Is Transmission Gully environmentally sustainable?

From: Brent Efford,
Environmental Sustainability Representative,
Wellington Regional Land Transport Committee

27/8/05

1 Summary

The recent studies presented to the Regional Land Transport Committee make it abundantly
clear that TGM is only justified by being part of an "advanced roading" scenario - involving an
indefinite increase in long-distance car commuting, increased traffic into Wellington City,
accelerated urban sprawl in Kapiti and a reduced modal share for the more efficient railway.
There is no way that a road producing those high-level effects can be accepted as being
‘environmentally sustainable' overall, no matter what greenwash is applied.

2 Introduction

This paper is produced as a response to lobbying of me in my role as the Environmental
Sustainability Representative on the Wellington Regional Land Transport Committee. It:

A Explains what ‘environmental sustainability’ means, in view of the attempts to confine it to a
very narrow interpretation

A Explains my role on the RLTC,

A Addresses issues raised by the Pauatahanui Inlet Community Trust (Appendix A) and the
Pauatahanui Residents Association (Appendix B) but is also applicable to various messages
I have received from the Porirua City Council, Plimmerton Residents’ Association etc in a
similar vein.

Also attached is my paper Wellington Rail and the Sustainable Vision, presented to the Towards
Sustainable Land Transport conference in Wellington last November (Appendix C). The issues it
addresses affect the whole region, but it is particularly relevant to the Western Corridor when
‘advanced roading’ versus ‘advanced passenger transport’ options are being compared.

3 The ‘environmental sustainability’ role on the RLTC

The Wellington Regional Land Transport Committee is responsible for compiling the Regional
Land Transport Strategy and the various corridor and mode strategies that are part of it.

Briefly, the RLTC covers:

A Greater Wellington regional councillors

A The mayors of the region

A National transport infrastructure owners and funder
A

‘Representatives’ (or advocates) of the objectives of the Land Transport Management Act, as
listed in section 12 (3), which states:

(3) An approved organisation must, in preparing a land transport
programme, take into account how each activity or activity
class—

(a) assists economic development; and

(b) assists safety and personal security; and

(c) improves access and mobility; and

(d) protects and promotes public health; and
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(e) ensures environmental sustainability.

In other words, the reason | am there is to ‘take account’ of (e). Note that those five objectives
are linked by ‘and’ — in other words they all have to be taken into account. That does not mean
that ‘environmental sustainability’ is taken as seriously as the other factors by the RLTC — as
evidenced by the skewed weighting system and purely localised ‘natural environment’
interpretation often applied. So | have a duty to speak up.

The RLTC membership can be seen on www.gw.govt.nz/story10682.cfm?

Note that the role of all the advocates is regional in orientation, unlike, say, the mayors who
represent their respective cities. |, and the other LTMA-objective advocates, do not represent
geographically-defined communities.

4  What is environmental sustainability?

Unfortunately, the Land Transport Management Act does not favour us with a definition of
environmental sustainability. It has been variously defined elsewhere as:

Sustainability is a characteristic of dynamic systems that maintain themselves over time;
it is not a fixed endpoint that can be defined. Environmental sustainability refers to the
long-term maintenance of valued environmental resources in an evolving human

context.!

or:
Environmental sustainability is about maintaining and enhancing the capacity of our
natural resources to supply environmental goods and services for people and
nature.”?

or, simply:

Thinking of tomorrow’s child®

Common to all definitions is a global perspective, long-term (or inter-generational) responsibility
and the place of human as well as natural ecosystems. This means that in advocating for
environmental sustainability my perspective must be:

A longer term - decades — rather than the few years typical of elected office or strategy
documents

primarily concerned with regional, national and global effects

concerned with overall trends, and the extent to which individual projects will improve or
deteriorate the position of future generations, given what we know about the direction of
those trends

A concerned with managing risk and taking a precautionary approach* towards big picture
issues such as climate change, peak oil, aging population and a peaking population.

5 What’'s wrong with Transmission Gully?

Claims that the Transmission Gully Motorway (TGM) would be environmentally sustainable
cannot be justified from the regional and global perspective and over the decades-long
timeframe that sustainability requires. The case against TGM is extensive, though little discussed
at the RLTC or in the news media, and does not rely just on its abnormally high projected cost.
The following are key issues:

! Esty, Daniel C., Marc Levy, Tanja Srebotnjak, and Alexander de Sherbinin (2005). 2005 EnvironmentalSustainability Index: Benchmarking
National Environmental Stewardship. New Haven: Yale Center for Environmental Law & Policy. See www.yale.edu/esi

Note that in this report NZ is ranked 14™ in a world scale and scores rather badly on the “global stewardship’ index — i.e. we pollute above our
weight.

2 NZ Ministry of Economic Development — see http://www.med.govt.nz/irdev/econ_dev/susdev.html point 13

® Ray Anderson, CEO, Interface Inc. (US business for sustainable development leader —See
www.interfaceinc.com/us/company/sustainability/frontpage.asp

* Insurance - if it doesn’t turn out like that then at least no great harm is done by the measures we have put in place. If it does happen then we will
have averted a crisis for our grandchildren.
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5.1 Requires continuous traffic growth

The TGM is justified by its proponents on the basis that traffic volumes® along the Western
Corridor and elsewhere in the Wellington region can and will continue to grow, geometrically.
Since no end point is foreseen for this process within current planning horizons, the proposition
that VKT can and will increase ‘forever’ has become embedded in the corridor planning process.
It is a ‘given’ within the current GWRC traffic model, despite the absurdity of the outcome when
projected forward a few decades.

Ironically, the draft travel demand management (TDM) strategy® being put before the RLTC quite
sensibly proposes to work towards a sustainable target — stabilising VKT at 2001 levels’.

The implication is that in order to justify the huge investment in TGM, VKT will have to continue
to increase indefinitely, and both rail transit growth and TDM will have to be suppressed.
Perversely, “keeping Transmission Gully busy” could become the objective of future transport
planning, particularly if built as a toll road. This is implied by indications that tolls would have to
be have to be kept below economic levels otherwise the traffic flows would be insufficient to
justify the road — a cockeyed basis for planning if ever there was one!

5.2 Traffic induction

If tolls were heavily subsidised (and especially if there were none) there would be little worry
about TGM carrying too little traffic — because of the readily apparent phenomenon of ‘traffic
induction’. Otherwise expressed as ‘ease of use creates use’, traffic induction is confirmed by
numerous academic studies world-wide, is readily apparent every time there is an improvement
to the highway system, and is further validated by simple introspection. Just think — when did you
last decide to make that Sunday drive, or spur of the moment trip to the big box retailer, based
on the expectation of an easy drive? Or mode switching — take the 55 minute train ride or the 25
minute drive? Live in the city with a 20 minute bus or walk, or further out with a 20 minute drive?

Transit NZ data confirms that only a small proportion of SH1 traffic down Ngauranga Gorge
originates north of Waikanae — and much of that is truck traffic, the least likely to use TGM. In
other words, the basic traffic that TGM would carry would be car commuters from Kapiti, many of
whom would have the ability to go by train but choose not to because TGM makes driving so
easy (until you pass Tawa in the morning peak, anyway).

TGM, built to make long distance car trips fast and easy, has the potential to be enormously
traffic-inducing — unless volumes are suppressed by very high fuel prices, economic depression
or ‘hard’ TDM. And then what would be the point of building it?

5.3 Network imbalance

Despite the wishes of those who would like to see a cut-down 2-lane TGM built to sneak in under
the cost hurdle, the analysis is that 4 lanes throughout is the only real option on safety and cost-
justification grounds. This means that with TGM there would be at least 6 and possibly 8 state
highway lanes between Linden and McKay’s crossing. South of Linden there are no more than
six lanes, reducing to four, until the motorway runs out at the Terrace Tunnel. And of course from
Ngauranga this is shared with traffic from the Hutt.

As well as lane capacity there is the very real problem of whether the Wellington CBD - the hub
of the region and destination of most of the traffic — can absorb much more traffic without its
liveability and economic functionality being destroyed.

The graphic representation of SH1 congestion presented to the RLTC confirms what we all know
by observation — the major congestion problems in the region are not in the area bypassed by
TGM but to the south. By inducing traffic, TGM would make that congestion worse, and the
amount of money devoted to TGM would limit our ability to do anything about it.

® Measured in vehicle kilometres travelled, or VKT,
® Draft Regional Travel Demand Management Strategy, GWRC, July 2005
7 Or “zero traffic growth’ as | have advocated since 2001.
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5.4 Urban sprawl

The continuation of low-density urban development into formerly rural areas — known as urban
sprawl — is one of the most serious environmental issues in the western world. No development
which increases urban sprawl can be genuinely environmentally sustainable.

Urban sprawl in the Kapiti area is one of the biggest environmental issues in the Wellington
Region. The growth of Kapiti is producing a range of problems:

A Transport infrastructure provision — the reason for the Western Corridor study in the first
place

Transport energy use and associated emissions
Water supply
Sewage disposal

Flooding and inappropriate development on flood plains

Destruction of cultural and historic open areas, wetlands, etc — either directly or by the runoff
from adjacent builtup areas

Alienation of productive farm land

Moving of food production further and further away from the centre of the region, increasing
‘food miles’.

TGM would increase urban sprawl immediately, by reducing the travel time for car commuting
and closer to the optimum 30 minute travel time budget that most people apparently consider
acceptable. As the travel time of the core journey is decreased settling further out will become
more attractive. Without an effective urban growth boundary (which TGM would put in doubt
politically anyway) we could expect to see low-density housing on mini-lifestyle blocks on much
of the flat land between Waikanae and Otaki, and more inland valley developments like Nikau
Heights (inland from Lindale — probably the most extreme example of urban sprawl).

TGM would also greatly increase settlement in the Pauatahanui Inlet watershed, with
environmental consequences covered in 5.8 below.

5.5 Vitiation of the railway

GWRC policy is prioritise the use of the railway for long-distance commuting, particularly from
the Kapiti area. TGM would make that policy very difficult to implement, because of competition
for users and competition for capital. There will also be urban form impacts.

Competition for users: without TDM or other factors to reduce TGM traffic, the inclination for
Kapiti motorists to drive all the way into Wellington rather than use the train would most likely be
overwhelming. The conundrum remains: if you need to introduce measures to ensure the use of
SH1 is not a lot higher than at present then why build TGM at all? Or, if you don’t attempt to
control TGM traffic, then it will be inevitable that transfer from the railway will be significant.

Competition for capital will be equally potent. In spite of election promises that money to build
roads can be produced in unlimited amounts without causing pain elsewhere, the reality is that
all Government assistance for transport in the Region will be within a fiscal envelope of some
sort. Given that TGM will represent a strategy choice for ‘advanced roading’ at a cost greater
than any other project in the Region, the likelihood of rail improvements being sacrificed to pay
for it is high.

A lack of investment in some big-ticket items like the Pukerua Bay — Paekakariki duplication and
electrification extension would in turn make rail even less competitive in the long run.

Urban form impacts: a strong and growing rail system goes hand in hand with denser
development near stations and is particularly conducive to the practice of ‘transit-orientated
development (TOD) which is booming in the US. TOD is the planned commercial redevelopment
of land around stations to form mixed-used high-density low-environmental-impact communities
which will be particularly likely to use the railway for primary transport. There is increasing
interest in TOD in Wellington, and many opportunities which need leadership from the GWRC
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and TLAs to realise, but it will be less likely to happen if the Kapiti rail corridor is in decline
relative to the road.

5.6 Energy use

TGM will mean more use of fossil fuels compared with the coastal route, and considerably more
compared with travel demand management coupled with more use of electric rail. The greater
energy use would arise from several factors:

(@) Traffic induction and urban sprawl: by cutting travelling time, TGM will encourage more
use of driving between Kapiti and Wellington City. Therefore more car VKT = more fossil
fuel use.

(b) Gradients: compared with the coastal route, the TGM route is continuously on a grade,
with a high peak at the Wainui Saddle and long gradients on either side of it. It is quite
obvious that all journeys over such a road will involve more fuel use than the same journey
made over the substantially-level or gently graded coastal route®.

(c) Car size: the current trend in fuel prices is already influencing the car market towards
smaller cars. But “you aint seen nothing yet” — when petrol prices continue past the $NZ 2
llitre level (possibly by the end of this year) the market for low-powered town cars will really
take off. These cars will not, however, be very attractive for daily fast commuting on
steeply-graded main highways. Therefore TGM would encourage hard-core car commuters
from Kapiti north to continue to use large high-powered cars — and the larger amounts of
fuel they consume - despite the cost’.

5.7 Greenhouse gas emissions

On a global scale , the increased GHG resulting from the increased fuel use caused by TGM
would be infinitesimal, but it is still a step in the wrong direction and therefore not ‘sustainable’.
The real significance is because the choice is so stark — increased electric rail use, potentially
powered by local wind and therefore GHG free (producing carbon credits), or more car use and
long-distance driving taking NZ just a bit further away from Kyoto compliance (let alone fitting
with the tougher measures likely after Kyoto).

5.8 Local environmental effects

There is a big push on to portray TGM as environmentally desirable because it bypasses the
Paremata — Plimmerton area, and allegedly has reduced impact on Pauatahanui Inlet. Several
points should be noted:

(&) TGM can be expected to stimulate housing development around Pauatahanui and the hills
draining into the inlet. Urban water run-off will be compounded by increased local traffic.
This will have a far greater local effect environmentally than the Hutt Valley traffic using
Grays Road, which appears to be a large part of the ‘environmental’ case.

(b)  Much of the total length of TGM — all of it on a gradient — would also drain into the
watershed. It is difficult to imagine that the runoff from such a road could be anything but
polluting.

(c) | agree that further development of SH1 outside the existing road alignment (e.g. through
Ngati Toa Domain) let alone some of the outlandish possibilities involving tunnels etc
recently floated'® would also have a high environmental impact. By definition, the only truly
environmentally sustainable approach is to embrace TDM and stable traffic volumes as the
object of regional transport strategy, and agree that the current work now nearing
completion represents all the civil engineering for roading required in the Mana area.

® The construction of the Pukerua Bay Bypass would reduce the one peak on the coastal route still further.

® It may be assumed that the motoring commuter from Kapiti — the core of the market for TGM — is likely to prove price-insensitive, otherwise
he/she would not be using the road in the first place.

1% For example, in the Transit NZ Cost and programme review update draft of 1 August.
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(d) Moving the pollution source — e.g. moving SH1 from the mouth of Pauatahanui Inlet to the
head of it — while the pollution continues to increase is hardly environmental sustainability.
See Section 4 above.

(e) While Mana residents obviously do not like SH1 traffic thundering past their gates, they
should be reminded that they chose to settle in the area after the highway was established,
and would have been very foolish to imagine that traffic was not going to increase. The
community there grew up around the main road, a somewhat different situation to my local
community, where the SH1 Inner City Bypass is now being built through an area built up
long before the motor car was commonplace.

5.9 Safety

The collision rate on the coastal highway has received considerable media attention. The Killer
Highway scare has been seized on by TGM advocates as a reason for building the road. Recent
fatalities suggest that the hazards stem from:

(@) Lack of a median barrier

(b) Excessive speed

(c) Elderly motorists from the Kapiti area unable to cope with the SH1 environment
(d) High traffic volumes

Of the above, TGM will not have (a), but neither will the coastal highway once the current
Centennial Median Barrier project is completed. TGM will have all the other factors, probably in
greater quantity and exacerbated by more traffic, plus another one:

(e) Long steep gradients. The whole of TGM will be on gradients. The descent from the Wainui
Saddle will be as steep as Ngauranga Gorge, but 2 % times as long. This condition
produces significant hazards, as the experience with Ngauranga Gorge, with its special
variable speed limits and hazard indicators, confirms. Loss of control accidents, runaways,
truck spills etc are all predictable outcomes of mountain motorways and have happened in
the Gorge many times.

Overall, it seems unlikely that TGM would have a safety advantage over the coastal route. In
fact, once median barriers and advanced traffic management systems are fully installed, the
coastal route would be much safer.

5.10 Security

A major argument advanced for TGM is that it would form an alternative route out of Wellington
in the event of a major disaster. It is nice to have alternative routes available in any emergency,
but consider:

(@) The TGM route is through steep and heavily faulted country, and is at least as likely to be
damaged as the coastal route in a major earthquake or storm. Mitigation of this risk is
responsible for much of the high cost of TGM, but there is no guarantee that it will be
effective.

(b) Of the two routes, the coastal highway would be far easier and faster to reopen quickly with
earthmoving machinery, by pushing the debris into the sea. Restoration of TGM would
involve trucking away debris and/or rebuilding viaducts.

(c) From any point in the Wellington Region there are always alternative escape routes, albeit
not always 4-lane highways. How vital SH1 would be depends on where the damage is.
The most vulnerable area for access is actually the Wellington CBD — the hub of the region
- connected to the rest of the region by the roads and railway lines (plus the water main!)
through a single corridor along the coast and fault line north of Thorndon. If we are really
that committed to the Region’s lifelines we would be better spending TGM’s billion dollars
on disaster-proofing the Thorndon - Ngauranga strategic corridor instead.

In any case, the fragility of the coastal escarpment is probably overstated. It looks unstable, but,
as far as | am aware, the road has not been blocked by a major slip in the 65 years since it
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opened, despite several earthquakes and many major storms in that period. Even the 1855
earthquake, which lifted the region by about 2m and caused many slips elsewhere, did not
produce a slope failure in that area.

The railway has had some problems over the 120 years of its operation, but they have been
contained by engineering measures.

Widening the highway and the railway simultaneously would not only enable overall reduction of
cost but would also include slope stabilisation work to further reduce the risk. Likewise, the other
threats to security, caused by complete closures due to accidents etc, will be greatly reduced by
widening the road.

6 A sustainable alternative Western Corridor strategy

Rejecting the Transmission Gully Motorway once and for all should be regarded as a positive
first step towards making the slogan “Sustainable Wellington” a reality. The components of an
environmentally sustainable strategy for the Western Corridor (and other parts of the Region) are
very much mainstream, either currently under study, foreseen in the current Regional Land
Transport Strategy, under construction, or well proven by international experience. These
components include:

(a) Completing the basic coastal highway upgrade: the Pukerua Bay Bypass and four-
laning the remaining section to the McKay’s Crossing overbridge. (This does not mean
further work in the Mana area outside the current road boundaries, or attempting to
achieve a 100 km/h road throughout.)

(b) Accelerating the rail upgrade: electrification to Waikanae (not just Lindale) and
duplication from Pukerua Bay north, plus new rolling stock, extra park+ride, better stations,
higher frequency of service, upgraded stations and closer feeder bus integration.

(c) Travel demand management: consideration of a draft TDM strategy by the RLTC is now
underway, with a target of stabilising total VKT at 2001 levels. Achieving this, or at least
getting close, would immediately remove any justification for either TGM or a Mana
expressway.

(d) Smart growth in Kapiti: the initiation of an urban growth boundary policy to limit urban
sprawl north of Waikanae and into the foothills is an urgent necessity. Further population
growth should be limited, with an emphasis on TOD around the railway stations and
higher-density infill rather than further greenfield development.

(e) Transit-orientated development: waste railway land and adjoining low value sites from
Glenside north suggest enormous possibilities for TOD along the railway. Prime sites
include:

A Takapu Road

A Tawa (note the planning mistake of developing the Tawa Junction shops on ex- railway
land but with no connection to the station — and their subsequent commercial failure)

A Porirua (including improved integration with the city centre)

()  Wind energy: the wind power projects currently planned could make the Region self-
sufficient in electricity. The development of this energy source and its use for the railway,
and possibly other transport, would be a considerable contribution towards sustainability.

(g) Southern extension/light rail: the need to extend the rail service south through the
Wellington CBD was first officially recognised in 1959, and has been much studied with
positive recommendations since. See Appendix C. Recent analysis indicates that
eliminating the need to transfer off the train at Wellington Railway Station and having a one
seat ride through to Courtenay Place would produce at least a 15% increase in rail
patronage™. A further increase would be produced if services ran through to the Public
Hospital. Much of this increase would be garnered from motorists switching modes. Light

1 Experience with new light rail systems and extensions in the US, where increases in public transport use up to 100% have resulted from
replacing express bus services with light rail, suggest that this figure may be very conservative.
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7.1

rail would probably be best operated from Plimmerton south, enabling more frequent stops
to be provided. The existing EMUs would run express south of Plimmerton, stopping only
at Porirua, thus providing a fast service which would make rail more attractive for Kapiti
passengers.

Specific replies to PICT and PRA

Pauatahanui Inlet Community Trust

The complete letter from the Trust is attached as Appendix A. Only the sections
requiring a specific response are copied and pasted below:

(@)

(b)

Your Transport 2000+ website includes a document entitled “Transmission
Gully Reality check”, which the site introduces in the following way:-

“we didn’t write this, but we could have. The best summary yet of the answer to
the shallow thinking and hysteria of the Transmission Gully cargo cult!”

The Pauatahanui Inlet Community Trust has, as part of its vision statement, “
the Pauatahanui Inlet and its catchment is managed to enhance the quality of
the environment by protecting the integrity of existing ecosystems and by
restoring degraded ecosystems wherever possible.”

The Trust would like clarification of the view expressed in your website
document that one of the serious environmental effects of Transmission Gully
would be siltation of the highly significant Pauatahanui Inlet.

Whilst we applaud your recognition of the Inlet as being of high ecological
significance we are concerned at your comments about siltation from
Transmission Gully.

The article quoted (which I did not write) has been on the website a long time, and
will be replaced by more up-to-date material, like this paper, when time permits.
Since the article was written, a tree-planting programme to reduce construction
siltation has been implemented, though how effective it will be I am not in a position
to say. The major TGM impacts on the Inlet are likely to come not so much from
construction siltation but from the operational effects of the road — urban sprawl,
higher traffic volumes, gradients, etc (see 5.8 above). Naturally | support your
concern for the ecology of the Inlet, but you are not contributing to environmental
sustainability if your efforts to protect the Inlet (which you believe would come from
building TGM) produce deterioration on a wider regional or global scene.

In aideal world no roadworks at all would be carried out and everyone would
use public transport. Unfortunately for the Inlet, there is no public transport to
take people and goods from the Kapiti Coast to the Hutt Valley and vice versa.
It also now has three bridges affecting the flow of water in and out of the Inlet,
one of which was promised to be demolished with the construction of
Transmission Gully. Certainly, with Transmission Gully, there would be some
effects but we would say NOT building Transmission Gully is likely to result in
greater deleterious effects on the Inlet.

I don’t believe that “no roadworks at all” would represent an ideal world, but it is
clear that a new road on the scale of Transmission Gully would have considerable
environmental impact wherever it goes, as well as the regional and global effects
which strike at the heart of sustainability. In any case how routing such a road through
the head of the Pauatahanui Inlet can be portrayed as mitigating local environmental
effects escapes me.
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(€)

(d)

(e)

As our representative on the RLTC we urge you to represent not only
Transport 2000+ but also environmental groups whose work will be drastically
affected by upgrading of the Coastal route. We would see this best done
through a discussion with representatives of a group - something that does not
seem to have happened to date. We believe you have an obligation to at least
understand the concerns held before voting on the issue at any crucial RLTC
meeting.

Sorry, but I am not “your” representative on the RLTC. The basis of my role is
regional, global and very long-term in reach and is explained in Section 3 above. Are
you prepared to address the wider considerations of environmental sustainability?
Have you considered urban sprawl, traffic induction, spinoff effects elsewhere in the
Region, peak oil, greenhouse gas emissions, demographic changes, etc?

We do not, incidentally, agree with your website statement that as supporters
of the Transmission Gully route we are shallow thinking and hysterical.
Perhaps a bit rude, but the whole campaign for TGM has ignored the issues of wider
long-term effects and has attributed quite magical outcomes to the road.

We look forward to hearing your justification for rejecting the one proposal that
we believe best protects the future of the Pauatahanui Inlet and would welcome
a discussion in the coming week.

| believe this paper is more than adequate justification. The idea that TGM is “the one
proposal that ... best protects the future of the Pauatahanui Inlet” is what | consider
‘magical thinking” applied to TGM. You seem to envisage the continuation of
unsustainable transport strategies but expect to insulate your area from the wider
effects. That is not what | am on the RLTC to advocate. Whether meeting would be
worthwhile now that | have explained my role is up to you.

7.2 Pauatahanui Residents Association

The complete letter from the Association is attached as Appendix B. Only the sections
requiring a specific response are copied and pasted below:

(@)

(b)

A road response is essential to addressing the issues in the Pauatahanui area
as rail will not reduce or alter the Hutt Kapiti traffic flows.

Rail may be irrelevant to Pauatahanui (unless the old scheme for a Plimmerton —
Haywards rail link is revived) but it is the key to achieving sustainable transport in the
corridor as a whole. TGM would be unlikely to lessen traffic impacts in Pauatahanui
significantly, given the increased traffic through the catchment and urban sprawl it
would induce in the area, and the likely use of western SH58 and Grays Rd to access
the Porirua and Mana areas from the road.

We continue to acknowledge there are impacts on our community for both
options. We are also very aware that the Coastal Route option has major
impacts on Paremata, Mana, Plimmerton and Pukerua Bay communities.

The coastal route option will only have an increased impact if the objective of
continuous traffic growth continues to be embraced. Completing the current level of
upgrade coupled with TDM etc would not have an increased impact on those
communities, and that is the only policy compatible with environmental sustainability.
Ironically, the PRA seems unaware that TGM is the option that would have a
considerable environmental impact on a community - theirs!
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APPENDIX A

PAUATAHANUI INLET COMMUNITY TRUST

P.O.Box 57-124
Mana
Porirua City

19 August 2005

Mr Brent Efford

Environmental Sustainability Representative
Regional Land Transport Committee
P.O.Box 2626

Wellington

Dear Mr Efford,

WESTERN CORRIDOR

I am writing to you as the Environmental Sustainability representative on the
Regional Land Transport Committee, but noting also your role as Co-ordinator of
Transport 2000+ NZ.

Your Transport 2000+ website includes a document entitled “Transmission Gully
Reality check”, which the site introduces in the following way:-

“we didn’t write this, but we could have. The best summary yet of the answer to
the shallow thinking and hysteria of the Transmission Gully cargo cult!”

The Pauatahanui Inlet Community Trust has, as part of its vision statement, ““ the
Pauatahanui Inlet and its catchment is managed to enhance the quality of the
environment by protecting the integrity of existing ecosystems and by restoring
degraded ecosystems wherever possible.”

The Trust would like clarification of the view expressed in your website document
that one of the serious environmental effects of Transmission Gully would be siltation
of the highly significant Pauatahanui Inlet.

Whilst we applaud your recognition of the Inlet as being of high ecological
significance we are concerned at your comments about siltation from Transmission
Gully.

In a ideal world no roadworks at all would be carried out and everyone would use
public transport. Unfortunately for the Inlet, there is no public transport to take people
and goods from the Kapiti Coast to the Hutt Valley and vice versa. It also now has
three bridges affecting the flow of water in and out of the Inlet, one of which was
promised to be demolished with the construction of Transmission Gully. Certainly,
with Transmission Gully, there would be some effects but we would say NOT
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APPENDIX A

building Transmission Gully is likely to result in greater deleterious effects on the
Inlet.

The Trust is made up of community representatives, including the Chair of the
Guardians of Pauatahanui Inlet. It also has standing representatives of the Greater
Wellington Regional Council, the Porirua City council, and Ngati Toa.

The Trust has a published policy on Transmission Gully and a copy of this is attached
hereto. From this you will gain some understanding of the problems the Inlet faces.

Apart from the issue of yet another bridge over the mouth of the Inlet the Coastal
Route, which we presume you favour, will necessitate upgrading of Grays Road
which lies immediately adjacent to the Inlet. The recently-released Western Corridor
Transportation Study technical reports indicate quite clearly the likely effects on the
Inlet under the relevant scenario. | quote:-

“Assessment of positive effects on the environment
* None

Assessment of negative effects on the environment

* Major ecological effects associated with earthworks

* Loss of indigenous forest remnants

* Permanent effects on up to 4 ha of native vegetation, stream habitat, and
saltmarsh

* Potential for impacts on Pauatahanui Inlet and its wildlife reserves through
sediment movement or contamination during construction

* There is no room between the road and the estuary to implement normal
sediment management practices

Risks and Opportunities

* Risk of potential significant adverse effects of sediment discharge into the
estuary and a risk the extent of earthworks will impact on more habitats than
assumed

* An opportunity exists to relocate the road further inland and remove existing
causeway at eastern end of estuary to reconnect Horokiri salt marsh to the
estuary”.

In relation to the final point, we believe that the possibility of re-routing Grays Road
inland is not now likely to happen. It is likely to be regarded as too expensive in terms
of the end result sought.

The indigenous forest remnants mentioned include a sizeable part of Grays Bush
which is one of the few remaining coastal bush remnants in the Wellington region.

As our representative on the RLTC we urge you to represent not only Transport
2000+ but also environmental groups whose work will be drastically affected by
upgrading of the Coastal route. We would see this best done through a discussion with
representatives of a group - something that does not seem to have happened to date.
We believe you have an obligation to at least understand the concerns held before
voting on the issue at any crucial RLTC meeting.

Is Transmission Gully environmentally sustainable? 11
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We do not, incidentally, agree with your website statement that as supporters of the
Transmission Gully route we are shallow thinking and hysterical.

We look forward to hearing your justification for rejecting the one proposal that we
believe best protects the future of the Pauatahanui Inlet and would welcome a
discussion in the coming week.

Yours truly,

G.McMiillan
Convenor, Roading Issues Group
PICT

Tel. 234-7727
Email geolorr@xtra.co.nz
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To: Members of RLTC

From: Pauatahanui Residents Association
c/- Lynette Wharfe, Chair; email: Iwharfe@actrix.co.nz

Date: 15 August 2005

Subject: Western Corridor Transportation Study - Analysis Concerns

We are writing in response to the document Consultation Findings: Phase 2.

Under Additional Comments section 2.6 (Page 30), a summary of some responses to
the question “Coastal Route and/or Transmission Gully Motorway” contained the
following:

Similarly Pauatahanui Residents Association did not endorse one or
the other as whatever decision is made many of their members will be
impacted. However they noted that achieving certainty one way or the
other within the time frame of this Study was paramount

We believe the above summary, positioned as relating to the Coastal or Gully
guestion, misrepresents our submission regarding endorsement of an option. The
following was our response to the specific question requesting our preference out of
the five scenarios:

3. Given that funding is not unlimited, which elements do you think
provide the greatest benefit to the region and why?
A road response is essential to addressing the issues in the
Pauatahanui area as rail will not reduce or alter the Hutt
Kapiti traffic flows.

The only scenario named “Road” incorporated Transmission Gully, hence based on
the way the elements were structured and presented during this phase of the
consultation process it would be more accurate to state that our submission
supported Transmission Gully.

In addition our submission highlighted that Western Corridor should not be looked at
in isolation form the regional context, in particular the linkages to the Hutt Valley.

We continue to acknowledge there are impacts on our community for both options.
We are also very aware that the Coastal Route option has major impacts on
Paremata, Mana, Plimmerton and Pukerua Bay communities.

It is becoming obvious that the risks and costs associated with the Coastal Route
have not yet been adequately captured. It is our expectation that once the full risks,
costs and benefits are understood, Transmission Gully may well prove to be superior
to the Coastal Route under the balanced scorecard criteria. In addition the outcome
achieved by Transmission Gully provides more lanes of access to and from
Wellington and therefore should not be compared ‘apples for apples’ with the Coastal
Route, as appears to being done at this point in time.
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We do not believe that any decisions should be made until the results of studies (as
indicated with the phrases “Further work is being done in these areas [RMA
processes and mitigation, delays and disruptions]” and “Further work is being
completed on risk assessment”) are made available and assessed by all
stakeholders. We are very concerned that inappropriate decisions may be made if

key portions of the analysis are incomplete.
Kind regards,

Lynette Wharfe
Chair, Pauatahanui Residents Association
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A Commuter rail* is also growing rapidly and avoids the cost of building new
tracks. The main problem with commuter rail has been accommodating
new passenger trains on lines owned by freight railroads and already busy
with growing numbers of freight trains.

A The US Federal Government, through the Federal Transit Administration,
heavily subsidises the capital costs of new transit systems, including light
rail. The system is highly politicised and the actual amount of subsidy is
affected by political factors as much as by the case made by each transit
administration.

A Bus rapid transit (BRT) is favoured by the Bush-era FTA for ideological
reasons and as a way to deliver upgraded public transport at less cost than
rail. BRT is regarded by most US transit advocates as more buzz-word
than solution, insofar as bus systems have higher operating costs and do
not attract automobile users to public transport as effectively as rail modes,
even when operated on dedicated rights of way. Generally it is found that
the more BRT systems invest in infrastructure to avoid traffic, the closer
the capital costs move towards LRT, but the operating costs remain higher
because of lower driver productivity.

A Operating costs are also highly subsidised, from local sources such as
sales taxes with an all-modes ‘farebox recovery ratio’ (FRR) sometimes as
low as 11% and seldom over 40%. Generally LRT has a higher FRR than
buses*®. Wellington’s overall 70% FRR target, and our high level of transit
usage, was regarded by transit professionals that | met as quite
extraordinary. See the summary table 3.3 below.

A On the other hand, the Americans are pro-active about capturing the
developmental spin-offs of rail investment, with active transit-orientated
development (TOD) programs in nearly every city | visited.

A The business community, expressed through local chambers of commerce,
has been a key booster of LRT in many US cities. This is related to
renewal opportunities through TOD and the desire to revive declining
downtown areas, and also to the realisation (not yet commonplace in New
Zealand) that traffic induction and urban sprawl means that congestion
cannot be ‘out-built’ and the opportunity costs of trying to do so can be
economically deleterious. In some cases, such as Los Angeles’ Mobility 21
study, the chambers of commerce have been promoters of plans that
emphasise transit expansion over highways.

A The ‘golden age’ of urban freeway expansion in the US is over. The reality
of traffic induction — where new roads encourage extra driving which fills up
the extra capacity and delivers no net benefit — is accepted in the US as it
is denied in NZ. There are cases where freeways have been demolished in
favour of transit (the Embracadero in San Francisco and Banfield in
Portland) and in Sacramento an abandoned freeway acts as a light rail
right of way and an enormous park’n’ride lot.

¥ «Commuter rail’ in the US generally means diesel-hauled trains of purpose-built double-deck cars
which serve outer parts of a region on existing mainline railroad tracks. The equivalents in Wellington
are the Wairarapa and Capital Connection trains.

% If light rail alone is considered there are some US systems — e.g. Baltimore — which reach the 70%
level of FRR.
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A Success factors for LRT in the US include being part of a sustainable
development strategy including TOD, an existing public predisposition
towards PT use, efficient modal integration, adequate population density,
well defined transport corridors, and speed. All these factors exist, or can

be created, in Wellington.

3.3 COVERED BY WELL-TRACK ... A WELLINGTON/US COMPARISON

5 ° 3 o | £
8 = o o> b o O -
<) o = c o Z IS =
= @ ® a < ~ o < «
s |z |3 |§ |8 |5 |s8|3 |B
o © O © [e]
= [a) T n a n Wi | 0 a
Population served 04 M 22 M 1.95M | 21 M 11.8M | 0.17M | 0.8 M 14 M 1.25M
Year of 1% opening 1938 1996 2004 1981 1990 1987 1912 1987 1986
Year of latest opening 1983 2002 2004 1997 2003 2004 2000 2004 2004
Km of LRT 94 70 12.1 78.2 66 47.6 60 33 71
Km under 0 28.3 0 9.5 9.5 8.5 8.7 13.0 13.3
construction®
Number of lines® 4 4 1 3 3 4 5LRT |3 4
1HT
Annual traffic 2.3M 3.2M 2M 4.9M 56 M 1.2M 32M 23M 50M
density®
Weekday riders 37,000 58,000 29,400 73,000 [ 90,000 17,000 153,000 [ 39,000 80,000
Annual riders 9IM 14 m 5MT | 4M | 33M 8M 48 M 9IM 27T M
LRT FRR* 65% 13.3% NA 59.3% [ 21.9% 11% 16% 62.3% 31.2%
Bus FRR 11.5% 21% 34% 29.6% | 11.7% 22% 11.7% | 21.8%
All modes FRR 13% 24%
Bus subsidy/pgr $4.01
Commuter rail $5.53
subsidy/pgr
LRT $2.95
subsidy/passenger
LRT trips/1,000 9,000 13,000 | 4,000 5,000 6,538
popn/year
Bus cost/pgr mile $1.04
LRT cost/pgr mile $0.85

% The electric services operated by Tranz Metro are treated as equivalent to US-style LRT for the
purposes of this comparison

*8 Includes funding committed and in final design phase

% Number of lines radiating from the CBD. In many cities pairs of lines are operated as one service
(through-routed)

0 Annual traffic density = annual ridership x average travel distance / route length. See
www.carquinezassociates.com/trafficdensityresources.htm for methodology etc. The threshold
justifying LRT is considered to be 1.2 M. Note that Wellington has nearly twice this density, justifying
the existing system, without even addressing the density increases probable with a CBD extension.
! Extrapolating from the 1% 8 months of operation.

*2 Farebox recovery ratio, i.e. proportion of operating expenses covered by fares.
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4.1

BUILDING TOWARDS SUSTAINABILITY ... ENHANCING
THE LEGACY

RESTORING THE BALANCE ... TIME FOR A NEW RAIL PROGRAMME

Roading development since 1960 has received an absurdly disproportionate
amount of total transport infrastructure capital spending in Wellington and
throughout NZ. Exact figures are not easily accessible, not even from Transit
NZ, but in today’s dollars Wellington Region’s share of the total state highway
investment since 1960 is conservatively at least $800M.

The political system is geared to continuous spending on roading, and delivers.
There have been few years since 1960 when a multi-million dollar highway
capacity expansion work has not been underway somewhere in the Region.
Currently there are three, with two more about to start. In dollar terms, one
short highway project, such as the soon-to-start, 700 m for $40 M, Inner City
Bypass, can outstrip four decades of rail spending.

This is because the rail infrastructure has received only about $25M since 1960
— the Paraparaumu electrification and some new stations, of which only
Waterloo and Petone are significant®. It is a measure of the value of our
grandparents’ original investment that the rail system functions as well as it
does, and still delivers such enormous value - $170M* pa in decongestion
benefits to motorists, alone, a 10:1 return on the $17M annual subsidy from
petrol taxes.

In a region with changing travel demand patterns, a rail system locked into the
1950s is condemned to be less and less effective as a choice at the very time
that it is more and more needed. The rail network needs to be able to play
‘catch up’. There are proposals for a number of enhancements on file at the
GWRC. Only one - the Waikanae extension — has yet made it into the current
Regional Land Transport Strategy. Even that is delayed by changes to the
ownership of track and trains, and still requires ‘special case’ funding.

A complete program of enhancements to enable the rail network to resume its
role as the ‘armature upon which a sustainable Wellington is sculpted’ includes:

A Golden Mile LRT as rail extension — as per Works/MVA; the most
important single project

A Wellington CBD streetcar — downtown circulator linking Golden Mile,
Waterfront and Gateway

Hutt Central LRT — to link to the Wellington CBD
Waikanae extension — long planned, coming soon?
Featherston (later Masterton) electrification

> > > >

Pukerua Bay — Paekakariki duplication — removing a freight as well as
commuter bottleneck

* This is comparing infrastructure capital with infrastructure capital — the purchase of the new Ganz
EMUs in the early 1980s is not counted, any more than the hundreds of millions that would have been
spent on motor cars and buses over the same period.

* Personal comment, AW Brennand, Manager, Strategic Direction, Transport GWRC
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4.2

The first two of the above are discussed below. When ‘peak oil’ really bites, or
when congestion charging becomes effective, further rail extensions — to
Wellington International Airport, Whitby, Stokes Valley and even Karori — could
become attractive.

WHY NOT BUSES? ... MATCHING THE MODE TO THE LOAD

Local critics contend that Wellington is small, buses are cheap, and we cannot
afford a rail system - despite the fact that it already delivers so much for the
little spent on it. The GWRC has analysed these objections and found that, on
current economics alone, rail services have an economic efficiency ratio of 1.72
compared with a bus replacement®. And this does not even take account of
strategic or developmental factors.

Versatile, cheap and flexible, the advantages of buses in low-density and
feeder service are obvious and permanent; we are unlikely to see trams in
Hataitai or Brooklyn again. However for high-patronage corridor routes other
considerations come into play:

A Labour productivity: a coupled pair of LRVs under the control of one
driver will carry about the same number of passengers as six buses with
six drivers®. In traffic it can actually take 13 buses to move the same as
one LRV set, due to shorter LRT stop dwell times and faster acceleration.

A Congestion relief: one LRV set takes up much less road space compared
with 6 to 13 buses. In narrow streets with no opportunity for passing this is
a critical advantage. In the Golden Mile bus self-congestion*’ is already
endemic, suggesting that adding buses to replace even just Johnsonville
and Melling trains (as has been suggested by bus advocates recently)
would produce near-gridlock.

A Traffic priority possible: because one LRV train on a headway of several
minutes is equivalent to 6 - 13 buses almost bumper-to-bumper, light rail
can be given traffic-signal pre-emption to maintain schedules. If the more
numerous buses had the same pre-emption the short interval between
vehicles would block all cross traffic.

A The silence of the trams: LRVs are quieter than diesel buses and fume-
free. Being rail-guided, their ‘kinetic envelope’ is smaller than a bus, even
though body size is greater. This makes LRVs better neighbours in narrow
streets and means they can be used through pedestrianised areas such as
Manners Mall

A A bus is a bus is a bus: although busways can speed buses past
congestion in some spots, they never, in practice, cover entire routes.
Which means that once the busway ends the bus is bogged down in traffic
as usual, to the detriment of patronage and operating costs (Examples:
Brisbane, Adelaide and Auckland). Light rail practice is to have absolute
priority in a short downtown route and private right of way everywhere else.

A Fashion: the practice of replacing rail (mainly tram) services with buses
was endemic throughout the western world from the 1930s to the 1960s.
The trend reversed completely from the 1970s. There are few, if any,
instances in a city with an auto-dependent culture where rail services have

*® Urban Rail Passenger Update, GWRC Passenger Transport Committee report 04.324, 8/6/04.
“® |t is assumed that a modernised system will operate on proof-of-payment and on-board ticket
collectors will not be used.

" Already 25 minute WRS-CP journey times are common
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been replaced by buses in the last 30 years — the reverse is very much the
case. There are certainly no instances where ‘bustitution’ has produced an
increase in transit use and modal share.

Image problem: despite much polishing by the bus industry, buses as a
mode retain a ‘lowest common denominator’ stigma — a mode used only by
the ‘transport disadvantaged’ who have no car and no choice. This may be
less pronounced in Wellington, but we still see road safety promotions
which portray enforced bus travel as the real punishment for those who
lose their driver’s licences!

Competitiveness: for many reasons buses, even when given ‘bus rapid
transit’ characteristics, have only a modest record in attracting
discretionary travellers — i.e. motorists. The US experience is that replacing
express buses with LRT results in huge increases in public transport use®.

Transit-orientated development: the high profile, predictability, dense
passenger flows and substantial permanent investment symbolised by a
rail line encourages property development around stations. US research
has shown that property values are significantly higher adjacent to rail
nodes, compared to neighbourhoods served by buses alone. The stations
where passengers transfer from feeder bus to rail have a higher potential
for developing as retail centres, compared with shopping centres bypassed
by buses going all the way into town.

City-wide effects: research®® has shown that substantially rail-based-
transit cities have stronger sustainability and liveability attributes ahead of
cities with no, or little, rail transit — including higher per capita transit
ridership, lower average per capita vehicle ownership and mileage, less
traffic congestion, lower traffic death rates and lower consumer
transportation expenditures than otherwise comparable cities. These
positive effects can be seen already in the Wellington Region®, compared
with Christchurch or Auckland, and can be expected to increase if the rail
system is bought up to date.

4.3 REVISITING WORKS/MVA ... HOW GOLDEN MILE LIGHT RAIL WOULD
WORK

4.3.1 The Golden Mile ... a natural corridor

The 1995 report identified the Golden Mile as the optimum route for downtown
LRT. The same route was the main tram route 1904-64, and is now used by all
bus services. Wellingtonians regard it as primarily a public transport corridor,
with motor vehicles having relatively restricted access. The route is extensively
traffic-calmed; since 1995 several bus lanes have been introduced and more
are planned. Introduction of LRT on the route would cause minimum disruption
to established traffic patterns and is likely, in fact, to improve conditions by
increasing the efficiency of movement.

*8 Two examples: in Dallas, transit ridership through surveyed stations increased by from four to eight
times when LRT replaced express buses. (DART data). In Portland, the first 2 months of ridership on
the Interstate MAX line opened 1/5/04 was 67% above express bus route 5 which it replaced.

* Comprehensive evaluation of rail transit benefits, Todd Litman, Victoria Transport Policy Institute,

12/5/04

*02002/2003 Annual Report on the Regional Land Transport Strategy, GWRC, Sept 2003
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The Works/MVA report assumed that existing bus services from the southern
and eastern suburbs would continue to operate along the Golden Mile after the
introduction of LRT.

4.3.2 Starting at the Railway Station

The optimum LRT exit from WRS to Lambton Quay would involve closing
platforms 1,2 & 3°' and aligning the tracks for platforms 4 & 5 to cross
Featherston St at about 45 degrees. The LRT platform at WRS would be
immediately south of the spiral Stadium access ramp and would involve the
removal of a single-storey utility structure®® which appears to have no
architectural significance in relation to the main heritage WRS building. A
triangular atrium would be created between the LRT platforms and the WRS
concourse — a prime spot for commercial development.

The LRT tracks crossing Featherston St would have traffic signal pre-emption,
but otherwise only a modest rearrangement of the intersection would be
necessary. Likewise, the existing bus parking area at Lambton Hub could
accommodate LRT tracks, with a third track for temporary stabling of out-of-
service LRVs. There is no need to provide an LRT platform at the bus terminal,
since bus-LRV transfers would take place further down the Golden Mile.

The double-track LRT line as far as Bowen St would use the existing bus lanes,
with only a modest rearrangement of the median. There would be a triangular
junction to a single track in Bunny St leading to the Waterfront Tram line.

4.3.3 Bowen St to Hunter St

The track from Bowen St to Hunter St in Lambton Quay should, most logically,
be in an exclusive transitway, shared with buses, on the western side of the
road. Motor traffic should be one-way on the eastern side only of Lambton
Quay, in loops fed from Featherson St. With traffic calming like that beside the
Old Bank, this would enable the elimination of all traffic signals in Lambton
Quay south of Bowen St, an unobstructed run for public transport vehicles (with
speed restrictions and pedestrian protection provision) and adequate access
for commercial delivery vehicles and short-term car parking. Midland Park
should be extended across to the transitway and blended with a public
transport stop.

4.3.4 Hunter & Victoria Streets

Works/MVA proposed that the southbound track divert®® from Lambton Quay at
Hunter St (along the current green bus lane), cross Customhouse Quay and
turn right into Victoria St. This introduces a tight 90 degree curve — the only one
on the route. The Works/MVA report showed how the curve, while not ideal,
could be fitted into the street environment. The line would then proceed along
Victoria St. The report cover was illustrated with a stop outside the Wellington
Public Library.

51 When through LRT services are introduced fewer platforms will be needed at WRS. At present
EMUSs dock for at least several minutes to half an hour or more. Through services will have a dwell
time at WRS of less than a minute.

%2 The building is on the site of the original Lambton Station building which was demolished after the
current station was opened in 1937.

>3 Although double tracks of wider gauge did once operate two-way along the entire route, it is not
feasible to do so with the width of car — 2.65m — that a modern LRT system would use and still make
allowance for other traffic.
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Although the Report assumed the route would then follow the existing bus route
— Wakefield and Lower Cuba — that would involve two more sharp curves. A
much better alternative would be to continue up Victoria St and turn left into
Manners Mall. An embellishment which could be used to ease this curve would
be to run the line inside a new building development replacing the old 2-storey
building at the corner of Victoria and Manners (Farish House). This is an
opportunity for a downtown transit-orientated development like Cathedral
Junction, on the Christchurch Tramway.

The northbound track would follow the direct route via Manners St, Willis St and
Lambton Quay. In order to avoid Manners Mall, where they would be
unacceptable, buses would continue to use their current route.

4.3.5 Courtenay Place

Works/MVA saw no insuperable issues with the design of a Courtenay Place
terminal. Three tracks would be required, with two platforms shared with buses.
To connect with a Waterfront Tramway, a track would turn north towards Clyde
Quay and provision should also be made for a future extension south along
Kent/Cambridge terraces.

5 TRAMS FOR FUN AND PROFIT ... THE WATERFRONT —
GOLDEN MILE — GATEWAY CIRCULATOR

5.1 THE US HERITAGE TROLLEY EXPERIENCE

A growing feature of many US cities is the use of heritage (or modern) trolley
cars (i.e. trams) to provide a central city circulator system. Christchurch has the
only NZ example of this phenomenon. The mode can be part of a larger LRT
system (San Francisco), or co-exist with one under separate management
(Portland, Dallas), be a starter line for a regional light rail system (Charlotte,
NC) or, most often, be the sole rail transit operation in a smaller city (Tacoma,
New Orleans, Memphis, Kenosha, Tucson, etc, etc ...). Some lines are
supported by association with local voluntary enthusiast groups (Dallas, San
Francisco — and Christchurch) and others are simply a part of the city transit
operation (Seattle).

Cars can be brand new and modern style (Portland and Tacoma), newly-
constructed replicas of old cars (San Pedro, New Orleans) or cars up to 100
years old rigorously rebuilt to meet modern safety standards (San Francisco —
and Christchurch). Maximum speeds are never more than 50 km/h, due to the
inner-city street environment, but cars can share downtown tracks with the light
rail vehicles which operate at higher speeds in the suburbs.

The American Public Transport Association (APTA) recognises heritage trolley
as a fully-fledged transit mode, and has a task force devoted to promoting it
and developing safety and engineering standards>”.

> The APTA Heritage Trolley Task Force website is www.heritagetrolley.org/ . | attended a meeting of
the Task Force, and its visit to Tacoma, after the APTA LRT Conference in Portland.
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5.2 STARTS AND STOPS ... WELLINGTON'S (ALMOST) WATERFRONT

TRAMWAY
While downtown heritage tram projects were getting underway in the US (and
Christchurch®), Wellington was ... thinking about it. The earliest design

proposals for the Wellington Waterfront in the 1980s indicated some form of
tram line through the development — a logical suggestion, since the site is very
linear, has restricted width, and there was clear value in providing a public
transport service which was an attraction in its own right and had historical
associations — not a strong attribute of the circular bus service which currently
covers the route.

Planning got serious in 1993, when the Douglas Economics report® was
commissioned to assess the feasibility of the proposal. Interest continued high,
and throughout the 90s an indicative tram route, and drawings showing trams,
appeared in Waterfront planning documents and publicity. A concrete
foundation for a tram track was even laid in Post Office Square when it was
reconstructed in 1995.

Around 2000, though, the tramway suffered the same fate as the 1963 subway
and 1995 light rail plans. It faded from the drawings, and from the memories of
the politicians and planners. The constant controversy over other details of the
waterfront development and the turnover of managers and politicians appeared
to have put the tramway not just on the back burner but right off the stove.

5.3 COME BACK TRAM ... REVISITING THE 1993 CONCEPT

There are, however, rumours that the tramway idea is not completely dead
after all, and that the City Council is again thinking about it. If that is the case,
developments since the mid-90s suggest that the concept of the tramway
should be revisited. Points to consider include:

A New developments which increase the value of a tramway include the
opening of Te Papa (1998), the Westpac Stadium (2000), other waterfront
developments, increasing calls by cruise ships (using Aotea Quay in
particular), growing awareness of Wellington’s potential as a tourist hub,
announcement of the Gateway plan by the City Council and confirmation
that the Interislander terminal is going to remain where it is®’.

A The Gateway high-density residential and commercial development on rail
yard and port land surrounding Aotea Quay is particularly significant. If it is
to develop sustainably, and not just add to access problems and traffic
congestion, the Gateway must be planned as a transit-orientated
development with a direct public transport link through the whole CBD.
Experience in the US suggests that the permanence and high profile of a
rail link could be the critical success factor.

> The Christchurch Tramway was suggested by the local tramway museum group (Tramway Historical
Society) and was constructed by the Christchurch City Council gradually through the early 1990s,
opening in February 1995. It is of little value for commuting but has become the defining icon of
central Christchurch, the centre of local tourism and is used for special events including royal visits and
welcomes to victorious sports teams. The tramway cost $5.45M for 2.6 km of track plus depot,
overhead, substation etc. See www.tramway.co.nz

% Wellington Heritage Tramway Feasibility Study, Douglas Economics, August 1993. Available as a
2.3 Mb PDF file on http://www.douglaseconomics.co.nz/reports.htm

> There have been investigations into moving the ferry terminal to Glasgow Wharf to provide better
ferry passenger access to the CBD. The idea has been dropped due to cost and the inconvenience to
freight movements, but the need for better CBD passenger access remains,
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A Fortuitously, a rail line along the entire length of Aotea Quay exists. It is
used seldom, and for wagon storage only, and is no longer a freight link to
the wharves. Conversion to an electric tramway, as per Seattle or San
Pedro, would be a straightforward matter. This would provide a line
through the heart of the Gateway. The line would also provide this direct
link for Interislander passengers, cruise ship passengers and patrons of
the Stadium.

A From the city end of Aotea Quay new track would have to be laid. Along
the Waterfront much of the route could be single track, using the leftmost
side of Waterloo & Jervois Quays and Cable St. Passing tracks could be
laid within the Waterfront development between Whitmore Street and the
Events Centre and outside Te Papa. A single track from Waitangi Park to
Courtenay Place, and in Bunny St with triangle junctions, would complete a
circuit including the LRT line along the Golden Mile.

A Vehicles which could be used on the line include:

U restored Wellington cars leased from the tramway museums at
Paekakariki and Auckland with new correctly-gauged bogies®®;

U newly-built replicas of old Wellington (or other city) cars;

U metre or 1067 mm gauge cars imported second-hand from Europe or
Japan and renovated;

U double-deck trams from Hong Kong;

U new modern-style cars.

U and as a summer novelty, the surviving horse-drawn car in the Cable
Car Museum could be operated just within the Waterfront.

A The Waterfront tramway infrastructure should be designed to LRT
standards, so that LRVs could use it to bypass the Golden Mile if
necessary. The line could also be used by LRVs on peak services, and to
service events at the Stadium, cruise ships etc.

%8 For an unknown reason, the Wellington electric tramways were built to a track gauge of 4 feet (1219
mm), even though the original horse tramways were the NZ railway gauge of 1067 mm.

Page 20 of 21 pages



Wellington Rail and the Sustainable Vision
Brent Efford

6 CONCLUSIONS

A The goal of national sustainable development requires a 50-year
vision
A As much as possible of the limited remaining NZ population growth

within that period should be in areas where the conditions for
sustainability are most developed

A The Wellington Region has natural advantages for sustainable
development, in its compact and highly nodalised urban form
imposed by the terrain and a billion-dollar historic investment in an
electric rail system to link most of the nodes.

A The rail system is handicapped because it does not penetrate the
Region’s CBD. This disability was first recognised 45 years ago, and
has steadily got worse.

A Light rail developed generally along American lines but sharing
heavy rail tracks is the most realistic option to provide CBD rail
access.

A A streetcar/heritage tram line in downtown Wellington would aid
sustainability by promoting fossil-fuel-free mobility and the high
density Gateway redevelopment in conjunction with regional LRT.
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