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INTRODUCTION 

Qualifications and Experience 

1.1 My full name is Andrew (Andy) David Carr. 

1.2 I am a Chartered Professional Engineer, an International Professional 

Engineer (New Zealand section of the register) and an Associate 

Member of the New Zealand Planning Institute.  I hold a Masters 

degree in Transport Engineering and Operations and also a Masters 

degree in Business Administration.  

1.3 I have more than 25 years’ experience in traffic engineering, over 

which time I have been responsible for investigating and evaluating 

the traffic and transportation impacts of a wide range of land use 

developments, both in New Zealand and the United Kingdom. I am 

currently the Chair of the Canterbury Branch of the Resource 

Management Law Association and served a term on the national 

committee between 2013 and 2014.  I am also a branch committee 

member of the New Zealand Planning Institute.  

1.4 I am presently a director of Carriageway Consulting Ltd, a specialist 

traffic engineering and transport planning consultancy which I 

founded in early 2014.  My role primarily involves undertaking and 

reviewing traffic analyses for both resource consent applications and 

proposed plan changes for a variety of different development types, 

for both local authorities and private organisations. I am also a 

Hearings Commissioner and have acted in that role for Greater 

Wellington Regional Council, Ashburton District Council, Waimakariri 

District Council and Christchurch City Council. 

1.5 Prior to forming Carriageway Consulting Ltd I was employed in senior 

positions by two other leading specialist consulting traffic engineering 

companies, and my role included undertaking and managing 

commissions throughout the South Island. 

1.6 I have previously carried out a number of commissions which have 

involved providing traffic and transportation advice either for the 

masterplanning of large sites or commercial developments.  These 
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have included Christchurch City Council District Plan Changes 22 

(Styx Centre), and land at Memorial Avenue (which I understand will 

be considered by the Hearings Panel in July), and Queenstown Lakes 

District Council District Plan Changes 4 (North Three Parks), 41 

(Shotover Country), and 45 (Northlake).  I am also very familiar with 

the techniques used in evaluating the transportation effects 

associated with changes in land use, having carried out or been 

responsible for a multitude of such assessments over my career. 

Scope of Evidence 

1.7 In this matter, I have been asked by the representatives of Terrace 

Development Services to provide advice in respect of the traffic and 

transportation implications of the proposed Outline Development Plan 

(ODP) for North Halswell set out in the proposed Christchurch 

Replacement District Plan, supported by Further Submission #1896 

on behalf of Danne Mora Holdings Ltd and in light of the alternative 

Terrace Development Services design set out in Submission #966.  I 

have also been asked to consider the Crown’s submission (#495) 

insofar as it relates to the North Halswell site. 

1.8 I have provided advice on transportation matters to Terrace 

Development Services since September 2013. This has included (but 

not been limited to) considering the transportation linkages for all 

types of road user within the site, and the potential points of access 

onto Halswell Road (State Highway 75). As part of my involvement, I 

have attended various meetings with officers of the Christchurch City 

Council and the New Zealand Transport Agency, including a meeting 

which the Council facilitated with Ms Sarah Dawson to consider the 

potential ODP options for the North Halswell area. 

1.9 The 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 Transport Assessment, QTP (March 2013);  
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c. Plan Change 68 Integrated Transport Assessment, MWH (July 

2013);  

d. Terrace Development Services Ltd and Common Ground 

Outline Development Plans: Transportation Matters Technical 

Note, Abley Transportation Consultants Ltd (September 

2013). 

e. Halswell Key Activity Centre Location, Consideration of 

Alternatives, Boffa Miskell (October 2013);  

f. Plan Change 68 Transport Assessment Traffic Modelling 

Addendum Report, QTP (December 2013);  

g. Halswell Key Activity Centre – multi-criteria assessment for 

site selection memo, GHD (March 2014);  

h. Carriageway Consulting Ltd letter to NZTA regarding access 

onto Halswell Road (March 2015); and 

i. NZTA response to Carriageway Consulting Ltd letter (March 

2015). 

1.10 I have also read the evidence of Mr Mike Calvert on behalf of 

Christchurch City Council, and Mr Kobus Mentz on behalf of Terrace 

Development Services.   

1.11 I attended expert witness conferencing on 2 April 2015, and can 

confirm that Mr Calvert’s summary of the conferencing set out in  

Section 4 of his statement of evidence is accurate. 

1.12 I have read the Environment Court’s Code of Conduct for expert 

witnesses contained in the Environment Court Practice Note (2014), 

and I agree to comply with it.  My qualifications as an expert are set 

out above.  I confirm that the issues addressed in this statement of 

evidence are within my area of expertise except where I state I am 

relying on what I have been told by another person.  I have not 

omitted to consider material facts known to me that might alter or 

detract from the opinions that I express. 
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2. EXECUTIVE SUMMARY  

2.1 I consider that there is very little in respect of the potential 

transportation implications of the two ODP options for North Halswell 

to differentiate either location.  The level of access by pedestrians, 

cyclists and public transport is very similar for both, and it is only the 

local effects of vehicle access where differences may arise. 

2.2 The Terrace Development Services plan shows an increase in traffic 

travelling along Aidanfield Drive compared to the proposed ODP, but 

in my view if measures were implemented to slow traffic on Aidanfield 

Drive, then this point of difference would diminish. I do not consider 

that it is a reason to prefer one ODP over the other in respect of the 

location of the Commercial Centre Zone. 

2.3 I consider that to serve the Commercial Centre Zone, Aidanfield Drive 

should be extended towards the southeast and the resultant four-arm 

intersection with Halswell Road signalised. Modelling indicates that 

this would have only a small effect on delays to through traffic on 

Halswell Road, and these delays would be the same under both the 

Terrace Development Services Ltd ODP and the proposed ODP. In 

my view, this is also not a reason to prefer one ODP over the other in 

respect of the location of the Commercial Centre Zone. 

2.4 Serving the site via a left-in/left-out intersection with the intersection 

location to be confirmed at a later time would present a number of 

practical difficulties.  The left-in/left-out arrangement makes vehicle 

access more difficult for people arriving from the Aidanfield and 

Wigram areas, and increases the turning flows at the Halswell Road / 

Augustine Drive and Halswell Road / Dunbars Road intersections with 

resultant potential increases in delays at these locations.  

2.5 Having a flexible location for the intersection makes it very difficult to 

comprehensively plan the development of the site, regardless of 

which ODP is progressed. However, since left-in/left-out intersections 

result in negligible effects on delays to through traffic, if such an 
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arrangement is to be pursued, there is no reason in my view why the 

location cannot be fixed at this time. 

2.6 I consider that the only difference between the two options is the time 

at which an additional point of access will be required to serve the 

site.  Depending on the rate of development, the Terrace 

Development Services ODP may require this second access point 

sooner than the proposed ODP, but any difference in timeframe will 

be reduced if development of the area is rapid. Ultimately however, 

both options will require the additional point of access. 

2.7 From a transportation perspective I consider that both ODPs 

represent viable and valid responses to the policy framework set out 

in the proposed Replacement District Plan and neither has any 

inherent advantages or disadvantages over the other. 

3. TERRACE DEVELOPMENT SERVICES LIMITED (#966)  

Background 

3.1 Terrace Development Services Ltd seeks that the location and size of 

the Commercial Core Zone (North Halswell) is amended so that the 

zone is in a more central location on Halswell Road whereas Danne 

Mora Holdings Ltd (#1134) supports the location of the Commercial 

Core Zone (North Halswell) as shown in the proposed ODP. 

3.2 In passing, Terrace Development Services Ltd also submits that the 

Commercial Core Zone (North Halswell) should be approximately 

25ha in size and Danne Mora Holdings Ltd seeks to confirm the size 

of the Commercial Core Zone (North Halswell) as 14.6ha.  I do not 

traverse the matter of the size of the commercial area within my 

evidence, since the transportation modelling undertaken to date to 

evaluate the transportation effects of the two options has been based 

on the size being the same under each alternative. 

General Form of ODPs 

3.3 Mr Calvert discusses in some detail the modelling work that has been 

carried out of the potential transportation implications of the two 
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options, concluding in paragraph 5.5 of his statement of evidence that 

because of their close proximity there is very little in terms of network 

effects to differentiate either location in transport terms. He sets out 

that 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.  I agree with his views in this 

regard. 

3.4 Further, Mr Calvert sets out that the modelling of the two options 

shows that both provide a “reasonable” level of network performance 

(paragraph 5.6), but that the Terrace Development Services plan 

shows an increase in traffic travelling along Aidanfield Drive.  He 

notes that this is due to the concentration of the commercial centre 

around the envisaged Aidanfield Drive extension (paragraph 5.6) and 

the extension linking directly through to Sparks Road towards the 

southeast (paragraph 5.7). 

3.5 The manner in which transportation models work is, very broadly, that 

vehicles travelling from one location to another are assigned onto the 

network in a manner whereby each driver chooses the route that 

provides them with the shortest travel time taking into account the 

routes and consequent delays imposed by other drivers. 

Consequently, in my view, it is intuitive that clustering the commercial 

centre around an Aidanfield Drive extension is likely to lead to more 

use of this road because in many cases it will represent the shortest 

(fastest) route for drivers.  

3.6 However, it is also possible to instigate measures to artificially slow 

traffic on a particular route, such as for example providing a narrow 

carriageway, providing on-street parking to create side-friction, or 

combining various engineering measures to support a reduced speed 

limit. The result of slowing traffic in this manner means that journey 

times increase, and the route therefore becomes less attractive to 

drivers.  In this particular instance, the outcome would be that traffic 

volumes on the Aidanfield Drive extension would diminish as drivers 

move back to the faster Dunbars Road and Augustine Drive 

extensions instead.  
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3.7 In passing, many of these measures result in an enhanced level of 

service for pedestrians, and therefore in my view would be put in 

place as a matter of course to ensure that the Commercial Core Zone 

develops as an attractive environment for those walking within the 

area. 

3.8 Similarly, with regard to the matter of the ‘through route’ to Sparks 

Road, the provision of three direct routes with similar characteristics 

between Halswell Road and Sparks Road, such as shown in the 

Terrace Development Services plan (the extensions of Dunbars 

Road, Aidanfield Drive and Augustine Drive), will invariably to lead to 

a situation where the Aidanfield Drive extension carries more traffic 

when compared to a layout which shows just two direct routes (as per 

the proposed ODP). However, implementing measures such as 

creating locations where a driver must ‘give-way’, and/or using 

roundabouts at intersections will increase the journey time.  I consider 

the roading network within the Terrace Development Services plan 

can include such measures on the Aidanfield Drive extension, and as 

set out above, this will result in reduced traffic volumes on this road. 

3.9 Overall then, in my view the clustering of the commercial centre 

around an Aidanfield Drive extension, and the presence or absence of 

a direct link between Halswell Road and Sparks Road via an 

Aidanfield Drive extension, are not in themselves compelling reasons 

to prefer one ODP over the other in respect of the location of the 

Commercial Centre Zone.  It is simply a matter of ensuring that the 

detailed design of the roads reflects the outcomes that are sought in 

respect of managing traffic volumes and promoting pedestrian 

amenity. 

The Effects of an Aidanfield Drive Extension  

3.10 As set out in the Joint Statement produced at the Expert Witness 

Conferencing, both Mr Penny, the traffic engineer for Danne Mora 

Ltd, and myself are of the same opinion on this matter.  We both 

agree Aidanfield Drive should be extended towards the southeast and 

the resultant crossroads intersection with Halswell Road should be 

signalised.   
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3.11 In this regard, correspondence with NZTA (Attachment A) is helpful in 

setting out their future expectations for the Halswell Road / Aidanfield 

Drive intersection.  In particular, the Agency recognises that people 

living within Aidanfield may wish to walk to the Commercial Core Zone 

and would therefore need to cross Halswell Road. They have 

therefore set out that they would not object to the signalisation of the 

Halswell Road / Aidanfield Drive intersection with the traffic signals 

including a pedestrian crossing phase.  In my view then, the question 

is not whether traffic signals should be installed at this location but 

whether the signalised intersection should be retained with three arms 

or a fourth arm should be added (being the Aidanfield Drive 

extension). 

3.12 To my knowledge, no modelling has been undertaken to respond to 

this specific matter. However conclusions can be drawn from the QTP 

report ‘Plan Change 68 Transport Assessment, Traffic Modelling 

Addendum Report’.  This compared two scenarios, one with the 

Aidanfield Drive extension in place and the resultant four-arm 

Halswell Road / Augustine Drive intersection being signalised, and 

another which did not provide the Aidanfield Drive extension but 

instead assumed all access to the Commercial Core Zone was via the 

Dunbars Road and Augustine Drive extensions.  

3.13 The report concluded that “without the Aidanfield Drive link, access to 

the (Commercial Core Zone) from the south involves driving some 

distance through the residential subdivision. It would be preferable 

from a community perspective that access to/from SH75 as the 

arterial road be provided locally, as would be achieved with the 

Aidanfield Drive link” (paragraph 2.4.1). This conclusion is common to 

both the Terrace Development Services and the proposed ODPs. 

3.14 The report then compared the forecast travel times along Halswell 

Road for both the Terrace Development Services and proposed 

ODPs, between Dunbars Road and Hoon Hay Road, and for the two 

scenarios (that is, with and without a four-arm signalised Halswell 

Road / Augustine Drive intersection). With regard to the Terrace 

Development Services ODP, the QTP report noted that “assuming 

signals at all three SH75 intersections…provides small increases in 
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cumulative travel time southbound (around 10 seconds) and 

moderate increases northbound (around 20 seconds) in both peaks” 

(paragraph 6.5.14). For the assessment of the proposed ODP, the 

report concluded that “at both 2026 and 2041, the offset optimisation 

results in good progression southbound, with minimal delays of less 

than 10 seconds at the Aidanfield Drive signals. Northbound, the 

Aidanfield Drive signals are modelled as imposing a delay of around 

20 seconds in both peak periods” (paragraph 5.3.2).  In other words, 

both ODPs performed identically in terms of their effect on traffic 

passing the site on Halswell Road. 

3.15 However, I note that the modelling did not take into account that the 

existing three-arm Halswell Road / Aidanfield Drive intersection may 

be signalised.  If this was to occur, then it would result in increased 

delays to through traffic, and the 10 to 20 second difference in journey 

time would reduce.  

3.16 Accordingly, I do not consider that the presence or absence of the 

Aidanfield Drive extension is a reason to prefer one ODP over the 

other in respect of the location of the Commercial Centre Zone. 

Staging of the Development 

3.17 In common with the bulk of large developments, in my experience it is 

likely that any development within the Commercial Core Zone of 

North Halswell is likely to be staged.  This results in a situation where, 

although the ODPs describe the ultimate roading and development 

pattern, it may take some time for this to be achieved and in the short 

term only a partial road network may be in place. 

3.18 In my view, if the proposed ODP progresses then the likely staging is 

such that development will initially take place towards the north of the 

site and around the Augustine Drive extension before extending 

towards the southwest.  I draw this conclusion because this would be 

the most efficient arrangement in terms of minimising the need to 

build new roads.  Ultimately, development would extend sufficiently 

towards the southwest, and be of such a size, that an additional point 

of access would be required, such as the Aidanfield Drive extension.   
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3.19 This potential arrangement has a drawback however, in that it means 

that for some time the Commercial Core would be served by only one 

access onto Halswell Road (via the Augustine Drive extension).  This 

is an unusual arrangement in my experience because it is far more 

common for any large development to have more than one access, to 

avoid difficulties arising if that access is temporarily blocked (such as 

through a road traffic accident or broken-down vehicle), and minimise 

any congestion on the access intersection. For these reasons, I 

anticipate that the additional point of access will need to be 

constructed sooner rather than later. 

3.20 I consider that the Terrace Development Services ODP would 

generally be implemented in the same manner, from north to south.  

However because the Commercial Core Zone lies further towards the 

southwest than under the proposed ODP, in the short term this 

means that those travelling to the development would need to travel 

slightly further (in the order of 150m in each direction). In turn, this 

means that the additional point of access will become viable sooner 

than under the proposed ODP, although to a large extent this 

depends upon the rate of development within the site. Rapid 

development may mean that there is minimal difference between the 

two ODPs in respect of timing. 

3.21 Overall however, both options ultimately require the additional point of 

access (which may be the Aidanfield Drive extension) and in my view 

the only difference between the two ODPs is the timing of when it will 

be required. 

Conclusions 

3.22 Mr Calvert and I agree that there is very little in terms of network 

effects to differentiate either location in transport terms, and that the 

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

similar.  

3.23 In terms of the local effects of vehicle access, I consider that good 

roading design will mitigate any differences between the two options 

in terms of traffic volumes and pedestrian amenity. Both Mr Penny for 
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Danne Mora Ltd and myself agree that Aidanfield Drive should be 

extended towards the southeast and the resultant crossroads 

intersection with Halswell Road should be signalised. The QTP report 

shows that the effects of such a signalisation are identical under each 

ODP in terms of the effects on traffic passing the site on Halswell 

Road.   

3.24 Consequently, I consider that the only difference between the two 

options is the time at which an additional point of access will be 

required to serve the site.  Depending on the rate of development, the 

Terrace Development Services ODP may require this sooner than the 

proposed ODP, but any difference in timeframe will be reduced if 

development of the area is rapid. Ultimately however, both options will 

require the additional point of access. 

3.25 The Terrace Development Services submission concludes by noting 

that “from a transportation perspective both ODPs represent viable 

and valid responses to the policy framework set out in the proposed 

Replacement District Plan and neither has any inherent advantages 

or disadvantages over the other.”  Based on my assessments set out 

above, I support this part of the submission. 

4. THE CROWN (#495)  

Deletion of the Proposed Road Connection to Aidanfield Drive and 

Potential for the Third Access Point to be Flexible 

4.1 The Crown’s submission seeks that the existing three-arm Halswell 

Road / Aidanfield Drive intersection is signalised, and that the third 

point of access to Halswell North should be a left-in/left-out only with 

the location of this to be determined at a later stage. 

4.2 I set out above the likely effects of the extension of Aidanfield Drive in 

respect of the delays on traffic using Halswell Road, noting that the 

modelling indicates that delays are in the order of 10 to 20 seconds 

per vehicle in the peak periods compared to a situation where there 

are no traffic signals.  By way of comparison, the overall journey times 

forecast by the models on Halswell Road between Dunbars Road and 
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Hoon Hay Road are approximately four to five minutes, and so the 

traffic signals represent an increase of just 4% over the current 

journey time. Clearly if a driver was to travel to destinations further 

afield rather than just travelling between these two locations, then 

these percentages would diminish.  The percentages would also 

reduce if the signalisation of the existing three-arm Halswell Road / 

Aidanfield Drive intersection was to occur. 

4.3 Consequently, I do not consider that there are any fundamental 

reasons to anticipate that an extension of Aidanfield Drive would 

impose significant delays on traffic using the state highway. 

4.4 Mr Calvert describes the likely effects of a potential left-in/left-out 

arrangement including noting that modelling indicates that while it 

lowered delays on Halswell Road it increased delays on the district 

roading network, that it increased traffic flows on Halswell Road, and 

that it made vehicle access to Halswell North more difficult for people 

arriving from the Aidanfield and Wigram areas (paragraphs 5.23 and 

5.24).  He also notes that it will increase turning flows at the Halswell 

Road / Augustine Drive and Halswell Road / Dunbars Road 

intersections, and that this may lead to increased delays at these 

intersections which offset any benefits from restricting access at 

Aidanfield Drive. I agree with his views in this regard. 

4.5 In my view, there is a further drawback with NZTA’s submission for a 

flexible access point. From a transportation perspective, it is very 

difficult to comprehensively plan a development when there is 

significant uncertainty about the points of access onto the main route 

by which people will approach and depart.  Regardless of which ODP 

is progressed, there will be problems in for example, planning an 

efficient public transport interchange or the car parks, because the 

ease by which vehicles can travel to/from Halswell Road will be 

unclear.  

4.6 Moreover, left-in/left-out intersections give rise to negligible effects on 

delays to through traffic. Drivers turning into a site simply filter into a 

left-turn lane and slow down clear of the through traffic. Emerging 

drivers speed up within an acceleration lane prior to joining the main 
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carriageway. For this reason, I do not consider that any additional 

modelling would be helpful in respect of determining the effects of the 

left-in/left-out intersection. Rather, if a left-in/left-out arrangement is 

sought, I do not consider that there are any reasons why the location 

cannot be determined at this stage.   

4.7 Finally, one outcome of the submission is that there would be no 

certainty that any location would be acceptable to NZTA for the third 

access point. This carries a risk that the development of the 

Commercial Core Zone would be served solely by the Augustine 

Drive extension until such time as the developer was prepared to 

construct a new road to the Dunbars Road extension.  Serving a large 

development from just one access is problematic, not only because of 

the risks if the access was to be blocked, but because all traffic must 

pass through one intersection with the resultant effects on queues 

and delays. 

4.8 Given these outcomes, and that the modelling undertaken to date 

does not indicate any major difficulties with using an extension of 

Aidanfield Drive as the third point of access, I do not support the 

Crown’s submission on this issue. 

 

Andy Carr 

23 April 2015 
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A. 

P. 

E. 

CCL Ref: 14085-103015-richards 
 
10 March 2015 
 
 
Jon Richards 
Principal Planning Advisor 
New Zealand Transport Agency  
 
By e-mail only: Jon. Richards@nzta.govt.nz 
 
 
 
Dear Jon 

Proposed Halswell Key Activity Centre: Access Arrangements onto Halswell Road 

Further to our meeting on 26 January 2015 and subsequent e-mails, I am writing to confirm the 
outcomes of our discussions particularly in respect of access from the highway to the proposed 
Halswell Key Activity Centre. I set out below the main points covered at the meeting, together with 
my understanding of the underlying rationale for the Agency’s views.   

NZTA anticipates that Augustine Drive will be extended towards the southeast and traffic 
signals will be installed at the Halswell Road / Augustine Drive intersection 

The reasoning for this is that the city council has plans to construct a large sports hub on the 
northwestern side of Halswell Road that will be served from Augustine Drive and the traffic volumes 
associated with this will require signalisation of the intersection anyway.  It therefore makes sense 
to contemplate a fourth approach to the intersection from the southeast, which could serve the 
KAC.  In addition to this, there are presently long delays at peak times for vehicles attempting to 
turn right out of the Halswell Road / Hendersons Road intersection 200m towards the 
northeast.  The construction of a fourth approach to the Halswell Road / Augustine Drive 
intersection enables NZTA (in the long term) to prohibit the right-turn movement out of Hendersons 
Road and direct vehicles to turn right at the Halswell Road / Augustine Drive intersection instead.  In 
the short term, traffic signals at the Halswell Road / Augustine Drive intersection will break up the 
northbound traffic flows on the highway which will make it easier for vehicles to emerge from 
Hendersons Road.  NZTA does not anticipate funding the signalisation of this intersection, but will 
be closely involved in its design.  

NZTA anticipates that Dunbars Road will be extended towards the southeast  

The addition of a fourth approach to this intersection from the southeast has been envisaged for 
some considerable time, in order to provide a major route between Halswell Road and Sparks 
Road.  The link is included within the City Council’s South West Area Plan, and NZTA noted that 
the current (three-arm) Halswell Road / Dunbars Road intersection was built in a way that enabled 
the fourth approach to be easily added in future.  The existing three-arm intersection is already 
signalised.  NZTA anticipates that the fourth approach and changes to the signals will be funded 
by the benefitting developer. 

NZTA does not wish to see Aidanfield Drive extended towards the southeast 

NZTA has commissioned a series of studies over the past two years which have modelled the 
Halswell Road corridor.  Based on these, NZTA has the view that extending Aidanfield Drive to the 
southeast will require the intersection to be signalised and the consequent signal timings will 
impose additional delays on through-traffic on the highway.  The Agency wishes to minimise delays 
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on the highway traffic (whilst balancing the needs for local access) and considers that this can best 
be achieved through retaining the intersection with three approaches.  

NZTA would not object to traffic signals being installed at the (three-arm) Halswell Road / 
Aidanfield Drive intersection 

Although NZTA does not wish to see a signalised four-arm intersection in this location, it is 
recognised that people living in Aidanfield and other areas north of the proposed KAC will wish to 
walk or cycle to the KAC and therefore will need to cross Halswell Road.  The Agency accepts that 
a signalisation of the existing three-arm intersection could be implemented that includes a 
pedestrian phase to enable people to cross the highway safely.  NZTA also recognises that it will 
become more difficult to turn right out of Aidanfield Drive in future as traffic flows in the area 
increase (in part due to the KAC and new housing) and so there needs to be some sort of 
intervention/improvement at the Halswell Road / Aidanfield Drive intersection.  The possibility of 
converting Aidanfield Drive to left-in/left-out has been considered, and while this would be better 
from the point of view of minimising delays to through-traffic on the highway, it does not solve the 
problem of ensuring that pedestrians and cyclists can cross the highway when travelling to the KAC 
- hence the acceptance of signals.  The modelling that has been carried out shows that although 
there will be delays created to through traffic due to the signalisation, these delays are lower than 
if there was to be a four-arm intersection here.  NZTA considers that this arrangement strikes an 
appropriate balance between providing for local access while minimising delays on the highway 
traffic. 

NZTA acknowledges that a third point of entry may be needed for the KAC from Halswell 
Road 

While NZTA does not wish to see Aidanfield Drive extended, it is recognised that there is potentially 
merit in having another point of access to the KAC in addition to the Dunbars Road and Augustine 
Drive extensions (although NZTA is not presently convinced of the necessity / need for this).  If a 
third access was to be constructed, to avoid safety and capacity issues the Agency does not want 
to see full turning movements provided and therefore only a ‘left-in/left-out’ arrangement would be 
permitted.  This should be constructed towards the southwest of the Halswell Road / Aidanfield 
Drive intersection, to enable it to be used by those approaching the site from the direction of 
Aidanfield Drive.  However the Agency is relatively flexible on the location of this access, subject 
to a suitable minimum offset being provided from Aidanfield Drive.    

I would be grateful if you could confirm that this accurately represents the Agency’s views in regard 
to access to the Halswell KAC from the highway, or alternatively, please let me know if there are 
any matters where amendments / updates are required.  

Kind regards 
Carriageway Consulting Limited 

 

Andy Carr 
Traffic Engineer | Director 
 

Mobile    027 561 1967 
Email      andy.carr@carriageway.co.nz 




