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1. INTRODUCTION 

1.1 My name is Nicholas Peter Fuller.  I am a Senior Transport Engineer 

at Novo Group Limited, which is a specialist traffic engineering and 

planning consultancy that provides resource management related 

advice to local authorities and private clients.   

1.2 I have worked on resource management traffic planning and 

engineering projects for 14 years.  My experience during this time 

includes development planning, preparing Traffic and Transport 

Assessments for resource consents and plan changes and the 

preparation of Project Feasibility and Scheme Assessment Reports 

for local authorities and the New Zealand Transport Agency. 

1.3 My qualifications include a Bachelor of Engineering (Honours) in 

Civil Engineering. 

1.4 I have read the current Code of Conduct for Expert Witnesses as 

contained in the Environment Court's Consolidated 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 brief of evidence are within my area of expertise.  I have not 

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

detract from the opinions expressed. 

2. SCOPE OF EVIDENCE 

2.1 My evidence is presented on behalf of Foddercube Products Ltd 

(Foddercube) (submitter #2225) and addresses the transport 

effects associated with the sought rezoning of land at 318 to 374 

Springs Road from Rural Urban Fringe to Industrial Park. 

3. EXECUTIVE SUMMARY 

3.1 The Foddercube submission seeks to zone land at 318 to 374 

Springs Road as Industrial Park, as opposed to Rural Urban Fringe.  

My provisional view, subject to appropriate modelling, is  that a 

development of an Industrial Park at that land is likely to  

exacerbate capacity constraints at the Marshs Road / Springs Road 

intersection.  Should that be the case, the site at 374 Springs Road 

could contribute towards future road improvements at that 

intersection through the provision of land to construct a 

roundabout.  I understand that Foddercube is willing to provide 

land for that particular purpose.  In addition, I expect that 

development contributions associated with development of land at 
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318 to 374 Springs Road could also be used toward this 

improvement. 

3.2 Whilst an Industrial Park at this land would also to some extent 

increase pressure on traffic capacity at the Halswell Junction Road / 

Springs Road intersection, Council is aware that this intersection is 

predicted to operate poorly without the sought rezoning.  As such, I 

anticipate that improvements will be considered in due course and 

mitigation provided.   

4. BACKGROUND 

Proposed Rezoning 

4.1 Submission 2225 by Foddercube sought to rezone their land at 374 

Springs Road, plus adjacent land at 318 to 330 Springs Road as 

Industrial Park.  The City Council’s proposed zoning is Rural Urban 

Fringe zoning.  I understand the area affected by this submission is 

approximately 20Ha, comprising 12Ha at 374 Springs Road and 

8Ha on the adjacent land. 

4.2 The following sets out the traffic generation of the sites if rezoned 

as Industrial Park.  I note the peak hour traffic generation rate for 

the site at 374 Springs Road is very similar to that assumed by Mr 

Milne in his evidence1, although the total traffic generation in the 

following table is higher than Mr Milne calculated because I have 

included the additional 8Ha associated with the adjacent site. 

Table 1:  Predicted Rezoning Traffic Generation 

 374 Springs 

Road 

318 – 330 

Springs Road 

Total 

AM Peak Hour 253 169 422 

PM Peak Hour 262 175 437 

Daily 1,841 1,277 3,118 

4.3 Whilst a range of activities are permitted in the Rural Urban Fringe 

zone, I have anticipated that they would have minimal effects in 

terms of traffic generation and therefore I have not sought to 

reduce the above figures to account for any baseline scenarios. 

4.4 I understand that Foddercube have plans for smaller scale 

development at this site in the near future, such as establishing a 

café as an ancillary activity to the existing Texture Plants site.  An 

 
1
 Refer to Mr Milne’s Evidence dated 02 September 2015, para 7.6 under Submission #2225 

(page 20). 
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ancillary activity such as that would generate little traffic during the 

weekday peak hours and I would anticipate that the surrounding 

road network would easily be able to accommodate this off-peak 

traffic. 

4.5 I consider that safe and efficient vehicle access can be achieved to 

these sites.  In particular, an Outline Development Plan is proposed 

in Appendix A to Ms Aston's evidence that includes vehicle access 

points from Springs Road and Marshs Road.  This will limit the need 

for traffic generated by this development to travel through the 

Springs Road / Marshs Road intersection.  Details regarding access 

design can be deferred until lodging resource consent or 

subdivision consent applications. 

Road Network Operation 

4.6 The site is immediately adjacent to the Springs Road / Marshs Road 

intersection, approximately 900m south-west of the Halswell 

Junction Road / Springs Road roundabout and 1.4km south-east of 

the proposed Christchurch Southern Motorway / Shands Road 

interchange.  From discussions with Mr Milne, I understand that 

Council has concerns regarding the existing operation of the 

Springs Road / Marshs Road intersection that will likely be 

exacerbated by the Christchurch Southern Motorway Stage 2 

extension (CSM2).  This occurs because Marshs Road will provide 

key access to and from the proposed Shands Road interchange.   

 
Figure 1:  Site Location & Road Network 

4.7 I also understand that Christchurch City Council and Selwyn District 

Council are in on-going discussions with the New Zealand Transport 

Site Location 

Marshs Rd / 
Springs Rd 

Halswell Junction 
Rd / Springs Rd 
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Agency (responsible for the design, construction and operation of 

CSM2) regarding the potential for improvements to the Springs 

Road / Marshs Road intersection.  Mr Milne stated that the most 

likely form of improvement to this intersection would be replacing 

the existing priority controlled cross-roads with a roundabout.  I 

agree that a roundabout would likely be the most appropriate form 

of intersection for that improvement given the location and road 

environment. 

4.8 As CSM2 is likely to be complete in 20192, the following description 

of the operation of the surrounding road environment is based on 

traffic modelling undertaken by QTP and previously attached to Mr 

Calvert’s evidence regarding Stage 1 submissions on the Industrial 

and Commercial chapters3.  That modelling includes for CSM2 plus 

development of block CB9 as the baseline, then assesses the traffic 

effects of developing of the adjacent blocks of land CB24 and CB7 

(refer to Figure 1 below).  That report assessed the traffic effects of 

a range of options relating to the road network, as well as ‘likely’ 

and ‘high’5 traffic generation scenarios. 

 

 
2
 NZTA September 2015 newsletter identifies a 2016 start date and three year construction 

period. 
3
 Appendix B of Mr Calvert’s Rebuttal Evidence for Council regarding Stage 1 Commercial & 

Industrial Chapters dated 01 May 2015. 
4
 Only the existing and consented sections of CB2 are assumed to be industrial and the area 

south of Watties is assumed to remain rural. 
5
 Also termed ‘worst case’ in the QTP report. 
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Figure 1:  Surrounding Development Areas 

4.9 The traffic generation associated with CB2, CB7 and CB9 in the 

traffic modelling (for 2026) are summarised in the following table.  

It should be noted that 61Ha of CB2 is assumed to remain rural in 

these scenarios. 

Table 2:  Assessed Peak Hour Traffic Generation 

Site Area 

(Ha) 

Base 

Generation 

Likely 

Generation 

High 

Generation 

CB2 87 1,307 1,307 2,614 

CB7 74 43 1,110 2,219 

CB9 62 930 930 1,860 

4.10 The key intersections associated with the rezoning sought in the 

Foddercube submission are Springs Road / Marshs Road and 

Halswell Junction Road / Springs Road.  The predicted operation of 

these intersections is summarised in the following tables, noting 

that the range of road network connections leads to a range of 

operations.  The operation is described in terms of Level of Service, 

where6: 

(a) Level of Service A to C is considered to be good to 

satisfactory operation; 

(b) Level of Service D is considered to be near capacity;  

(c) Level of Service E is considered to be at capacity; and 

(d) Level of Service F is considered to be over-capacity. 

4.11 Given Level of Service (LoS) A to C is considered good, the QTP 

report did not differentiate between these.  I shall refer to this 

band as LoS C for simplicity.  

Table 3: Marshs Road / Springs Road Operation 

 Base Operation With CB2 & CB7 

2026 AM 

Peak Hour 

Intersection operation is LoS 

C. 

Marshs Road south-east 

approach is LoS E. 

 

Intersection operation is LoS 

C. 

Marshs Road south-east 

approach is LoS F. 

Marshs Road north-west 

approach is LoS D to E. 

 
6
 The following definitions are from the RTA Guide to Traffic Generating Developments. 
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2026 PM 

Peak Hour 

Intersection operation is LoS 

C. 

Marshs Road approaches are 

LoS D. 

Intersection operation is LoS 

C. 

Marshs Road approaches are 

LoS D to E. 

 

Table 4:  Halswell Junction Road / Springs Road Operation 

 Base Operation With CB2 & CB7 

2026 AM 

Peak Hour 

Intersection operation is LoS 

E. 

Springs Road south approach 

is LoS F. 

Intersection operation is 

generally LoS E, but does drop 

to LoS F under one ‘high’ 

scenario. 

Springs Road south approach 

is LoS F. 

Halswell Junction Road west 

approach is generally LoS D, 

but does drop to LoS F under 

one ‘high’ scenario. 

2026 PM 

Peak Hour 

Intersection operation is LoS 

C. 

Halswell Junction Road west 

approach is LoS E. 

Springs Road south approach 

is LoS D. 

Intersection operation varies 

between LoS D and LoS E. 

Halswell Junction Road west 

approach is typically LoS F, 

but is LoS E under one 

scenario. 

Springs Road south approach 

is varies from LoS D to F. 

4.12 The above information identifies that whilst the Marshs Road / Springs 

Road intersection is predicted to operate well overall with the 

modelled CB2, CB7 and CB9 development, the two minor road 

approaches (Springs Road) are generally predicted to be approaching 

capacity, or in the case of Marshs Road south-east approach over-

capacity (in the AM peak).  The report did not identify any 

improvements being required at this intersection, although I 

understand that subsequent reporting suggested a roundabout or 

traffic signals would be appropriate. 

4.13 The Halswell Junction Road / Springs Road intersection is predicted to 

generally operate between LoS D and E, with the operation dropping 

to LoS F for one scenario.  The Halswell Junction Road west 

approach is predicted to generally be over-capacity in the PM peak 

hour.  The Springs Road south approach is also predicted to be over-

capacity in certain scenarios.  The QTP report notes that: 
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“the development of CB2/7, even for the ‘likely’ traffic generation 

scenario, will exacerbate network deficiencies on the wider network, 

such as the operation of the Springs Rd / HJR Roundabout.”7 

4.14 The report also notes that under the scope of that study, mitigation 

measures on the wider network (such as at Halswell Junction Road / 

Springs Road) have not been identified8.  It also notes that the rate of 

development of CB2 and CB7 is such that full development is unlikely 

to occur until sometime after 2041, whereas the assessed model year 

is 2026.  As such, the implication is that whilst no mitigation has been 

identified regarding these capacity constraints, it is not likely that these 

issues will eventuate potentially until after 2041. 

5. EFFECTS OF REZONING 

Marshs Road / Springs Road Intersection  

5.1 Whilst I have not as yet been able to undertake any specific traffic 

modelling in relation to this rezoning, I would anticipate that an 

Industrial Park development at the submission sites would likely have 

traffic implications for the Marshs Road / Springs Road intersection.  

In a worst case scenario, the intersection may require mitigation, 

which I have assumed would be construction of a roundabout.  I 

understand that this is already under consideration by the Council.   

5.2 I consider that the mitigation could be either a financial contribution 

(commensurate with the level of effect and acknowledging the 

operation identified prior to inclusion of this development), and / or 

provision of land to assist in upgrading the Marshs Road / Springs 

Road intersection.  I consider that, from a practical perspective, the 

provision of land may be the more appropriate solution given that 

some land would most likely be required to construct a suitable 

roundabout at this location.   

5.3 The caveats provided regarding the uptake of development in the 

surrounding area in the QTP report suggest that this roundabout may 

not be required until approaching full development of the modelled 

CB2 and CB7 areas.  As such, there is potential that providing the 

land for the intersection upgrade could be deferred until such time as 

a given proportion of the surrounding land is developed or 

development at 374 Springs Road commences. 

 
7
 Refer to paragraph 4.3 of that report. 

8
 Refer to paragraph 4.10 of that report. 
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Halswell Junction Road / Springs Road Intersection 

5.4 Capacity concerns regarding the operation of the Halswell Junction 

Road / Springs Road intersection have been highlighted in Table 4.  

No improvements were set out to alleviate those concerns in the QTP 

report, but this is now an issue that Council have acknowledged and it 

is assumed that they will investigate and undertake improvements in 

due course.  Noting the site’s implication by proximity to this identified 

concern, I consider that the development contributions associated with 

developing the land at 318 to 374 Springs Road as Industrial Park 

would be fairest mechanism to assist with a solution.  

Effects Summary 

5.5 I consider that the development of an Industrial Park at 318 to 374 

Springs Road is likely to have an adverse effect at the Marshs Road / 

Springs Road intersection, the exact extent of which needs to be 

determined by modelling.  However, this affect can be mitigated 

through the construction of a roundabout as already identified by the 

Council.  The site at 374 Springs Road can contribute to this mitigation 

through the provision of land to assist in the roundabout construction. 

5.6 The Halswell Junction Road / Springs Road intersection is predicted to 

be over-capacity regardless of an Industrial Park development at 318 

to 374 Springs Road.  As such, the provision of development 

contributions will go some way towards a solution. 

5.7 I will continue to liaise with Council regarding the traffic effects of the 

rezoning sought by Foddercube with the aim of resolving outstanding 

concerns.  In particular, I expect specific modelling can be undertaken 

prior to the hearing of submissions.  

 

Nicholas Fuller 

17 September 2015 

 


