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To:
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Copy:

Subject:

Richard Douch Date: 30 April 2008

Claire Neville CurRef: 4250982/300/PFD

Transport Input to Planners Report, SH1 Te Rapa Bypass Notice of Requirement

1 infroduction

The purpose of this memo is to provide a review from a transport perspective of the SH1
Te Rapa Bypass Notice of Requirement (NoR), to comment on submissions received with
regard to the NoR and to make recommendations on the proposed designation. This
memo will provide an input to the Planners Report, which is being prepared by Beca on
behalf of Hamilton City and Waikato District Councils.

The structure of this memo is as follows: Section 2 provides an overview of the transport
items that made up the Section 92 Resource Management Act (RMA) request submitted to
Transit, the responses received and the adequacy of the responses. Following on from this,
an assessment of the effects of the Bypass in transport terms is summarised in Section 3. In
Section 4, comments are made on each of the submissions received that relate to transport.
Finally, Section 5 sets out our conclusion and our recommendations with regard to the
designation.

2 information Requested and Adequacy of Response

As part of the Section 92 RMA request submitted to Transit NZ on 9t October 2007, thirty-
six items of requested additional information related to traffic. This was supplemented on
the 16th October with a list of reasons setting out why the additional information was
necessary to enable an assessment under the relevant parts of the RMA. The key issue for
was that a separate assessment report of the traffic related effects was not provided as per
other disciplines e.g. Landscape, Air Quality etc in the NoR. Only a summary assessment
of these issues was included in Section 8 - Assessment of Environmental Effects (AEE).

However, traffic issues and implications were also dealt with as part of other sections,

mainly Section 3 - Description of Existing and Potential Highway Environment, Section 6 -
Integration of the Project with Alternative Land Use Transport Options and Section 7 -
Consideration of Alternatives.

Transit's Section 92 response was issued on 4t December 2007. Following a detailed
review of this document, it was considered that the majority of the responses provided by
Transit were satisfactory to undertake the review. However, further clarification from
Transit was requested on a number of points (twelve in total). A further response was
issued by Transit on 5t February 2008 to address these twelve items.
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A table setting out the transport related items included in the Section 92 RMA request is
provided in Appendix A of this memo. This table includes the responses received from
Transit and a comment on the adequacy of the responses.

It is considered that the majority of the issues that required further information have been
addressed adequately by Transit in order for Beca to undertake the assessment in line with
the requirements of the RMA. Ideally, the current and predicted proportions of local and
through traffic on the road network in the Te Rapa Bypass (TRB) study area (see items 11
and 12} would also have been provided as this information provides a basic justification of
the bypass’ function to remove through traffic from the existing SH1.

As part of Transit’s further response, reference was made to the availability of a Safety
Audit Report and Predicted Crash Rate Analysis for the scheme by the end of February and
mid March 2008 respectively (see items 17 and 39). This information was not received for
review in advance of the preparation of the Planners Report. Without the predicted crash
rate analysis for the existing SHI and the future TRB, it was not possible to ascertain
whether or not the TRB will improve safety for all users, particularly along the existing
route. With regard to the Safety Audit Report, though the draft referred to by Transit in
their further response was never received by Beca for review, it is accepted that if the draft
states there are no serious safety concerns, the designation footprint will not have to be
enlarged to address safety issues.

In addition to the above, the Economic Evaluation, which was expected by the end of
March 2008, was also not received. Itis accepted however that a formal BCR evaluation in
terms of Land Transport New Zealand’s requirement is not a statutory requirement of the
RMA and therefore is not absolutely necessary to review the project in line with the
requirements of the RMA.

3 Assessment of Effects

Existing Environment

Section 3 of the NoR describes the existing and potential highway environment including
baseline and forecast traffic volumes.

The length of SH1 under consideration currently provides a single lane in each direction
with numerous intersections and accesses. The NoR describes the existing route as serving
“a mixture of transport functions with limited control over existing and future accesses”.
Recent expansion of commercial/retailing land use development in the study area has led
to an increased demand for travel during peak hours and weekends. This trend is set to
continue with further developments already consented. The baseline (2006) and forecast
traffic volumes for the scenario without the bypass but with adjacent lands developed in
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line with the assumptions stated in the NoR (based on HCC's Rotokauri Structure Plan and
WCC's not as yet finalised Horotiu Structure Plan) are summarised in Table 3.1 below.
Table 3.1

Forecast Daily Traffic Flows without Bypass (Incorporating Land Use Assumptions)

SH1 from Horotiu to Church Rd 24,000-25,000 | 28,000-31,000 | 32,000-33,000
SH1 from Church Rd to Wairere Dr/Te Rapa Rd 30,000-39,000 | 28,000-44,000 | 34,000-52,000
SH1 from Gilchrist Street to Rotokauri Road 29,000 36,000 52,000

The Level of Service (LOS) on the section of existing SH1 from Horotiu to Church Road is
stated in the NoR as being LOS E over most of its length. On the section from Gilchrist
Street to Rotokauri Road, the baseline LOS is stated as LOS F, the lowest band. With traffic
increases of up to 80% (between 2006 and 2036) forecast for the section between Gilchrist
Street and Rotokauri Road, this LOS is set to decline significantly more from an already
undesirable level of service.

As indicated in 53.4.2 of the NoR, vehicle crashes are an issue along the existing section of
SH1. The percentages of fatal and serious crashes over the last five years are greater than
the national average. Five crash clusters have been identified along the section. The two
locations with the highest number of crashes are the SH1/Wairere Drive/ Avalon Drive
Intersection (55 crashes in period 2002-2006) and the SH1/Church Road/Te Kowhai Road
Intersection (42 crashes period 2002-2006). It should be noted however that the
SH1/Wairere Drive/Avalon Drive Intersection has recently been upgraded to a signalised
intersection with advance stop lines for cyclists and signal controlled pedestrian facilities.

m  Operational Effects

From the traffic sumnmary provided in the AEE section of the NoR, it is reported that 13,000
vpd are forecast to use the bypass both north and south of the Central Junction in 2016. In
2036, it is forecast that 20,000 vpd will use the northern section of the bypass (i.e. north of
Central Junction) and 18,000 vpd will use the southern section. Between Gilchrist Street
and Rotokauri Road, where the existing SH1 will be upgraded fo a total of four lanes,
39,000 vpd are forecast in 2016 and 57,000 vpd in 2036.

In terms of traffic impacts on the existing section of SH1 between Horotiu and Avalon
Drive, it is forecast that the proposed bypass will result in the following:
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2016 - Proposed Opening Year

m  Flows of between 16,000 and 18,000 vpd betwéen Horotiu and the intersection w1th

Church Road.

m  Flows of between 26,000 and 42,000 vpd between Church Road and Wairere Dr/Te
Rapa Road intersections.

2036 - Design Year

a Flows of between 20,000 and 21,000 vpd between Horotiu and the intersection with
Church Road.

m  Flows of between 31,000 and 48,000 vpd between Church Road and Wairere Dr/Te
Rapa Road intersections.

The above information is summarised in Table 3.2 below.

Table 3.2

Forecast Daily Traffic Flows with Bypass (Incorporating Land Use Assumplions)

fo]
Horotiu to Church Rd 24,000-25,0 ,000-18,000 |- 20,000-21,000
Church Rd to Wairere Dr/Te Rapa Rd 30,000-39,000 | 26,000-42,000 | 31,000-48,000
Gilchrist Street to Rotokauri Road 29,000 39,000 57,000
Bypass North of Central Junction 0 13,000 20,000
Bypass South of Central Junction 0 16,000 18,000

The main operational impact of the TRB in transport terms will be to separate out strategic
or ‘through’ traffic from local traffic along the majority of the existing section of SH1 i.e.
from Horotiu to Gilchrist Street. This will have associated positive effects for strategic
traffic in terms of reduced travel times, improved trip reliability and safety on the newly
constructed sections of the bypass. Along the existing SH1 from Horotiu to Church Road,
2036 traffic volumes are forecast to be significantly less in the “with bypass’ scenario than in
the ‘without bypass’ scenario. In factit is forecast that 2036 volumes on this section will be
less than baseline (2006} flows. However, on the section from Church Road to Wairere
Drive/Te Rapa Road, the forecast reductions relative to the “without bypass’ scenario are
far less. Along this section in 2036, flows of up to 48,000 vpd are forecast with the bypass
in place. Without the bypass, flows of up to 52,000 vpd are forecast, a difference of only
4,000 vpd. Between Gilchrist Street and Rotokauri Road, where the existing SH1 will be
upgraded to a total of four lanes, traffic volumes in the “with bypass’ scenario are actually
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forecast to be higher than in the ‘without bypass’ scenario (57,000 vpd V's 52,000 vpd
respectively). This confirms the high trip generating impact of the adjacent land uses with
40% land release assumed by 2016 and 100% by 2036 based on the relevant structure plans.

Accordingly, even with the upgrade from two to four lanes, low travel speeds and low LOS
are projected for this section of the bypass. It is stated in the NoR that options for
alternative routes between Gilchrist Street and Rotokauri Road “were considered to have
significant land requirement issues’ and also ‘required complex intersection configurations
at the southern end where the Southern Highway was required to join the Avalon Drive
Bypass”. Consequently, it was considered that the upgrade of the existing corridor to four
lanes is the most appropriate network solution. In the AEE section, reference is made to
the “potential for drivers to select alternative modes of transport or travel outside peak
periods’. However, without any quantification of the reductions in traffic volumes that
travel demand measures could bring, it is difficult to judge whether the future operational
levels will truly be acceptable and provide value for money.

One of the specific project objectives is safety for all road users and one of the anticipated
benefits as set out in the AEE section is ‘a safer road network resulting from reduced driver
frustrations, reduced vehicular exposure, improved cross section standards on the Bypass,
and reduction in vehicle conflicts’. Provided the bypass is appropriately designed and
constructed, it is accepted that this should be the case. One area of concern however is the
section between approximate chainages 6400-7400 where the cross section reduces down to
two lanes (i.e. the bypass bridge over Gilchrist Street/ Avalon Road Intersection is two
lanes wide) and then widens back to four lanes where the Avalon/Gilchrist intersection
ramps rejoin Avalon Drive. Figure 5.3 in the NoR shows the proposed layout. This raises
safety concerns particularly for traffic travelling in a southerly direction on account of the
high level of merging traffic forecast at this location. The reference in Transit’s response to
the two-lane bridge facilitating “an intentional change in speed environment” to “help
change driver behaviour before entering the urban environment along Avalon Drive” does
not go far enough to dispel these concerns.

With regard to the existing section of SH1, it is not clear that road safety will improve with
the bypass in place as traffic volumes on the section from Church Rd to Wairere Dr/Te
Rapa Rd are forecast to be similar in both 2016 and 2036 regardless of whether or not the
bypass is built. As highlighted in Section 2 of this memo, it was not possible to ascertain
whether or not the TRB will improve safety for all users, particularly along the existing
route, without the predicted crash rate analysis for the existing SH1 and the future TRB.

In terms of the effects of the bypass on pedestrians, cyclists and public transport, the NoR
indicates that the proposed TRB will allow for the provision of the following:
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—  Anoff-road pedestrian/ cycle facility along the western side of the bypass between .
Central Junction and Gilchrist Street; :

—  Shared shoulder/bus lanes along Avalon Drive; and

—  Pedestrian/cyclist paths where it crosses the Te Kowhai Road Realignment, the
new HCC local road and the local roads beneath Gilchrist Street/ Avalon Drive
Intersection. - '

It is understood that any facilities provided as part of the bypass development for
sustainable modes such as walking, cycling and public - transport will co-ordinate with
transport proposals contained in the structure plans for the surrounding area.

Construction Eftecis

Adverse effects due to construction traffic will include additional heavy vehicles, increased
noise, dust and vibration and possible diversions over the construction period, which is
likely to extend over four to five years. During construction of the structural
embankments, it is estimated that approximately 85 2-way HGV trips per working day will
be required to operate between the quarry and the bypass site. The severity of the impact
on the road network will obviously be dependent on where the structural fill is imported
from. Rail is not considered a feasible option to import fill material to the site.

Options for mitigation during the construction phase include a detailed Construction
Traffic Management plan that incorporates the following;:

— A critical review of construction methodology, sequencing and programming to
minimise construction period and disruption;

—  Details on how dust and debris from construction will be contained within the site;
— Arrangements for traffic management and monitoring arrangements including
heavy vehicle counts; '

— Details of arrangements for management of parking and storage and site

compound arrangements.
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4 Comment on Submissions

The matters raised by submitters in opposition are summarised in Table 4.1 below.
Table 4.1

Matters Raised by Submilfers in Opposition

Reduced amenity for residents as a result of AEE 811 and Appendix I of NoR address
Increasing traffic volumes and noise. operational noise impacts. The likelihood is that
amenity for residents will be somewhat reduced.
Should be acceptable once mitigation is put in
place where necessary to ensure noise is
controlled to an appropriate level.

That 4 lanes be constructed along entire length at | It has been identified as part of this review that
outset. the proposal to reduce the carriageway from 4
lanes down to 2 over approx 1km incorporating
the bypass bridge over Gilchrist Street/Avalon
Drive intersection has potential capacity and
safety issues.

Proposed closure of Te Kowhai Road and 55.2.1 states that both Ruffell Road and Te
resulting impact on connectivity i.e. no direct Kowhai Road will be severed. Access will be
access to South/South East. maintained to severed land areas via the newly

formed Te Kowhai to Onion Link Road and the
proposed cul-de-sacs on Ruffell Road and Te
Kowhai Road. The new link will include a new
bridge structure that can accommodate the
necessary turning lanes for the Central Junction
on/off ramps. Consequently, with Central
Junction in place connectivity to Hamilton efc
will be improved, Before Central Junction is in
place, the route to South/South East will be
more circuitous for residents of Te Kowhai Road
west of the bypass.

Adverse impacts on cyclists and pedestrians. An off-road shared pedestrian/cycle facility is
proposed along the bypass on the western side
between Central Junction and Gilchrist Street.
Furthermore, pedestrian/cyclist paths will be
provided for where the bypass crosses the Te-
Kowhai Road Realignment, the new HCC local
road and the local roads beneath Gilchrist
Street/Avalon Drive Intersection. It is
understood that any facilities provided as part of
the bypass development for sustainable modes
such as walking, cycling and public transport
will co-ordinate with transport proposals
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contained in the structure plans for the
surrounding area. The proposed bypass should
not have adverse impacts on pedestrian and
cyclist conditions.

That cycleway/walkway provision should be
made along whole bypass. .

As an off-road shared pedestrian/cycle facility is
proposed along the bypass on the western side
between Central Junction and Gilchrist Street, a
facility should also be provided along the section
of the bypass between Central Junction and
Horotiu.

That walking, cycling and mobility impaired
facilities should be provided for and funded by
Transit as integral part of project. In particular,
that:

um  The Ruffell/Te Kowhai and Gilchrist cul de
sacs be provided with a 2.5m wide link path
connection for walking/cycling and the
mobility impaired to access the proposed
western side pedestrian/ cycle path adjacent
to the Te Rapa Bypass.

= That the following over bridges crossing Te
Rapa Bypass be provided with safe and
adequate access across to the Te Rapa
Bypass for walking, cycling, and the
mobility impaired - Horotiu Interchange,
Bern Road, Central Interchange Te Kowhai
to Onion Road Link.

a  That the gradient of the shared-use off-road
walkway/cycleway ramps on all over-
bridges be provided at 1:12.

n  That Bypass bridges be provided wiih safe
and adequate access for walking, cycling
and mobility impaired.

»  That shared-use pedestrian/cycle paths be
provided on the region from Horotiu
Interchange to Central Interchange, the
region from Central interchange to
Rotokauri.

n  That work required for priority bus lanes be
provided at appropriate widths.

The specific proposals put forward are sensible.
As an off-road shared pedestrian/cycle fac1]1ty is |-
proposed along the bypass on the western side
between Central Junction and Gilchrist Street, a
facility should also be provided along the section
of the bypass between Central Junction and |
Horotiu. Similarly, as the bypass bridges south
of Central Juncton allow for provision of
ped/cycle facilities on the local rodds over which
they cross, similar provisions should be made to
the north of Central Junction.

That a pedestrian/cycle lane be provided as part
of the Gilchrist Street realignment.

This is appropriate. 55.2.9 of the NoR states that
the length of the Gilchrist Street/ Avalon Drive
Intersection Bridge, under which the realigned
Gilchrist Street will be routed, allows for the
provision of footpaths/cycleways on both sides
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of the local roads.

Proposal contrary to proposed Government
Strategy “Sustainable Transport - Update of the
New Zealand Transport Strategy”.

In general, the proposed scheme provides for a
land transport corridor that is safe, responsive,
sustainable and integrated: The proposal
provides for an efficient and effective state
highway link with only strategic connections
with the local road network; optimises the
strategic growth potential of the adjacent area;
and considers opportunities for sustainable
modes such as public transport, walking and
cycling, ' :

Transit failing to fulfil its obligations under the
LTMA to provide a safe, integrated, sustainable
and responsive lands transport system for all
users.

In general, the proposed scheme provides for a
land transport- corridor that is safe, responsive,
sustainable and integrated in line with the
requirements of the Land Transport
Management Act (2003). The proposal provides
for an efficient and effective state highway link
with only strategic connections with the local
road network; optimises the strategic growth
potential of the adjacent area; and considers
opportunities for sustainable modes such as
public transport, walking and cycling,

That designation be amended i.e. that proposed
bridge at approx chainage 2200 be modified to
incorporate Onjon Road Extension (local road
linking Onion Road at Ruffell Road to land to be
rezoned ‘Industrial” at Horotiu.)

Appropriate assuming ‘Onion Road Extension’ is
planned. - The designation should also allow for
pedestrian/cycle facilities along Onion Road.

Proposed land requirement at Avalon Drive will
result in access and traffic safety issues for DL &
GS Ormsby lands and KIH & SK Ormsby lands.

The DL & GS Ormsby lands will be completely
lost to the development and consequently there
will be no traffic access or safety issues to
consider.

The KH & SK Ormsby lands however will
remain largely intact. It is proposed that access
to these lands will be directly from the Avalon
Drive/Gilchrist Street at-grade traffic signalised
intersection (see Figure 5.3 NoR). The SIDRA
analysis outputs provided indicate that this
intersection will be operating at capacity in the
2016 AM and PM peaks (LOS D) with the TRB in
place. By 2036, the intersection will be over
capacity in both the AM and PM peaks and
operating at LOS F and E respectively for these
periods. These results indicate that future road
access to the KH & SK Ormsby lands is a
concermn.
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That a condition be put on the designation to Designation includes for alternative vehicular
ensure the current vehicular enfrance to Avalon | access off realigned Gilchrist Street.

Campus off Avalon Drive is not closed until
.alternative access is developed and operating,

That access arrangements to Horotiu Farms 55.2.1 states thai although a portion of the

Iands between Ngaruawahia Bypass and - | Horotiu Interchange will be constructed within
Hutchinson Road be confirmed as described and | the existing Ngaruawahia Bypass designation,
forming part of the Ngarauwahia Bypass | the terms of the Ngaruawahia Bypass
Designation or that similar arrangements be put | designation are not altered by the NoR for the Te
in place that adequately accommodate the Rapa Bypass. '

development of the property for future intensive
uses such as industrial/business purposes.

That construction is managed/staged to ensure | This is appropriate.
efficient access in rural areas is maintained.

That big ring road for Hamilton area should be S3.5 of the NoR describes the Greater Hamilton
created by joining TRB, Waikato Expressway in | Strategic Network and how the proposed TRB
east, south link and west corridor. forms part of it.

That new minor arterial road (Rotokauri Road) Not relevant to current designation.
should be extended to join Resolution Drive in
Horsham Downs area and join Waikato
Expressway to become Horsham Downs
Interchange.

5 Conclusion and Recommendations

The main operational impact of the TRB in transport terms will be to separate out sﬁ‘ategic
or ‘through’ traffic from local traffic along the majority of the existing section of SH1 i.e.
from Horotiu to Gilchrist Street. This will have associated positive effects for strategic
traffic in terms of reduced travel times, improved trip reliability and safety along the newly
constructed sections of the bypass ie. from Horotiu to Gilchrist Street/ Avalon Drive
Interchange.

Along the existing SH1 from Horotiu to Church Road, traffic volumes in 2036 are forecast
to be significantly less in the “with bypass’ scenario than in the ‘without bypass’ scenario.
However, on the section from Church Road to Wairere Drive/Te Rapa Road, the forecast
reductions relative to the “without bypass” scenario are far less. Furthermore, between
Gilchrist Street and Rotokauri Road, where the existing SH1 will be upgraded to a total of
four lanes to form part of the TRB, traffic volumes in the ‘with bypass’ scenario are actually
forecast to be higher than in the ‘without bypass’ scenario. Accordingly, even with the
upgrade from two to four lanes, low travel speeds and low LOS are projected for this
section of the bypass. Without any quantification of the reductions in traffic volumes that
travel demand measures could bring, it is not possible to ascertain whether future
operational levels will be acceptable. Consequently, it is recommended that as a condition
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