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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 Institute of 

Professional Engineers New Zealand (IPENZ).  

 

1.3 My experience relevant to this evidence includes: 

 

(a) Drafting of 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; 

and  

(e) Managing the review of the Bay of Plenty Regional Land 

Transport Strategy. 

 
1.4 As part of my role at the Council I have been asked to provide evidence in 

relation to the traffic effects of submissions on various proposed rules in 

Proposal 16 (Industrial) of the proposed Replacement District Plan 

(pRDP). 

 

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

transport effects of resource consent applications for a number of industrial 

developments in the city since early 2013.  I have also been involved in the 

development of the road network (in association with Calder Stewart) on 

Shands Road in the vicinity of the South West Hornby and Sir James 

Wattie Drive industrial areas.  I am familiar with the various sites that are 

the subject of submissions in this evidence and I have been on numerous 

site visits to Sir James Wattie Drive, Shands Road and Marshs Road in the 

last two years. 
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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) Land Use Recovery Plan (Canterbury Earthquake Recovery 

Authority, 2013); 

 

(b) Regional Land Transport Strategy 2012 - 2042; 

 

(c) Christchurch Transport Strategic Plan 2012-2042; 

 

(d) South West Area Plan, CCC, 2009; 

 

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

2009; 

 

(f) CB2 CB7 Outline Development Plan Transport Assessment 

(Quality Transport Planning, March 2014); 

 

 

2. SCOPE 

 

2.1 The specific parts of the Industrial Chapter of the pRDP that my evidence 

relates to are the potential additional areas of Industrial land sought by 

submitters. My evidence also addresses the specific relief sought by 

various submitters on the Chapter provisions.   
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3. EXECUTIVE SUMMARY  

 

3.1 The Land Use Recovery Plan (LURP) emphasises the importance of co-

ordination of land development with the development and operation of 

infrastructure optimising the overall costs of development for both the 

private and public sector. There are a number of transport projects planned 

by the Council and the New Zealand Transport Agency (NZTA) that will 

release capacity on the existing road network for development traffic. 

 

3.2 There are a number of site specific submissions that seek rezoning of 

industrial land. A number of these are simply seeking recognition of 

existing developments and will have little impact on the operation of the 

transport network. Some of the rezonings would however adversely affect 

the safety and efficiency of the network if they were to proceed. 

 

3.3 The land to be rezoned Industrial Heavy (South West Hornby) is the 

subject of a number of specific submissions seeking changes to rules 

within the zone. 

 

3.4 The implications on the network of changing the rules have been modelled 

by Quality Transport Planners Ltd using the Christchurch Assignment and 

Simulation (CAST) Model. The modelling shows that some development 

could be undertaken in the South West Hornby area prior to the 

construction of the Christchurch Southern Motorway Extension (CSM2).  

 

4. BACKGROUND 

 

4.1 The industrial areas in Christchurch have traditionally been important 

manufacturing, servicing and warehouse areas primarily located south and 

east of the central city along the Main South and Lyttelton rail lines and in 

various suburban and rural industrial localities throughout the City.  

 
4.2 The move away from rail transport onto road in the latter part of last 

century has led to the move of some industrial areas away from the rail 

corridors, relocating in areas in close proximity to the strategic road 

network. The strategic road network is the state highways (including Roads 
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of National Significance (RoNS)) and local arterial roads[1]. The network 

provides access to key destinations across the city and connects to the 

Port of Lyttelton (the Port), Christchurch International Airport, as well as 

commercial and industrial centres for the distribution and delivery of goods.  

 
4.3 The earthquakes have resulted in the movement of industrial activity from 

the eastern suburbs of Christchurch to areas identified in the LURP in the 

north and south west of the city. In identifying these areas the LURP[2] 

seeks to ensure that there is sufficient and suitable land for development 

through the provision of greenfield areas and rebuilding of existing areas. 

 
4.4 The rail network is again becoming an increasingly important asset for 

transporting freight, and industrial areas such as Waterloo Park in Hornby 

and The Hub in Rolleston are developing adjacent to the rail corridor to 

enable direct access for freight to the Port by rail. These areas also have 

good access to the strategic road network and developing freight hubs. 

 
4.5 Approximately two thirds of current freight volumes in Canterbury are 

moved within the region and are a mixture of bulk primary produce moving 

to/from the Port and agriculture production areas and distribution of 

finished goods within the region. Inter-regional flows account for most of 

the remaining third of freight volumes. Use of the region as a freight route 

between other regions is relatively small, estimated to be less than 5% of 

total freight volumes. This reflects Canterbury’s location as the major 

distribution centre for the South Island[3]. 

 
4.6 Freight volumes are forecast to grow significantly over the next 30 years 

but the general pattern and mode of transport is not envisaged to alter 

markedly[4]. Rail transports approximately 20% of all freight moved through 

Christchurch with the balance transported by road. 

 
4.7 The industrial areas are large employers in Christchurch but generally, due 

to their locations near the periphery of the city, they are not located on the 

high frequency core public transport routes, nor do they all have access to 

the network of major cycleway routes being developed by the Council. This 

                                                   
[1] Christchurch Transport Strategic Plan 
[2] LURP, 3.3.10 Objective – Commercial and industrial activities 
[3] Regional Land Transport Strategy 2012 - 2042 
[4] Greater Christchurch Freight Demand Statement, Aurecon, July 2014 
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results in the high use of motor vehicles for commuting in the industrial 

areas, which adds to the overall load on the road network at peak times. 

 
4.8 The Canterbury Regional Policy Statement (Chapter 6) recognises that 

land use development can adversely affect transport infrastructure where 

the planning is not integrated and includes policies[5] that seek to optimise 

the cost of development and infrastructure through co-ordination of land 

development with the development and operation of infrastructure. The 

policy goes further by also seeking to ensure that the operation of existing 

infrastructure is maintained and the ability to upgrade the infrastructure is 

retained. It is therefore essential that while industrial development is 

supported it is also integrated with the planning for the overall development 

of the city’s transport network. 

 

5. OUTCOMES OF CAUCUSING / MEDIATION 

 

5.1 I attended the Expert Conferencing for Traffic & Transport at which the 

following submissions regarding Chapter 16 – Industrial were discussed: 

 

South West Hornby (#985) 

 

5.2 The participants agreed that a link road should be shown on the ODP for 

the South West Hornby area, but disagreed on the level of control that 

should be in the pRDP. Mr Penny (Calder Stewart) did not consider that 

there should be any rules that restrict development prior to infrastructure 

improvements (such as CSM2) being in place. However, in my opinion 

there should be limits on development due to the effects of unlimited 

development on the local network, particularly the local intersections, 

before infrastructure improvements are put in place 

 

5.3 Direct site access to Marshs Road between Main South Road and Shands 

Road was also discussed. Whilst there was agreement that in the longer 

term (when the link road is completed) direct site access may be 

appropriate there was no agreement with regard to short term access.  

 

                                                   
[5] Canterbury Regional Policy Statement, Policy 6.3.4 and 6.3.5 
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Sir James Wattie Drive (#985) 

 

5.4 There was agreement that the land with frontage to the existing section of 

Marshs Road east of CSM2 did not have alternative legal access and 

therefore should have direct access to Marshs Road. 

 

Racecourse Road (#961) 

 

5.5 The participants agreed that there were no traffic or transport reasons that 

would preclude the rezoning of the land from Residential to Industrial. 

 

6. REQUESTS FOR REZONING LAND TO INDUSTRIAL  

 

6.1 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.  

 

Diamond Harbour 

 

Christchurch City Council #310, Page 159, Barry Norman Bowater #311 

Lyttelton/Mt Herbert Community Board #FS-1238 (Support) 

 

6.2 The Council and Barry Bowater seek to change the zoning of the land at 3-

9 Stoddart Terrace from Residential Banks Peninsula to Industrial General 

to recognise the current and historic use of the land. 

 

6.3 I have no concern from a transport perspective with the zoning of this area 

to Industrial General. 

 



9 
26035082_6.docx 

Hornby 

 

Nicholas Bartle #292, Michelle Blackmore #482, Halswell Project Ltd #781, Peter 

and Kay Hodge #829, DEE DEE Trust #946, Drayton Holdings Ltd #947, Hornby 

Consortium Ltd #958 

CERA #FS-1347, Page 32 (Oppose). 

 

6.4 The submitters oppose the proposed Industrial Heavy zoning in the pRDP 

and seek that the land off Columbia Avenue is rezoned to Industrial 

General. The submission is opposed by CERA as “The relief sought by the 

Submitter would undermine the supply of Industrial Heavy land within the 

subject catchment”. 

 

6.5 Modelling undertaken by Quality Transport Planning Limited (QTP) to test 

the transport impacts  of the Hornby South West area included the future 

network performance for the surrounding road network, including the 

Halswell Junction - Springs Road intersection[6]. While the performance of 

the Columbia Avenue/Halswell Junction Road was not specifically included 

in the report the south-east bound Halswell Junction Road approach to 

Springs Road was reported to have a 40 second increase in delays during 

the PM peak hour. This level of traffic on Halswell Junction Road will 

increase delays for drivers exiting Columbia Avenue, which is a cul-de-sac 

and has no alternative access. Providing for higher traffic generating 

activities that are permitted in the Industrial General Zone will potentially 

exacerbate this situation and lead to significant delays, particularly for 

drivers exiting right from Columbia Avenue. Where excessive delays occur 

frustrated drivers are increasingly likely to take greater risks in seeking 

smaller gaps in the traffic streams, leading to safety problems that can only 

be resolved by restricting certain movements (eg prohibiting right turns). I 

therefore do not support the rezoning of the land on Columbia Avenue for 

reasons of traffic safety. 

 

                                                   
[6] CB2 CB7 Outline Development Plan, Transport Assessment Informed by CAST Modelling, April 2013, Page 33 
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Safestore Storage #305, Christchurch City Council #310 Page 159, BDF Family 

Trust #395 

 

6.6 The submitters are seeking to change the proposed zoning in the pRDP 

from Industrial Heavy to Industrial General as this better recognises the 

existing mix of land uses on Hickory Place. 

 

6.7 The Industrial General zoning reflects the development that has generally 

already occurred along Hickory Place. The area was a cul-de-sac system 

that only had access to Halswell Junction Road, which resulted in some 

long delays for right turn movements onto Halswell Junction Road. This 

situation will be improved by a link being constructed through to a new set 

of signals at the Edmonton Drive / Shands Road intersection. This link will 

provide an alternative route for traffic accessing the Hickory Place-

Connaught Drive industrial area in the short-medium term. This in turn will 

reduce delays at the intersections of Connaught Drive and Hickory Place 

with Halswell Junction Road. 

 

6.8 Recent traffic modelling by QTP[7] indicates that signals may be required in 

the future at the Connaught Drive / Halswell Junction Road intersection. 

The timing of the installation of the signals will be reliant on the rate of 

development in the land to the south of Halswell Junction Road, but 

predicted to be required by 2026. 

 

6.9 I have no concern from a transport perspective with the rezoning of this 

area to Industrial General. 

 

DT King and Co Ltd #329, Robert S Paton #336, Commercial Vehicle Centre Ltd 

#961, Kenneth John McGee #184, Murray Dawson #303, August Francis Stewart 

#335 

Commercial Vehicle Centre Ltd, DT King and Robert Paton #FS-1207 (Support), 

Riccarton/ Wigram Community Board #FS-1412 (Oppose) 

 

6.10 Submitters DT King and Co Ltd #329, Robert S Paton #336, Commercial 

Vehicle Centre Ltd #961 (and #FS-1207) are seeking to have the 

                                                   
[7] CB2 CB7 Outline Development Plan, Transport Assessment Informed by CAST Modelling, April 2013 
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residences along Racecourse Road between Waterloo Road and 

Buchanans Road rezoned to Industrial General.  Submitters Kenneth John 

McGee #184, Murray Dawson #303, August Francis Stewart #335, 

Riccarton/ Wigram Community Board FS-1412 support maintaining the 

residential zoning.  

 

6.11 The land area associated with the submission is not large enough to have 

network-wide effects on the transport network.  

 

6.12 I have no concern from a transport perspective with the rezoning of this 

area to Industrial General. 

 

Heinz Wattie’s Ltd, #884 

Calder Stewart Industries #FS-1240 (Oppose), CERA #FS-1347, Page 31 (Oppose) 

 

6.13 The submitter Heinz Wattie’s Ltd seeks to retain the Rural zoning over the 

land to the west of Shands Road to support the manufacturing plant rather 

than the Industrial Heavy (South West Hornby) zoning proposed. The 

submission is opposed by Calder Stewart Industries #FS-1240 and CERA 

#FS-1347. 

 

6.14 The area of land owned by Heinz Wattie’s Ltd is within the proposed 

Industrial Heavy Zone (South West Hornby) identified as a Greenfield 

Priority Area for business in the LURP. The land is identified as 

Commercial Business 2 and Commercial Business 7 (CB2/CB7) in the 

Regional Policy Statement.  

 

6.15 The proposed transport network for an Outline Development Plan (ODP) 

for the area was developed and assessed[8] by QTP using the Christchurch 

Assignment and Simulation Traffic (CAST) Model. The assessment was 

undertaken assuming the development of all of the land within the 

CB2/CB7 area, including the land owned by Heinz Wattie’s Ltd. 

 

6.16 The ODP for the area includes a proposed Collector Road running north-

south through the site to ensure internal road connections are provided 

                                                   
[8] CB2 CB7 Outline Development Plan, Transport Assessment Informed by CAST Modelling, April 2013 
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across property boundaries. This will assist in protecting the safety and 

efficiency of the Strategic Road Network (Shands Road and Main South 

Road) by reducing the number of intersections required to service the 

adjacent land parcels while providing for connectivity across various land 

ownerships. 

 

6.17 Under the ODP there is a provision for the land to remain as a ‘Future 

Development Area’ which will protect the ability to continue to use the land 

and protect the integrity of the ODP. 

 

6.18 From a transport perspective I do not support the submission from Heinz 

Wattie’s Ltd. 

 

Woolston 

 

Gelita NZ #1014 

Hagley/Ferrymead Community Board #FS-1366, Page 6 (Oppose), Annex 

Developments Ltd, #FS-1346 (Oppose) 

 

6.19 Gelita NZ is seeking that the Industrial General zoning in close proximity to 

their site in Woolston be rezoned to Industrial Heavy.  

 

6.20 The zoning change sought by Gelita NZ to Industrial Heavy would have 

little effect on the transport network. The Industrial Heavy zoning 

anticipates higher levels of heavy vehicle traffic associated with activities 

within the zone. Historically there has been a high level of heavy industry 

within Woolston and the transport network has been designed to cater for 

the level of heavy vehicles associated with these activities. The Woolston 

area is well served by rail and road for the transport of goods into and out 

of the area. Garlands Road and Opawa Road are part of the State 

Highway network and also form part of the Freight Network[9] in 

Christchurch providing access to the Port and to the wider Strategic Road 

Network. 

 

                                                   
[9] Christchurch Transport Strategic Plan, Freight Network Plan, Page 29. 
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6.21 I have no concern from a transport perspective with the zoning of this area 

to Industrial Heavy. 

 

 

7. REQUEST FOR REZONING TO INDUSTRIAL OFFICE (OR COMMERCIAL 

OFFICE) 

 

Addington 

 

              Brent’s Investments 2008 Ltd #795, Page 1 and Appendix B 

              Ngai Tahu Property Ltd  #FS-1375, Page 26 (Oppose) 

 

7.1 The submitter seeks the land proposed to be zoned Industrial General 

(described below) to be rezoned to Industrial Office. The submission is 

opposed in part by Ngai Tahu Property Ltd who own land in the block with 

frontage to Deans Avenue. 

 

7.2 The extent of the site in question is: 

 

(a) land bound by Clarence Street, Lincoln Road and the railway line; 

 

(b) land bound by Moorhouse Avenue, Lincoln Road, the railway line 

and Detroit Place; and 

 

(c) land between Deans Avenue, Lester Lane and Blenheim Road. 

 

7.3 I address each of these areas in turn below. 

 

Land bound by Clarence Street, Lincoln Road and the railway line: 

 

7.4 The land referred to is an old industrial area that has developed since the 

earthquakes with a mix of:  

 

(a) retail on the Lincoln Road frontage;  

 

(b) some consented offices along Lincoln Road; and  
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(c) the balance of land currently being used for light industrial 

activities.  

 

7.5 Transport assessments of recent resource consent applications have 

highlighted that the section of Lincoln Road between Whiteleigh Avenue 

and Moorhouse Avenue already operates at, or above, capacity during the 

morning and evening peak hours. This makes access to/from side roads 

difficult as they typically operate at a low level of service (LOS) at these 

times. The Lincoln Road corridor is also identified in the Christchurch 

Transport Strategic Plan (CTSP) as a Major Public Transport Corridor. 

While this provides for a high level of public transport for offices the extra 

traffic associated with office development will affect the efficiency of the 

Lincoln Road corridor at peak times. Offices typically generate an average 

of 26 vehicle trips per day per 100 square metres of gross floor area (GFA) 

 compared with 16 trips per day for industrial activities[10].  Therefore from a 

transport perspective I do not support the rezoning of this land to Industrial 

Office. 

 

Land bound by Moorhouse Avenue, Lincoln Road, the railway line and Detroit 

Place: 

 

7.6 The land along Moorhouse Avenue has also redeveloped since the 

earthquakes with resource consents for office developments for three of 

the sites. The consents were granted with restrictions on access to 

Moorhouse Avenue to protect the safety and efficiency of this strategic 

road. The area is close to a number of public transport routes and several 

cycle routes converge at Hagley Park providing for access by all modes to 

the area. The land affected by the proposed zoning is small and as the 

proposed rezoning recognises the changes that have already occurred I 

have no concern from a transport perspective with the rezoning of this area 

to Industrial Office. 

 

                                                   
[10] NZTA Research Report 453, Page 98, (Note that Industrial uses have a wide variation of generation ranging from 2.4 vehicle 
trips per day for warehousing to 30 vehicle trips per day for some forms of manufacturing). 
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Land between Deans Avenue, Lester Lane and Blenheim Road: 

 

7.7 There are currently offices along the Deans Avenue frontage of this block 

and the New Zealand Blood Service occupies the site at the western end 

of Lester Lane. The Blood Service activity generates reasonably low levels 

of trips that are spread across the day through the appointment system 

they operate for donors. The development of further offices with access 

from Lester Lane onto Deans Avenue has the potential to adversely affect 

the operation of the Lester Lane / Deans Avenue intersection in the future.  

I also note that the landowners (Ngai Tahu Property Ltd) are opposed to 

the proposed change in zoning. From a transport perspective I do not 

support the rezoning of this area to Industrial Office. 

 

Mandeville Street / Leslie Hills Drive 

 

Gregory Francis Horgan #807 

Nicholas Reid #FS-1230 (supports), Oakwood Group Ltd  #FS-1368 (supports),  

Littlebourne Investments Ltd  #FS-1465 (supports), Long Insulation Fabricators 

#FS-1477 (supports), Switch Holdings #FS-1478 (supports) 

 

7.8 The submitter is seeking that the land along Mandeville Street and Leslie 

Hills Drive is rezoned from Industrial General to Industrial Office. There are 

five further submissions supporting the proposed change. 

 

7.9 The area along Mandeville Street has a mix of activities, with Leslie Hills 

Drive containing a number of small office complexes. There are still large 

areas that have light industrial activities on them that generate relatively 

low vehicle movements, particularly at peak times.  

 

7.10 Access to Mandeville Street is mainly from Riccarton Road (which is a 

priority controlled intersection) and a signal controlled intersection with 

Blenheim Road and Tower Junction. There are high frequency bus routes 

along Riccarton Road, with a suburban bus route (route 140) along 

Mandeville Street and Blenheim Road. A major cycleway is proposed 

along the east side of the railway line.  
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7.11 The area is reasonably well served by public transport and cycling facilities 

but there is still a high proportion of people commuting by car. Access to 

Mandeville Street is not easy, particularly at peak time, from Riccarton 

Road.  The signals at the Mandeville Street / Blenheim Road intersection 

operate at (or over) capacity during the peak hours.  

 

7.12 Offices typically generate higher levels of traffic than industrial uses (26 

versus 16 vehicles per day per 100m2 GFA) and whilst the traffic 

generation for industrial uses, in particular, can be quite variable, offices 

will on average generate over double the amount of vehicle trips than 

industrial activities for the equivalent floor area. Therefore, if the rezoning 

were to result in the redevelopment of the land as office it would adversely 

impact on the operation of the adjacent road network, particularly the 

Blenheim Road / Mandeville Street intersection. 

 

7.13 From a transport perspective I do not support the rezoning to Industrial 

Office. 

 

Blenheim Road 

 

Calder Stewart Industries Ltd #741 

 

7.14 The submitter is seeking that the zoning of land at 388-394 Blenheim Road 

is changed from the proposed zoning of Industrial General to Commercial 

Office to recognise the consented activities on the sites. 

 

7.15 Blenheim Road is part of a Strategic Freight Route, as identified in the 

CTSP. Offices typically generate over double the number of vehicle trips 

for the equivalent floor area of industrial land uses. The Regional Policy 

Statement states that development that would overload strategic freight 

routes should be avoided[11]. The traffic volume on this section of Blenheim 

Road in 2012 was over 37,000 vehicles per day, which makes this one of 

the busiest sections of road in the city. The additional traffic generated by 

office development in this location would add to the existing general 

congestion in the area as the site is not close to residential areas and 

                                                   
[11] Policy 6.3.4 (1), Policy 6.3.6 (4) 
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cannot be easily served by public transport[12]. Office workers will have little 

choice in their mode of transport to work and will add to the peak 

congestion. 

 

7.16 From a transport perspective I do not support the rezoning to Commercial 

Office. 

 

104 Moorhouse Avenue 

 

Awly Investments Ltd #754 

Sanders Enterprises Ltd #FS-1432 (support), Paul Kelly Properties #FS-1464 

(support) 

 

7.17 The submitter seeks recognition of the office space already consented and 

constructed within the proposed Commercial Retail Park zone on the south 

side of Moorhouse Avenue. 

 

7.18 I have no concern from a transport perspective with the zoning of this area 

to Industrial Office. 

 

12-24 Moorhouse Avenue 

 

SF One Ltd, SF Two Ltd, Elmwood Storage Ltd #831, Brents Investments 2008 Ltd 

#FS-1381 (supports) 

 

7.19 This submission seeks that the block of land be rezoned from Industrial 

General to Industrial Office. My view on the rezoning of this property is set 

out at paragraph 7.6 above. 

 

7.20 I have no concern from a transport perspective with the zoning of this area 

to Industrial Office. 

 

 

                                                   
[12] Policy 6.3.6 (9) 
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8. IDENTIFICATION OF BROWNFIELD SITES 

 

Woolston - Tannery site 

 

Annex Developments Ltd #775 

Gelita NZ Ltd  #FS-1381 (opposes) 

 

8.1 This submission seeks the recognition of the development that has 

occurred on the sites since the earthquakes by identifying the Tannery site 

as a ‘Brownfield  Site’ in the pRDP with specific exemptions from the 

Industrial General rules to enable continued development on the site. 

Alternatively, the submission seeks the rezoning of the site to Commercial 

Local.  

 

8.2 The identification of this area as a Brownfield site will not change the traffic 

generation for the activities that have already developed at the Tannery 

site, whereas zoning it for Commercial Local may result in further retail 

development on the site with accompanying higher traffic generation 

levels. 

 

8.3 I have no concern from a transport perspective with the identification of this 

area as a Brownfield site. 

 

  

Waterloo Business Park 

 

Waterloo Park Ltd #920  

 

8.4 The submitter is seeking to retain the Industrial General zoning with 

specific allowance for ‘Brownfield’ development. 

 

8.5 Plan Change 19 resulted in the land now referred to as Waterloo Park 

being rezoned from to industrial with some allowance for other land use 

activities to be included in the area. The transport issues were addressed 

at the hearing for this plan change and  identification of this area as a 
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brownfield site will not affect the traffic generation or distribution onto the 

wider road network. 

 

8.6 I have no concern from a transport perspective with the identification of this 

area as a Brownfield site. 

 

9. SPECIFIC CHANGES SOUGHT TO INDUSTRIAL POLICIES AND RULES 

 

Policy 10 

 
The Crown, #495, page 292 
 
9.1 The New Zealand Transport Agency (NZTA) supports in part 16.1.2.3 

Policy 10 and seeks the addition of the following wording as clause f. to 

16.1.2.3 Policy 10 to address the effects of industrial traffic on the land 

transport network. “Any adverse effects from traffic generated by industrial 

activities on the land transport network are to be avoided, remedied or 

mitigated.” 

 
9.2 The current policy is: 

 
16.1.2.3 Policy 10 – Managing effects on the environment 
 

(a) The effects of development and activities in industrial zones, 

including visual, noise, glare and other effects, are avoided, 

remedied or mitigated through the location of uses, 

landscaping, acoustic treatment, and screening  

(b) The scale and form of buildings reflects the surrounding built 

form of industrial areas while minimising visual effects on more 

sensitive zones.  

(c) The use and storage of hazardous substances and quantity of 

wastewater discharged in areas over unconfined or semi-

confined aquifers is restricted to minimise any risk of 

contamination.  

(d) The cultural values of Ngāi Tahu/manawhenua are recognised 

through the protection of waahi tapu and waahi taonga, 

including waipuna, from the adverse effects of development.  
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(e) Development is designed and laid out to promote a safe 

environment and reflects principles of Crime Prevention 

through Environmental Design (CPTED). 

 
9.3 I generally agree with the direction of the additional wording sought by 

NZTA as the potential adverse safety and efficiency effects on the 

transport network of traffic generated have not been addressed through 

this policy. 

 
9.4 From a transport perspective I support a change to the policy to recognise 

the effects on transport networks. 

 
Industrial General Zone (Kennaway Park) 

 

Kennaway Park Joint Venture Partnership, #787, page 9 

 
9.5 Kennaway Park Joint Venture Partnership (Kennaway Park) opposes the 

inclusion of Rule 16.2.5.1.5 – Non-complying activities - NC1 as a resource 

consent has recently been granted for the development of the land. 

 
9.6 The proposed rule states: 

 
16.2.5.1.5 Non-complying activities 

The activities listed below are Non-Complying activities 

   Activity 
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   Activity 

 NC1 Any development resulting in more than 10 hectares (excluding 

roads) of land within the Outline Development Plan area in 

Appendix 16.7.3 being occupied by businesses before 

completion of: 

1. The upgrade of the intersection of Kennaway Road 

and Chapmans Road to provide dedicated right turn 

bays with two approach lanes on the minor arm that 

are continuous for a length of no less than 35 

metres, and 

2. The upgrade of the section of Cumnor Terrace 

linking Chapmans Road and Maunsell Street to 

provide a central median to provide for the safe 

turning movements of heavy vehicles and to provide 

adequate sealed carriageway space for the safe 

movement of general traffic and cyclists. 

 
9.7 The conditions in NC1 require the provision of specific improvements to the 

local road network to ensure that the extra traffic generated by further 

developments can be safely and efficiently provided for on the network. 

 
9.8 NC1(1) provides for the upgrading of the intersection of Kennaway Road 

with Chapmans Road to provide extra capacity for drivers exiting the 

development. It also makes provision for a safe area for vehicles entering 

from Chapmans Road to wait until Chapmans Road is clear of traffic. 

Kennaway Road is a large cul-de-sac and its intersection with Chapmans 

Road is the only access/egress to this area. It is therefore essential that 

this intersection operates in a safe and effective manner. 

 
9.9 The improvements required by Rule 16.2.5.1.5 – NC1(2) are to provide for 

the anticipated increase in vehicles generated by the Kennaway Park 

development along the Cumnor Terrace / Maunsell Street route. A Private 

Development Agreement has been entered into between the Christchurch 

City Council and Kennaway Park to undertake improvements along 

Cumnor Terrace. Rule 16.2.5.1.5 – NC1(2) is therefore redundant and I 

recommend its removal from the pRDP, as follows: 

 
 

http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=43149
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41690
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41646
http://proposeddistrictplan.ccc.govt.nz/Pages/Plan/?HID=25348
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41603
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41516
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16.2.5.1.5 Non-complying activities 

The activities listed below are Non-Complying activities 

   Activity 

 NC1 Any development resulting in more than 10 hectares (excluding 

roads) of land within the Outline Development Plan area in 

Appendix 16.7.3 being occupied by businesses before 

completion of: 

1. The upgrade of the intersection of Kennaway Road and 

Chapmans Road to provide dedicated right turn bays 

with two approach lanes on the minor arm that are 

continuous for a length of no less than 35 metres. 

2. The upgrade of the section of Cumnor Terrace 

linking Chapmans Road and Maunsell Street to 

provide a central median to provide for the safe 

turning movements of heavy vehicles and to 

provide adequate sealed carriageway space for 

the safe movement of general traffic and 

cyclists. 

 
 

Industrial Heavy Zone (Sir James Wattie Drive) 

 

Calder Stewart #985, Page 2 

 

9.10 Calder Stewart seeks to change provision 16.3.4.1.15 NC4 to allow direct 

access to Marshs Road from the Industrial Heavy Zone (Sir James Wattie 

Drive). The rule in the pRDP states that access to Marshs Road will be a 

non-complying activity, as follows: 

 

NC4   Any individual site access directly onto Marshs Road or Shands 

Road 

 

9.11 The reason given for the change is the Christchurch Southern Motorway 

Extension (CSM2) designation splits the zone in a manner that the only 

access available to the land east of the designation is from Marshs Road. 

 

9.12 I agree with the submitter that the land to the east of the designation 

requires access from Marshs Road as there is no other legal road frontage 

http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=43149
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41690
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41646
http://proposeddistrictplan.ccc.govt.nz/Pages/Plan/?HID=25348
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41603
http://proposeddistrictplan.ccc.govt.nz/common/user/contentlink.aspx?sid=41516
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available to provide access. The land to the west of the designation does 

however have alternative access and given that this section of Marshs 

Road will form part of the on-ramp to CSM2 I do not consider that it is 

appropriate to make provision for individual site access. The majority of 

drivers using this section of Marshs Road will be accessing the motorway 

and will not be anticipating vehicles slowing down to enter individual 

driveways. Therefore, in my opinion making provision for individual 

property access to Marshs Road to the west of CSM2 is at odds with the 

proposed function of the road and will lead to safety issues. 

 

9.13 I recommend that the submission be accepted in part and that the rule be 

changed to read:  

 

NC43 Any individual site access directly onto that part of Marshs Road 

north west of the Southern Motorway Extension or Shands Road 

 

Industrial Heavy Zone (South West Hornby) 

 

The Crown, #495, Page 313 – Rule 16.3.5 and ODP 

 

9.14 The Crown seeks that the ODP is amended to show the indicative 

alignment of the southern spine road to Main South Road. 

 

9.15 Transport modelling associated with the development of the ODP[13] for the 

South West Hornby area included the assessment of five broad network 

options based on the initial networks identified in the South West Area Plan 

Transport Assessment (SWAPTA). 

 

9.16 The preferred option is the basis of the ODP and includes an arterial spine 

road connecting Main South Road with Shands Road. The alignment 

connects the arterial with Shands Road at a signalised intersection with Sir 

James Wattie Drive, and at the time the ODP was developed the exact 

alignment of the spine road had not been finalised.  

 

                                                   
[13] CB2 Cb7 Outline Development Plan Transport Assessment, QTP, April 2013 
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9.17 I agree with the Crown that it is preferable to show the intent to provide a 

spine road to Main South Road. This link will be shown on the ODP as a 

dotted road alignment with an accompanying advice note that the 

alignment will be confirmed through the designation process. 

 

Orchard Trust #768 Page 6, Calder Stewart #985 Page 20 – Rule 16.3.5.1.1 

 

9.18 The submitters seek that Trade Suppliers and Yard Based Suppliers are 

included as a permitted activity in the Industrial Heavy (South West 

Hornby) Zone. 

 

9.19 Modelling of the development of the South West Hornby area and the 

adjacent land on Sir James Wattie Drive was undertaken using the ‘likely’ 

traffic generation of industrial areas based on a number of industrial areas 

in Christchurch[14]. Trade suppliers generate higher levels of traffic per 

square metre (typically 1.2 vehicles per hour per 100m2 compared with 

0.15 vehicles per hour per 100m2 for industrial development[15]). The extra 

traffic, when compared to the traffic generated over the entire area, will be 

minor but there will be more localised effects. These effects will be location 

dependent and would not necessarily be anticipated with industrial 

activities such as warehousing.  

 

9.20 The development of a Trade Supplier or Yard Based Supplier would 

however, if included as a permitted activity, require assessment as a High 

Trip Generator. The assessment would be likely to highlight any adverse 

transport effects and works that would be required to minimise or mitigate 

these effects. 

 

9.21 On balance I consider that potential transport effects of including Trade 

Suppliers and Yard Based Suppliers as permitted activities would not have 

a significant effect on the overall traffic generation for the area, and any 

local adverse effects would be highlighted through the High Trip Generator 

Rule. 

                                                   
[14] CB2 Cb7 Outline Development Plan Transport Assessment, QTP, April 2013, Pages 20,21 
[15] Potential Trade Supply Traffic Effects Memo, QTP August 2013, Page 2 
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Calder Stewart #985, Page 29 – Rule 16.3.5.1.3 RD3 

 

9.22 Calder Stewart seeks the deletion of part 2 of rule RD3 that makes 

development in the southern section of the ODP a restricted discretionary 

activity if it occurs before construction of the CSM2 has commenced. The 

reason given for wanting the deletion of part 2 of the rule is that Calder 

Stewart has no control over land that is designated by NZTA. The 

requirement for Shands Road to be constructed as a 4 lane road before 

the spine road connects through to Main South Road has also been 

questioned by the submitter. 

 

9.23 The proposed rule states: 

 

RD3   Any development within the Industrial Heavy Zone (South West 

Hornby), outside the areas marked ‘Area1’ and ‘Future Development 

Area’ on the Outline Development Plan in Appendix 16.7.8 until: 

1. The construction (being physical works) of the intersection of 

Shands Road and the southern spine road (marked as ‘A’ on Outline 

Development Plan in Appendix 16.7.8) including traffic signals is 

commenced; and 

2. Construction (being physical works) of the Christchurch Southern 

Motorway Extension and the 4-laning of Shands Road between Sir 

James Wattie Drive and Marshs Road has commenced. 

 

9.24 The submitter has questioned the need for Item 2 in RD3 to have 

commenced before any development can proceed in the southern area 

(CB7) of the South West Hornby ODP.  

 

9.25 The requirement was imposed to ensure that traffic generated by 

development did not exceed the capacity of the surrounding road network 

prior to planned improvements being undertaken. 

 

9.26 The opportunity to undertake some development was therefore tested 

using the CAST Model[16] to look at various levels of development on the 

                                                   
[16] CB7 Pre-CSM2 Threshold Modelling Memo, QTP, March 2015 
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site without CSM2. A number of development variations were tested and 

the conclusion was that the limit of minor traffic impacts is considered to be 

about 20% of full development of the CB7 site. This 20% level equates to a 

total site area of around 148,000m2, with the effects beyond this point 

adversely affecting the performance of local intersections. 

 

9.27 I would therefore recommend that Rule 16.3.5.1.3 RD3 be changed to 

reflect the findings of the modelling: 

 

RD3   Any development within the Industrial Heavy Zone (South West 

Hornby), outside the areas marked ‘Area1’ and ‘Future Development 

Area’ on the Outline Development Plan in Appendix 16.7.8 until: 

1. The construction (being physical works) of the intersection of 

Shands Road and the southern spine road (marked as ‘A’ on Outline 

Development Plan in Appendix 16.7.8) including traffic signals is 

commenced; and 

2. 2. Construction (being physical works) of the Christchurch 

Southern Motorway Extension and the 4-laning of Shands Road 

between Sir James Wattie Drive and Marshs Road has 

commenced. RD2       Any development resulting in more than 

15 hectares of land (excluding roads) within the Industrial 

Heavy Zone (South West Hornby), outside the areas marked 

‘Area1’ and ‘Future Development Area’ on the Outline 

Development Plan in Appendix 16.6.8 until construction (being 

physical works) of the Christchurch Southern Motorway 

Extension and the 4-laning of Shands Road between Sir James 

Wattie Drive and Marshs Road has commenced. 

 

Calder Stewart #985, Page 30 – Rule 16.3.5.1.3. RD4 

 

9.28 Calder Stewart seeks the deletion of parts 1-3 of RD4 that makes 

development a restricted discretionary activity unless:  

 

(a) the proposed spine road is completed;  

 

(b) the upgrade of the Connaught Drive/Halswell Junction Road to 

traffic signals has commenced; and  
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(c) the construction of the 4 lanes on Shands Road between Halswell 

Junction Road and CSM2 has started.  

 

9.29 The reasons stated are that: 

 

(a) item (a) above cannot be given effect to as drafted as the road 

(identified as C in the ODP) does not connect Shands Road to 

Main South Road; and 

 

(b) the area shown as ‘Future Development Area’ is unlikely to be 

developed in the next 10 to 15 years and, in the interim, the 

effects of the construction of CSM2 and other developments in the 

area are not yet fully understood. 

 

9.30 Calder Stewart suggests that item (a) in paragraph 9.27 is better drafted to 

reflect the intent of the rule and Items (b) and (c) in paragraph 9.27 are 

replaced by a requirement that a detailed traffic assessment is undertaken 

and the identified effects mitigated prior to the development of the land 

commencing. 

 

9.31 The proposed Rule as drafted is:  

 

RD4   Any development within the area shown as ‘Future Development 

Area’ on the Outline Development Plan in Appendix 16.7.8 until: 

1. The full southern spine road between the Main South Road and 

Shands Road (marked as ‘C’ on the Outline Development Plan in 

Appendix 16.7.8) has been constructed and is open to traffic; and 

2. The construction (being physical works) of the upgrade of 

Connaught Drive/Halswell Junction Road to traffic signals has 

commenced; and 

3. Construction (being physical works) of 4-laning of Shands Road 

between Halswell Junction Road and the Southern Motorway 

Extension has commenced; and 

4. Capacity upgrades have commenced at the following intersections: 
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a. Intersection of the southern spine road and Shands Road 

(marked as ‘A’ on the Outline Development Plan in Appendix 

16.7.8) 

b. Intersection of the northern spine road and Shands Road 

(marked as ‘B’ on Outline Development Plan 16.7.8) 

 

9.32 The proposed works required for the development of the ‘Future 

Development Area’ are based on the predicted operation of the transport 

network as modelled in the CAST Model.  The outputs of the model are 

based on a number of assumptions regarding land use, growth and trip 

generation for various activities. The trip generation for industrial areas can 

vary significantly and the modelling therefore included a ‘likely’ scenario 

and a ‘high’ (but not fanciful) scenario. The high scenario provides a 

sensitivity test for the assessment of the level of work that may be required 

on the network in the future. 

 

9.33 The modelling assumed that the Industrial Heavy Zones (South West 

Hornby and Sir James Wattie Drive) would be fully developed by 2026 and 

the proposed upgrades to the transport  network would be required to 

ensure that the network operated at a satisfactory level of network 

efficiency (Level of Service D or better) under the ‘likely’ scenario. 

 

9.34 The road improvement requirements in 16.3.5.1.3 RD4 (Items (b) and (c) 

above) are based on the outputs of the model and were included to provide 

some certainty around anticipated future costs for the development of the 

Future Development Area. The CAST Model is recognised as only one tool 

(albeit an important tool) for predicting the effects of future development on 

the transport network.  

 

9.35 The submission from Calder Stewart raises the fact that the modelling is 

based on a number of assumptions and with the probable time lag before 

the land is developed it is presumptuous to include specific road 

improvements in the pRDP. I am inclined to agree with the submitter and 

Items (b) and  (c) could be replaced by a more general requirement for a 

detailed transport assessment to be undertaken before development can 

commence. 
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9.36 With respect to Item (a), there is still the intention for the spine road 

(marked as ‘C’ on the ODP) to be constructed (see paragraphs 9.14 to 

9.17 above) and should be in place before the Future Development Land is 

developed to ensure adequate connections to the surrounding network are 

available. 

 

9.37 I recommend that the submission is accepted in part and Rule 16.3.5.1.3 

RD4 is changed to read: 

 

RD4   Any development within the area shown as ‘Future Development 

Area’ on the Outline Development Plan in Appendix 16.7.8 until: 

1. The full southern spine road between the Main South Road and 

Shands Road (marked as ‘C’ on the Outline Development Plan in 

Appendix 16.7.8) has been constructed and is open to traffic; and 

3.   The construction (being physical works) of the upgrade of 

Connaught Drive/Halswell Junction Road to traffic signals has 

commenced; and 

4.   Construction (being physical works) of 4-laning of Shands 

Road between Halswell Junction Road and the Southern 

Motorway Extension has commenced; and 

2. Capacity upgrades have commenced at the following intersections: 

a. Intersection of the southern spine road and Shands Road 

(marked as ‘A’ on the Outline Development Plan in Appendix 

16.7.8) 

b. Intersection of the northern spine road and Shands Road 

(marked as ‘B’ on Outline Development Plan 16.7.8) 

 

With an additional advice note as follows: 

 

Information requirement for RD5: A full integrated Transport 

Assessment shall be completed and included in the application. 

 

Calder Stewart, #985 Page – Rule 16.3.5.1.5 NC3 

 

9.38 The submission seeks that the restriction on access to Marshs Road be 

deleted, as this will result in a better overall environmental outcome for the 

Marshs Road frontage. 
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9.39 The rule currently reads: 

 

NC3   Any individual site access directly onto Marshs Road, Shands 

Road or Main South Road. 

 

9.40 The submitter has questioned the need to restrict individual property 

access to Marshs Road from the southern area (CB7) of the South West 

Hornby ODP.  

 

9.41 The requirement was imposed (from a traffic perspective) to ensure that 

the function and safety of Marshs Road was protected. The requirement 

also ensured that traffic generated by development did not exceed the 

capacity of the surrounding road network prior to planned improvements 

being undertaken. Changes to the design of Marshs Road at CSM2 

recently undertaken by NZTA have downgraded the function of the Marshs 

Road and it is now not likely to be a classified road (ie will be a local road).  

 

9.42 The safety issues have been re-examined assuming that the current speed 

limit of 80kph will be lowered to 70kph, which would be appropriate for a 

road with single-sided development[17]. This would support safe 

development along Marshs Road assuming that the road has been 

constructed to the appropriate standards, which are likely to include (but 

not be restricted to) lane widening, painted median, widened shoulders or 

acceleration/deceleration lanes and urban lighting levels. 

 

9.43 The capacity of the local road network was also tested using the CAST 

Model[18] to look at various levels of development onto Marshs Road 

(without CSM2 included in the model network). A number of development 

variations were tested and the conclusion was that the limit of minor traffic 

impacts is considered to be about 20% of development of the CB7 site. 

This equates to a total site area of around 148,000m2, with the effects 

beyond this point adversely affecting the performance of local 

intersections. 

 

                                                   
[17] Speed Limits New Zealand (SLNZ, Clause 1.2) 
[18] CB7 Pre-CSM2 Threshold Modelling Memo, QTP, March 2015 
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9.44 I would therefore recommend that Rule 16.3.5.1.3 NC3 be changed to 

reflect the findings of the modelling: 

 

NC3   Any individual site access directly onto Marshs Road, Shands 

Road or Main South Road.  

 

 

 

 

Michael Grant Calvert 

13 April 2015 

 

 

 

 


