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1. INTRODUCTION 

 

1.1 My full name is Michael Grant Calvert.  I hold the position of Transport 

Network Planner at Christchurch City Council (Council). I have been in this 

position since March 2013. 

 

1.2 I hold a Bachelor of Engineering (Civil) from University of Canterbury.  I have 

30 years’ experience in Traffic Engineering and Transport Planning in New 

Zealand and England. I am an associate member of the Institution of 

Professional Engineers New Zealand (IPENZ).  

 

1.3 My experience relevant to this evidence includes: 

 

(a) drafting the Transport rules for the operative Christchurch City Plan; 

 

(b) drafting Transport Assessments for the Christchurch City Council; 

 

(c) assessment of Transport Assessments for resource consent 

applications; 

 

(d) writing the first Integrated Transport Strategy for Tauranga City; 

 

(e) managing the review of the Bay of Plenty Regional Land Transport 

Strategy; and 

 

(f) member of Council team developing Plan Change 68. 

 

1.4 The specific parts of the Commercial Proposals that my evidence relates to 

are the traffic and transport effects of the location of the Commercial Core 

zone (North Halswell).  As part of my role at the Council I have been asked to 

provide evidence in relation to the transport effects of relief sought in 

submissions on the location of the Commercial Core (North Halswell) Zone of 

the proposed Replacement District Plan (pRDP).   

 

1.5 I have been providing the Council with my expertise in relation to the 

preparation of Plan Change 68 since January 2013 (at which time I was 

employed by the Council as a consultant).  Plan Change 68 relates to the 

residential area that includes the land proposed to be zoned as a Key Activity 
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Centre for the south west area of Christchurch. I have been on numerous site 

visits to the Plan Change 68 area over the time I have been involved in the 

preparation of the Plan Change. 

 

1.6 I confirm that I have read the Code of Conduct for Expert Witnesses contained 

in the Environment Court Practice Note 2014 and that I agree to comply with it. 

I confirm that I have considered all the material facts that I am aware of that 

might alter or detract from the opinions that I express, and that this evidence is 

within my area of expertise, except where I state that I am relying on the 

evidence of another person.   

 

1.7 The key documents I have used, or referred to, in forming my view while 

preparing this brief of evidence are: 

 

(a) South West Area Plan Transport Assessment, Beca Infrastructure 

2009; 

 

(b) Plan Change 68 Integrated Transport Assessment, MWH, July 2013; 

 

(c) Plan Change 68 Transport Assessment, QTP, March 2013; 

 

(d) Plan Change 68 Transport Assessment Traffic Modelling Addendum 

Report, QTP, December 2013; 

 

(e) Halswell Key Activity Centre Location – Consideration of Alternatives 

Memo, Boffa Miskell, October 2013; 

 

(f) Halswell Key Activity Centre – multi-criteria assessment for site 

selection memo, GHD, March 2014; and 

 

(g) Terrace Development Services Ltd and Common Ground Outline 

Development Plans: Transportation Matters Technical Note, Abley, 

September 2013. 
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2. EXECUTIVE SUMMARY  

 

2.1 A considerable amount of modelling has been undertaken by Quality Transport 

Planners Ltd for the Council regarding different locations of the  Commercial 

Core zone (North Halswell) using the Christchurch Assignment and Simulation  

Traffic (CAST) Model. Due to the close proximity between the location of the 

Commercial Core zone  proposed in the pRDP and the location desired by 

Terrace Developments, there is little difference in the transport network 

performance between the two. The only major difference is that under the 

Terrace Developments plan, the direct link between Aidanfield Drive and 

Sparks Road makes Aidanfield Drive a more attractive route and results in 

higher traffic volumes along this route through a residential area, as well as a 

notable increase in delays at the Halswell Road / Aidanfield Drive intersection 

in future years.  

 

2.2 I consider that the site proposed in the Outline Development Plan has less 

impact on Aidanfield Drive and in the long term on the Halswell Road corridor, 

and should be retained. 

 

2.3 The requirement for both Aidanfield Drive and Augustine Drive to be signal 

controlled before retail development can occur is not required. There needs to 

be the ability for public transport to enter and exit the  site, pedestrians and 

cyclists need to be able to cross Halswell Road and general traffic needs to 

enter and exit the site, particularly from Halswell Road. All of these 

requirements can be achieved through signals at Augustine Drive for Stage 1 

of the Key Activity Centre (KAC). 

 

2.4 The intent of the signal controlled intersection at Aidanfield Drive was to:  

 

(a) connect the residential areas on the Aidanfield side of Halswell Road 

with the commercial centre without creating a through route; 

 

(b) provide pedestrian/cycle access across Halswell Road; 

 

(c) ensure the public transport interchange has a high level of 

access/egress; and 

 



 

26023380_6.docx  6 
 
 
 

(d) spread the traffic load from the commercial centre to avoid creating 

significant delays on the local road network.  

 

2.5 Modelling of the proposed land use for the Commercial Core zone (North 

Halswell) outline development plan (ODP) area has shown that the above 

could be achieved through a four-leg signal controlled intersection with 

minimal extra delays to Halswell Road. NZTA is concerned with the adverse 

effects on the efficient management of the SH75 corridor created by a third 

cross-intersection. The alternative provision of a signal controlled T-

intersection with a left-in/left-out access to the ODP area suggested by NZTA 

could provide an appropriate level of access but could also lead to 

unanticipated levels of traffic congestion along the state highway corridor. This 

could be resolved by making the third access point a ‘flexible’ access and 

make it a (limited) discretionary activity with NZTA identified as an affected 

party. 

 

3. BACKGROUND 

 

3.1 The land located between Hendersons Road / Halswell Road / Milns Road / 

Sparks Road (Sparks Road block) was initially identified as suitable for 

residential development in the South West Area Plan (SWAP) in 2009.  

 

3.2 The SWAP document was supported by an assessment of the traffic and 

transport effects of the proposed rezoning in the South West Area Plan 

Transport Assessment (SWAPTA) and future transport improvements required 

to support future rezoning of other land in the south west Christchurch area. 

 

3.3 The Sparks Road block in Halswell was identified within the Regional Policy 

Statement as area CSW3. The area was identified as a greenfields site with 

capacity for 1810 dwellings over the period to 2041. The 153ha block is owned 

by approximately 18 landowners. 

 

3.4 In line with Policy 6.3.3 of the proposed Chapter 6 of the Regional Policy 

Statement, ODPs should be prepared for all greenfield areas.  ODPs show 

proposed land uses including transport links, greenspace provision, 

stormwater and wastewater treatments and commercial and residential land, 

including density distribution. 
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3.5 Whilst the development of an ODP for the whole Sparks Road block was 

originally initiated as a Private Plan Change
1
, a decision was made for Council 

to take over the development of the ODP mid-2012.
2
 

 

3.6 The LURP identifies a KAC in Halswell generally in the area of the existing 

commercial centre. This location was included in the original KAC site analysis 

by Council staff but it was not pursued due to the lack of suitable land 

availability and two alternative sites were identified through a multi-criteria 

analysis. The first was a site in central Halswell to the east of the existing 

commercial centre and the second was sited in the proposed ODP. For the 

purposes of testing suitable sites, the KAC was nominally located centrally 

within the ODP area. 

 

3.7 The two potential locations were analysed for their local connections and 

modelled at a high level to test their suitability from a transport perspective
3
. 

The outcome of the overall transport analysis showed a preference for the site 

located within the ODP area. The traffic modelling using the Christchurch 

Assignment and Simulation Traffic (CAST) Model did not demonstrate a 

significant difference in the operation of the wider road network between the 

two sites. 

 

3.8 The ODP site was adopted as the most appropriate site for the KAC and over 

the subsequent year, the Council developed the location and size of the centre 

with input from external consultants.  

 

3.9 Substantial traffic modelling was undertaken by Quality Transport Planners Ltd 

(QTP)
4
 to assist with understanding the effects in changes to the road network 

and intersection controls. The modelling was based on the following land use 

assumptions: 

 

(a) Scenario 0 – the ‘base’ that assumes the existing rural land use is 

maintained into the future. This base is used to measure future 

changes to the network from the proposed development; and 

 

                                                   
1
 Plan Change 69. 

2
 Development of the ODP is referred to as Plan Change 68. 

3
 Plan Change 68 Integrated Transport Assessment, Appendix G Key Activity Centre Analysis, MWH 

4
 Plan Change 68 Transport Assessment Traffic Modelling Report, March 2013; and 
Plan Change 68 Transport Assessment Traffic Modelling Addendum Report, December 2013 
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(b) Scenario 1 – residential and retail development within the Sparks 

Road block of 1,800 households and 60,000
5
 square metres gross 

floor area of commercial development at 2041. The assumption was 

made that the area would be approximately 50% developed by 2026. 

 

3.10 These scenarios were used for all model runs to ensure that there was a 

consistent basis for comparison between the various road layouts and KAC 

sites tested. While the proposed commercial area has subsequently reduced 

in size, I consider that the value used provides a reasonable sensitivity test for 

impacts on the road network. 

 

3.11 A multi-criteria assessment of five possible sites for the KAC (including the 

Terrace Development site) was also carried out by GHD
6
. The conclusion was 

as follows: 

 

‘At this stage, the Northern corner of the Sparks Road ODP area rates the 

highest in terms of the attributes considered for siting a KAC in the south-

west of Christchurch.’ 

 

3.12 The ‘Northern corner’ refers to the area where the KAC is proposed to be 

located in the North Halswell ODP (see Appendix 1). 

 

4. OUTCOMES OF  CONFERENCING 

 

4.1 The transport related submissions regarding the KAC and access to the KAC 

were discussed at the Expert Conferencing held on 2 April 2015. I attended 

the expert conferencing and the only area of disagreement between the 

parties involved was whether Aidanfield Drive should be shown on the ODP to 

be extended to the south-east with the resultant cross-intersection controlled 

by signals, or whether the effects of the third access on the function of SH75 

and the local road network should be assessed at the time the third access is 

required. 

 

                                                   
5
 Approximately equivalent to 18 hectares of commercial land 

6
 Halswell Key Activity Centre – multi-criteria assessment for site selection memo, GHD, March 2014 
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5. SUBMISSIONS ON COMMERCIAL CORE (NORTH HALSWELL) ZONE 

 

5.1 Location and size of the Commercial Core - I have assessed the specific 

relief sought by submitters and further submitters, insofar as it relates to my 

area of expertise.  As a result of this assessment I have come to a conclusion 

where I consider that it is appropriate for the relief sought to either be accepted 

or rejected, based on traffic and transport considerations.  

 

Terrace Development Services Ltd (#966), Danne Mora Holdings Ltd (#1134, Page 

15) 

 

5.2 Terrace Development Services Ltd is seeking that the location and size of the 

Commercial Core Zone (North Halswell) is amended to show the zone in a 

more central location on Halswell Road and to include approximately 25 ha of 

Commercial Core zone (see Appendix 2). 

 

5.3 Danne Mora Holdings Ltd support the location of the KAC in the ODP, but 

request an amendment to the key accompanying the map as it incorrectly 

records the size of the KAC as 17 ha. The actual size of the proposed KAC is 

14.6 ha. 

 

5.4 I have no comment regarding the size of the Commercial area. All of the 

access options modelled on the CAST model were based on a 60,000m
2
 

Gross Floor Area (GFA) commercial floorspace to ensure that comparisons 

could be made between options when evaluating the outputs of the modelling.  

 

5.5 As noted in paragraphs 3.7 to 3.11 the location of the Commercial Core has 

been the subject of a considerable amount of evaluation and is based on a 

large number of criteria, transport just being one of these. Due to the close 

proximity between the locations of the KAC in the pRDP and the Terrace 

Development plans (adjacent to the Aidanfield Drive extension) there is little in 

terms of network effects to differentiate either location in transport terms. The 

level of access by pedestrians, cyclists and public transport is very similar and 

it is only the difference in the local effects of vehicle access that differentiate 

the two options. 

 

5.6 The Terrace Development plan (which assumes three sets of signals on 

Halswell Road) generally provides a reasonable level of network performance, 
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as does the ODP layout. The modelling of the Terrace Development plan 

does, however indicate an increase in traffic along Aidanfield Drive. There is 

also a notable increase in delays at the Aidanfield Drive intersection in the 

2041 model due to the increase in turning movements in the PM peak
7
. This 

reflects the concentration of the commercial centre around Aidanfield Drive 

compared to the pRDP location between Aidanfield Drive and Augustine Drive. 

 

5.7 During the development of the ODP an effort was made to minimise the impact 

of extra traffic on the residential nature of Aidanfield Drive. The proposed 

extension of Aidanfield Drive was changed early in the ODP process from a 

link road through to Sparks Road to a stub road that formed a T-intersection 

within the ODP. This had the effect of reducing the level of through traffic using 

Aidanfield Drive whilst still providing a high level of access to the commercial 

centre. By its very nature the location of the Terrace Development KAC around 

the extension of Aidanfield Drive (through to Sparks Road) does not achieve 

this outcome. 

 

5.8 The NZTA (which is the road controlling authority for Halswell Road - SH75) 

does not support a four-leg signalised intersection at the Aidanfield Drive / 

Halswell Road intersection (the ODP shows this as a cross–intersection). This 

aspect is the subject of a submission from the Crown (#495, Page 263, (see 

paragraph 5.16 onwards)). 

 

5.9 On balance, although there is little to differentiate (in terms of network 

outcomes) between the Council ODP and that proposed by Terrace 

Developments, I consider that the northern (Council ODP) site for the 

Commercial Core has less impact on Aidanfield Drive and in the long term on 

the Halswell Road corridor, and should be retained for traffic and transport 

reasons. 

 

Rule 15.2.6.2.2 - Danne Mora Holdings Ltd (#1134 Page 12) 

 

5.10 The submission seeks to remove Rule 15.2.6.2.2.a.ii requiring the Aidanfield 

Drive / Halswell Road intersection to be upgraded with traffic signals prior to 

any retail operations commencing. This is on the basis that the upgrade will 

only be required in the latter stages of the development of the KAC.  

 

                                                   
7
 Plan Change 68 Addendum Traffic Modelling Report, QTP, Page 77 
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5.11 A high level of access to the commercial centre for all modes of transport has 

always been one of the key criteria used by the Council when assessing 

various sites and access arrangements to the ODP area. The development of 

a public transport interchange within the KAC is a requirement of the ODP and 

ease of access across Halswell Road is recognised as an important element of 

the design of the commercial centre and associated infrastructure.  

 

5.12 Halswell Road (SH 75) currently severs the North Halswell area from the 

Aidanfield development and the future Nga Puna Wai Park, and there is a 

need to develop linkages between these areas that serve pedestrians, cyclists, 

public transport and motorists.  

 

5.13 To achieve a high level of connectivity for everyone accessing the KAC a 

number of options for access and intersection types were assessed. The 

outcome of the process was the ODP for the area (see Appendix 3, Diagram 

3A) that includes signals at the Dunbars Road, Aidanfield Drive and Augustine 

Drive intersections with Halswell Road. 

 

5.14 Danne Mora does not disagree with the proposed signals at Aidanfield Drive, 

but does not consider that they are necessary for the first stage of 

development of the KAC. I agree with the submitter that, in terms of capacity, 

the Aidanfield signals are not required immediately and if the development of 

the KAC is to be staged from the north then they will not be required until after 

the first stage of development (25,000m
2
 GFA) has occurred. Adequate 

pedestrian and cycle access will be available for the first stage from the 

Augustine Drive signals and access to the public transport interchange (that is 

to be developed in association with the KAC) can also be accessed through 

the Augustine Drive signals. In the longer term as the KAC develops further, 

there will still be a need to provide another crossing point to maintain a high 

level of access across Halswell Road, but this will not be required during the 

first stage of development. 

 

5.15 I would therefore recommend that Rule 15.2.6.2.2.a.ii be deleted.  

 

Rule 15.2.6 - The Crown #495, Page 263 

 

5.16 This submission has sought to amend Rule 15.2.6 as follows:  
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(a) delete the proposed road connection to Aidanfield Drive; and 

  

(b) amend the ODP to identify a 'flexible' (i.e. with the final location to be 

determined) third connection to the zone between Dunbars Road and 

Augustine Drive, noting that the connection would be a left in / left out 

intersection with the final location to be determined, but that the 

location would not be opposite Aidanfield Drive. 

 

5.17 Access options for the North Halswell area in the ODP have been developed 

to provide a high level of safe and efficient access for pedestrians, cyclists, 

public transport, service vehicles and motor cars. Maintaining a high level of 

efficiency on the existing network (in particular Halswell Road (SH75)) has 

also been an essential criterion taken into account throughout the 

development of the ODP. The process has highlighted the tension between 

providing access across Halswell Road and maintaining the level of service 

along the State Highway.  

 

5.18 A number of options for the treatment of the Halswell Road / Aidanfield Drive 

intersection have been assessed
8
 throughout the development of the ODP for 

the North Halswell area. The preferred option, as included in the pRDP, was 

for a four-leg intersection controlled by signals. This decision recognised that 

the installation of a third set of signals would incur some extra delays for 

through traffic along Halswell Road, but offered the highest level of 

accessibility for other users of the network. 

 

5.19 There are currently signals at the T-intersection at the Dunbars Road / 

Halswell Road intersection that will be upgraded, under the ODP, to include an 

extension of Dunbars Road through to Sparks Road. This extension will 

provide the main access through the ODP site and I am not aware of any 

submissions opposing this aspect of the ODP. 

 

5.20 A four-leg signalised intersection is proposed at the intersection of Augustine 

Drive and Halswell Road in the ODP. This will provide access into the Nga 

Puna Wai regional sports hub to be developed by the Council
9
 and also into 

the ODP area. These signals are also aligned with the transport plan in the 

South West Area Plan (SWAP) and are supported by the NZTA.. 

                                                   
8
 Plan Change 68 Transport Assessment Traffic Modelling Addendum Report, QTP December 2013 

9
 Christchurch City Council Decision 25 September 2014. 
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5.21 A third set of signals are proposed in the ODP for the intersection of Aidanfield 

Drive with Halswell Road (see Appendix 3, Diagram 3A). This option for the 

intersection has not been supported by the NZTA. 

 

5.22 The Crown has submitted that while they support three access points from 

Halswell Road into the ODP area, they oppose the four-leg intersection at 

Aidanfield Drive shown on the ODP. The NZTA is concerned that a 4-leg 

intersection with Aidanfield Drive would make the SH75 corridor difficult to 

manage and operate efficiently. The alternative suggested in their submission 

is to install signals at the existing T-intersection of Aidanfield Drive with 

Halswell Road and show the third connection as a flexible access point (not 

opposite Aidanfield Drive) which would be left-in / left-out (LILO) only. The 

Crown has submitted that this will provide an adequate level of access for the 

ODP area and result in less delays on Halswell Road. 

 

5.23 The proposed intersection arrangement has not been modelled, although a 

similar layout was modelled using the CAST Model with Aidanfield Drive (and 

its proposed extension) operating as a LILO intersection. This layout did result 

in slightly lower delays on Halswell Road, but it also resulted in higher volumes 

and delays on the local road network (such as the Dunbars Road / Halswell 

Road intersection). There was also an increase in traffic noted along Halswell 

Road as more drivers were attracted to the route because the extra set of 

signals was not present.  

 

5.24 While I consider that the proposed alternative intersection layout would provide 

the high level of access across Halswell Road for pedestrians and cyclists, I 

am concerned that the restriction of vehicle access to LILO (at a location yet to 

be determined) may lead to some unintended disbenefits. Vehicular access, to 

the KAC in particular, for people arriving from the Aidanfield / Wigram area will 

now need to travel along Halswell Road for at least part of their journey to gain 

access through Augustine Drive, Dunbars Road or the LILO access point. This 

may lead to increased delays at these intersections, off-setting the benefits 

accrued by restricting access at Aidanfield Drive. 

 

5.25 There is another option for the ODP area access that would identify it as a 

‘flexible’ access point (see Appendix 3, Diagram 3B) that would require a 

detailed transport assessment at the time the intersection is proposed to be 
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constructed. This would provide the NZTA with the opportunity to assess the 

proposal at the time of development and identify any benefits or constraints at 

that time. 

 

5.26 I would therefore recommend that the ODP show a ‘flexible’ access point that 

would be a restricted discretionary activity with NZTA identified as an affected 

party. 

 

 

 

Michael Grant Calvert  

13 April 2015 



Appendix 1: Draft Northern KAC   
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Appendix 2: Draft Terrace Development KAC 
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Appendix 3: Draft North Halswell ODP   
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Diagram 3A – Original North Halswell ODP with ‘Fixed’ access at Aidanfield 
Drive 

 

 
 

 
Diagram 3B - Proposed North Halswell ODP with ‘Flexible’ access at Aidanfield 
Drive 

 

 
 

‘Fixed’ access 

‘Flexible’ access 


