over averaged $35,400 per annum in the 2006 Census around 114% of the-NZ
average. Wellington City’s income per capita averaged $40,300, about 130% of the/NZ y

average. The Region's average household income is the Bighest of all regions-in the country.

The region has the highest rate of public transport use“in*l\lew ZealanilWithSS million

walked or cycled to work and a further 1_7/0 travelled to work bypublrc transport.

The Horowhenua District, through whlch\(he Otaki-Levin sectlon of the RONS passes, is
predominantly rural with a populatlon of-around 30, 000 and relatlvely low population growth.
Its income per capita of thos,eaaged 15 years an\d‘oyer was $24,300 in the last Census, about
78% of the national aver;ag\é.fl:hé‘j M‘anawatiu-llva‘r{ganm Region’s average household income is
amongst the lowest in New Zealand. : :

The wider regidnalécbﬁdmy is based on arange of activities, including forestry, extensive
agriculture (shéep and cattle), hd“r‘tlculture, viticulture, manufacturing, business and financial
services; retail, performing and visual arts, tourism, health and community services,
hospit‘ality ahd the bus~ines$“-of government. The more intensive economic activities are based
on. the Wellmgton CBD and d substantial portion of manufacturing focussed on Porirua and the
Hutt Valley ' o

Key reglonal transpcrt corridors

28

The: Wellmgton Northern Corridor is one of 4 key transport corridors serving the part of the

southem North Istand impacted by the RONS, these being:

a 'Air transport into Wellington Airport provides for a substantial amount of domestic travel
and some international travel with about 5 million passengers using the airport per year. It
also caters for small volumes of higher value freight. Efforts are underway to attract long
haul capable aircraft, which would enable greater freight loadings and position Wellington
as an international passenger hub. The recent announcement of regional services based on
Paraparaumu Airport could see some diversion of air travel from Wellington, but could also

result in increases in demand due to the improved ease of travel.



While air transport is critical to the regional economy, particularly for activities such as
business, tourism and government, it is restricted to those travelling longer journeys and
more wealthy, time limited travellers or to lighter, high value freight. Air transport
generally depends on land transport as part of the journey or supply chain. The greater
the importance of an airport, such as Wellington, to regional and national economies, the

more critical are the land transport connections that access it.

b Seatransport to and from Wellington carries substantial volumes of freight and
passengers, particularly between the North and South Islands. Over 1 million people.”
travel by sea across Cook Straight each year and the ferry services transported around 3 4
million tonnes from North to South Islands in 2006/07. The breakdown of North Island
origin and destination freight volumes in the following table shows that much of the
freight involves regions well outside the Wellington Regron demonstratmg the national

importance of the ferry links.

The main coastal shipping service provrders rnc!ude We!hngton in therr freight schedules,
linking to ports in both islands with Roﬂ on/RoH off (RORO) and conventlonal vessels,
Updated National Freight Demands< Sudy mformatron shows about 160,000 tonnes of
general cargo flows out of Wel!mgton each year as coastal shipping freight and about
65,000 tonnes is shipped into the port.s CentrePort servrces export and import freight
shipments, with cargoes dccurnulated from southern and central North Island. Specialised
carriers bring fuel and‘cement to Wel[mgton, cruise ships bring tourists, while a wide

range of vessels serve public transport, fishing and recreational needs.

Cook.Strait Ferry Freight Movements 2006/075
Origin or d\esytination in Northlsland Road Rail
Million % of total Million % of total
tonnes for mode tonnes for mode
UpperﬂNo‘rth»ls (Northland, Auckland, 1.4 62% 0.8 74%
’,Waikﬁato, BOP, Gisborne)
dewer North s (Taranaki, Hawkes 0.6 24% 0.2 20%
Bay, Manawatu-Wanganui)
Wellington 0.3 14% 0.1 6%
Total for mode 2.3 1.1

+ Coastal Shipping and Modal Freight Choice, Rockpoint, 2009
5 National Freight Demands Study, 2008



As for air transport, sea transport depends on land transport as part of the journey or
supply chain, and the importance of sea transport to regional and national economies
dictates the need for high quality land transport connections to access it. In Wellington’s
case, sea transport is a very important part of inter-regional journeys as well as national
and international supply chains and the land transport links to it need to reflect this

importance.

C Land transport along the Hutt Corridor is of high intra-regional importance The ¢

Gracefield/Seaview industrial area in the Hutt Valley contains’ around 50% of the mdustrral
floor space for Wellington and Lower Hutt and the southern part of the corridor, largely
based on SH2, provides a critical freight route connecti'ng“\to Weﬂington City‘;‘CentrePort
and to the Northern Corridor based on SH1. The {ower part of the comdor is also an

important commuter route served by road and passenger rail modes

\\ ;|

Beyond the Hutt Valley, the corridor is of Iess lmportance provxdmg road and rail access
for freight and people to the Warrarapa and eastern North Island. Although this part of
the corridor provides access to support Warrarapa S, economic growth in life-style,
horticultural and viticultural segments the dlfﬂculty m upgrading SH2 and the generally
extensive land uses in the-areas served by both rait- and state highway limits its potential
to incremental rather, than transformatronai rmprovements Additionally, the section of

SH2 over the summiit of the leutaka Range is subject to occasional closure due to snow.

Efforts arebeing made to a’ttra\ctjndustry to the Wairarapa via the Wainawa industrial
zoning-and-a rnajor irrigation:proj‘ect is being explored. If this does happen it may
accelerate improvement of the corridor but this is likely to be restricted to incremental
tmprovements due to the difficulty of upgrading the route. Other accesses to the

) Warrarapa may have more potential for significant improvement.

d Land transport alofnd Wellington’s Northern Corridor is of critical inter- and intra-
regionalfirnportance. Substantial freight volumes are carried north and south on both
road*and rail to deliver products to markets and ports. The capacity utilisation on the

N North island Main Trunk line is about 50%, indicating a capacity potential to increase rail
frelght movements.5 Road freight movements are substantial with about 1,400 heavy
commercial vehicles (HCVs) per day at the regional boundary, increasing to about 1,500
at Paekakariki and to about 3,000 between Ngauranga and Aotea Quay after the merge of
SH1 and SH2.

5 Coastal Shipping and Freight Modal Choice, Rockpoint 2009



Freight traffic into the Wellington Region are forecast to grow fairly substantially (+80% to
2031) driven to a large extent by growth of forest products in the lower North Island,
while outbound freight flows are expected to increase more modestly (+40% to 2031).7
Although spare capacity in rail utilisation is apparent, the evidence from Rockpoint’s
report on coastal shipping is that only a portion of the freight growth will be carried by
rail and that road will continue to be the preferred mode due to its supply chain

reliability, simplicity, flexibility and timeliness.

People movements along the corridor are also of high importance, with many of these
movements being in the form of commuting to and from the Welimgton CBD, mostly by

public transport and private motor vehicle, augmented by actlve mode commutes

Constraints in rail and road modes are evident from stilrji‘es aﬁd' informatiori‘s"t.ibp‘orting
funding applications, which are impacting econom!c growth and productmty along the
corridor. Given that much of the region’s growth is planned in areas éﬁjacent to the corridor,
the issues of congestion and constrained publ:c transport patronage ‘combined with the need
to improve freight efficiency under the: GPS reqmre S!gmﬁcant 1mprovements in the transport
corridor. Although, there are difficulties in 1mpiemengng some of the planned improvements,
e.g. due to geographical and Iand\u‘ée consfraints,‘ ghe‘ bdte‘ntial for such improvement is

feasible, unlike SH2 at the qppe“f\endlof the Hutt‘C'ofridbr.
Planning context
Wellington Regional Land Transport St‘rate‘gy

29 The main planning document coverin‘g\theWNCR is the Wellington RLTS, which sets out a
series of trarisport issues, objetti‘vé_s, targets and policies for the region. Issues and outcomes

of most relevance for the WNCR are: -

RLTS issues relevant to the WNCR RLTS outcomes relevant to the WNCR
o :safety &npe'er‘onaI;s‘éCurity o Improved regional road safety
o traffic congestion o reduced severe road congestion

5 l“ntegrativon of transportation and land o Improved land use and transport integration
‘ use planning (in line with the Wellington Regional Strategy
and local authority development strategies)

e Freight o improved regional freight efficiency

e economic development

o transport network reliability

7 National Freight Demands Study, 2008



e strengthening east-west connections

30 A number of multi-modal corridor studies have been undertaken and plans developed to give

31

effect to the RLTS by identifying the transport projects required to address the issues and
achieve the desired outcomes. WNCR project elements have been identified and developed as
part of these corridor studies and plans, and are now positioned as part of a set of integrated

transport packages. The plans and studies relevant to the WNCR are:

Western Corridor Transportation Study and the Western Corridor Plan

The study was undertaken in 2004 between Transit NZ and GWRC takihg' inthe transportafion
corridor from Ngauranga to north of Waikanae, including associated east-west lmks lt .
involved a comprehensive assessment of the relationship amongst road and rail -

improvements, car, public transport and freight movements, travel demandmanagement and

road pricing along the corridor.

Five scenarios were developed and subsequerrtl}/:jcoﬁ‘sult'ed on,,Wifhﬁén’rphasis ranging from a
strong passenger transport focus to a strong emphaSis on ne'w\‘roads? The results of the
assessment indicated that, even with substantral rmprovements to public transport and a
corresponding increase in patronage, ran pubhc transport capacrty limitations and growth in
the corridor means that road tmprovements are requxrﬂd Consequently a scenario
representing a balanced approach mvolvmg all key transpon elements was selected as the

preferred alternative.

This scenario formed the basrs of the Westem ‘Corridor Plan, adopted in 2006, comprising rail
improvements, mcreased rail frequencres further rail rolling stock, improvement in the state
highway, lmprovements in the Iocal roading network, walking and cycling facilities where
approprrate and travel demand measures. Key differences between the Study and adopted Plan

were:

o the proposal[t’hat Transmission Gully be the preferred state highway option rather than the
coastal ro‘u“téj forthe section from Linden to MacKay's Crossing. Initially the coastal route
was fayoured, even though it was assessed at a lower rating than Transmission Gully, as it
waS‘jCOn;idered more affordable and could be staged to spread the costs and risks.
Hoaner, the majority of submitters (96%) were against the coastal route and Transmission

Guly was proposed as the preferred option.

o the removal of the Northern Expressway from the Plan on acceptance of submitters’ views
that the combination of the Kapiti Western Link Road and Transmission Gully would
significantly improve the regional transport network well into the future. The Hearings
subcommittee noted, however, the future merits of the Northern Expressway beyond 10

years.

Both the Transit NZ Board and GWRC adopted the plan in 2006, and the provisions were
included in the RLTS.
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Ngauranga to Wellington Airport Corridor Plan

The Ngauranga to Airport Strategic Study was a joint study amongst Transit NZ, GWRC and
WCC, which led to development of the Ngauranga to Wellington Airport Corridor Plan. Stage 1
of the Plan was assessed using the funding assessment framework developed for strategy
assessment and was supported by the Land Transport NZ Board in 2008 (Board resolution
08/07/3131). The Plan was subsequently endorsed by the NZTA Board in its state highway

manager role.

Ngauranga Triangle Strategy Study

This was a joint study between NZTA, WCC and Hutt City Councrl bulldmg on the pre\nous
work of the Western Corridor Plan in investigating alternatives-to, xmprove the movement of
freight and people from Wellington and the Hutt Valley to ~We!l1ngton s ports and points north
of Wellington. The study recommends the constructron of the Petone to Grenada Link Road to
relieve congestion on SH1 and SH2 and rmprove frexght transport ef frcnency, ‘and is due to be
publicly consulted early 2010. ) o

There appears to be a robust alignment between the WNCR and the current Wellington RLTS. A
point of misalignment is the inclusion of the ‘MacKay's Crossmg to Peka Peka element in the
WNCR. As discussed above, this: (ln its gunse as Northem E,\pressway) was removed from the
Western Corridor Plan and therefore not mcluded in the RLTS. However, Transit NZ and KCDC
have long recognised that SHT would need to be: upgraded within the next 20 years and its
inclusion in the WNCRetfectlvely brmgs forward this long term intent.

GWRC is reviewing the RLTS currently with a view to replace it with a revised RLTS by mid
2010. This will-provide the oppo\rtunity to take account of the state highway improvement
through the Kapiti area. Options for SH1 and the Kapiti Western Link Road are now under

consultatton

Wel!ingfbn’ Regional' ‘S‘cra’iegy, Regional Policy Statement and territorial growth strategies

36

37

The Wellington Regional Strategy (WRS) is the region’s principal growth strategy, developed by

all of the region’s territorial authorities and adopted in 2007 as a non-statutory document.
Three bf the regional focus areas in the WRS are supported by the WNCR, being:

o the Pauatahanui/judgeford area identified by Porirua City Council as a future rural-
residential and industrial/commercial growth node if Transmission Gully is confirmed as

the preferred option;



38
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o the growth spine from Johnsonville to Wellington Airport, which is the premise for WCC’s
Urban Growth Strategy. The growth spine concept includes development of johnsonville as
a major sub-regional centre, along with the Lincolnshire Farm structure plan area, which
would be supported by the Ngauranga to Linden element. The growth spine also plans for
intensification of inner urban areas in the Adelaide Road corridor and Kilbirnie town centre,
which would be supported by WNCR elements such as Basin Reserve improvements and

Airport to Mt Victoria.

o the Grenada/Gracefield focus area, where the WRS signals an opportunity to develop an
east-west link that aligns directly with the Ngauranga to Lmden element

Development of the WNCR through Kapiti is likely to impact on ldentlﬁed focus areas at the

northern Waikanae edge. KCDC has approved district plan changes for an urban edge in

Waikanae North, which is consistent with the WRS. lhlS +s mtended to Ilmxt urban e,\pansmn to

the north of Waikanae and is based on an assumptlon that Stage 1 of the l<ap1tl Western Link

Road will proceed. However, until a decision is made on the macroscope for the MacKay’s to

Peka Peka element of the WNCR, it is unclear what form the local roadmg network will take.

Another major area of development on- the Kapltl COHSL is the proposal involving Paraparaumu
Airport. None of the options being consulted on would preclude this development, although
the preferred option, once selected, may need refmmg to.optimise integration with the

proposed land use.

Wellington Regional ,PollcyiStatement <Y

40

The operative Wellmgton Reglonal Polxcy Statement (RPS) has little specific relevance to the
WNCR. The proposed RPS does contam a number of objectives and policies relevant to the
WNCR; and specnﬁcally includes a section on regionally significant infrastructure. We have
su‘bm’l,ttedlon the proposed RPS and are seeking to enhance provisions that will be relevant to
the\WNCR. N s

Wanganui-Man‘a@a‘ftu,(Horizons) Region

41

42

The Ho‘riZOns‘ RLTS identifies the need for capacity and safety improvements on SH1 as one of
the'fegion‘s highest transport priorities. The RLTS also identifies the need for enhanced links

to‘major transport and production centres including Palmerston North.

Capacity constraints and safety concerns on SH1 have been identified as longstanding issues
in the Horowhenua District, with studies and investigations stretching back to the late 1980s.
None of this work has progressed to identifying a preferred alternative for detailed

investigation and option selection.
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A major study of strategic transport networks in the Manawatu has been commissioned
amongst the NZTA, Horizons Regional Council, Palmerston North City Council and Manawatu
District Council. The study will include assessment of the guality of the links between the
northern element of the WNCR and transport generators in the Manawatu, and will be integral

to ensuring network wide solutions are developed as the WNCR elements are investigated.

Some observers have noted an increase in the amount of warehousing at Palmerston North,
suggesting that the city is taking on greater importance as a freight logistics centre for the
lower North Island. The fundamentals of location and relatively easy rail and road access tend
to support this view, but there appears to be little in the way of hard e,vyidence to bacl;jtyfup.‘alt
would be useful for the study discussed above to consider Palme‘rs't‘dn NOfth’s curreménd
future freight logistics role as this could have profound impagt;\oh\‘freiéht flows thr‘og‘igh!the
south of the North Island, including the WNCR. O

N,

Horowhenua District Council has introduced a district pian"(‘:hange that ind‘ij\d"es provision for
route protection should the option of an easternbypass of Leviniprocee‘d.“Ne will continue to
work with the council to as options for the Otaki to Levin package are identified and

investigated.

Alternatives and options

46

47

As shown in the Descriptionof project section‘*above,lthe WNCR consists of 9 elements along
its length from the airport ‘to‘:_norﬁth of Le‘vm.y Thése are not just elements of the RONS, but are
also elements of packages.of transport activities, which are at varying stages of development
and have differing levels:of integrat‘ior\} and coordination complexity.

The packages associated with the elements are summarised in the tables shown in Attachment

3. These tables intend to show:

Q.

the !<éy element in\‘e‘ach package (as in the RONS);
o the key st,r\aktegy,underpinning each package;
o key t‘ransbort issues for each package;

o tha preferred strategic alternative for the package - this ranges from predominantly a state
highway solution maybe with ancillary local road or other modal activities to a solution

comprising a full mix of passenger transport, state highway, local road, active modes, etc:

o the status of the implementation package, i.e. what components have been defined and to

what level;

o the components that make up the package - classified by mode;



the partners required to develop, construct and operate the package, e.g. NZTA, Wellington

City Council, Greater Wellington Regional Council and Kapiti Coast District Council;

what options have been defined for package components and whether a preferred option

has been selected at this stage;

the impacts of the package, being:

o atalocal level - the predominant land use being affected and the level of visual’and

severance impacts;

o  at awider level - potential impact on wider area and identiﬂed specific imp‘acts,;vand

the level of integration required to develop, impiem‘erit;a‘nd operate the.p‘éckage and a view
of the level of risk around integration based on the consequences of unsuccessful

integration.

Scope of activity under funding request.”

48

The funding requested is intended tko take all elemems‘d‘ff‘thé WNCR through to the end of the

design phase. The scope of activities is:

-]

determining the formyi and %uﬁction ’of‘Wfr\‘l‘CR elements;
identiﬁcationaand ‘in'y‘e‘s‘tigation of okptli‘onsr;

the selection ’c;“f:;‘a preferréd:\gﬁtioﬁv for each element;
) cc‘m‘s;ltaftyioh on the preferred;lement;

v‘\,ger;téChnical ’ihv‘e‘étigatibns;

érelimih‘ér“‘y and d“étailed design;

soc‘iél‘a\‘r‘td;hvironmental assessments to support lodging of NORs;

lodging of NORs and completion of other consenting processes, e.g. Environment Court

“or Board of Inquiry Hearings;

documentation and drawings preparation for procurement of construction services; and

property purchase.



Assessment

49  We have assessed the activity using the NZTA’s assessment framework and have determined

the following assessment profile:

Readiness for
funding this
phase

Ready

©

the WNCR is included in the 2009-12 NLTP

parts of the WNCR are committed activities with-funding already
approved, while the activities included in this‘yrﬁinding applicatidh ‘\are\
shown in the NLTP either as Cat2 with a\prkd‘bable fuhding prfd\rityyo’r gs
Reserve with a Res.B funding priority, njea;ni‘hg‘\that they h}afye beén
indicatively programmed to start:beyona‘ZOl'] /12 but Woﬁi{:} be
considered for funding during"2009f1 2 should cimumstances warrant,
considering their fund'mg”prio‘rity‘\and/avaiIabiﬁtyﬁdf‘funding.

a funding appiicatiohfh‘as*\by‘een provided via L;T\Pﬂonline and all sections

required for funding have been completed*

Strategic fit

High

]

]

the WNCR is identified as 2 RONS in the GPS issued May 2009

LUits recognised'as a freight route under the NZTA's assessment

~ framework, which.would result in it having a High strategic fit given

that it has;pdter\ttvia] for improvements that would make a major

contribution to the national economy

Effectiveness

kHigkh. -

=]

ffthe WNCR is integrated into 9 packages of activities that provide a

solution to the entire Northern Corridor from Wellington Airport to
north of Levin and will contribute to NZTA’s Investment & Revenue
Strategy, which intends to give effect to the GPS

these packages contribute mainly to LTMA objectives of economic
development and safety, but also to sustainability and access &

mobility objectives




o

in particular, travel time savings over the overall route are predicted for 2026
at around 33 minutes southbound in the am peak, and about 30 minutes

northbound in the pm peak

network integration will be achieved through the development and
implementation of the WNCR in conjunction with local authority roading

activities

modal integration will be achieved through the mvestment underway m publlc
transport infrastructure, the coordinated development and constructxon of the
WNCR and local infrastructure and the |mplementa\tlon_and funding of PT

services

land use integration is of fundamentalﬁcoh’cem in the»,,d‘evelop‘ment of the
WNCR, with particular focus requ’lred on the differentmneed‘s for each package
along its length. Tt will support WCC s.plans for urban intensification and

green-fields development as well as other authontles development plans.

organisational mtegratlon will be underpmned by MOUs amongst the NZTA

and approprlate local and reglonal authontres for each of the packages
the WNCR allgns.well with V\fellihlg'toh’s and Horizon's RLTSs

a relanvely small, posmve contrlbutlon to the National Energy Efficiency

~Conservatlon Strategy has been modelled

‘network reslllencels:lmproved along the Northern Corridor, with more

optlons avallable to users to continue travelling when crashes or other events

block roads

g\the im‘pact of road transport is reduced through some of the townships, e.g.

~"Mdha, due to lower traffic volumes relative to the do-minimum. However, it

would be unrealistic to expect that traffic will be reduced to levels where
community severance is no longer an issue, e.g. Mana AADT still remains
high at 24,000 in 2026 albeit lower than the current 33,000 vehicles per day.

a negative impact of lower travel times could be encouragement of longer
distance commuting as people choose to live further from Wellington and
travel to work. While people are likely to take advantage of the easier access
to live further afield for life-style reasons, the negative impact would be

mitigated to a large extent by:




o  provision of improved public transport services in the corridor
(new electric multiple units (EMUs) and increased frequencies) -
overall public transport use is projected to increase from 45% in
2006 to 53% in 2026 with the implementation of the full Linden to
MacKay's package. If the roading improvement element of the
package was removed, it could be argued that the increase in
patronage would be greater. However, this is an unrealistic
argument as the level of growth and rail constraints requirg’s}"all\
elements of the package to be implgméﬁt\éd\ftoachieve the bverélt
benefits of the strategy. o f\‘ N\ R —

o  continuation of WCC’'s TDM rﬁe,asures:,' parti‘culﬁrly\its p‘arking

strategy, which discourages private vehicle use

o development of Kapyiﬂti Cdaé/t towns’hips\fi\ksfplanned to promote
greater self-\cqnt‘ai“n‘ment, i.e. with g\reater scale, more intensive
land use ahdm‘o“re‘employment bpportﬁnities there will be less
need to‘tra‘v‘erlxloﬁg distancés\ﬂfo\r WOrk

o analysis of HCVs shoyysthétﬂué\e of Transmission Gully will reduce
travel \t:im‘*es for freight transport but that HCV vehicle operation costs
,(\/,C)Cis)' are likely to-be higher than for the existing coastal route due to
adveérse gradi‘e‘nts, i.e. some VOC disbenefits accrue to the project. The
ahalysis‘is“é(t‘é‘ﬁigh level at this stage and will be considered in greater
detail during.construction. Freight truck associations have indicated

that they-will use Transmission Gully.

e acaveat on the high rating is the affordability of the WNCR - as

~~discussed in the Funding plan and source section

Efﬁcieﬁcy ; ‘

Low

o the BCR for the WNCR has been determined at 1.2

o this includes agglomeration benefits as allowed under the NZTA’s
Economic Evaluation Manual, which increase the BCR from 1.1 to 1.2,

but not any other wider economic benefits

o the economics have been peer reviewed and material issues either
closed off or covered with a satisfactory response from the NZTA’s
Highway & Network Operations Group




o sensitivity testing has been undertaken based on discount rates lower

than the prescribed 8% (see discussion in following section):
o  6%discount rate - BCR = 1.4
o 4% discount rate - BCR = 1.8
o other sensitivity testing includes (see discussion in following section):

o  capping of benefits from 2026 for RONS elements within
Wellington City - BCR = 1.0 '

o wider economic benefits additional “té“agygii‘bmeration % BC‘R‘ =1.4

Economic efficiency issues

50 Sensitivity testing included the use of lower dtscount rates (4% and 6%) to determme the WMCR

51

52

53

BCR, based on a viewpoint that the 8% d:scount rate set requtred by Treasury to be applied to
transport infrastructure projects, does not mdlcate the very [ong term, strategic nature of the
assets proposed under the RONS. This’ was discussed in detail in the Board papers for the
Waikato Expressway and Puhoi to Wellsford RONS (SOard papers 09/04/0173 and
09/10/0278).

Capping of benefits from 2026 for the WNCR e‘le“ments within Wellington City has been
undertaken to test an a'r[gufmekht that, from 2026, congestion in the city would reach a level
that would preclude any- further traffic \grbwth in the do minimum, i.e. an LOS of F would
restrain growth The argument is. that modellmg of traffic growth under such circumstance

may e,\aggerate the beneﬁts of the rmprovements

An évva‘luatio'h of widér"ecoynomic benefits (WEBs) has been provided as part of the WNCR
business case. The WEBs ‘evaluated for the WNCR comprise:

o agglomeration benefits that arise from intensification of economic activity as a result of

betteraccess and reduced travel times from transport improvements; and
o | increased employment resulting from the RONS.

The procedure for evaluating agglomeration benefits has been incorporated into NZTA's
Economic Evaluation Manual (EEM) and has been included in determining the BCR for the

WNCR. The impact is relatively small, increasing the BCR from 1.1 to 1.2.



54 As discussed in the Puhoi to Wellsford RONS Board paper, the evaluation of wider economic

55

benefits of employment associated with the RONS has generated substantial debate within the
NZTA. Part of this debate centres on the methodology employed for both Puhoi to Wellsford
and the WNCR, which uses increases in employment observed in a limited number of UK
transport examples and applies them to NZ, as this is seen by some as a credibility stretch.
Debate also centres on whether the WEBs have already been captured in the land use and

traffic growth assumptions that are part and parcel of calculating the normal transport BCR.

At a national level, the transformational impact of the 7 RONS can be considered to generate
economic benefits over and above traditional transport benefits captured under EEM \
procedures. It is possible to demonstrate the WEBs generated through useof a General :
Equilibrium model, albeit that these are sensitive to the assumpt!ons underpmmng the model,
mainly that the savings from reduced vehicle operating c_osts will be realised in lncreased
investment activity rather than retained as profit. Whjié“ t’he‘re are difﬁcutt‘ig\s\jn recoignising the
national benefits on a regional basis, this does not mean thét'they do'hOt\\‘exi‘s‘t‘ There is some
logic to consider regional benefits from RONS such as the WNCR; even though the indication

of WEBs provided in the business case is a rough esttmate at: bESL E

Cost estimate and cash-flow

Phase cash-flow

56 The cash-flows (excluding p‘reyiodsi'y appyroyed“ﬂ;riding) for the phases are forecast below:

Year ’ ':rtnyé‘s’fi’lééﬁong N Destgn Property NZTA cost
(S miilion){"\\’kf ‘V(S million) ($ million) (% million)
2009/1 o 814 0 15.69 23.83
26110/151' 2571 1.10 17.60 44,4
2011/12 | 16.01 10.19 38.91 65.11
2012/13 3.74 13.71 47.70 65.15
2013/14 5.58 46.41 60.48 12.47
2014/15 2.78 22.32 10.83 35.93
2015/16 2.44 17.82 10.42 30.68
2016/17 2.44 2.26 3.79 8.49

3 Includes internal NZTA resources (people costs) of $2.44 million p.a. from 2009/10 to 2016/17 inclusive

capitalised to the WNCR ~ see LTP online for detail.




2017/18 - 0.13 - 0.13

TOTAL 66.84 113.94 205.42 386.20

57 Estimates of costs for some of the WNCR elements across all phases are of rough order only,
given the early stage of component development. The cost estimates will be scrutinised more

closely for accuracy as the components are developed.

Construction/implementation phase

S

58 Anticipated openings for each element in the WNCR are shown in 'he\tablé below. > kk




59 Construction/implementation cost estimates are shown in the table below. They include

property and escalation.
Year Cost estimate -

this application

($ biltion)
Expected 3.237
5%ile 3.925
5%ile 2.238 ) 72N ~

60 Parallel cost estimates for each element will be uhdertaikéh in accordance with the NZTA’s

Planning, programming and funding manual.".

Function, form and standards

61

Traffic volumes along the corridor currently vary from around 10,000 vehicles per day (vpd) at
the northern end to appro,\tmately 85,000 vpd after the SH1/SH2 merge, reducing to 39,000
vpd at Mt Victoria Tunne! in 2026 after WNCR iS constructed these volumes are predicted to
increase to around 14, OOO vpd at the northem end 96,000 vpd after the SH1/SH2 merge and
56,000 vpd at the Tunnel Clearly the scope and standards applied to the WNCR will need to
reflect these differing traffic vo!umes,‘the impact of peak period distribution and integration
requirements. These will be clal"iﬁe‘d*during investigation when the form and function of each

elem‘ent“w"m be considered and pre?erred options selected.

Risk and opportunity assessment and management

62

The delivery-of the RQNS is a high priority for NZTA and will require close liaison with our
partner or"gahiéétions. NZTA will use its standard risk management methods to identify,

assess,.apportion and control risks relating to the delivery of the Wellington RoNS.

Risk groups identified so far are:

°

cost estimating

« economic benefits calculations
o delivery

o political

o stakeholders
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67

68

69

70

71

For each project within the programme, risk registers will be established and monitored by the
Programme Management Office (PMO). Risk mitigation plans will be agreed with the project

managers, and monitored by the PMO.

The Programme Governance Board will receive risk reports as part of the normal reporting
regime and a clear and robust escalation process will be developed to ensure that risks are
managed at the most appropriate level, and that there is sufficient visibility of risk across the
NZTA.

Specific risks identified in respect of the WNCR, include:

All cost estimates are based upon PFR or scoping level assessments (evcept Transmlssron k
Gully for the Linden to MacKays section) and definition of the prOJect and assocxated cos'g
estimates are therefore limited, especially in environmental areas; services ar}d geologlcal
conditions. As a result the contingency for these items is ‘s'igniﬁcant.,Histhicélly, cost
estimates increase as projects are progressed; howevef e‘i}rrent econokm‘i\c‘cbnditions have

been pushing down prices. Certainty around tbis in the future is utikhov\’m.

The uncertainty around the planning précé‘ss and public a‘céeptabiiiity is significant; however

this can be mitigated through strong pu‘bli\c“‘engagementan“d statutory processes.

Resources to undertake work ar{d‘fulﬂl the propd‘sled;:‘ird;cjramme - this is the case across the
investigation, design and‘c'ons‘tfu‘étion phase's.fEaEl\y dialogue will be opened up with the
supply chain, and supplyﬂghainmanagemént at a programme level will be a key role of the
PMO. ‘

Maintenance and oWnership of exi‘sti\r}g SH1 - this proposal assumes limited costs associated
with the ‘e,\isting‘ SH1 network as part of the handover of ownership to the local authorities. It
is hke!y that they Would accept'the handover, due to the local accessibility and development
benents However untrl this ‘process is commenced, the actual cost implications and project
demands are difﬁcult LO guantify. Dialogue will be maintained with the local authorities

throughout Lhe& develdpment of the WNCR projects.

Another ke§) risk to constructing the WNCR is funding availability, which is discussed further in

the Fu“nding plan and source section.

Procurement

72

The NZTA, through the Wellington Business Unit PMO, will develop procurement and supply
chain management strategy for the programme. The strategy will assess the procurement
options available for each element of the WNCR programme, and will be the foundation for

managing supply chain performance.
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By taking a proactive approach to managing the whole supply chain, NZTA can expect to:

o

improve risk identification and management;

e create and maintain a supply base map of core services weighted for risk and demand;

o achieve greater efficiency and hence value for money;

e optimise the programme based on predictable resource capability and capacity knowledge;

o improve engagement with the supply chain and hence create and/maintain programme.’
level relationships; and SN

o establish programme level performance metrics for all s'ub‘:pliers which will enable targeted

reporting across all project elements.

We anticipate that a range of procurement methods will be used for‘the‘p\rogramme elements
including Early Contractor Involvement, Design and‘ Coristruct and Alliances. The option
chosen for each element will be dependant on Lhe detailed nature of ‘the project and will be

assessed during the investigation phase

AN

Should any procurement methods be identified LhaL are ‘not spec:flcally provided for in the
Competitive Pricing Procedures Manual and the '\IZTA Procurement Manual, an application to
use a special procurement.procedure will be submltted to the appropriate NZTA delegated
authority. S P

The Welimgton P\AO will have the responsxblltty for oversight of all procurement and supply
chain management in support of the project managers. This centralisation will bring
consustency and-will deve!op a core of skills and expertise that will itself tead to efficiency and

effectiveness gams

Case nﬁ‘anagemenf

77

Case managen{ent describes the functions performed by the NZTA in working with activity
qun’sors'to\‘ progress activities, programmes and packages from inception through to

imkblernentation. The purpose of these functions is to:

o facilitate projects, programmes and packages that are consistent with the objectives of the
LTMA and GPS;

o ensure that projects, programmes and packages are aligned with the Investment and

Revenue Strategy as embedded in the Planning, Programming and Funding Manual; and
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o undertake projects, programmes and packages in a cost effective way.

The core role of the case manager is to maintain an awareness and understanding of the
project’s issues and risks; its progression against stated time frames and how and why

decisions are being made.

The functions will include:

s a coordinating role to ensure that appropriate input is provided in a timely manner

o providing advice on problem definition, scope, costs, risk and fundi:ng * ‘
e maonitoring programme progress

o facilitating access to expert knowledge to develop and ;imp!erﬁ‘ent bestfp‘rac\tice principles

are applied

o informing the sponsor of the policies andjreciijirements of the ‘NZTA,',

N

o communicating information to rele\(aht“mtemal officers;'and

o assessing and advising whether the NZTA S pohcres procedures and information
requirements are appropnate usmg the mformatron gamed from their application in a live

environment.

The WNCR is a major programme of~ actlvmes wnth very substantive design and construction
costs. The regrona} Programmes and Fundmg Manager has been appointed as the case
manager, reporting-directly to the Reglona! Director. The Regional Partnerships and Planning
programmes and funding team is currently engaged with the Highway and Network Operations
Gr0up (HNQ).on the Basm Reserve Investigation and will continue to be involved with all

aspects of the package as they develop.

Funding planand;_s,ource

81

The irjvestigyatiohw and property phases of the WNCR are incorporated in the 2009-12 NLTP
ei;her as com‘mitted activities or with Cat2 status and probable funding priority. The design
bhasés are included in the NLTP with a Reserve status and Res.B funding priority, meaning that
they have been indicatively programmed to start beyond 2011/12 but would be considered for
funding during 2009-12 should circumstances warrant, considering their funding priority and

availability of funding.
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Given the WNCR’s assessment profile of HHL, which denotes a funding priority class of 4, we
recommend that the investigation, property and design phases be funded from N funds, other
than Transmission Gully where all funds required after current approved allocations are
exhausted are to come from C3 funds. The C3 funds are a Crown appropriation specifically
directed for the roading solution in the Western Corridor and the selection of Transmission
gully as the preferred roading solution means that these funds should be directed to its

development and construction.

We confirm there are sufficient funds available from the recommended source to allocate as
requested, although we have included a noting recommendation to the'effect that the HNO
Group is expected to purchase and manage the activities within th\'é:f’tindsy,a‘llocated 'L\nf/he
2009-12 NLTP. axXaa -

that there will be sufficient revenue and therefore f;ifhd/ing in the NLTP to cover construction of

the entire RONS programme in an aspirational‘~~timéfféme.

Reasons for recommendation

85

86

87

88

The assessment profile for therVellinétoh Northgrh\ccrriddf‘RONS (WNCR) has been

determined as being of High‘s\trat:égic fit, Hithneffécti\Zeness and Low economic efficiency.

The WNCR contributes'te-the NZTA's \lnves't\men‘t and Revenue Strategy, which is intended to
give effect to the GRS-issued May 2009, and contributes to the economic development and
safety objectives of the LTMA. -

The WNCR is an integral component in a series of transport packages along the Northern

Corridor;thatiintegratet‘trahsport with networks and land use across modes and organisations.

We cdnfirm that:fhe matters in sections 20(2) and 20 (5) of the LTMA have been satisfied, and

that the matters-in-section 20(3) have been taken into account.

Conclusion -

89

Fqndihg for the investigation, design and property phases of the WNCR is warranted based on
the funding profile of HHL and the project’s contribution to the NZTA’s Investment and
Revenue Strategy and to the economic development and safety objectives of the LTMA, and we

recommend that the Board approves its funding from N and C3 funds.



90 Conditions are recommended for:

s hold points to enable the Board to confirm the preferred option for each element of the
WNCR;

e hold points to enable the Board to consider the scheme assessment and confirm design

funding for each element;

o approval of any special procurement procedures by the Group manager regional
Partnerships and Planning; and

o ensuring completion of conditions of funding and outcomes: froﬁmpr‘evious Boardfunqmg
approvals. o ) D

Communications plan Lk CT

91 A communications plan is in preparation involving NZTA hational and regional staffs who is
liaising with staff from the Minister’s offices i e

In Committee status

92 Board paper 09/11/0292 is In-Committee to allqwitbe Bqérd free and frank discussion of the
issues and we recommend that‘_it be taken out-of. ‘Co‘rr‘imittee when the Board has published its

decision.
Attachments
93 Attachmgnté to‘jth‘ispaper:
Attach’meh\fﬁ\]: \ Mkap‘ 5f~WNCR aﬁd elements
Atiaéhméﬁt 2 :kMépgof AADT 2006, do minimum 2026 and option 2026

Su‘mmary tables of WNCR transport packages

Attachment 3 ;



Attachment 1

Map of WNCR and elements




Attachment 2

Maps of AADT 2006, do minimum 2026 and option 2026
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{Mote: Flows in central Kapiti include irips on the expressway and the existing local road)



Attachment 3
Summary tables of WNCR transport packages

These tables intend to show:

@

the key element in each package (as in the RONS),
the key strategy underpinning each package;
key transport issues for each package;

the preferred strategic alternative chosen for the package - this ranges from
predominantly a state highway solution, maybe with anciliary local, road or other modal-.
activities, to a solution comprising a full mix of passenger transport state hlghway, Iocal
road, active modes, et¢; R R )

the status of the implementation package, i.e. what componénts have been defined and to
what level; - ’

the components that make up the package - classmed by mode

the partners required to develop, construct and operate the package . g NZTA,
wellington City Council, Greater Wellmgton Regxonal Counal and Kapiti Coast District

Council;
what options have been dermed for package components ‘and whether a preferred option
has been selected at this stage ~ ) ‘

the impacts of the package, bemg

o atalocal level- the predommant Iand use being affected and the level of visual and
severarce 1mpacts R

o ata wider ieve\ potentlal tmpact on wider area and identified specific impacts; and

The level of mtegrauon required to develop, implement and operate the package and a

L view ofthe Ieve of rlsk around integration based on the consequences of unsuccessful

lmegratlon



Element

Airport to Mt Victoria Tunnel

Strategy/Plan

Ngauranga to Airport Corridor Plan

Issues &
opportunities

Congestion: journey time reliability; access to CBD, airport and hospital;
economic growth of eastern suburbs;

Selected strategic
alternative

Predominantly a roading (state highway) solution, with ancillary local
road, PT and walking and cycling activities as appropriate.

Implementation
package definition

Major state highway components defined -
components not fully defined at this stage

Iocal road and other '

Package
components

Roading ~
o duplication of Mt VlCtOHa runnel

o Ruahine Street |mprovements < wndenmg and mtersectxon
signalisation :

o closing/restriction of some local accesses and improvement of key
local road connections ‘

Passenger trané‘oort

o not defmed at thls stage

Walkmq & cvcllnq

e opportumt;es to ;mprove walking and cycling will be investigated

Package partners
| Regional Council (GWRC).

NZTA; Wellington City Council (WCQ); possibly Greater Wellington

Options.~ .~

Not fully defined at this early stage of development (Only preliminary

, 'loptfon analysis has been undertaken as part of the Ngauranga to
‘Weﬂmgton Airport Corridor Plan).

Impacts

“Local -

largely suburban and recreational land use - some visual &
severance impact - urban design important to enhance roading
improvements

Wider - improved access and employment growth potential for eastern
suburbs - potential to enhance existing sporting and creative arts
activity - improved access to airport

Integration

Need for high level of coordination, especially between state highway
and local roads and between road and active modes. Integration risk is
relatively high.




Element

Basin Reserve

Strategy/Plan

Ngauranga to Airport Corridor Plan

Issues &
opportunities

Congestion; journey time reliability; access to airport, eastern suburbs,
education/commercial facilities and to urban motorway; public
transport efficiency; economic growth from improved access and
intensification; improved walking & cycling access.

Selected strategic
alternative

Solution involves a mix of state highway, local roading, PT and active
modes.

[ *\

Implementation
package definition

Major state highway components under mvestlgat;on Local road and PT
components defined to some extent. 0 :

Package
components

Roading

o options for separating trafﬁc ﬂoWs under mvestrganon particularly
local and state hlghway trafﬂc

N

Passenger transport -

o improved PT efﬁciéhcy - potential to enhance further through bus
priority mnasures and mcreased semces - to be defined

Walkmq & cvclmq

° xmproved cyclist and pﬂdesman safety around the Basin Reserve

Package partners

NZTA; WCC; GWRC

Options

At'grade and'grade separated options currently under investigation.
Options for tocal road, PT and active modes need to be considered in
tandem with state highway options.

Impacts

. *Loca} —urban/light industrial land use alongside Basin Reserve - visual
I impacts will require careful management.

Wider - improved access particularly for PT to support planned growth

through urban intensification

Integration-.

xtremely important that land use, modal and network integration is
planned, coordinated and implemented cohesively. Urban design will be
a critical factor in assisting integration, mitigating adverse impacts and
capturing opportunities. Potential Buckle Street memorial park project
with Ministry of Culture and Heritage needs to be considered as part of
design and the consenting strategy.




Element

Terrace Tunnel

Strategy/Plan

Ngauranga to Airport Corridor Plan

Issues &
opportunities

Congestion; journey time reliability; access to airport and to urban
motorway; potential to reallocate road space in CBD (by enhancing
transport hierarchy).

Selected strategic
alternative

Predominantly roading (state highway) solution.

Package definition

Major state highway components defined to some-extent. Loca! road PT
and aother components, if any, not defmed at. thlS stage

Package
components

Roading

o duplication of Terrace Tunnel-

Passenger transport

o to be defined - may be negligible

Walking & cycling

o not defined at this stage

Package partners

NZTA; WCC; GWRC.

Options. identified for invéétigation are:

Options
° t;dal ﬂow in eXIstmg tunnel
o dupllcate 2 lane tunnel
s additiona; Fane tunnel
1o restricgéd ‘:Height additional single lane tunnel
Local - limited impact if in existing roading corridor - limited (possibly

Impacts ™’

~neghgible) visual & severance impact

o :,Wi,der - improved linkage between urban motorway and airport -
Jincreasing capacity may divert traffic from parts of the CBD, enhancing

PT and pedestrian connections - potential to reduce severance between
city and waterfront

Integration

At early stage of development so integration requirements and risks are
not clear at this stage. Could be significant impact on local urban
roading network.




Element

Ngauranga to Aotea Quay

Strategy/Plan

Ngauranga to Airport Corridor Plan

Issues &
opportunities

Congestion; journey time reliability; public transport efficiency; HOV
and/or freight transport efficiency.

Selected strategic
alternative

Solution involves a mix of roading (including Intelligent Transport
Systems) and PT improvements.

Implementation
package definition

Major state highway components defined. Local road and PT
components defined. N

Package
components

Roading ’
o peak period hard shoulder run'nir\ig on'SH1

Passenger transport

o bus lane proposed for Hutt Road as some trraff\ici diverts to
“widened” SH1 S :

Walking & cycling

o not defined at ;h‘is\ stége - m_a;yb‘e ‘opportunity to enhance on Hutt
Road ) S

NetworK - management -

o : empldyment of inte‘lligent tr'ansport systems (ITS) to optimise

Package partners

- NZTA; WCC; GWRC

Options A Not fully defined at this early stage of development.
Impacts Local - limited impact as in existing roading corridor - negligible visual
nE " & severance impact - no adverse effects anticipated on rail operation
: “Wider - increasing SH1 capacity should divert traffic from the local
~roading system, which provides the opportunity to improve PT efficiency
and possibly improve active modes
Integration Very important that modal and network integration is planned,

coordinated and implemented cohesively. Opportunity to target
increased peak time capacity (HOV &/or freight) needs to be
investigated. Obvious need to integrate operation through ITS.




Element

Ngauranga to Linden

Strategy/Plan

Ngauranga Triangle Strategy Study & Western Corridor Plan

Issues &
opportunities

Congestion; journey time reliability; freight transport efficiency; network
resilience.

Selected strategic
alternative

Predominantly a roading (recommended as a state highway) solution.

Implementation

Major state highway components defined. Possible local road, PT and

package definition | other components, if any, not fully defined at thiS stage = \
Package Roading -
components

o construction of a new Petone to Grenada Tink road to reheve
congestion on SH1 & SH2 ‘ )

U

Passenger transport

o not defined at this-stage

Walking & cvclinq

s not defmed at th;s stage

Package partners

NZTA; WCC GWRC Hutt City Councd

Options

Defmed to some e,\tent and will be refined during investigation.

Impacts

'Local

generally rural area - probably limited severance impact but

’ potentlal envxronmenta! famenity issues from resident groups - also

soime areas may\have historical sensitivity with local iwi, e.g. Korokoro

| settlement area

Wider - imﬁrov\és access to identified green-fields growth area at
Lincolnshire Farm/Grenada North - reduced congestion on SH1 & SH2

“Witl,géherally support growth in the wider region

Integration

. At.early stage of development so integration requirements and risks are
‘not clear at this stage. Could impact on local roading network.




Element Linden to MacKay's Crossing
Strategy/Plan Western Corridor Plan
Issues & Congestion; journey time reliability; freight transport efficiency; network

opportunities

resilience; public transport patronage; adverse transport impacts.

Selected strategic
alternative

Involves a mix of passenger transport and roading solutions.

Implementation
package definition

PT components defined. Major state highway components defined. :

Package
components

Roading
o improved state highway and links to focal roading syst“e,fn

Passenger transport

o significant investmentuin‘raif‘infrastructure”éppréved for funding
assistance and activities being progreSséd, e.g.-double tracking,
elecmﬁcatxon new ro!lmg stock

Walking & cycling-

L

e not defmed at thls stage -

Package partners

NZTA; WCC GWRC; Porirua Clty Councnl Kapiti Coast District Council
(KCDC)

Options

; Preferred options-forPT. mfrastructure selected as set out in the
\Ne!lmgton Rail Busmess Case.

Transmission- Gully confirmed as the preferred state highway option.

Impacts .

Local - generally rural area - probably limited visual & severance impact

~Widér ~improved connections between Porirua, Kapiti and Wellington
‘City will support growth, particularly on the Kapiti Coast

Integration . *

-Critical that the package is planned, coordinated and progressed in an

integrated manner. The strategy gives priority to PT and substantial
investment in rail to date reflects this. Modelling suggests that PT mode
share to/from Kapiti will be 5% to 10% higher in peak travel direction in
2026 after the full package is implemented (including rail, then road
improvements) than at present (2006 base model).




Element MacKay's Crossing to Peka Peka
Strategy/Plan Western Corridor Plan
issues & Safety; congestion; journey time reliability; network resilience.

opportunities

Selected strategic
alternative

Involves a mix of passenger transport and roading solutions.

Implementation
package definition

PT components defined. Options for state highway and supportmg local
roading components are under consultatlon L

Package
components

Roading
o improvement of state highway throrighth‘is part of corridor

o extent to which Western Link’ R\oad required to suﬁport tHe RONS
subject to decision on preferred optron and- further consultation
with KCDC PR

Passenger transoort

o significant mvestment in rail mfrastructure approved for funding
assistance.’ ' :

Walkmg & cyclmg

° not def'med at this stage

Package partners

; NZTA KCDC CWRC

Options

L Préferred options for. PT infrastructure selected (Wellington Rail Business
Case). :

Options for the state highway component are under consultation.

Impdets

{Local - suburban/rural land use -potential for severance and visual

amenity impacts, to be mitigated through design

“Wider - improved connections between Porirua, Kapiti and Wellington

City will support planned growth. Further work may be required to
ensure growth edges in Kapiti are supported where appropriate.

Integration

Very important that the package is planned, coordinated and
progressed in an integrated manner. The strategy gave priority to PT
and substantial investment in rail to date reflects this




Element Peka Peka to Otaki
Strategy/Plan Western Corridor Plan
Issues & Safety; holiday/weekend congestion; journey time reliability; freight

opportunities

transport efficiency.

Selected strategic
alternative

Predominantly roading (state highway) solution.

Implementation
package definition

State highway component defined in concept. Local road and other”
components (if any) not defined at this stage, " .- 0

Package
components

Roading
o SHI capacity and intersection improvements

e SH1 bypass of Otaki

o local roading compon,ehtsndt defined atiythi's sit‘aige.

Passenger transport ~ ™.
o not defined at this stage

walking & cytling ~

o notdefined at this stage N

N

Package partners

NZTA; KCDC

Options

Optiens_ for the statelhighway component are under consultation.

Impacts

"} Local - suburban/rural land use - limited visual impact but possible
" | severance impact.in Otaki

Wider - impm\}éd connection to south will support economic growth in
relatively low per capita income district. Further work may be required

\ fo énsiré growth edges in Kapiti are supported where appropriate.

lntégration

\In‘t‘egration of improved SH1 with local roads and with land use,
particularly urban land use, of importance.




Element

Otaki to Levin

Strategy/Plan

Waikanae to Himatangi Strategy

Issues &
opportunities

Safety; holiday/weekend congestion; journey time reliability; freight
transport efficiency.

Selected strategic
alternative

Predominantly roading (state highway) solution.

Implementation
package definition

State highway component defined in concept. Local road and other
components (if any) not defined at this stage

Package
components

Roading
o SHI1 capacity and intersection imbrd\leméhts
o SH1 bypass of Levin

o local roading components not defined at this s:té‘ge.

Passenger transport -
o not defined at thfS sLage

Walking & cvc[mq

e not defmed at thls stage :

Package partners

NZTA KCDC Horowhenua Distnct Council

Options { Optfons for the state hlghway component are under consultation.
Impacts “pLogal - suburba_n/rur‘al land use - limited visual impact but possible
s severance. inmipact.in Levin township
Wider - improved connection to south will support economic growth in
relatively low per capita income district
‘Integration .| Integration of improved SH1 with local roads and with land use,

f.particularly urban land use, of importance.




