


TV2 2

It then provides greater detail concerning the proposed Stage 1 development comprising up to 1100 new
dwellings and 46 ha of new industrial land, and the expected transport effects and infrastructure provisions
to address those effects.

The strategic high-level considerations that influence the ultimate form of the SL1 transport network are:

 The existing transport network; capacity and connectivity constraints and opportunities.

 The draft GPS (2024) on Transport

 Hamilton Southern Links Arterial Network (HSL)

 Potential development yield and future travel mode share (private car v PT and active mode travel)

 Integration with the Waikato Metro-Spatial Plan key moves for the future Rapid Transit Network
(RTN).

 Walking and Cycling network connectivity and integration with existing infrastructure

2. Existing Transport Network; Constraints and Opportunities
SL1 is essentially two distinct areas from a transportation access point of view due to the North Island Main
Trunk Rail line (NIMTR) and the Hamilton Southern Links designation (HSL) through the areas.

The two areas are referred herein as the Northern and Southern Blocks.

SL1 South Block has connections to the existing transport network comprising primarily of residential streets
servicing the existing neighbourhoods of Deanwell and Glenview that then connect to Collins Road (a
Collector Road in Hamilton District Plan) and/or Ohaupo Road (Major Arterial Transport Corridor and State
Highway 3).

The transport network adjacent to SL1 North Block comprises the residential streets of Karen Cresent and
Higgins Road, and industrial streets of Wickham Street, and Higgins Road. These connect to the primary
network of Tuhikaramea Road (minor arterial), Kahikatea Drive Extension (Collector Road) and Kahikatea
Drive and Greenwood street (major arterial and SH1c).

The current average daily traffic volumes (from the Mobile Road website) for these roads are:

 Ohaupo Road (north of Colins Road); approximately 30,000 vpd, 9% HCV
 Ohaupo Road (near Saxbys Road); 27,700 vpd, 9% Heavy Commercial Vehicles (HCV)
 Ohaupo Road (near Houchens Road); 16,200 vpd, 9.9% HCV
 Collins Road near level crossing;  3,800 vpd, 5.4% HCV
 Collins Road near Ohaupo Road; 7,850 vpd, 3% HCV
 Kahikatea Drive Extension; 5020 vpd, 3% HCV
 Kahikatea Drive; 29,450 vpd, 8.2% HCV
 Greenwood Street; 25,833 vpd, 8.2% HCV
 Tuhikaramea Road; 8,200 vpd, 3% HCV

SL1 Northern Block Network Constraints

Figure 2 shows the Northern Block and proposed transport connections to existing and future road corridors.
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Figure 2: SL1 North Block

HCC advised during our initial discussions on SL1 that a direct connection from the proposed SL1 Industrial
area to Kahikatea Drive would not be supported (as a long-term solution) given the access challenges that
exist because of the high traffic volumes. For this reason, HCC also advised that they have had initial
discussions with NZTA about allowing a connection from the future HSL corridor to the identified SL1
industrial area to avoid it becoming land-locked by the HSL designation. The approximate location of a new
connection (indicatively a roundabout as shown in Figure 2) is approximately 600 m from the future HSL /
Kahikatea Drive / Greenwood Street roundabout.

The primary existing network constraint for SL1 North Block accessibility is Kahikatea Drive / Greenwood
Street intersection. This intersection is a Give Way controlled ‘Tee’ junction but is to be replaced with a large
urban 4-arm roundabout as part of the HSL project.

Our high-level transport modelling for SL1 indicates that it is likely this roundabout will be needed to enable
development of the SL1 Northern Block if development precedes HSL construction.

SL1 Southern Block Network Constraints

Figure 3 shows the Southern Block and proposed transport connections to existing and future road corridors.

Figure 3: SL1 South Block
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Ohaupo Road is a major arterial corridor and State Highway 3, with its primary function being for the
movement of people and freight locally and as an inter-regional and strategically critical connection between
Hamilton and New Plymouth. It also connects the nearby towns of Ohaupo, Te Awamutu and Otorohanga to
Hamilton, and as a result carries a significant volume of commuter traffic in the AM and PM peaks.

Locally, Ohaupo Road is also a primary transport corridor connecting the residential suburbs of Glenview,
Melville and Deanwell, (and the future Peacocke) to central Hamilton. It is also one of two primary routes
connecting the city with Hamilton Airport and Titanium Business Park.

A primary purpose of the HSL project between Ohaupo Road and Kahikatea Drive is to enable residential
growth in the southern areas of Hamilton by reliving pressure on Ohaupo Road and improving network
resilience for freight and public transport.

Current network constraints on Ohaupo Road that impact accessibility for new trips from SL1 include:

 Ohaupo Road / Collins Rd signal intersection

 Ohaupo Road / Saxby’s Road roundabout

 Ohaupo Road / Lambert Court intersection

 Ohaupo / Houchens Road intersection.

Each of these intersections will require upgrades to improve accessibility and reliability for Public Transport
to adequately serve the travel demand from SL1.

Ohaupo Road / Houchens Road intersection is currently a Stop controlled ‘Tee’ junction, but the Houchens
Road Plan Change requires that this be upgraded to a signalised intersection to support the 140-160 lot rural
lifestyle development. That plan change area is now included in SL1 for future medium density residential,
so it is reasonable to expect that a similar form of upgrade of the intersection is required to support SL1.

The HSL designation borders the southwest edge of SL1 South Block. The designation presently has no direct
access to Glenview other than a half-diamond grade separated intersection with Collins Road. However, this
location has limited accessibility to Glenview and the wider Hamilton network other than through the
congested intersection of Ohaupo Road / Collins Road.  Complicating accessibility matters is the existence of
the Collins Road / North Island Main Trunk Railway level crossing adjacent to the planned HSL half-diamond
interchange.

However, we have identified potential solutions to improve access for SL1 South Block and Deanwell and
Glenview areas. This includes:

 Promoting a new roundabout connection direct to HSL from Houchens Road (no connection
presently exists in the HSL designation), and

 Connecting the proposed Spine Road at its south end to the new SH3 / Raynes Road roundabout that
is being constructed by NZTA as a safety project in 2024.

Additionally, SL1 creates an opportunity for the function of the HSL link between SH3 and Kahikatea Drive to
be reconsidered, to better support significant residential growth than the present designation allows. This
section of HSL could be reimagined as an integrated spine road through the South Block to convey freight,
with shared PT and freight lanes in both directions, while providing an urban arterial function through SL1
South Block rather than its current single purpose residential bypass-function around the southwestern side
of Hamilton.

Each of the above are concepts that are yet to be fully discussed with NZTA, but we consider that this
substantial growth opportunity (SL1) for Hamilton’s housing and employment justifies a credible review of
the form and function of this specific section of HSL.

This memo outlines the high-level desk top infrastructure assessments to date to identify what and when
certain transport infrastructure would be required to support all of SL1. It will require much greater levels of
testing and evaluation with scenario runs in the Waikato Regional Transport Model if SL1 is to be rezoned
and brought into the Hamilton City boundary as a preferred emerging growth area.
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3. Hamilton Southern Links Arterial Network (HSL) and the draft GPS on
Transport

High-level network capacity testing outlined in the following sections identifies that a high mode-shift to
Public Transport and walking and cycling together with the addition of the HSL project are the primary
infrastructure requirements for unlocking the SL1 growth area.

The NZ Government released its’ new draft GPS for Transport on 6 March 2024 for consultation. It contains
the new Government’s four strategic priorities for transport in New Zealand, as follows:

In addition, the draft GPS identifies that Roads of National Significance will again be a high priority for
delivery, and this specifically includes Hamilton Southern Links as a “road to unlock housing growth”.

Although still a draft, the GPS signals the intent and delivery of HSL roads is to support housing growth in
Hamilton, which directly relates to SL1 as a major residential growth opportunity. The industrial land
component within SL1 not only supports the GPS priority, ‘economic growth and prosperity’ but also
contributes to reducing the current and projected industrial land shortfall in Hamilton.

4. Indicative Development Staging

The size of SL1 means the development is likely to occur in stages over a 25-30 year period.  Indicative stage
sequencing is shown below based on the need to connect and integrate with existing transport infrastructure
(as well as three-waters infrastructure).
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SL1 North Block indicative staging

SL1 South Block indicative staging
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5. SL1 Yield Potential and Overall Trip Generation
Figure 4 outlines the potential development yield of SL1 in its entirety, along with high-level trip generation
calculations for the residential and industrial activities. The calculation of peak hour trips for residential areas
is based on a typical weekday peak hour rate of 0.75 trips/dwelling for medium-density residential1. Similarly,
for industrial activities the representative trip rate of 20.4 trips/net hectare is adopted for commuter peak
hours.

Figure 4

Travel mode splits reference the 2018 Census data for Glenview but are then adjusted to reflect aspirational
travel behaviour change toward greater use of PT (30% mode share), walking and cycling (10% mode share)
and working from home over the next 30+. This timeframe aligns with HCC and the Waikato Regional
Council’s planned “Rapid Transit Future” for Hamilton, as detailed in the Waikato Metro Spatial Plan.

The overarching outcome of the high-level trip generation calculation is that private vehicle trips are still
expected to be the predominant transport mode. However, it is significantly reduced from 75% in 2018 to
approximately 40% of all peak hour trips in 30 years’ time. This is an aspirational mode-shift from car
dependence during commuter peaks, but it is supported by the proposed medium-density residential in SL1
(restricted car parking and garaging) and aligns with the “transformational” shift to PT enabled by the Rapid
Transit Network key moves envisaged in the Waikato Metro Spatial Plan (refer to Section 6 for further
information).

On this basis with 40% private car mode share, the residential component of SL1 can be expected to add
around 2,500 - 3000 new vehicle trips to the network in the commuter peaks, and roughly 550 new vehicle
trips to and from the North Block Industrial area.

1 Refer to Appendix A for trip generation supporting information
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As mentioned, the North and South Blocks have very separate traffic loading points on the network. This
helps to reduce the concentration of new traffic on Ohaupo Road, identified earlier as a capacity constraint
(pre-HSL).

6. Public Transport
6.1 Waikato Metro Spatial Plan
The Waikato Metro Spatial Plan (MSP) identifies “Short list Option C”2 as the recommended programme to
“support a radical transport shift and support the transformative move to a Rapid Transit Network future” in
Hamilton.

The MSP illustrates the Rapid Transit Network3  (RTN) components of this programme as follows:

Figure 5

2 Waikato Metro Spatial Plan Programme Business Case report. Revision D, Section 6.2.2
3 Waikato Metro Spatial Plan Executive Summary report. Revision C, Figure 1-8
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RTN 4 is one of four key Rapid Transit routes across Hamilton. It will service Waikato Hospital and Glenview
West, with potential to be extended in the long-term to Te Awamutu. Glenview West is immediately adjacent
to the SL1 South Block residential area. So SL1 is highly accessible to Hamilton’s “transformative” RTN
network.

The MSP describes RT4 (and RT3) as a service supporting Light Rail Transit or Bus Rapid Transit on RT1 and
RT2 routes, by way of bus priority4. This suggests RT4 is not envisaged as a BRT or LRT service itself but a
frequent bus service on a route with bus priority measures including bus lanes and signal priority at
intersections. The diagram suggests the route may use the Ohaupo Road corridor although that is not
determined in the MSP business case report.

The use of the Ohaupo Road corridor by RT4 will require significant modifications to existing road
infrastructure and space allocation, including bus priority upgrades at the key intersections identified earlier
as network constraints.

One of the key requirements for BRT or LRT to be viable is sufficient medium to high-density residential
population surrounding the transit route. The MSP states5

“The routes designated as RT3 and RT4 will deal to increased density of existing neighbourhoods and
aligns with the existing and proposed community facilities.  Although these routes may not ultimately be able
to achieve the demand for a full BRT – they are key routes that will require early investigation and
investment to
deliver bus lanes and bus priority for service functions and reliability.

The above refers to existing neighbourhoods potentially not being dense enough to achieve the demand for
full BRT.  It should be noted that the addition of circa 7900 new homes near RTN4 corridor would likely change
this sentiment and potentially propel RTN4 to be viable as a full BRT corridor.

The MSP also identifies a recommended timeframe to implement the programme as shown below6. This
indicates RTN4 coming online from Year 20 onwards (year 1 is 2025).  While not ideal for supporting rapid
growth of new homes in SL1, the timeframe could potentially be accelerated with contributions from new
development such as SL1 instead of investing in upgrades to road capacity for vehicles.

Figure 6

4 Waikato Metro Spatial Plan Programme Business Case report. Revision D, Section 5.13
5 Waikato Metro Spatial Plan Programme Business Case report. Revision D, Section 6.2.2
6 Waikato Metro Spatial Plan Programme Business Case report. Revision D, Figure 6-9
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6.2 Integration with Existing Public Transport in the Short Term.

Existing Public Transport services operate near each of the SL1 Blocks, as illustrated below:

Figure 7

SL1 could be serviced by PT in the short term via the Commet Bus and first and last mile use of cycling or
micro-mobility (e-scooters etc) to reach existing stops on Saxbys Road and Houchens Road.

There also appears to be potential to extend the existing PT services into SL1 as it develops.  A possible PT
network using the SL1 spine road with stop spacings of 400m is shown below in Figure 8.
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Figure 8:  Potential Integration of SL1 Public Transport

The following typical x-section illustrates how a 30m wide spine road through SL1 could operate as a Collector
Road with bus lanes for PT and integration with active modes for first and last mile connectivity.

Figure 9
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8. Stage 1 Transport Infrastructure Assessment

High-level capacity assessments for SL1 Stage 1 have been carried out with baseline volume input from the
WRTM developed in 2022 for the Northern Precinct Airport Business Zone plan change at Hamilton Airport.
Two WRTM model versions were refined by BBO for that plan change; 2031 without HSL, and 2031 with HSL.
These are the most accurate models currently available in terms of the future traffic volume predictions for
Ohaupo Road as they take account of the latest Peacocke development land-use predictions and road
infrastructure (currently under construction) and the zoned by not developed employment land around the
airport. Both are committed developments that will add to the future traffic volumes at intersections on
Ohaupo Road that carry traffic from the SL1 development.

2031 is 7 years from now, which generally aligns with the timeframe anticipated for developing the
residential and industrial areas in SL1 Stage 1.

For clarification, no WRTM scenarios have been run with the proposed SL1 development. This will be
undertaken as part of the detailed transport assessment if SL1 is accepted in the Fast Track consenting
process.

8.1 Stage 1 Proposal

Figures 11 and Figure 12 illustrate the proposed Stage 1 residential and industrial development areas (South
Block and North Block respectively) adjacent and accessible to existing Hamilton City road infrastructure.

Stage 1 Residential

Figure 11:  SL1 Stage 1 Residential

Indicatively, Stage 1 residential would be developed in the general order of the sub-stages 1A to 1E.

The concept plan incorporates a mix of medium residential densities with lot sizes ranging from 150 to 300
sq.m with 16.8 m wide residential streets consistent with the Peacocke Structure Plan residential roads. This
results in the following residential yield figures and approximate volume of trips generated per peak hour
(based 0.75 trips/ medium density dwelling).
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Stage 1 Residential Sub-Stages Number of Dwellings Peak Hour Trip Generation
1A 310 233
1B 117 88
1C 330 248
1D 94 71
1E 180 135

Total 1031 775

Stage 1 Industrial

Figure 12:  SL1 Stage 1 Industrial

Indicatively, Stage 1 industrial is expected to develop in the following order of sub-stages to align with
necessary road and intersection infrastructure improvements. This results in the following approximate
number of trips generated by industry per peak hour (based 20.8 trips/net hectare).

Stage 1 Industrial Sub-Stages Net Developable Hectare Peak Hour Trip Generation
IA 13.9 290
IB 11.8 245
ID 4.7 100
IC 15.6 325

Total 46.0 960

BBO calculated the Stage 1 vehicle trip component for the residential and industrial areas and manually
assigned the trips to the respective adjacent road networks using a spreadsheet model and the 2031 WRTM
(without HSL) baseline flows. SIDRA Intersection models were then developed to test the performance of the
critical intersections and identify any potential infrastructure upgrades needed.

SIDRA Intersection modelling has been conducted to test the amount of Stage 1 residential and industrial
development that could be accommodated on the existing road network with modest infrastructure
upgrades (ie intersection upgrades but not Hamilton Southern Links arterial).
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8.2 Stage 1 Residential Transport Effects and Infrastructure Requirements

As illustrated in Figure 11, Stage 1 Residential consists of five sub-stages accessing three existing roads:
Saxbys Road, Forth Crescent and Macmurdo Avenue.

The location of stormwater tributaries and basins in Stage 1 influence the internal road pattern such that
sub-stages 1A and 1E are likely to connect to the existing transport network via Macmurdo Avenue and Forth
Crescent. These are residential streets that connect to/from Ohaupo Road via the intersection with Lambert
Court.  Sub-stages 1B, 1C and 1 D are expected to access the network via Saxbys Road and the Ohaupo
Road/Saxbys Road roundabout.

As stated in Section 2, the primary network constraints on Ohaupo Road that impacts accessibility for the SL1
South Block are:

 Ohaupo Road / Collins Rd signal intersection

 Ohaupo Road / Saxby’s Road roundabout

 Ohaupo Road / Lambert Court intersection

 Ohaupo / Houchens Road intersection.

Figure 13 illustrates these intersections in context with Stage 1 residential area and the five sub-stages.

Figure 13:  Stage 1 Residential and affected Ohaupo Road intersections.
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Ohaupo Road / Lambert Court intersection

This is presently a four-arm priority-controlled junction as shown in Figure 14.

Figure 14:  Existing Ohaupo Road / Lambert Court intersection

SIDRA modelling (Attachment 1) shows that by 2031 the intersection in its current form without any SL1
development traffic is expected to operate poorly (demand flow exceeds capacity) in the AM and PM peaks
for the right turn out of Lambert Crt. High delays and long queues may lead to safety issues as drivers accept
smaller gaps to cross / merge into Ohaupo Road traffic.

This shows the intersection will need to be upgraded before any Stage 1 traffic can be added to it.  The form
of upgrade is likely to involve signalising the intersection to enable future Bus priority to be added and signals
also improve safety and connectivity for pedestrians and cyclists through the provision of at-grade signal
crossings over Ohaupo Road.

Ohaupo Road / Houchens Road intersection

This intersection is south of Stage 1 area. Stage 1 traffic has no direct access to Houchens Road and only a
small amount of Stage 1 traffic will pass through the intersection on Ohaupo Road. The intersection is
presently a three-arm stop-controlled Tee junction as shown in Figure 15. It is expected that an upgrade of
this intersection to a signalised form will be triggered when Stage 2 of SL1 accesses direct to Houchens Road.

Figure 15:  Existing Ohaupo Road / Houchens Road intersection
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Ohaupo Road / Saxbys Road roundabout

This is presently a four-arm roundabout as shown in Figure 16.

Figure 16:  Existing Ohaupo Road / Saxbys Road Roundabout

SIDRA modelling in Attachment 1 shows that by 2031, the intersection in its current form without any SL1
development traffic is expected to operate well with an overall LoS A in the AM and PM peaks. The single
worst movement operates at LoS D (southbound Ohaupo Road right turn).

Ohaupo Road / Collins Road Intersection

This is presently a three-arm signalised intersection as shown in Figure 17.

Figure 17:  Existing Ohaupo Road / Collins Road Signal Intersection
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 Saxbys Road roundabout is expected to continue operating at a high level of service with Stage 1A
traffic added via Ohaupo Road approaches. No improvement work is needed for effects mitigation.

 Lambert Crt intersection signal upgrade provides a significant performance improvement over the
2031 baseline conditions (LoS F to LoS C). The resulting queues on Ohaupo Road remain long but are
less than the baseline queue length in the AM peak. Delays are significantly reduced.

Figure 18 shows the concept signal intersection upgrade required at the Ohaupo Road / Lambert Crt
intersection to accommodate Stage 1A traffic.

Figure 18:  Ohaupo Road / Lambert Court / Access Lane Concept Intersection Upgrade.

The deterioration in performance for the Ohaupo Rd / Collins Road intersection indicates the need to improve
capacity to accommodate Stage 1A traffic. However, increasing the intersection’s capacity is not straight-
forward due to the highly constrained road reserve width preventing the addition of new lanes through the
intersection (refer to Figure 17).

Furthermore, Ohaupo Road is already a four-lane divided carriageway through the intersection and includes
a fifth lane on the north side of the intersection for a dedicated right turn into Collins Road. The constrained
width also makes the addition of bus lanes challenging to improve public transport accessibility unless a
general traffic lane in each direction is taken solely for buses. This would cause unsustainable congestion on
the network. Similarly, the width of Collins Road near the intersection is also constrained making it difficult
to improve public transport or improve walking and cycling facilities without requiring private land.

For these reasons, it is proposed instead that the development of SL1 addresses its transport effects at the
Ohaupo Road / Collins Road intersection through financial contribution and/or infrastructure improvements
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Figure 19:  Ohaupo Road Southbound Dual Lane Upgrade Location and Extent

8.3 Stage 1 Industrial Transport Effects and Infrastructure Requirements

As illustrated in Figure 12, Stage 1 Industrial consists of four sub-stages accessing two existing roads; Higgins
Road and Wickham Street, and one future road; the HSL arterial.

The location of the HSL designation and the uncertainty around construction timing means sub-stages IA and
1B will be developed before IC and ID, as a connection to the existing transport network via Wickham Street
and Higgins Road is possible.

Sub-stages IC and ID are severed from IA and IB by the HSL designation. Access to these areas is proposed via
a direct connection to HSL, which is supported by HCC but not confirmed by NZTA at this time. An interim
connection across the designation is also proposed in the period before HSL is constructed, which NZTA’s
agreement is also required. Without these two approvals from NZTA areas IC and ID are effectively land-
locked as a road connection through to Latham Court requires third party land. We understand HCC is not in
favour of this alternative access option either due to safety concerns at the intersection of Latham Court /
Kahikatea Drive.

Kahikatea Drive / Greenwood Street intersection is the primary network constraint that is critical for access
to the Stage 1 Industrial area, so is the focus of the study herein.

While two other intersections (Higgins Road/Kahikatea Drive and Wickham Street/Kahikatea Drive) will also
be predominant access points for Stage 1 traffic, the SIDRA modelling results for these two intersections (in
Attachment 1) show no adverse effects are expected at either intersection with all of Stage 1 industrial traffic
added.

Figure 20 illustrates the three intersections and the network context adjacent to the Stage 1 Industrial area.
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Figure 20:  Stage 1 Industrial – Existing Road Network Context.

Kahikatea Drive / Greenwood Street intersection

This intersection is presently a three-arm priority-controlled junction as shown in Figure 21.

Figure 21:  Existing Kahikatea Drive / Greenwood Street Intersection.
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SIDRA model results for the 2031 baseline (refer to Table 3 below, and further details in Attachment 1) show
that the existing intersection operates very poorly for the right turn out of Kahikatea Drive west, with long
delays corresponding to LoS F in the AM and PM peaks. Note, this is without any Stage 1 industrial traffic
added.

Long delays are already observed daily for this movement in the AM and PM peak periods. Adding more
traffic to the intersection only raises the safety risk for all road users as drivers feel pressure to accept small
and unsuitable gaps to cross or merge into the main opposing traffic flow on Kahikatea Drive. Drivers on the
main road alignment also feel they should let side-road traffic in, which causes flow breakdown on Kahikatea
Drive and increases the risk of nose-tail crashes.

This demonstrates that the Kahikatea Drive / Greenwood Street intersection requires a capacity and safety
upgrade before any further traffic can be safely added to it.

The HSL project involves upgrading this intersection to a four-arm dual circulating lane roundabout in future,
to connect the new arterial to Greenwood Street and Kahikatea Drive.

Ideally, the form of intersection upgrade to support SL1 Stage 1 industrial development should be consistent
with the ultimate HSL roundabout form, to avoid significant sacrificial infrastructure costs in future. A similar
form of intersection for the interim period may also facilitate a potential cost-share arrangement with NZTA
for the intersection before the HSL arterial is constructed. Therefore, we recommend the intersection is
upgraded to a three-arm roundabout that the Southern Links project can upgrade as needed for connecting
the HSL arterial as the fourth arm.

Figure 22 illustrates the recommended roundabout layout to support Stage 1 Industrial development.

Figure 22:  Kahikatea Drive / Greenwood Street Roundabout Upgrade.

The performance of the three-arm roundabout proposal has been tested on the basis that all Stage 1
industrial traffic (sub-stages IA-IE) accesses through it.  This is a worst-case scenario and assumes that NZTA
will allow a link road to be built across the HSL designation as an interim local road connection before HSL is
constructed to enable sub-stages IC and ID access via Higgins Road and Wickham Street.  Figure 23 illustrates.
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10. Conclusion
SL1 Stage 1 yield of up to 1100 new dwellings and 46 net hectare of Industrial land is a significant
development undertaking requiring some transport infrastructure upgrades and contributions to future
public transport (the Rapid Transit Network) to support it.

The comprehensive design of the medium density residential development proposed in Stage 1 will
contribute positively toward greater use of public transport for commuter trips, and walking and cycling
provided meaningful investment in infrastructure for these non-car modes is part of any consent for Stage 1.

Further SL1 development stages beyond Stage 1 will require a significant uptake of alternative travel modes
for transport to be sustainable. SL1 is perfectly positioned for future residents to access the proposed Rapid
Transit Network identified in the Waikato Metro Spatial Plan.  It is not unrealistic to expect 30% PT mode
share achieved by residents in SL1 in 20 years’ time if high quality, connected and frequent PT infrastructure
exists alongside the housing density as proposed in SL1.

In addition, significant investment in walking and cycling path infrastructure is needed to support medium
and high-density living to make it easy for day-to-day errands to be undertaken without a car.  The density
proposed for SL1 residential will yield around 8,700 new dwellings making it impractical to provide space for
two car parks or garaging for every household. Therefore, easy access to high quality, safe and connected
walking, cycling paths and public transport are critical components for sustainable transport for the SL1
growth area.

Bloxam Burnett & Olliver

Cameron Inder
Transportation Engineering Manager / Principal Transportation Engineer
cinder@bbo.co.nz

C:\12dsynergy\data\10.7.120.14\148440 - SL1 - Emerging Areas_5455\10 Traffic\Project Template\02 Reports and memos\SL1 Emerging Areas
Transportation and Access - Memo.docx



TV2

Attachment A – Trip Generation and Modelling report
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Appendix A – 2031 WRTM Baseline Traffic Volumes 
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Appendix B –Expected Trip Distribution 
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Appendix C – Sidra Modelling  
 
 
 
 




























