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Disclaimers and Limitations

This report (Report] has been prepared by WSP exclusively for Hastings District Council
('Client') in relation to the Active Travel and Network Business Cases (Purpose’) and in
accordance with the Short Form Agreement with the Client dated 15 November 2019. The
findings in this Report are based on and are subject to the assumptions specified in the
Report Offer of Services dated 15 November 2019 WSP accepts no liahility whatsoever for
any reliance on or use of this Report, in whole orin part, for any use or purpose other than
the Purpose or any use or reliance on the Report by any third party.

In preparing the Report, WSP has relied upon data, surveys, analyses, designs, plans and
other information (‘Client Data’) provided by or on behalf of the Client. Except as otherwise
stated in the Report, WSP has not verified the accuracy or completeness of the Client Data.
To the extent that the statements, opinions, facts, information, conclusions and/or
recommendations in this Report are based in whole or part on the Client Data, those
conclusions are contingent upon the accuracy and completeness of the Client Data. WSP
will not be liable in relation to incorrect conclusions or findings in the Report should any
Client Data be incorrect or have been concealed, withheld, misrepresented or otherwise not
fully disclosed to WSP.
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Executive Summary

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's
Bay which one of the largest apple, pear and stone fruit producing areas in New Zealand
and is known for its lifestyle, climate, beaches and activities, such as cycling trails, walking
tracks and iconic landmarks such as Cape Kidnappers and Te Mata Peak.

fo gRseoesevessiey

The Hawke's Bay lifestyle has drawn people to the region and the ease and convenience of
driving has led to challenges with the active transport network. As a result of this, there was
a need to look to improve active travel in the Hastings District.

A workshop was undertaken with stakeholders and partners who identified and agreed with
the following problem:

Problem one: Gaps in levels of service* and the perception that walking and cycling
¥ is unsafe and inconvenient is limiting its uptake, resulting in high car dependency

“LOS - Safety LOS, inconsistent LOS (unmet expectation of comfort and quality) and network gaps
between destinations and communities

The potential benefits of successfully addressing these problems were also developed and
agreed upon. The stakeholder panel identified the following potential benefits and
weightings:

@ Benefit one: Increased use of active travel modes

@ Benefit two: Improved perception of active travel

The problem and benefits were validated by the evidence, most notably:

. Underutilisation of the active travel network is also a result of network gaps
between destinations and communities. Inconsistent and low safety levels of
service have resulted in less people using active travel.

. Driving is easy and convenient due to free car parking, unrealised cost of driving
and relatively uninterrupted journey times by car. This paired with poor overall
perception of active modes, the view that active modes are a means of
recreation rather than a mode of transport and the view that the network is
unsafe has resulted in high car dependency.

OWSP New Zealand Limited 2020 2
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. These gaps in the network, an unmet expectation of the level of service and
perception issues are currently contributing to reduced health and wellbeing
outcomes and reduced social and economic opportunities for vulnerable
populations due to reduced access to transport choices for elderly, children and
those without access to a vehicle.

The Hastings District, which is located within the Hawkes Bay region, has the lowest rates of
adult physical activity and second highest level of cbesity of any region in New Zealand
(Ministry of Health, 2020).

Napier-Hastings is a relatively low-income region and has a significant degree of socio-
economic deprivation. This needs to be taken into consideration, in future urban
development planning for the area (HPUDS, 2009)

The national cycling programme identified Hastings as having an 800% fit for purpose
network and compared to regional and national levels, Hastings has significant active travel
network coverage.

Although DSI's for vulnerable road users are nearly half the rates in similar districts, the
perception that the network is unsafe and inconvenient has contributed to slow uptake of
active modes, reduced physical activity and increased obesity rates.

Vulnerable Road User DSI % of all DSl in New Ply./ Nelson/ Palm Nth.
Hastings DC Average % of all DSI

Pedestrian 53% 15.6%

Wheeled Pedestrian 1.6% 045

Cyclist 6.3% 11.9%

Matorcyclist 204% 17.5%

Total 33.6% 43.4%

Increasing employment in the region will result in increased demands for travel to
employment Accommodating this demand within existing travel patterns dominated by
private vehicle use would require significant investment and would result in increased
pollution and congestion. This would also restrict access to increasing employment
opportunities for those unable to access private vehicles through disability or deprivation.

There is strong strategic alignment with key national, regional and local strategic drivers
around increased access for economic and social opportunities, mode shift, transport
choices and access to modes such as public transport, walking and cycling. There has also
been an increasing shift toward reducing the adverse effects on the climate, local
environment and public health which has strong strategic alignment with the Strategic
Case

The Strategic Case was followed by the development of a Programme Business Case (PBC)
which is an evidence based living document that guides the direction for future investment
in active transport projects.

The PBC recommends a package of transport interventions including new walking and
cycling infrastructure, safety and level of service improvements, communication,
engagement and measures to address travel behaviours such as travel demand
management. These interventions will build upon past successes and will allow Hastings
District Council (HDC) to meet new and emerging challenges, particularly in a time when
COVID-19 has changed the way we view active transport.

EWSP New Zealand Limited 2020
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Two investment objectives were agreed upon and applied to the development of the PBC:

. Increase use of active transport - Increase the number of people using active
travel by - increasing active travel for trips to work by X%, increasing active travel
for trips to school by X% and increasing active travel for recreation by X%.

. Improve the perception of active transport as safe and convenient - Improve
perception of active travel by - Improving walking and cycling provision by x%,
reducing pedestrian and cyclist crash rate (visible to community) by X% and
having zero deaths.

The percent of increase or decrease within these investment objectives will be determined
once the baseline data has been collected.

A total of eight potential programme options were developed and assessed against their
ability to address the problems and achieve the objectives. One programme focus emerged
as the most effective This programme is balanced in nature and invests equally across new
infrastructure, level of service and safety improvements, and soft measures, focusing on
improving the perception of walking and cycling, increasing safety and changing travel
behaviours.

The recommended strategic programme focus has the following delivery philosophy:

. HDC will build on what has been done well;

. HDC will change the things that are not working;

. Let's do the hard work first;

. Equitable approach to active transport infrastructure improvements;

. The ease and convenience of driving and parking needs to be addressed,;
. The right active transport infrastructure for the right target audience; and
. HDC will maximise opportunities for improvement.

The recommended programme performs well against all the investment objectives, and has
strong alignment to relevant national, regional and local plans and strategies. The
recommended programme has been assessed using the latest NZTA Assessment
Framework criteria. It has not been possible to produce an indicative benefit cost ratio due
to the scale and scope of this PBC. It is anticipated that efficiency will be assessed during
subsequent phases as more detailed estimates of the costs and benefits can be determined.

The PBC has two key purposes:

. It has been used to identify quick wins and short-term measures that have the
greatest potential to address travel behaviours, support mode shift through
improved transport / land-use integration, will improve safety and the level of
service of walking and cycling facilities and will meet the investment objectives;
and

. It sets a framewaork for how the problems on the active transport network will be
addressed by focusing on new infrastructure improving active transport choice
and connectivity

Through implementation of the recommended programme it will be safer and more
convenient for people to make more trips using active transport. Implementation of this
programme alongside the Hastings District Council (HDC) Network programme, including
travel demand management and travel behaviour change measures, will result in a mode
shift over time, making active transport the easy and preferred modes of choice.

The "quick wins" focus on assessing and developing an approach for increasing separation
and level of service of existing facilities, mode shift, vulnerable users, addressing severance
issues, developing neighbourhood/greenway corridors, access management on active travel
corridors and increasing the uptake of bike purchase schemes

Short-term projects see an increase in resources to implement the outcomes of the studies
and plans developed in the "quick wins" phase as well increasing communication and

EWSP New Zealand Limited 2020 4
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engagement. The focus of these projects is around implementing policy change to support

transportation / land-use integration, travel behaviour change measures, and improving
wayfinding amenity, existing footpath and bicycle facilities, walking and cycling around
schools and community severance. The evidence suggests that high car dependency,
perceptions and human behaviour are a key cause of many of the problems identified on
the active transport network. This phase of projects aims to address these issues through
implementation of travel demand management and parking demand management
measures. Some new infrastructure projects are included in this phase focused on
improving the level of service and safety of facilities first, then increasing connectivity

Later stages build upon this approach with additional new infrastructure in later years.

The midpoint of the Capex component of the programme totals $86.9M, equating to an
average expenditure of $8.7M per year. In addition, there are operational expenditure
components totalling $4M, equating to an average expenditure of $403k per year. Soft
measures have been developed with a 10-year delivery in mind which will require
consideration if timelines for implementation are adjusted.

There is significant opportunity for cost sharing of the active transport infrastructure with
Waka Kotahi, HBRC and public-private partnerships which is anticipated to be around
S446M. This would be a significant increase to the current annual expenditure for active
transport as the 2019/20 budget allocated $17M. While this is an ambitious programme,
new infrastructure projects could be extended into a 20-year programme which would
bring annual programme expenditure in line with current levels.

Capital expenditure (Capex) S86.9M $8.7M
Operational expenditure S4M S403k (10 years)
Potential cost sharing - S446M - S45M
Overall programme cost $423M $4.23M

The PBC is a key stage in developing the Council's transport investment programme for the

Long Term Plan. However, the next steps will see individual projects or activities developed
and will go through statutory processes to proceed (eg. NLTP, RLTP, and LTP).

Results alignment has been assessed as High as per the Investment Assessment Framework

(2018).

A summary of the recommended programme and location of new infrastructure is provided

below.

EWSP New Zealand Limited 2020
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Recommended Programme Cost range

$73.9M -
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Refer to Appendix F - Waka Kotahi NZ Transport Agency SBC Investment Questions for the
checklist of requirements against the strategic case assessment questions and Appendix M -

Waka Kotahi NZ Transport Agency PBC Investment Questions for the checklist of
requirements against the PBC assessment questions.
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PART A -STRATEGIC CASE

1 Introduction

11  Purpose

A Strategic Business Case (SBC) was commissioned by Hastings District Council (HDC) to
improve active transport within Hastings District. This active transport SBC and Programme
Business Case (PBC) were undertaken in parallel with the HDC network SBC and PBC. This
SBC outlines the strategic priorities and determines the need for investment and the case for
change and sets the direction for the subsequent PBC (Section 4).

Primary, the purpose of this strategic business case is to:

. Provide a clear case for change and a compelling reason to improve the active
transport network,
. Define the problems identified by the project stakeholder, the evidence for these
problems, and associated benefits; and
. Recommends the next steps prior to Programme development
12 Scope

The physical extents of this SBC comprise Hastings District, located in the Hawke's Bay
Region, focused on the main urban areas of Hastings, Havelock North and Flaxmere (Figure
1).

Figure 1 Map of Hastings District

N
A

Hastings District
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1.3 Key Partners and Stakeholders

ILM workshop participants were selected due to their ongoing involvement in the Hastings
Active Transport Working Group. They represent a diverse cross-section of active transport

stakeholders and are involved in active transport operational and strategic decision-making.

The key partners to the business case who will have a responsibility for delivering on the
investment and key stakeholders who have helped determine the problems and benefits
and guide the development of the programmes are shown in Table 1and Table 2.

The following table lists the key partners for the project:

Partner Know ge / Involvement

Project owner, historic and current context

Hastings District Council (HDC)
Waka Kotahi (NZ Transport Agency) Project impact and funding implications
Table 1 Key partners
The following table lists the key stakeholders for the project:

Partner

Project owner, historic and current local context

Hastings District Council (HDC)
Waka Kotahi (NZ Transport Agency) Project impact and funding implications

Hawke's Bay Regional Council (HBRC) Historic and current regional context, regional
active transport netwark stakeholder

Hastings Palice School community policing, active transport safety
Cycle Aware Network (CAN) Hawke's Bay Cycling advocate

Hawke's Bay District Health Board (HBDHB) Health outcomes of active transport, major
employer implementing a travel plan

Disability Action Group Accessibility / mobility impaired

Napier City Council Adjacent council regional active transport
network stakeholder

Local School Principal School representative
Bike on New Zealand Cycle advocate for the school environment
Table 2 Key stakeholders

Key stakeholders who also provided technical support at the Investment Logic Map (ILM)
workshop included:

. Hastings District Council (HDC)
. Hawke's Bay Regional Council (HBRC) / Bike NZ
. Sport Hawke's Bay (Sport HB)

EWSP New Zealand Limited 2020
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2 Context

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's
Bay, known for its lifestyle, climate, beaches and activities, such as cycling trails, walking
tracks and iconic landmarks such as Cape Kidnappers and Te Mata Peak

In 2010 the Hastings District became new Zealand's first "Model Community” and by January
201 the programme was branded "iWay", a network of urban pathways and on-street
facilities. Building upon this, Hawke's Bay Trails is one of 22 Great Rides in New Zealand, with
nearly 200km of off-cycle trails connecting the region and over 700,000 trip counts
recorded on the trails in 2019.

21 Strategic Drivers
The project’s alignment to existing key relevant strategies and plans is summarised below.

211 Government Policy Statement (GPS) 2018-2028 (MoT 2018)
The GPS identifies several national land transport objectives that are relevant to this

investment, notably a land transport system that:

. Provides increased access for economic and social opportunities: Supporting
tourism is specifically noted in the investment priorities and the planning
direction

. Enables transport choice and access: Specifically, increased mode shift, fit-for-

purpose and safe (real and perceived) walking and cycling infrastructure

. Reduces the adverse effects on the climate, local environment and public
health: Notably reduced significant negative effects on water quality and
biodiversity from construction and ongoing use of transport infrastructure, and
increased uptake of active travel modes such as walking and cycling to support
environmental and public health objectives

The project has a strong alignment to the GPS and relates to mode neutrality, accessibility,
safety and affordable transport for all residents and users of the project corridor. The business
case approach aims to provide a value for money solution that address the needs from the
key stakeholders.

212 Draft Government Policy Statement (GPS) 2021-2031 (MoT 2020)
The GPS identifies four strategic priorities that will guide land transport investments from
2021-2031. Several national land transport objectives that are relevant to this investment,
notably a land transport that

. Developing a transport system where no-one is killed or seriously injured: We
need to create a transport system in both urban and regional areas that protect
people. This priority gives effect to, but is not limited to, the Road to Zero- the
2020-2030 Road Safety Strategy (Road to Zero).

. Providing people with better transport options to access social and economic
opportunities: Highly liveable cities and towns are people-friendly places with
healthy environments that improve wellbeing and economic prosperity. The
transport system contributes to liveable cities and towns by providing people
with good travel options. This requires all parts of the transport system, be it
roads, rail, public transport, and walking and cycling routes, to work together.

. Improving freight connections for economic development: Efficient, reliable,
safe, mode-neutral and resilient freight transport - within cities, between regions
and to ports - isvital for a thriving economy. The transport system needs to

@WSP New Zealand Limited 2020 o
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support the movement of freight by the most appropriate mode, improving
interregional corridors, and increasing resilience.

. Developing a low carbon transport system that supports emission reductions,
while improving safety and inclusive access: Vehicles that run on fuel are the
fastest growing source of harmful climate pollution -emitting almost 70 per cent
of our total transport emissions. Prioritising a reduction in greenhouse gases
emitted by transport will help to achieve the Government's emission reduction
targets and protect public health.

213 Keeping Cities Moving (WKNZTA 2019)
Keeping Cities Maving is Waka Kotahi's plan to improve travel choice and reduce car
dependency and contributes to the GPS objectives by increasing the wellbeing of New
Zealand's cities by growing the share of travel by public transport, walking and cycling

Keeping Cities Moving includes an action plan of 34 interventions that will focus on
leveraging mode-shift through:

. Spatial and place-based planning

. Policy and regulatory interventions

. Network design, management and optimisation

. Investment in infrastructure, platforms and services

. Economic tools; and

. Education, engagement and awareness interventions
214 Vision Zero (MoT 2020)

Vision Zero is the Ministry of Transports strategy where no-one is killed or seriously injured in
road crashes, and where no death or serious injury while travelling on our roads is
acceptable Vision Zero builds on the Safe System (Safe Speeds, Safe Roads, Safe Vehicles,
Safe Road Users) holistic approach to road safety, which requires people to think about the
road system in its entirety, from infrastructure projects to policy and regulation.

215 Climate Change Response (Zero Carbon) Amendment Act (MfE 2019)

The Climate Change Response (Zero Carbon) Amendment Act 2019 provides a framewaork
by which New Zealand can develop and implement clear and stable climate change
policies that contribute to the global effort under the Paris Agreement. This will limit the
global average temperature increase to 1.5° Celsius above pre-industrial levels and allow New
Zealand to prepare for, and adapt to, the effects of climate change.

The changes do four key things. They:

. set a new domestic greenhouse gas emissions reduction target for New Zealand
to reduce net emissions of all greenhouse gases (except biogenic methane) to
zero by 2050

. establish a system of emissions budgets to act as stepping stones towards the
long-term target

. require the Government to develop and implement policies for climate change
adaptation and mitigation

. establish a new, independent Climate Change Commission to provide expert

advice and monitoring to help keep successive governments on track to meeting
long-term goals. See the Climate Change Commission website.

216 Hastings District Plan (HDC n.d.)
Section 2.5 Transportation Strategy of the Hastings District Plan (the District Plan) identifies
the importance of establishing a safe and efficient use of the transport network. This can be
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achieved by traffic management on the network, and the control of land use activities
alongside the network.

217 Hastings Council Long Term Plan 2018-2028 (HDC 2017a)
The Hastings District Council's Long Term Plan sets out the Council's plans and spending
with the following aims being relevant to this investment:

. Accessible range of safe transport options

. Safe walking and cycling facilities

. Efficient movement of goods

. Infrastructure supporting economic growth

218 Hawke's Bay Regional Cycle Plan (HBRC 2015)

The Hawke's Bay Regional Cycle Plan vision is to "normalise cycling in Hawke's Bay to such
an extent that the region is nationally and internationally recognised as providing the
most bike-friendly experience in New Zealand™ By encouraging uptake in active travel, this
business case increases the benefits from cycling in the areas of liveability, health and
tourism.

211 Hawhke's Bay Regional Public Transport Plan 2019-2029 (Draft) (HBRC 2019a)
The Regional Land Transport Plan (RLTP) vision for transport in Hawke's Bay is: "A safe,
resilient and efficient transport system that supports the development of our economy and
contributes to social wellbeing in our community” It aims to promote increased numbers of
trips being undertaken on public transport, lessening the reliance on private motor vehicle
travel and contributing to reduced congestion and carbon emissions on the road network.
The Draft Regional Public Transport Plan 2019-2029 builds upon this strategic alignment by
supporting the RLTP's vision.

212 Hawke's Bay Regional Council Climate Emergency Declaration (HBRC
2019b)
The Hawke's Bay Regional Council (HBRC) joined other councils around the country when it
announced a climate emergency for the Hawke's Bay region on 26 June 2019, recognising
there is a small window of time to action and avoid the most damaging effects of the
climate crisis in the longer term.

In declaring a climate emergency, the Regional Council is making climate change a focus in
all its decision-making and relevant work programmes.

213 Local Government Leaders’ Climate Change Declaration (LGCNZ 2017)
Local government leaders declared an urgent need for responsive leadership and a holistic
approach to climate change. The declaration asked NZ government to make climate
change a priority to develop and implement an ambitious transition plan for a low carbon
and resilient NZ. All local governments are committed to developing and implementing
action plans to reduce greenhouse gas emissions and support resilience. Plans will promote
walking, cycling, public transport and other low carbon transport options

This business case clearly promotes the development and implementation of active
transport to reduce greenhouse gas emissions and support resilience.
22 Previous Programmes and Investment

In 2010, Hastings and New Plymouth were selected by Waka Kotahi for the Model
Communities Programme, a focused investment in cycling infrastructure, education and
encouragement. In 2011, iWay was developed, with the programme focusing on developing
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key arterial routes to the urban areas, complementary on road cycle lanes on key collector
routes, shared pathway projects, improved connectivity and education programmes
including training, campaigns and other safety programmes (HDC 2017). By mid-2012, the
network was completed with more than 100km of new pathways including key routes to
Flaxmere, Hastings, Havelock North and Clive (Way 2020). In the urban areas of Hastings
District, most routes are on road cycle lanes.

A key outcome of that programme was a "20% increase in cyclists since before the iWay
project began” (Way 2020)

Some of the key learnings’ from iWay which will help the development of this programme

are:
. Look to provide possible opportunities to strengthen network continuity within
the route hierarchy.
. Consistency of the standard of infrastructure provision (within a hierarchy of

routes) is important to pedestrians and cyclists and also promotes better
understanding of expected behaviour for drivers.

. Reported safety perception when walking and cycling has remained high across
the study period (around 829% of people feel safe) and has increased significantly
from the pre-iway level of around 28% (2008)

. That where possible and appropriate, off-road provision should be made in
preference to on-road cycle lanes.
. In some cases, the desired mode shift did not occur where less desirable

improvements (such as TDOM, behaviour change and parking management
interventions to discourage driving) were not fully implemented alongside
cycleways and footpaths.

. A lack of bike shelters and storage facilities.

23 Geographic Context

Hastings, Flaxmere and Havelock North consist of relatively flat and rolling countryside, with
Te Mata Peak providing some steeper areas. The relatively flat topography is favourable for
active transport users, with the steeper areas such as Te Mata Peak providing recreational
users the challenges they seek.

251 Population Population within the urban areas of
Hastings District has a population Hastings District
of estimated at 85,000 people 60,000
which is a 9.5% increase from 5 50,000

years prior (SNZ 2019). with 60% of 40,000
30000
20,000 I I
10,000
0 EEE meE

that population residing in the key
urban areas of Hastings, Havelock
MNorth and Flaxmere.

Hastings  Flaxmere  Havelock Total
Central North

Population (Stats NZ)

Over the next 25 years, Hastings
District's population is expected to
increase to nearly 100,000. To
support the vision for delivering a
safe, attractive and connected
active transport network for
Hastings District, HDC needs to ensure the active transport system is fit for purpose That
means providing safe facilities and transport choices to all road users.

m2001 =m2006 w2013

Figure 2 Population in 2001, 2006 and 2013 (SNZ
2013a)

T based on the initial three-year intensive monitoring and evaluation period undertaken (HDC 2014
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While population growth is expected to remain steady, there is expected to be significant
growth of the 65+ age populations, who are expected to increase from 35% of the
population in 2013 to 45% of the population in 2043. Growth in the population in the 65+
age group is expected to be equal to total population growth over this period. This will have
significant impact on the transportation network and how residents use transport in the
upcoming years.

figure.ng,

Estimated and projected age distribution in
the Hastings Distriot, New Zealand
By age zroup (at end of parind), 2013 and 2043, ¥ of papulation

ats NZ 2o

zom1

g

o

0- E - 15 2% % 30- 95 40- 45 50- 65 6)- 65 - 7 B0- F5
Age zroup

Figure 3 Projected age distribution in Hastings District (FNZ 2017)

232 Land Use
Hastings District is dominated by rural and plains
production land use, which surround the urban and
commercial areas of Hastings, Havelock North and
Flaxmere. Growth areas are made up of industrial and
residential areas, with the majority of industrial growth
areas surrounding Hastings and Flaxmere.

The District includes large areas of rural land uses,
where private vehicles are likely to remain the only
viable transport option. However, most of the District's
population lives in the three urban areas, of which
there are 58 schools, multiple commercial centres
and several areas of employment. This land use
pattern means that most journeys are likely to be
short and within distances that could be covered by
active travel.

233  Social and Economic Context
Napier-Hastings is a relatively low-income region and & i
has a significant degree of socio-economic Figure 4 Land use within Hastings
deprivation. This needs to be taken into consideration, District (HDC et al 2017)
in future urban development planning for the area
(Bevin 2009).

Previous investment has been geographically focused on urban areas resulting in

communities on the urban fringe and low socio-economic communities such as Flaxmere,
Camberley and Frimley, coastal and marae communities receiving less investment in active
transport facilities. Many of these previously underinvested and underserved communities

@WSP New Zealand Limited 2020 ¥

ITEM 5 PAGE 22

Item 5



Item 5

Active Transport Business Case
HDC Active Transport PBC Final

Attachment 1

also suffer from severance issues due to the location of key corridors such as Flaxmere and
SH2 (Expressway).

Key industries in the region include primary production and processing, commercial
business services and wholesale/retail trade. Hastings District is one of the largest apple, pear
and stone fruit producing areas in New Zealand, and therefore has an important relationship
with Napier Port. Napier Port is the fourth largest export portin New Zealand by overseas
export volumes, additionally it hosts cruise ships (HBRC 2018). The district is also an
important grape growing and wine producing area, attracting many tourists to the region.

Employment in the region is expected to increase by 18% between 2015-2045, with
particular focus on the commercial and industrial sectors, which are forecast to grow by 21%
and 15%, respectively between 2015-2045 (Bevin 2009).

Increasing employment in the region will result in increased demands for travel to
employment Accommodating this demand within existing travel patterns dominated by
private vehicle use would result in increased pollution and congestion. A poor environment
for active transport will restrict access to increasing employment opportunities for those
unable to access private vehicles through disability or deprivation

24 Transport Context

The main customers of the active transport network are commuters between Napier,
Hastings, Havelock North, and Flaxmere, school students, tourists and recreational users, and
seasonal cruise ship passengers. Tourists visit wineries around Hastings and Havelock North
via bicycle as a popular activity.

Large employment centres include Hawke's Bay District Health Board (Hastings), Whakatu
Industrial area, Hawkes Bay Airport (Napier), and Napier Port (Napier), with Napier only
located 20km north east of Hastings. In total over 6,500 people were recorded as
commuting into the Hastings Central area in the 2013 Census, as shown in Figure 11.

3 The Need for Investment

31 Defining the problem

Key stakeholders were invited to take part in a facilitated investment logic mapping (ILM)
workshop, held on 19 December 2019, to gain a better understanding of current issues and
business needs. The stakeholder panel (refer to Section 1.3) identified and agreed one key
problem and two benefits. The evidence validating the problemsisincluded in section 3.3

Problem one: Gaps in levels of service* and the perception that walking and cycling

@ is unsafe and inconvenient is limiting its uptake, resulting in high car dependency

*LOS - safety LOS, inconsistent LOS (unmet expectation of comfort and quality) and network gaps

between destinations and communities

This problem captures the concern that there is a lower proportion of people travelling to
work and school using active transport, and a higher dependency on cars, which is reducing
social and economic opportunities for vulnerable populations? reducing health and
wellbeing outcomes, particularly air quality, mental and physical health, and underutilising
the existing investment into active travel.

2 Accessibility for elderly, children and those without access to a vehicle
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Poor customer levels of service (CLoS) and the perception that walking and cycling is unsafe
and inconvenient have been identified as the possible causes of poor uptake of active
transport and a high dependency on cars

Key stakeholders at the workshop concluded that high vehicle use is impacting the
perception of walking and cycling safety, the health and wellbeing of the community and
environmental targets set out by local and national government. The ILM is in Appendix A -
Investment Logic Mapping.

32 Benefits of Investment

The potential benefits of successfully investing to address these problems were developed
and agreed by stakeholders as part of the investment logic mapping held on December
2019. The stakeholder panel identified the following potential benefits and weightings:

@ Benefit one: Increased use of active travel modes

Benefit che has been weighted 70% from resolving the identified problem. Increased use of
active travel for trips to school, work and recreational purposes will result in improved health
outcomes such as increased physical activity levels and reduced obesity rates. Using active
travel as a mode of transport will also result in improved environmental outcomes such as air
and noise quality and will reduce transport related emissions and overall environmental
impact.

Increasing use of active travel modes will also result in increased utilisation of the existing
iWay infrastructure.

@ Benefit two: Improved perception of active travel

Benefit two has been weighted 309% as resolving the identified problem. Improved
perception of active travel is the result of addressing views around safety, convenience,
quality and comfort of walking and cycling. By addressing gaps in the level of service,
improving amenities and reducing the pedestrian and cyclist crash rate, views on using
active travel will shift over time, ultimately improving the perceptions around walking and
cycling

The Benefit Map is part of the ILM and is attached as Appendix D

33 Evidence

In validating the problem statement, there are a number of factors to define and explore;
including:

. Definition of ‘gaps in levels of service” which includes traffic volumes, crash
history, Active transport facilities and comfort of active transport users;

. Perception of the safety of walking and cycling including urban form, road safety
perceptions, fear of crime, end of trip facilities and convenience of active modes;
and

. Limited active travel uptake which includes active travel uptake, geographic

factors, mode share [ high car dependency and equity and access.

This information is provided in section 331,332 and 333
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331 Gaps in levels of service

Traffic Volumes

Key routes for traffic include the Hawkes Bay Expressway (State Highway 2), Omahu Road,
Havelock Road/Heretaunga Street East, Pakowhai Road, St Aubyn Street, and Southampton
Street, which all have sections carrying over 10,000 vehicles per day. These routes are
classified as Arterial Routes or higher in the One Network Road Classification (WKNZTA
2020).

Concentrations of heavy vehicles are greater in areas accessing the Whakatu Industrial Estate
and Napier Port (WKNZTA 2018). Growth in productivity, particularly residential, industrial
and regional industries such as horticulture, viticulture and Napier Port, along with an
increase in the number of cars per household is contributing to growing demands on the
Hastings District transportation network (Heretaunga Plains Strategy). Although the road
network is experiencing additional pressure, there is limited congestion with only localised
peak congestion as identified in the Heretaunga Plains Transport Strategy on SH 2, Omahu
Rd, Heretaunga St / Havelock Rd, Karamu Rd, St. Aubyn St and intersections around the
Whakatu area.

Since 2017, Hawke's Bay has also seen a rise in VKT on sealed urban and rural local roads, as
well as sealed urban state highways. However, this is not the case for rural state highways
which indicates increased demand has primarily occurred in urban areas and the more
remote parts of the district.

On arterial and collector routes in and between the urban areas of Hastings District, traffic
volumes and traffic speeds are high and there is narrower or no shoulders creating a high
risk of exposure. This results in people not feeling safe or comfortable when using on-street
cycling facilities and may reduce their use.

Crash History

Since 2015, there has been an increasing trend in the number of injury crashes in Hastings
District, particularly on urban roads. The 10-year DS| trend has been decreasing in rural areas.

In terms of active modes, often classed as vulnerable road users, these make up 33.6% of
deaths and serious injuries (DSIs), however, these modes are significantly underre presented
when compared to New Plymouth, Nelson and Palmerston North®, with vulnerable road
users making up 43 4% of total DSIs in these urban areas, as shown in Table 3.

Vulnerable Road User DSI | 9% of all DSI in Hastings DC | New Ply./ Nelson/ Palm
Nth. Average % of all DSI

Pedestrian 53% 13.69%
Wheeled Pedestrian 169% 0459
Cyclist 6.3% 11.9%
Motorcyclist* 20.4% 17.5%
Total 33.6% 43 4%

Table 3 Vulnerable Road Users

Active users are a lower proportion of crash casualties in Hastings District than in other
districts. However, in the Hastings District cycling is perceived to be unsafe and mode share
is lower than other districts. Further information is needed to understand why cycling is
perceived as unsafe. However, cycling infrastructure on high volume, high speed traffic
routes with no or limited separation may contribute to this perception.

5 Similar urban areas in terms of size of area, population and active transport networks.
“ Including mopeds & pillion passengers
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Active Transport Facilities

The quality and comfort of the active travel network can be defined as the ease of getting
from an origin to a destination along existing streets and pathways, such that pedestrians
and cyclists are not required to undertake complex manoeuvres, diversions or be exposed to
poor surfaces.

Figure 11 summarises the different facilities used within the urban and rural environment in
the Hastings District. Facilities recorded include shoulders, cycle routes, cycle paths and cycle
lanes.

Existing Cyche Facility - Urban Environment Existing Cycle Facility - Rural Envircnment

e w00
e ity o pacibey
shoukder snacicar
[ L5 - Foute
G WPl o -
% mLane u = Lane
7] i Raginns

£
H
E

8385373
§EE§ 38

5
g
[

ars [
Ateral el Lucal Saleal Ruiuns Artria elluciee

Figure 5 Cycling facilities on road corridors in the Hastings District (HDC 2017)

Figure 6 shows that within the District’s urban areas, 60% ESTIMATED DEGREE OF FIT FOR

of arterial and collector routes have some form of facility PURPOSE NETWORK
and, in rural areas, 20% of arterial and collector routes have  (EY END OF 20120
some form of cycling facility. In urban areas, these facilities HIGH

are usually on road cycle lanes. For example, St Aubyn 80% Hastings
Street and Southampton Street have Class 3° on-road cycle

lanes (HDC, iWay 2018). However, many cycle facilities on 70% Nelson

arterial and collector routes are inconsistent, especially at
intersections. Intersections are critical points for safety and
iWay have identified that the majority of intersections in
Hastings District require further improvements to
accommodate active transport. 50% Tauranga
50% Hamilton

50% Christchurch

The national cycling programme identified Hastings as
having an 800% fit for purpose network. This emphasises
the importance of giving people safe and easy transport
choices, regardless of the reason for their journey (WKNZTA
2017). In the past, Waka Kotahi largely focused on cycling as ~ 25% Wellington
a mode of transport, however in working with the Ministry 25% Auckland
of Business and Innovation (MBIE) and the Ministry of
Health (MoH), the focus has shifted toward collaboration
and achieving co-benefits of active travel including regional  Figure 6 Hastings supports a

40% Dunedin

Low

economic development, tourism, safety, health, social range of government

wellbeing and environment outcomes and was identified
as being a fit for purpose

Typical traffic volumes on arterial and collector routes are network (WKNZTA 2017)

over 5000 and 3,000 vehicles per day, respectively and
several arterial routes in the District carry over 10,000 vehicles per day (WKNZTA 2020a). As
shown in Figure 8 Guide to facilities for traffic conditions (AT 2019), at these traffic volumes,

5 Cycle lanes on the carriageway legally designated by a painted cycle symbol (WKNZTA 2020b)
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protected cycleways are the preferred provision for cycling, regardless of traffic speed. While
the District has a network of cycle facilities covering many routes, the level of infrastructure is
typically lower than desirable, primarily due to lack of separation on high speed high volume
routes. Infrastructure also has gaps, especially at intersections, where the Level of Service is
further reduced.

GUIDE TO FACILITIES FOR TRAFFIC CONDITIONS
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Figure 7 Guide to facilities for traffic conditions (AT 2019).

Comfort of active transport users

A lack of confidence and fear to use active modes are in many cases a result of participants
being uncomfortable with driver behaviour, and the perceived lack of regard and awareness
of cyclists and pedestrians. This perception has been reported in the perception survey,
highlighting the issue of co-habitation on the road.

Where there is good cycling infrastructure, people who drive will feel more comfortable
driving near people who are cycling and walking. A 2013 study in San Francisco found that
whether or not drivers rode bikes themselves, over 80 percent of drivers felt moderately or
very comfortable when driving near bikes with a protected bike lane (WKNZTA 2016). Only
half of the drivers in the study said they felt comfortable on roads without cycling
infrastructure (WKNZTA 20186).

332 Perception of walking and cycling as unsafe and inconvenient
Urban form

Cycling and walking are sensitive to distance and time, low density residential zones typically
result in increased distances and times between destinations, however, low density does not
necessarily mean poor connectivity (Cheyne et al 2015). Directness of path between two
points are related to the characterises of street design. Cood connectivity is highly correlated
with walkability (Cheyne et al 2015). New active mode routes should offer advantages in
terms of directness/permeability and journey time. (ESCC 2014).

Hastings and Havelock North have highly connective road networks based on a grid
structure. However, the existing road network does not generally offer active users
advantages in connectivity as no restrictions are made on motorised users. Flaxmere's road
network is less connected, however, active user paths to and through parks and reserves
offer improved connectivity for active users.

A large number of studies found that shorter distances between home and school are
associated with increased active transport to school {Condon 2013). Two Australian studies
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reported that children are more likely to walk or cycle to school at least once a week, if they
lived within 800 metres of their school (Condon 2013).

Hastings has been designed so that most houses are within 2 km of Hastings Central School
as seen in Figure 8, potentially an easy distance to walk or cycle between home and school
although still a distance for some. Active travel accessibility to jobs is also very high. There are
7,000 jobs in the Hastings Central Census Area Unit and every resident is within 3 km. Many
jobs in Hastings are within a distance accessible by active transport.

G ettlng to Hasti ngS Central A travel mode and distance survey of most (165, 82% of the school roll)

students indicated that 35% live within 1km, 40% live mare than 1km but
A 2 km radius circle around Hastings Central School covers 3 1arge |ess than 2km, and 25% live more than 2km from school. Being driven to
area of Hastings (Figure 9). school is the main mode of travel overall. For those who live within 1km,
5 walking is the main mode (Table 1).

Table 1: Mode of transport to school survey
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neighbourhood dominates the origin/destination map.

Figure 8 Location of Hastings Central School and the relative distance students
travel (HCS 2018)

Road Safety Perceptions

The perception of safety in relation to walking and cycling is an important determinant of
uptake in active travel® Walking and cycling are statistically safe ways to travel (MoT, 2015);
however, negative perceptions and experiences may discourage people from using a
particular route or encourage them to drive instead of walk or cycle, especially if the walking
and cycling infrastructure is poor. Cheyne et al (2015) noted that parents participating in a
perception survey expressed concerns about letting their children cycle on the road on their
own, due to their lack of skills and experience on the road but also because parents did not
trust other road user behaviour.

Findings from a comprehensive study by Muggeridge in 2012 suggest that although people
in Hastings generally have positive attitudes towards walking and cycling, these are not
necessarily translated into high levels of active transport, or high intentions to walk and cycle
as a form of transport (Muggeridge 2012). As seen in Figure 10, driver behaviour, traffic
volume and traffic speed were dominant factors in influencing walking and cycling safety
perceptions. Other studies have found that traffic speed, volume, and proximity are key
deterrents to active travel and particularly for commenting cyclists, cars passing too closely
increases anxiety.

& The perception of safety in relation to cycling is often considered of greater importance than the
actual safety of cycling, as the risk perceived is likely to be a more important determinant of
cycling than the actual risks associated with cycling (Muggeridge, 2012)
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Top factors influencing safety
perceptions (Muggeridge 2012)

o Driver behaviour
€ Traffic volume
€) Traffic speed

o Parking provision

9 Number of intersections

Figure 9 Factors influencing safety perceptions
(Muggeridge 2012)

Some of the things that can improve perceptions of safety and comfort is by providing
dedicated space for active users, either on the road or separated off road, and increasing the
separation to motorists.

Fearof Crime

Another barrier to the uptake of walking and cycling is the fear of crime and one's personal
safety, particularly for women, elderly and those with disabilities. Children and students use
of active transport is often over-ridden by parents, who are concerned about 'stranger
danger' A poor design of the urban environment such as lack of surveillance, poor lighting,
overgrown vegetation and disrepair adds to fearful attitudes towards walking and cycling.
The issue of darkness can also be associated with the built environment, as many
participants agreed that better lighting would make them perceive walking in the dark as
safer. Darkness was particularly important in Hastings and Flaxmere, but to a lesser extent in
Havelock North. Havelock North was thus perceived as safer than the other two
neighbourhoods, with people saying they would not mind walking alone at night there but
would not do it in Hastings or Flaxmere (Cheyne et al 2015).

End of trip facilities

All active mode routes should be clearly signed and have trip end facilities provided, such as
cycle parking (ESCC 2014). End of trip facilities include showers and changing facilities, and
secure sheltered bicycle parking. A lack of secure or sheltered bicycle storage contributes to
fear of crime in the form of bike theft. Showers and changing facilities reduce the concern
over body odour for those who cycle or walk further, those who have access to showers are
176 times more likely to cycle to work than those without the same facilities (Cheyne et al.
2015).

The Hawkes Bay DHB built additional secure cycle storage and started charging for car
parking, these differences encouraged people to switch from motor vehicle use to active
mode use. By adding additional amenities and making active modes more desirable such as
providing end of trip facilities like showers, secure bike storage and lockers, map of facility
locations and repair stations and bike pumps encouraged people to use active modes more.
(Cheyne et al. 2015). By increasing those facilities for staff, between 2015 and 2018 Hawkes
Bay BDHB cycling mode share increased by 6% and walking mode share increased by 3%.

School travel plans have indicated possible interventions to improve active travel to school.
These interventions include improved end of trip facilities, such as all-weather bike and
scooter stands. However, at present, only 63% of the urban schools in the district have at
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least partial access to the iWay network and nearly 40% schools in urban and over 80%
schools in rural area have no coverage.

Convenience of active modes

Motor vehicle use has been made so convenient, that active transport seems inconvenient in
comparison. As seen in Figure 10, for the Hasting district, ‘'getting there quick’ (ie.
directness/journey time) and 'convenience’ (e.g. shops en route) are considered important
factors that influence mode choice when travelling to school, work or shops. Parking is easy
and cheap, which also means the car is often the most convenient option, when compared
with public transport or active modes.
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Figure 10 Factors influencing choice of
mode of transport (Muggeridge 2012)

School travel plans in the Hastings district have noted that student travel behaviours have
changed. Between 1990 and 2014, the number of primary school students being driven to
school in New Zealand increased from 319% to 55%, while travel by walking fell from £429% to
29% and cycling from 12% to 2% (MaoT 2015). Parents drive their children because of
ingrained travel habits safety perceptions, and busy schedules including after school
activities (HCS 2018)

Almost 80% of people travel to the shops via motor vehicle, in the same survey it was
determined that just over 15% of people would walk or cycle to the shops.

The HBDHB travel survey concluded that the reasons people use motor vehicle is primarily
for convenience and flexibility.

Interventions that increased the convenience of active modes or decreased the convenience
of travel by car could increase active mode share.

333 Limited active travel uptake, resulting in high car dependency
Geographic Factors

Poor weather and climate, such as reduced daylight hours, wind and rain reduces the likely
number of cyclists to 64% of the normal levels. Topography was another highly correlated
factor to cycle use (Cheyne et al 2015).

The District's climate is dry and mild, and its topography is flat. The natural environment is
ideal for active travel Yet this is not reflected in the limited uptake of active travel.
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Active Travel Uptake /Mode Share

In 2010, New Plymouth and Hastings were selected by Waka Kotahi as model walking and
cycling communities. New Plymouth District is comparable to Hastings District due to its flat
topography, and population (74,184 district, 54,800 urban area).

Based on travel to work data from the 2013 Census, active mode share in the Hastings
District is 9%. This compares to 10% for the Hawkes Bay Region and New Plymouth District.
Active mode share includes the walking mode share is higher than the cycling mode share
in Hastings District and the comparison areas.

Hawke's Bay District Health Board (HBDHB) and Hastings District Council (HDC) both have
travel plans in place and have collected data on their staff travel behaviours. According to
the HBDHB 2018 Travel Survey, 29% of staff commute less than fifteen minutes and 56%
commute fifteen to thirty minutes (HBDHB 2018} (see Appendix B - HBDHB Travel Survey
Data Key Findings). HDC's 2017 Staff Travel Plan indicates that 55% of staff reported that
their trip to/from work was less than fifteen minutes and of these respondents, 15% do not
have family or work requirements (HDC 2017b). As these two employers represent a
sighificant number of employees in the Hastings District, this data indicates there is an
opportunity to shift some of these trips to active modaes.

More people use private vehicles in Hastings District to complete their trips, in comparison
with Hawke's Bay and New Plymouth District. Nearly 90% of total trips in Hastings in 2013
were completed using private vehicles. Total commuting to and from Hastings is in Figure 11.

Most people commuting into Hastings Central are coming from the urban areas within
Hastings District which would result in a total commute distance of less than 8km, or 30
minutes by bicycle.

Figure 11 Total commuting to and from Central Hastings (SNZ 2015)

Hastings District has the lowest proportion of people walking to work, in comparison with
Hawke's Bay and New Plymouth District. Hawke's Bay and Hastings District have a similar
proportion of people cycling to work; however, both have a lower proportion than New
Plymouth District

This dataset indicates both a dominance of the car in Hastings and an opportunity for
change given the projected increase in population in the coming decades.
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The average annual daily cycle volume has increased, as counted at nine permanent count
stations in the Hastings District. Over 1,500 average daily cycle trips were recorded, in 2016,
and as shown in Figure 12, there are a few locations where a decrease in cycle numbers were
observed, which indicates areas for improvements along the iWay cycle network.

250,000
200,000
150,000

100,000

50,000 | ||
[ | .I -II — -II -II - [ 1] I

Crosses id  Havelock Brdg Clive Pathway Clive Pathway Maraekakaho  Wilsen Rd Windsor Ave  Gascoigne Rd Total [across all
Kanilworth Essex Cr Rd Pathway Pathway Pathway Pathway counters)

Wi013 Wi0l4 m2015 206

Figure 12 Annual Average Daily Cycle Volume at recording
stations in Hastings District (HDC 2017)

Cycle and pedestrian volumes are seasonal, with the highest number of cyclists observed
during the summer.

Recent investments in the active mode network have resulted in increased active travel and
increasing active mode share in the District. However, active travel in Hastings District does
not match that achieved in the rest of the Hawkes Bay Region or Waka Kotahi's other model
community, New Plymouth.

Other key areas which area contributing to mode share:

. Road congestion, increased petrol and parking costs, availability of electric
bicycles and scooters, bike sharing, and provision of more dedicated cycling
infrastructure has increased active mode share in Hastings District since 2006.

. Public transport patronage in Hastings District increased between 2009 and
2015 but has since declined to levels seen in 2012. This trend is consistent with
regional New Zealand, and due partly to improved economic conditions,
therefore more people are employed and using a vehicle”

. The use of the Total Mobility scheme® has increased since 2010, in line with the
shift in population demographic in the Hastings District

7 Car ownership per capita has increased 7% in Hawke's Bay. The most significant declines in patronage have
occurred on bus routes servicing areas with higher unemployment rates

& The Total Mobility Scheme (TMS) provides subsidised passenger services travel for Hawke's Bay residents
who are unable to use public transport due to a significant, permanent impairment
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High Car Dependency

The Hawkes Bay Region has light vehicle® ownership rates higher than the New Zealand
average of 0.8, as shown in Figure 13.

Light fleet ownership per capita by region
North Island - Lower North Island - Upper South Island

NELSON-MARLBOROUGH

HAWKE'S BAY

08 [MANAWATU-WANGANUI } 1

07

2000 2004 2008 2012 2016 2000 2004 2008 2012 2016 2000 2004 2008 2012 2016

Figure 13 Light fleet ownership per capita by region (MoT 2018a)

However, as of the 2013 Census, over 2,000 (8%) households in the Hastings District did not
have a light vehicle and over 9,000 (37%) have just one vehicle. Forty-two percent of
households in the Hastings District have three or more people living in the household which
indicates there are parts of the population that are already disadvantaged by not having
access to a vehicle to travel. A network that encourages high car dependency reduces social
and economic opportunities for the transport disadvantaged, those who choose not to drive
and vulnerable populations such as the elderly and children, by minimising their access and
choice on how to travel.

As noted in Section 233, Napier-Hastings is a low-income region and the high cost can be a
barrier to vehicle ownership. A land transport system that makes travel by active modes
difficult increases dependency on cars in order to access social and economic opportunities.

See Appendix C - Household size and motor vehicles per household data for further details.

Equity and access
With reduced social and economic opportunities due to reduced access to transport choices

for vulnerable populations’®, both the mental and physical health of an individual's wellbeing
are affected.

? Light vehicles include light passenger vehicles such as cars and light commercial vehicles such as vans and
utes.
19 Accessibility for elderly, children and those without access to a vehicle.
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A significant portion of the adults are not
meeting the recommended physical activity
guidelines of at least 30 minutes of exercise
on at least five days in the past week". As
seen in Figure 14, the Hawkes Bay Region
has the lowest rates of adult physical
activity” and second highest level of obesity
of any region in New Zealand (MoH 2020).

Although walking is the most common
type of physical activity for sport, exercise or
recreation among adults in New Zealand,
this has been found to be predominantly
driven by physical and emotional wellbeing
reasons, rather than social motivations (FNZ
2018, FNZ 2018a).

PHYSICALACTIVITY AND OBESITY RATES

(2014-2017)
m Physical activity rates Chbesity rates
&
o
) b
r in
o @
£ ui
i i
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" in
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HAWEKE'S BAY TARANAKI NEW ZEALAND NELSON

MARLEOROUCH
Figure 14 Physical activity and obesity rates

for New Zealand and selected regions
(MoH 2018)

The effects of inequitable transport access are further evident in the loneliness rates of the
Hawke's Bay population, where 17.9% are lonely some, most or all of the time in 2018 (14%
above the national average loneliness rate) (SNZ 2019a)®. The rate at which the New Zealand
population have seen face-to-face by mental health and addiction services also peaks at the
age of 15, declines until the age of 70, and then increases again (FNZ 2016). For many elderly,
the only means of autonomous transport is through walking which also provides a means of
social interactions with others in the community.

These all attribute to the need to provide a quality walking and cycling network, particularly
for the elderly and those who are transport deprived due to either not having accessto a
vehicle, or not enough vehicles for the household (see household size and motor vehicles per
household data in Appendix C - Household size and motor vehicles per household data for
more details).

34 Investment Objectives

Investment objectives were developed by the project team and agreed upon with the
stakeholders as part of the strategic case and were further developed during the PBC. They
include the benefit, measure and target when fully developed.

Benefit 1: We will increase the number of people using active travel by:

. increasing active travel for trips to work by X%,
. increasing active travel for trips to school by X% and
. increasing active travel for recreation by X%.
Benefit 2: We will improve perception of active travel by:
. improving walking and cycling provision by x%,
. reducing pedestrian and cyclist crash rate (visible to community) by X% and
. having zero deaths.
3.41 Key Performance Indicators

It is important that the benefits of investment can be assessed and measured, to
demonstrate that the proposal will deliver the expected outcomes.

" Hawke's Bay Regional Cycling Plan 2015: The recommended guidance is for at least 30 minutes of exercise
on at least five days in the past week

12 Physical activity (aged 15+ years) is defined as doing at least 30 minutes of brisk walking or moderate-
intensity physical activity (or equivalent vigorous activity), for at least 10 minutes at a time, at least five days a
week.

13 Loneliness data is over a four week period in 2018
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These KPIs provide a measurable basis for monitoring how well the potential new
programmes achieves the benefits over time.

Itis also recommended that once a transportation emission baseline is conducted that a KPI
be added to reduce transport emissions.

Benefit Investment KPI / Measure Description
Benefit

Increased use of
active travel modes
(70%6)

Improved perception
of active travel (3096)

Increased use of
active transport

Access - people:
increase/
maintain

Pollution and
greenhouse

gases:
decrease/maintain

Increased physical
activity levels

Physical health:
support

Improved perceptions
of active travel (safety
and convenience)

Access - people:
increase/
maintain

Mode shift from
single occupancy
private vehicle

Access to key
destinations

Increased use of
active travel (walking,
cycling, scooting) for
trips to school

Increased active travel
for trips to work
Physical health
benefits from

active modes

Increased active travel
for recreation

Access - perception

Improved perceptions
of active travel (safety
and convenience)

School - Increased
active travel trips to
school using census
data (benchmarked
against other regions
and national data)
and generalised
school travel plan
data

Work - Census data,
employer travel survey
data and community
travel survey

HDC to continue
conducting cycle
counts, and measure
future and historic
counts, categorising
off-peak commute
times as recreational
trips

Community travel
survey

New community
survey data on
perceptions of active
travel (safety and
convenience)

35 Key Findings

The following summarises the key findings from the review of the evidence Based upon this
evidence it isrecommended to progress to a programme business case.

Within the Hastings District, most people live in the three largest urban areas, the climate is
mild with infrequent rain, and the topography is very flat. The street network and existing
active travel infrastructure provide a very connective transport network for active modes
However, active mode share is lower in Hastings than it is in comparable cities in New
Zealand.

Cycle facilities in the urban areas are typically painted cycle lanes with no protection,
contributing to a low level of service which is exacerbated by gaps in the cycle network,
particularly at intersections. This poor level of service contributes to low uptake and negative
public attitudes towards active transport.

Low rates of active transport use contribute to congestion, pollution, and poor health as
people choose to travel by private vehicle Concerns about the safety of cycling also

EWSP New Zealand Limited 2020 27

ITEM 5

PAGE 35

Iltem 5



Item5  Active Transport Business Case
HDC Active Transport PBC Final Attachment 1

Project Number: 2-S549300
Hastings District Council Active Transport
Strategic Business Case

contribute to deprivation and isclation as people who cannot access a motor vehicle are
unable to access social and economic opportunities. This contributes to high levels of social
deprivation in the district. Poor health and low levels of physical activity in the District are
reinforced by a transport network that discourage active travel as part of a normal day.

PART B - DEVELOPING THE PROGRAMME
4 Summary of Approach

The development of the programme involved several stages and processes. A summary of
the programme development approach and evaluation process is provided in Figure 15.

Evaluate
the short
list against
the

Assess
programmes
against

Group ideas
into Create a
intervention range of

Evaluate
the

investment i

ILM ’ = . o investment -
workshops categories e.g. rogramme findi

Workshop ! p 4 8 progi . objectivesto i, ndings

and therational themes determine
engagement Enhancements
B (Section 6.1) i I

(Section 5.2.1) (Section
6.2.1)

(Section
6.3.3)

risks and
effects

(Section
6.3.2)

Figure 15 Active Transport Business Case Programme Development Process

5 lIdeas, Alternatives and Options

51 Alternative and Option Generation

As part of the Investment Logic Mapping (ILM) workshop, stakeholders were asked to identify
and agree on a series of problem statements and benefits relating to active modes within the
Hastings District. A resulting ILM was developed (Appendix A - Investment Logic Mapping).
During the workshop, stakeholders were invited to identify a range of options or ideas (from a
transport planning perspective), with the intervention hierarchy in Figure 16 in mind, that
could be considered to address the agreed problems to achieve the benefits sought for both
the Network and Active Transport business cases which ran in parallel as part of the same
process.
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OPTION DEVELOPMENT
HICHER COST Supply of new infrastructure where
affordable/critical to meet desired outcomes
Through optimized levels of service on roads
and public transport services
Best Use of Existing Network
Address d i through agement of
active modes, PT, corporate/school travel
plans, arrang: with pri P ]
ing Align development with transport
cated planm infrastructure and services, plan urban form
Integ! to influence travel demands
LOWER COST
Figure 16 Option development (intervention hierarchy)
593 Idea Generation

As part of the ILM workshop, stakeholders were invited to identify a range of ideas, options or
activities that could be considered as part of a "long-list" of potential programmes. that may
address the problems and achieve the benefits identified through the Investment Logic Map
process.

Stakeholders were encouraged to provide ‘blue-sky” thinking to ensure all ideas were
identified at an early stage. This approach ensured that the ideas were not limited to just those
that achieved a high alignment to the benefits but may include types of intervention to target
specific community outcomes, complementary measures, or services that may provide
alternative options for active transport in the Hastings District.

The ideas from the two ILM workshops were combined to ensure alignment with the proper
programme (network or active transport) and resulted in 52 new ideas. When merged with
options and alternatives from the document review, there were a total of 320 ideas between
both the network and active transport programmes. An additional 11 options were generated
during an internal workshop held with HDC staff on 29" January 2020 based on previous work
and audits.

The ideas for addressing the problems for active transport included connectivity, level of
service, safety, amenity, commmunication, policy, transport and land-use integration, travel
demand management and mode shift options.

512 Alternatives

A Transport Planning alternative is a strategic way of responding to the problem and delivering
the benefits. These could include ways that:

. Change demand - ways in which travel can be reduced;
. Modify productivity - optimising the way the transport system operates; and
. Infrastructure supply - developing new services or building things.
©@WSP New Zealand Limited 2020 29
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Following the idea generation process the project team reviewed the options and developed
additional alternatives that would deliver low cost and high value alternatives according to
the intervention hierarchy in Figure 16. This ensured adequate optimisation, integrated
planning and demand management alternatives were integrated into the programme
development process.

513 Alternative and Option Feedback

In addition to this, feedback on ideas to address the issues were also provided through:

. Engagement with mana whenua (see 5131)
. A public open day held on the 12" March 2020
. Online feedback forum ("my voice my choice") which was open to the public

between the 12" of March to the 19" of March 2020.

5131 Iwi Engagement Feedback

HDC engaged with representatives from local iwi who serve as Pou Ahurea Matua to seek
feedback on both the wider transport network and active transport in Hastings District.
Feedback relating to the active transport network largely included reference to three
locations to be of relevance to this project. These are:

. Waipatu Marae / Waipatu Community Plan
. Kahuranaki Marae Committee, Te Hauké; and
. Bridge Pa and Raukawa Valley

In addition, the key issues related to active transport that need to be addressed through this
project are:

. Lack of walking and cycling connections into centres including Hastings,
Havelock North and Flaxmere,
. Safety concerns due to narrow shoulders in cycling areas (Cycling clubs and Iron

Maori use the Raukawa Valley and surrounding area for training); and
. Action from HDC and HBRC to engage in Papakainga development to provide
solutions, and not put it solely into the hands of the whanau

5132 Online Engagement Feedback
A public open day was held on the 12®" of March and an online survey was also posted on the
same day to provide communities with an opportunity to provide feedback for those who
could not attend. The key findings from this engagement are outlined below.

Problem statement: There exist gaps in the network between communities and
destinations, creating a perception that cycling is unsafe and/or inconvenient.

The following feedback was captured to address the perception that cycling is unsafe and/or
inconvenient:

. Cycle provision on all bridges (with bridge widening where possible)

. Physical separation between cycle paths and road if necessary.

. Reduce road parking to increase the width of cycle lanes.

. Safe cycle/walking paths linking to schools for students from ALL sides of

town/village. Run an education campaign with Sport Hawke's Bay to create
school cycling corridors across the district

. Improve connectivity of footpaths.
. More controlled crossing points for major road intersections.
. Implement a way of controlling roundabouts to enable safety of cyclists (or
signalise them); and
. Ensure trucks are kept on main roads
E'WSP New Zealand Limited 2020 30
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It was noted that making alternative transport the most convenient and safest option for
future commuting means diverting the focus from private vehicles to alternatives and
allowing a greater share of the road network capacity. This relies on bold action from the
Council, combined with the need to educate the public that the future is in alternative
transport.

It was also noted that Hastings HIVE Limited have already invested in the future of shared
office spaces to encourage the use of alternative transport. However, their facilities for
commuters are not currently used, as empty bike sheds attest (even with charging points).

52 Alternative and Option Assessment

521 Option rationalisation process

Due to the significant number of ideas identified through the process, the long list of options
was rationalised into the key alternative 'categories’ shown within Table 4. Projects that were
identified as complete, planned, were underway or would be implemented through other
workstreams or partners were removed. Additionally, a number of ideas were removed as it
was identified that they would not address the problems or there is not currently enough
demand to justify the implementation of some of the options (ie, bus only lanes, pricritising
public transport during peak times). In total 161 options were removed before splitting the
network and active transport programmes out

Table 4 HDC Active Transport Programme Options

Infrastructure (73) East-West Links (13)
City North-South Links (9)
Clive Links (3)
Coastal Links (&)
Expressway Corridor (3)
Flaxmere Links (8)
Hastings to Clive Corridor (2)
Havelock Links (8)
Havelock to Bridge Pa Corridor (5)
Havelock to Hastings Corridor (3)
Havelock to Whakatu Corridor (&)
Napier Connections (3)
Pakowhai-Maraekakaho Corridor (4)

Te Mata Peak Corridor (2)
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Whakatu Links (2)
Safety Improvements (3) Havelock Links (3)
Level of Service (LOS) Havelock to Hastings Corridor (1)
Improvements (8)
Havelock to Whakatu Corridor (1)
Middle Road Corridor (2)
Pakowhai-Maraekakaho Corridor (3)

Marae and Rural Settlements (1)

Study / Plan Implementation - Increased separation and LOS of on-street
Infrastructure (7) bicycle facility infrastructure (1)

Safe schools infrastructure (1)

Neighbourhood streets/greenways
infrastructure (1)

Infrastructure addressing community
severance issues (1)

Vulnerable user project infrastructure (1)
Mode shift infrastructure (1)
Parking management infrastructure (1)
Productivity, Demand, and Soft Advocacy (1)
Measures (30)
Communications and Engagement (4)
Enforcement (1)
Operational Enhancements (12)

Travel Demand Management (TOM) (10)

Transportation / Land-use Integration (2)

6 Programme Option Development and
Assessment

6.1 Programme Development

Options, ideas and alternatives identified by stakeholders were developed a potential long
list of eight (8) programmes. Table 5 provides an overview of the programme options that
were developed and how they align to the level of measures and/or focus for that
programme. For example one v = low use of focussed measures in programme, vv =
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secondary focus or moderate use of measures in programme and v+ = highest
priority/emphasis of measures in programme).

Table 5 HDC Active Transport Intervention Themes

Programme Intervention Themes
Options
P Soft Measures, Infrastructure Measures Crowth Area
Behaviour Investment focused in Measures
Change and Measures coastal, marae
Travel Demand and previously
Management underinvested
Measures communities
1| Soft Measures Y v v v
Focus
2 Infrastructure v vy v Vv
Investment
Focus
3 Previously Y VY a4 v
Underinvested
Focus
4 Growth Area v v v vy
Focus
5| School Focus v v Vv A
6 Workplace Y v v v
Focus
7 Recreation v vV v v
Focus
8 Balanced v v vV v
Programme

Full descriptions of the programmes can be found in Appendix G - Programme Descriptions.

6.2 Programme Assessment

A two-step approach has been used in the programme option evaluation:

. Aninitial assessment of the long list of programmes consisting of assessing each
programme against the investment objectives to ensure any programme that
moved forward to the short list aligned with the desired cutcomes; and

. A full assessment of the remaining "short-listed” programmes using a Multi
Criteria Analysis (MCA) including alignment to investment objectives, risks and
effects.

621 Multi-Criteria (MCA) Categories

The criteria used to determine the evaluation and scoring system were developed by the
project team alongside our technical experts and HDC and should also be agreed upon by
the stakeholders. These categories are outlined in Table 6. More detailed descriptions of the
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risk and effect criteria used within the assessment can be found in Appendix H - Risks and
Effects Descriptions.

The criteria consist of 3 main parts:

. Investment Objectives - The investment objectives are based on problems,
benefits, measures and KPIs previously identified in the strategic case.

. Risks - are related to the implementability, complexity and overall risk of the
options within the programme; and

. Effects - are related to the impact of the options within the programme to the

various criteria.

The specific criteria are shown in Table 6.

Table 6 MCA Criteria Categories

. Increase use of active transport - . Deliverability o Social
Increase the number of people using / Feasibility . Cultural
active travel by - increasing active . Affordability . Economic
travel for trips to work by X%, . Stakeholder/ « Environment
increasing active travel for trips to Customers . System
school by X% and increasing active Integration
travel for recreation by X%.

. Improve the perception of active

transport as safe and convenient -
Improve perception of active travel
by - Improving walking and cycling
provision by x%, reducing pedestrian
and cyclist crash rate (visible to the
community) by X% and having zero
deaths

622 MCA Scoring

All programmes were scored against a "Do minimum” programme which is further
explained in Appendix G - Programme Descriptions.

Both the investment objectives and effects use a 7-point assessment (plus fatal flaws) criteria
including positive and negative scores. Options that have better outcomes than the "Do
minimum” programme were scored positively, and options that have an adverse outcome
will have a negative score. A score of zero is considered to represent a negligible difference
from the "Do minimum” programme.

The risks are assessed using a 5-point criteria with only negative options, as positive scores
are not considered appropriate for these categories.

Scoring descriptions are outlined in Table 7.
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Description

Description

Description

Significant positive 0 Insignificant risk or Significant positive
alignment complexities effect
Moderate positive -1 Minor risk or Moderate positive
alignment complexities effect

1 Minar positive -2 | Moderate risk or 1 Minor positive effect

alignment
0 Neutral alignment
i Minor adverse
alignment
2 | Moderate adverse

alignment

Significant adverse
alignment

Fatal Flaw

complexities but
achievable

Significant risk or
highly complex.

Fatal Flaw

Negligible effect

Minor negative effect

Table 7 MCA Scoring

EWSP New Zzaland Limited 2020

Moderate negative
effect

Significant or
appalling negative
effect.

Fatal Flaw

35

ITEM 5

PAGE 43

Iltem 5



Item 5

Active Transport Business Case
HDC Active Transport PBC Final

Attachment 1

621

Programme Alignment with Investment Objectives
The scoring of the programmes was assessed against the "Do Minimum” programme. The criteria for assessment of alignment with the
investment objectives is outlined in Table 6 Justification for the scoring can be found in Appendix | - Programme Alignment with

Investment Objectives Justification

Scoring for this first assessment uses the following weightings as part of the stakeholder agreed benefits:
Increase the use of active transport 70%
Improve the perception of active transport as safe and convenient 30%

.

Using these weighting, three programmes demonstrate the best alignment with the investment objectives resulting in the highest
positive weighted scores. A summary of those findings is provided in Table 8 and Table 9.

Table 8 HDC Active Transport Programme Alignment with Investment Objectives

@WSP Mew Zealand Limited 2020

Soft Infrastructure . Growth .
Previously School Workplace | Recreation
. Measures Investment . Area Balanced
Programme Option Underinvested Focused Focused Focused
Focused Focused Focused Programme
Programme Programme | Programme | Programme
Programme | Programme Programme
Investment Increase use of active
Objective 1 transport 0 1 1 1 1 1 0 2
Improve the
Investment perception of active
Obijective 2 transport as safe and
convenient 0 1 0 1 0 0 -1 1
Weighted Scoring 0.00 100 070 100 070 070 -030 170
Rank 7 2 4 2 4 4 8

ITEM 5

PAGE 44



Active Transport Business Case

HDC Active Transport PBC Final

Attachment 1

Table 9 Key Long List Evaluation Findings

Soft Measures
Focus

Infrastructure
Investment
Focus
Previously
Underinvested
Programme

Growth Area
Focus

School Focus

Workplace
Focus

Recreation
Focus

Balanced
Programme

Second worst ranked programme for alignment to the
investment objectives

Lack of infrastructure projects misaligned the programme in
achieving outcomes related to the perception of safety and
convenience

Risks: May not achieve a change in perception, travel
behaviour may change, however, safety concerns would not
be addressed.

Minor alignment with both investment objectives resulted in
an overall moderate score and ranking

Minor alignment with the increasing use of active transport
investment objective and a neutral score related to
perceptions resulted in a low scoring positive overall score
Risks: May not achieve a change in perception, travel
behaviour may not change, safety concems would be
addressed only in specific communities.

Minor alignment with both investment objectives resulted in
an overall moderate score and ranking

Minor alignment with the increasing use of active transport
investment objective and a neutral score related to
perceptions resulted in a low scoring positive overall score.
Risks: May not achieve a change in perception, travel
behaviour may not change, safety concerns would be
addressed only in specific corridors related to schools.

Minor alignment with the increasing use of active transport
investment objective and a neutral score related to
perceptions resulted ina low scoring positive overall score.
Risks: May not achieve a change in perception, travel
behaviour may not change, safety concems would be
addressed only in specific corridors related to the CBD and
workplaces.

Neutral alignment with increasing active transport which is
weighted at 70% and minor adverse risk related to
perceptions resulted in a negative overall score and ranking
Lowest scoring programme.

Risks: May not achieve a change in perception, travel
behaviour would be unlikely to change, safety concerns
would be addressed only in specific recreation-based
locations.

Moderate alignment with the increasing use of active
transport which is weighted at 70% and minor alignment
with improving perceptions resulted in a high overall ranking,
Highest scored and ranked programme.
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Discard

Proceed to short list

Discard

Proceed to short list

Discard

Discard

Discard

Process to shart list
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The three programmes which are identified as proceeding to the shortlist were then
assessed further for their alignment with the full criteria which includes the investment
objectives, risks and effects

6.3 Short List Programme Evaluation
6.31 Short List Programme Profiles

A full profile of the three programmes on the short list showing benefits, application,
estimate costs and level of interventions are provided in Figure 17, Figure 18 and Figure 19.
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Infrastructure investment focus Cost range
$78.8M -

$106.6M

Description: This programme aims to invest primarily on active transport infrastructure with soft measures
related to infrastructure as a secondary focus.

Benefits Application
= 97% Infrastructure 3% Soft measures
v Significant road safety benefits
v Significant customer experience benefits O s Includes 3 no-cost internal
new infrastructure operations:
mode change benefits el ctidhes
y . : \ 9% :
community wellbeing benefits t ) lovarof sarvica + 1policy measure
accessibility (by active modes to core
services) benefits e ’ ) it
W safety improvements
transport emission reduction benefits :
(' 2%
. } study [ plan implementation
Estimated cost and profile Intervention effort
nc ucled out less than
."’_""'."" ol > Infrastructure improvements  —

Safety improverments
Level of service improvements
Study / plan implementation & |

wWidened
£ncL ders
8V
Srossing _
$G
Advocacy measures

Communications / engagement measures

eane
M

no

Enforcement measures
Operational enhanacements W J
S'Ngg'g‘-'l'l Travel demand management [
Transportation / land use integration

Total options in programme = 8% out of 121

Figure 17 Infrastructure investment focus programme profile
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Growth area focus

Description: This programme primarily invests in measures that would specifically benefit the residential
and industrial growth areas identified in HPUDS through both infrastructure and soft measures.

Benefits

road safety benefits
customer experience benefits
v Moderate mode change benefits
v Moderate community wellbeing benefits
A Moderate accessibility (by active modes to
core services} benefits
v Moderate transport emission reduction

benefits

Estimated cost and profile

ne uded oLt les tan

cyclelzne
$2M

I'mesand patn
54M

Snzved vath

S56M

Application

60% Infrastructure 40% Soft measures

Cost range

$41.6M -
$56.8M

O e 21% n%
new infrastructure % \
operaticnal { ) transport /

m
.( . 7% enhancements
. ) level of service
( \ D management
! ) safety improvements
f \ %% ( i :j:]m inication /
1 tudy [ pl ) ke
. ) SHIdyL Pl /4 engagement

implementation

Intervention effort

Infrastructure improvements  ———
Safety improvements )

Level of service improvements !
1

Study / plan implementation
Advocacy measuras

g
Enforcement measures

Operational enhanacements J

]
-
Communications / engagement measures @
-
Travel demand management S
[ ]

Transportation / land use integration 4

o 10 20 20 40 S0

Total options in programme = 48 out of 121

Figure 18 Growth area focus programme profile
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Balanced focus

Description: This programme invests equally across all interventions as a means of integrating both low-
cost and high-iImpact projects that will address the identified problems.

Benefits

¥ Significant road safety benefits
v Moderate customer experience benefits
Significant mode change benefits

kSR

Significant community wellbeing benefits

<

Significant accessibility (by active modes to
core services} benefits
v Slgnificant transport emission reduction

benefits

Estimated cost and profile

Stares path
541

Application

67% Infrastructure 339% Soft measures

n%
new infrastructure . 38%
( operational

enhancements
‘ \ 2%
\ ) level of service

— N 35% 3-
\ ) travel demand (
‘( ) 5% " management
! safety improvements

14% 3
) communication / (
" engagement

~

. 12%
( ) study/plan
~ /  implementation

Intervention effort

Infrastructure improvements  —

Safety improvements

Level of service improvements

Study { plan implementation

Advocacy measures

Communications / engagement measures

e

Enforcement measures

Operational enhanacements
Travel demand management
Transportation / land use integration

[=}

0 20 20 40 50

Total options in programme = 87 out of 121

Figure 19 Balanced focus programme profile
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6.3.2

Short List Evaluation

The short list evaluation framework used an MCA approach, using several sub-criteria under

the following main criteria:
. The risk / implementability of the programme; and
. The effects caused by the programme

Descriptions of the risks and effects can be found in Appendix H - Risks and Effects

Descriptions.

Using the MCA scoring from section 6.2 2, the outcome of the short list programme
evaluation is provided in Table 10.

Table 10 Short List Programme Evaluation

Infrastructure
. Crowth Area Balanced
Programme Option Investrnent
Focus Prograrmme
Focus
Increase use of active transport 0 0
Investment
Objectives - -
Improve the perception of active ] ] 2
transport as safe and convenient
. 2 -1 0
Feasibility
Risks / B -
Implementability | aAffordability
72 -1 0
Stakeholders / Customers
‘ 1 0 2
Social
1 0 1
Cultural
Effects ) 2 1 2
Economic
‘ 1 2 2
Environment
‘ 0 1 2
System Integration
633 Short List Evaluation Findings
Findings that were either significantly positive or negative are noted below:
Investment Objectives
. The Balanced programme was ranked as significantly positive for increasing the

use of active transport investment objective as it will significantly improve
connectivity and severance issues, increase separation and level of service on key
routes and address travel and parking demand management

EWSP New Zealand Limited 2020
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Risks / Implementability

. The Infrastructure Investment focused programme has moderate adverse
feasibility risks due to potential issues with delivery risk, resourcing and
timeframes related to a heavy infrastructure focus.

. The Infrastructure Investment focused programme has high risk and the
Balanced programme has moderate adverse affordability risk compared to the
growth focused programme as the cost ranges are quite high. The Infrastructure
Investment focused programme, in particular, is likely financially unfeasible.

. The Infrastructure Investment focused programme has medium risk associated
with stakeholders and customers as additional infrastructure alone is unlikely to
significantly address the current active transport network problems.

Effects
. The Balanced programme scored the highest regarding social effects due to its
moderately positive impact on liveability, connectivity and accessibility to core
services.
. Both the Infrastructure Investment Focused and Balanced programmes will have

moderately positive economic effects as our cycle facilities are a significant draw
for tourists and these programmes will increase our active transport network.

. The Growth Area Focused and Balanced programmes will have moderately
positive effects related to the environment as they contain significant travel
demand management, transportation / land use integration and operational
enhancements that support a mode shift and encourage walking and cycling.

. Regarding system integration, the Balanced programme scored moderately
positive due to the inclusion of operational enhancements and transportation /
land use integration measures that will realise opportunities for mutual benefit
and efficiencies

6.34 Scoring and Ranking - Sensitivity tests

The base MCA scoring has been applied with equal weighting applied to each of the three
criteria groups:

. Investment Objectives (1/0) 33%

. Risks / Complexity (R) 33%

. Effects (E) 33%

Descriptions of the sensitivity tests are in Appendix J - Sensitivity Test Descriptions.
The outcome of those tests is provided in Table 1

Table 11 Sensitivity Test Ranking from MCA comparison

Infrastructure Growth

Investment Area Balanced
AT R 22 Focused Focused Programme
Programme | Programme
Raw Scores

S1 - with 33/33/33

S2 - I/O-50%/R - 259%/E-25%
S3 - I/O-70%)/R - 159/E-15%
S4 - I/O-509%/R - 1096/E-40%
S5 - 1/0-50%/R - 40%/E-10%

EWSP New Zzaland Limited 2020 43

ITEM 5 PAGE 51



Item5  Active Transport Business Case
HDC Active Transport PBC Final Attachment 1

The sensitivity test outcomes indicate that the Balanced programme is the highest scoring
programme across all tests. In summary:

. The Balanced programme scored guite high across investment objectives, risks
and effects. This indicates the programme will deliver the most benefit with the
least risk and effects

. The Infrastructure Investment and Growth Area focused programmes had
negative weighted scores across all the sensitivity tests. This indicates they will
not achieve the benefits required due to their increased risk and effects.

. Although the Growth Area Focused programme ranked lower, there is still a
need to ensure the philosophy behind these programmes carries through to the
preferred programme. Active transport infrastructure needs to anticipate and
respond to growth

6.4 Fine Tuning the Short List

Following engagement with stakeholders, further assessment was conducted with the
project team to ensure the short list included an infrastructure option related to the
Accessible Streets Regulatory Package which is currently under consultation and one
operational enhancement option was removed. These two changes to the short list have
resulted in the recommended programme which is cutlined in further detail in Figure 20.

7 Recommended Programme

71 Recommended Programme Elements

Following engagement with stakeholders and fine tuning of the short list, we are now
considering some options that reflected a better breakdown of infrastructure and soft
measures that would address the problems and deliver the most benefits. These specific
projects are listed below, but are not final and still need to be considered by the stakeholder
group in the next stages.

The high-level recommended options listis in Table 12. Further details related to
implementation of the programme are in section 7.3.3.

Table 12 Active Transport high-level recommended option list

Kenilworth Rd Caroline Rd - Karamu Rd

Lyndhurst Rd Nottingley Rd - Pakowhai Rd
East-West Links (5) Orchard Rd Murray Pl - end

Richmond Rd Tomoana Rd - Pakowhai Rd

New Infrastructure
41) Collinge Rd Karamu Rd - Willowpark Rd,
Willowpark Rd - Jellicoe St

Jellicoe St Grove Rd - Collinge Rd
City North-South .
|y ,O ou Karamu Rd Kenilworth Rd - St Aubyn St
Links (7)
Karamu Rd St Aubyn St - Eastbourne St
SWSP New Zealand Limited 2020 4
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Clive Links (1)

Coastal Links (3)

Expressway
Corridor (3)

Flaxmere Links (7)

Hastings to Clive
Corridor (2)

Havelock Links (3)

Havelock to Bridge
Pa Corridor (3}

Maddison St

Princes St

Tomoana Rd

Willowpark Rd
School Rd
Clifton Rd

Waimarama Rd

Whirinaki Connection

Expressway Crossing

Sports Park

Expressway (SH2)
Henderson Rd
Henderson Rd
Omahu Rd
Portsmouth Rd
Portsmouth Rd
SH50

Taihape Rd
Karamu Rd (SH51)
SH5I

Brookvale Rd
lona Rd

Te Mata Rd
Karamu Stream /

Anderson Park
Connection

EWS5P New Zealand Limited 2020

Heretaunga St - Willowpark
Rd

Jervois St - Heretaunga St

Frederick St - Richmond Rd
(to NEC)

Akina Park - Collinge Rd
Lawn Rd - end path
Kuku St - path end

Missing segment along
Waimarama Rd

Esk River - Whirinaki Rd end
Orchard Rd - Manchester St

Connectivity to Sports Park
wiNZTA along expressway

Paki to Taradale

Flaxmere Ave - Omahu Rd
Flaxmere Ave - Swansea Rd
Kirkwood Rd - SH50
Wilson Rd - end

Stock Rd - Wilson Rd
Gordon St - Hotel

end of path - SH50

Napier Rd - Kenilworth Rd
Napier Rd - Clive

Romanes Dr - Guthrie Rd
Middle Rd - Palmerston Rd

Duart Rd - Karanema Dr

Havelock Rd - Railway Rd Sth
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Havelock to
Hastings Carridor

(2)

Havelock to
Whakatu Corridor
M

Napier
Connections (1)

Pakowhai-
Maraekakaho
Corridor (2)

Te Mata Peak
Corridor (1)

Safety

Improvements (3) Havelock Links (3)

Havelock to
Hastings Corridor

(1)

Middle Road
Level of Service Corridor (2)
(LOS)
Improvements (8)
Pakowhai-
Maraekakaho
Corridor (3)

Marae and Rural
Settlements (1)

Longlands Rd
Maraekakaho Rd

Howard St
Development

St Georges Rd

Te Ara Kahikatea

Ngaruroro Explorer

Maraekakaho Rd

Te Aute Rd - SH2

Stock Rd to SH2

Howard St - Havelock Rd

Havelock Rd - Southland
Drain

Peanut - Railway Xing

SH5O -
Franklin Rd

Pakowhai Rd +

York Rd - Ngatarawa Rd

Stortford Lodge Roundabout

Te Mata Peak Rd -
Simla Ave

Havelock
Rd/Karanema Dr

Napier Rd/Crosses Rd
Napier Rd/Karanema
Dr

Heretaunga/Havelock
Rd

Gilpin to School Road

School Road to
District line

Pakowhai Rd
Pakowhai Rd
Pakowhai Rd

Marae and Rural
Settlements

EWS5P New Zealand Limited 2020

Te Mata Rd - Te Mata Peak top

Safety improvements at
intersection for active travel

Safety improvements at
intersection for active travel

Safety improvements at
intersection for active travel

Traffic calming and closing of
some intersections along
Heretaunga St to prioritise
pedestrians

Widen shoulder and upgrade
facilities on link to Heartland
ride

Widen shoulder and upgrade
facilities on link to Heartland
ride

Lyndhurst to Evenden

St Aubyn Intersection

Omahu to St Aubyn

Amenity and walking
improvements, cycling

46
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Footpath Level of
Service (LoS) (1)

Increased
separation / LOS
infrastructure (1)

Safe schools
infrastructure (1)

Neighbourhood
streets/greenways
infrastructure (1)

Study / Plan
Implementation -
Infrastructure (7)

Community
severance
infrastructure (1)

Vulherable user
infrastructure (1)

Mode shift
infrastructure (1)

Parking
management
infrastructure (1)

Advocacy (1)

Communications
and Engagement
(4)

Productivity,
Demand, and Soft

Measures (28) Enforcement (1)

Operational
Enhancements (11)

connections, safety
improvements

Increased LoS and footpath improvement package
(Accessible Streets)

Increased separation and LoS of on-street bicycle
facilities implementation

Safe Schools Policy Implementation

Neighbourhood streets/greenways implementation

Implementation of projects addressing community
severance issues

Vulerable user project implementation

Mode Shift Plan Implementation

Parking Management Plan Implementation
Advocate for a regional Transportation Management
Association (TMA)

Increase regular iWay communications, promotions
and events

Targeted, personalised awareness and education
campaigns

Travel Demand Management education
Events that celebrate car-free travel

Increase enforcement for cars parking on footpaths
and bike facilities

Increase separation and LoS of on-street bicycle
facilities

Travel and perception survey
Active transport in all policies and plans

Safe Schools Policy
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Identify neighbourhood streets/greenways

Address community severance issues

Workplace and school travel planning support (1 FTE)
Cycle skills training support (0.6 FTE)

LoS Policy/Manual

Vulnerable user gap analysis

Wayfinding

Shared scooter/bike schemes

Bike purchase schemes

End of trip facilities

Access management

Travel Demand
Management
(TDM) (9)

TDM / Mode Shift Plan

Mode Shift Plan Implementation (soft measures)
TDM / Mode Shift support (1 FTE)

Parking Management Plan

Parking Management Plan Implementation (soft
measures)

Transportation / Universal design

Land-use
Integration (2) Parking requirements and limits
711 Distribution of infrastructure projects within the Recommended Programme

Further analysis of the distribution of infrastructure projects within the Recommended
Programme revezled the following:
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Table 13 Distribution of infrastructure in the Recommended Programme

Urban S488M 59% 24 419 4 19%
Rural S18.4M 27% 17 29% 10 48%
District-wide S89M 1% 4 7% ] 5%
Fringe S4.7M 109%
(Growth 6% 10 179% 2

Areas)

Suburban S2IM ELG 4 7% 4 19%

Table 13 indicates infrastructure improvements in the Recommended Programme are
primarily focused on urban connections. Urban and growth area infrastructure projects
comprise of 65% of the indicative infrastructure cost, with an additional 1% going toward
projects that will be distributed across various transects within the District such as safe
schools infrastructure.

As noted in sections 2.2 and 2.3 3, previous investment has focused on urban areas which has
resulted in some suburbs and rural areas being underserved and underinvested which has
resulted in a lack of active transport infrastructure in communities such as Flaxmere.

Rural infrastructure is focused on previously underserved and underinvested communities.
In reviewing particular projects within rural locations, 18.69% of the indicative cost is allocated
toward addressing previously identified gaps in the regional network. The remainder focus
on improving safety and addressing gaps in the existing network on routes seeing growing
utilisation.

This distribution aligns with the delivery philosophy in section 7.3.1.

712 New options included in the Recommended Programime
As part of the option development process outlined in Section 5, new ideas, alternatives and
options were generated, many of which were included in the Recommended Programme as
outlined in Table 13. Options identified or re-affirmed in the ILM workshops and developed
by the project team as part of the SC and PBC process are identified as new. This is very
much in line with the delivery philosophy outlined in section 7.31.

Table 14 New options included in Recommended Programme

Infrastructure 39 66% S709M 869%
Productivity, Demand, and Soft 28 100% S4M 100%
Measures
Total 67 55% $74 9M 869%
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7.2 Programme Overview

The recommended programme for Hastings District Council (HDC) Active Transport includes
two elements:

. Development of the Hastings District active transport network

. A package of soft measures to complement the active transport network
development and to address travel behaviour.

The recommended programme for active transport development has been established on
the basis of findings from the shortlist assessment. The following sections summarise the
recommended programme.

It should be noted that the Active Transport PBC has been conducted alongside a Network
PBC which includes other measures related to active transport, particularly focused on
increasing the uptake of active travel and increasing community wellbeing. Please refer to
the Network PBC for more information on these components.

7.3 Programme Scope

The preferred programme contains 2 combination of investment in infrastructure and non-
infrastructure measures. The total cost of the Programme is $73.9-99 9M, over approximately
10 years, an average expenditure per year of S87M. When including shared costs of
particular infrastructure projects which is likely to consist of approximately $44.6M, the
average annual expenditure is reduced to $4.2M. Further discussion on the financial case is
in section 76.

A full profile of the recommended programme showing benefits, application, estimate costs
and level of interventions is illustrated in Figure 20.
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Recommended Programme Cost range

$73.9M -
Description: This p ly across all interventions as a means of integrating both low- $99'9 M
cost and high-| Impact pmjocts that will address the identified problems.
Benefits Application
68% Infrastructure 32% Soft measures
v road safety
v i > 69% ;
. e — ( ) 3;:ihonal t ) ::’mccn/
¥ Significant mode change benefits anhAnCemR Jand-use
v ignifi community A ) ::-:0 s Integration
- . / - 32% 3 4%
Significant accessibility (by active modes to e emand ( ) sy
core services) benefits ( ) ;"f’ew O L/‘ management
¥ Significant transport emission reduction R %56 \ 4%
benefits ( Y o e [ § ) communication/ ) enforcanent
) Implementation engagement
Estimated cost and profile Intervention effort

nfrastructure improvernents  — !
Safety improvements @
Level of service improvements .
Study / plan implementation SN
Advocacy measures

et o1 S
yit bare e

¥ Deniecion Communications / engagement measures S8

| mageeee: Enforcement measures §
Operational enhancements  [— 1
Travel demand management TN |

sportation /land use 9 [

0O 10 20 30 40 SO0 60 70 80

Total options in programme = 87 out of 122

Figure 20 Recommended HDC Active Transport Programme

731 Delivery Philosophy
Throughout the duration of the Strategic Case and PBC processes, significant feedback was
received from stakeholders which indicated a desire take the learnings from the Model
Communities programme and build upon the successes while also recognising areas for
improvement. A philosophy was discussed and agreed upon with Waka Kotahi as outlined
below:

. HDC will build on what has been done well. Some of the existing active
transport infrastructure and most of the education programmes are very popular
and successful. HDC will expand and continue to improve these.

. HDC will change the things that are not working. Travel behaviour change
requires a comprehensive approach including significant soft measures
including appropriate resources, media/commes, events, travel demand
management and parking demand management. Very few stick approaches
have been implemented to date and HDC requires a different approach in order
to achieve mode shift.

® Let's do the hard work first. Projects that will improve safety or increase
separation for on-street cycling facilities, including addressing difficult segments
and intersections, need to be prioritised.

. Equitable approach to active transport infrastructure improvements. Significant
investment has been made in active transport infrastructure in particular
communities in the Hastings District while others have received significantly less
investment. A more equitable distribution to active travel infrastructure needs to
be considered.
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. The ease and convenience of driving and parking needs to be addressed.
Significant soft measures have been included in the programme to ensure an
integrated transportation planning approach to address high car dependency.

. The right active transport infrastructure for the right target audience. There is an
opportunity to build up connections on low traffic neighbourhood streets and
ensure there are facilities that accommodate both the strong and fearless as well
as the interested but concerned.

. HDC will maximise opportunities for improvement. HDC will embed active
transport into Council processes so that opportunities for improving walking and
cycling are made alongside other Council projects. HDC will also use Active
Transport projects to improve streetscape appeal, amenity and safety for all users.

The delivery philosophy was integrated into the distribution of infrastructure projectsin
section 711 as well as the prioritisation of the recommended implementation plan in
Appendix L - Active Transport Detailed Implementation Plan

732 Recommended approach to the development of the Hastings District
transport network
Using the philosophy outlined above, the following outline the recommended approach.
This approach was also used in the prioritisation of the implementation plan

Focus on travel behaviour change and demand management measures to address high car
dependency

Developing a comprehensive programme of work to increase the appeal of walking and
cycling as a viable mode of transport while also im plementing measures to address current
travel behaviours can begin shifting trips from primarily single occupancy cars to more
sustainable modes of transport. These measures provide a range of benefits including
increased safety, improved mental and physical health and reduced impact on the
environment These measures will complement the recommended policy and
transportation / land-use integration initiatives further outlined in the HDC Network PBC.

Prioritise safety improvements, increase separation for on-street cycling facilities and
improving the level of service of existing walking and cycling facilities

As demonstrated in section 332, the perception of walking and cycling as a mode of
transport is a barrier to increased use of active modes. The initial focus of active transport
infrastructure should be on improving the level of service and safety by increasing the
separation of on-street cycle facilities. Footpaths will also require improvements to ensure
vulnerable users have the ability to safely move through the district including the potential
addition of new users based on the outcome of the Accessible Streets Regulatory Package
Improving safety on key corridors and intersections as well as implementing travel demand
management initiatives will reduce risk and DSI's.

733 Recommended implementation plan
The following section outlines the "quick wins" recommended implementation phasing for
the HDC Active Transport programme. The subsequent phases including interdependencies
are in Appendix K - Active Transport Implementation Plan and a detailed recommended
implementation plan can be found in Appendix L - Active Transport Detailed
Implementation Plan.

7331 Quickwins, 2021-22
A number of projects were identified as key drivers for future decision making and success.
These projects are implementable in the first year of the programme and have a few
interdependencies with other projects.
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Study/ Plan

Travel Demand
Management

Travel Demand
Management

Study / Plan

Study / Plan

Study / Plan

Table 15 '‘Quick wins' focus for network programme, 2021-22

$90k

No cost

No cost

$50k

No cost
[internal)

No cost
(internal)

Travel Demand
Management /
Mode Shift Plan

Consider access
management
measures on
active travel
corridors

Encourage
uptake of bike
purchase
schemes eg.
NZTA/SBC
employer e-bike
scheme

District-wide
gap analysis for
vulnerable users
in key activity
areas

Identify
neighbourhoods
that have
severance issues
due to SH and
expressway
locations and
explore ways to
address this
through tactical
urbanism and
the NZTA
Innovating
Streets
Programme

Identify
neighbourhood
streets/greenway

Implementation of plan outcomes - S375k
in infrastructure and $375k in soft
measures

TDM / Mode Shift support (1 FTE)
Travel Demand Management education

Targeted, personalised awareness and
education campaigns

Regional Transportation Management
Association (TMA)

Access management

Travel Demand Management / Mode Shift
Plan

Walking and cycling projects

Travel Demand Management / Mode Shift
Plan

Walking and cycling projects

SIM in implementation of plan cutcomes

Increased LoS and footpath improvement
package (Accessible Streets)

Universal Design Policy
SIM in implementation of plan outcomes

Increase separation and LOS of on-street
bicycle facilities

Walking and cycling projects

Targeted, personalised awareness and
education campaigns

Increase staff to support workplace and
additional school travel planning across
the district (1 FTE)

Workplace and school travel plans

Walking and cycling projects
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Study / Plan

Study / plan
Implementation

New
Infrastructure

New
Infrastructure

Total indicative cost of ‘quick wins' - $822,000

$40k

$300k
S$2M total

$150k

$2.8M
total

$192k

corridors for
active travel,
increase traffic
calming and
reduce speeds

Conduct an
audit of current
on-street bicycle
facilities and
identify
opportunities to
increase
separation and
LOS to increase
uptake of active
travel

Increased
separation and
LOS of on-street
bicycle facilities
implementation

Flaxmere Links

Clive Links

Targeted, personalised awareness and
education campaigns

S$2M in implementation of plan outcomes
Walking and cycling projects

Targeted, personalised awareness and
education campaigns

Workplace and school travel plans

Audit of current on-street bicycle facilities

Other Flaxmere Links
Neighbourhood Severance Study

Travel Demand Management / Mode Shift
Plan

Workplace and school travel plans

Travel Demand Management / Mode Shift
Plan

The map in Figure 21 illustrates the general location of active transport network
development for the recommended programme.
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Figure 21 Recommended active transport infrastructure

7.4 Results Alignment

The results alignment is an assessment of investment proposals against the outcomes
sought from the GPS. The question that needs to be asked when assessing the results
alignment of the programme are: What is the significance of the case for change to the

desired results in the GPS (is it in the public interest)?

This programme generally sits within several activity classes and seeks to contribute to travel
behaviour change and planned active transport investment over a wide area. The activities
within this programme would have to go through a process of prioritisation and funding
approval, and requiring a BCR at an activity-level (i.e. projects). The programme also includes
low cost and low risk activities not requiring BCR assessment.

Alignment for each high-level option type is shown below with alignment scored, one v =
low alignment of the option type, v+ = moderate alignment of the option type, vvv = high
alignment of the option type and vv'vv = very high alignment of the option type.

This PBC spans multiple activity classes under the framework and alignment for them is

shown below:
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Table 16 HDC Active Transport Programme predicted results alignment

Demand Management
Programmes
Access - liveable cities

Environment

Walking and cycling
improvement activities

Walking Facilities
Access - liveable cities
Environment

Cycling Facilities
Safety
Access - liveable cities
Environment

Low cost, low risk
programmes

Access - people:
increase/
maintain

Pollution and
greenhouse

gases:
decrease/maintain

Physical health:
support

Access - people:
increase/ maintain

Comfort and
customer
experience -
access:
improve/maintain

Access - people:
increase/
maintain

Pollution and
greenhouse

gases:
decrease/maintain

Physical health:
support

Access - people:
increase/ maintain

Comfort and
customer
experience -
access:
improve/maintain

Providing people with
better transport options
to access social and
economic
opportunities

Developing a low
carbon transport
system that supports
emission reductions,
while improving safety
and inclusive access
Providing people with
better transport options
to access social and
economic
opportunities

Developing a low
carbon transport
system that supports
emission reductions,
while improving safety
and inclusive access

Providing people with
better transport options
to access social and
economic
opportunities

Developing a low
carbon transport
system that supports
emission reductions,
while improving safety
and inclusive access

vy

v

vy

The results alignment for Hastings District Council Active Transport Programme is estimated

to be High, as a result of the alignment with the priorities of the activity classes above.
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7.5 Programme Risks and Opportunities

Due to the interconnectedness of these projects and the network and active transport
programmes, we recommend a risk workshop be completed prior to commencement of
work on these programmes to fully realise the risks and identify risk mitigation. Itis also
recommended that a risk assessment be performed as part of the implementation of major
projects included in this programme.

At the time of this report, a number of projects are underway which will provide further
insight as to how to best deliver the Programme including a regional network operating plan
(NOP), an update to the Heretaunga Plains Transport Model, the Hawke's Bay Regional
Transport Study PBC and the Karamu Master Plan project. These projects not being
completed at the time of this report are a risk, however, completion of these projects will
provide more clarity on what the risks and opportunities for this programme may be.

A high-level assessment of potential risks includes:

Infrastructure construction risk Cost inflation will drive up the cost of
delivering infrastructure elements, limiting the
amount of the programme that can be
delivered for a fixed budget

Financial risks Shifts in priorities for funding or limitations on
available funds may mean funding levels in
this PBC will not be provided

Stakeholder/ public risks Government or regional priorities may change
and the programme may not deliver what is
promised

Travel behaviour change, TDM and parking
management measures may be too
controversial resulting in lack of support to
implement necessary measures

Lack of education and awareness of the
potential of travel behaviour change, TDM and
parking management measures

Soft measures risks Resourcing may not be funded to the level
required to implement and sustain travel
behaviour change and mode shift

The expected benefits arising from policy
initiatives may not be delivered as a result of
lack of urgency from decision makers, political
interference or external issues

Transportation / Land-use integration (soft
measures) may not be delivered as a result of
lack of urgency from decision makers, political
interference or external issues
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Benefits Realisation Opportunity to develop continuous
improvement loops to improve processes and
deliver on outcomes

Table 17 Risks / Opportunities

7.6 Recommended Programme Financial Case

The indicative cost estimate of the network programme is $73.9-99 9M, which does not
account for inflation.

Table 18 Total and annual expenditure of recommended programme

Capital expenditure (Capex) $86.9M S8 7M
Operational expenditure S4M $403k (10 years)
Potential cost sharing - S446M - S45M
Overall programme cost S423M $4.23M

The midpoint of the Capex component of the programme totals $86.9M, equating to an
average expenditure of $87M per year. In addition, there are operational expenditure
components totalling S4M, equating to an average expenditure of $403k per year. Soft
measures have been developed with a 10-year delivery in mind which will require
consideration if timelines for implementation are adjusted. Further details are outlined in
Figure 20.

As outlined in Table 15, there is a significant opportunity for cost sharing of the active
transport infrastructure with Waka Kotahi, HBRC and public-private partnerships which are
anticipated to be around $44.6M. This would reduce the overall programme to a total of
S42.3M or $4.23M per year over ten years. This would be a significant increase to the current
annual expenditure for active transport as the 2019/20 budget allocated S17M. While this is
an ambitious programme, new infrastructure projects could be extended into a 20 year
programme which would bring annual programme expenditure in line with current levels.

It is expected that elements of the recommended programme will be funded under
standard arrangements between the Waka Kotahi and HDC. The exception may be activities
or projects which do not meet Waka Kotahi's funding criteria, which could be considered for
council funding without subsidy from Waka Kotahi.

A range of procurement and financing options will be considered including public private
partnerships and traditional procurement Funding arrangements and costs will be refined
following the completion of further work and discussions with Waka Kotahi. In addition,
wider public consultation and elected member discussions will be undertaken as part of the
HDC Long Term Plan (2021-2031) process.

A level of flexibility is needed during this time of uncertainty with the COVID-19 pandemic,
reduced council budgets, changing demands on various modes and changing road user
needs. The programme has been prioritised and should be implemented to the extent that
council transport budgets allow.

7.7 Affordability

The affordability of the programme cannot be confirmed until the development of further
work has been completed, alongside the agreement on levels of funding for transport
activities in the HDC Long Term Plan_ It also depends on the outcome of the Regional Land
Transport Plan (RLTP) and the National Land Transport Programme/ National Land Transport
Fund (NLTP/NLTF).
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It is considered that the recommended programme will be efficient and fundable through
the NLTF. Implementation would be staged over the ten-year Long Term Plan period so that
priority packages can be triggered first within affordable funding scenarios. Affordability will
need to be confirmed through the inclusion of individual components of the programme in
the NLTP.
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PART C - DELIVERY AND MONITORING THE
PROGRAMME

8 Recommended Programme Management Case

This section of the document outlines how the preferred programme will be delivered
through the project partners and the key activities to take the next steps for the programme
forward.

The following sections discuss key management case questions.

81 Programme Governance

The Programme of investment is a partnership between Hastings District Council and Waka
Kotahi Each organisation has a role in planning, funding and delivering initiatives of the
recommended programme. While funding, planning and delivery are expected to involve a
partnership between the organisations, HDC plays the most central role in coordinating and
delivering the active transport programme.

Successful delivery will require the continuation and evolution of the successful collaborative
partnership and working arrangement between HDC and Waka Kotahi.

The senior responsible owner for the HDC Active Transport PBC is the HDC Transportation
Manager. Implementation of the PBC sits with the HDC Strategic Transport Engineer, in
collaboration with other HDC transport team members. It is recommended that overall
governance of the HDC Active Transport PBC be provided through the existing HDC Active
Transport Working Group.

8.2 Programme Delivery

821 General Approach
At the time of this report, a number of projects are underway which will provide further
insight as to how to best deliver the Programme including a regional network operating plan
(NOP), an update to the Heretaunga Plains Transport Model, the Hawke's Bay Regional
Transport Study PBC and the Karamu Master Plan project.

New active transport infrastructure has been grouped by proximity to links and corridors.
Further investigation will be required within each grouping to identify the preferred location
and treatment of each option.

Generally, major projects will follow the NZTA Business Case process. This will provide further
detail and investigation to ensure the desired outcome.

822 Programme Staging
The Active Transport programme has been grouped into quick wins, short, medium and
long-term projects based on prioritisation with the project team and according to the
delivery philosophy with soft measures being prioritised. While a timeline has been
provided, implementation of new infrastructure will require a level of flexibility to ensure
alignment with the LTP process and funding levels.

823 Monitoring of the Programme Timing and Triggers
The approach to delivering the programme will be flexible due to the geographic coverage
of the Programme, the number of projects, the impacts of other delivery priorities and to
also enable benefits realisation optimisation. Monitoring and evaluation tools and processes
will be further developed as a critical element for the successful delivery of the programme
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Triggers will also be determined based on the effectiveness of planned interventions which
could then impact the preferred delivery of similar or related projects in the future. Within
the governance arrangement there will be a feedback mechanism that allows changes to be
made to optimise outcomes.

824 Delivery Responsibility and Resourcing
Delivery of the Programme will be undertaken by the HDC transport team in partnership
with other appropriate internal delivery teams and will be funded between HDC and Waka
Kotahi, on a proportional cost, depending upon the nature of the project.

The initial focus for the Programme will be to:

=  Implement the quick wins

= Undertake the studies and plans outlined in the Programme to inform the
associated infrastructure components of the Programme

. Identify the optimal delivery programme, e.g. packaging of works

* Undertake further assessment to identify preferred routes and treatments in
collaboration with stakeholders, the community and mana whenua

9 Stakeholder Engagement and
Communications Plan

The stakeholder engagement and communications plan is critical to the success of the 2020
HDC Active Transport Programme. Cutlined below is not the plan itself, but rather an
overview of the principles, key issues and general approach to engagement for this strategy.
It sets out the framework from which a more detailed plan and ultimately communications
plans will be developed for individual projects.

91 Engaging Early

Itis important to note that improvements to the active transport network will benefit people
living locally and throughout the region. The project team will engage early with all
interested and affected stakeholders so the improvements can best address their needs
while achieving the strategic transport objectives of the project partners.

9.2 Key Stakeholders

Key stakeholders will be engaged prior to the general public as they can help to improve the
projects. Mana whenua are key stakeholders in the implementation of the strategy and will
be engaged early by HDC staff.

In addition, there are a number of other stakeholder groups represent parties who are
affected by, or have an interest in, this strategy and its implementation. These include, but
are not limited to the HDC Active Transport Working Group members such as Hawke's Bay
Regional Council, Napier City Council, Sport Hawke's Bay, Hawke's Bay DHB, walking and
cycling advocacy groups, vulnerable user groups, business associations, resident’s
associations, youth representatives, educational institutions and other community groups

HDC will facilitate the identification and engagement with these stakeholders.

93 Community Engagement

The people living in the community will play a crucial role in shaping the implementation of
these improvements. Where possible, HDC will undertake a number of public feedback
phases where people can input into the project early and throughout the iterative process.
HDC will implement a travel behaviour change programme to increase demand for active
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transport, create broader community interest in the projects and meaningful engagement
as part of the project implementation process.

The information will be clear, accurate and disseminated widely so as many people as
possible are aware of the public consultation. Not only will this help to improve the projects,
but it will build excitement and anticipation for people who will see a vision of using active
transport as a viable means of transport with safer and high quality active transport
infrastructure.

9.4 Promoting the Existing and Future Active Transport Improvements

A big component of the plan will be to celebrate the existing and future active transport
infrastructure through positive PR, events and other communications channels. These
activities will help illustrate the life cycle of a project from inception to completion and the
reasons why HDC and project partners are in investing in active transport.

10 Programme Performance and Review

Monitoring plans, using Waka Kotahi's template, will be completed for each package of
projects. The plans will cover what monitoring tools will be required for each project, and
when. The monitoring tools used for evaluating project benefits are:

Permanent automatic cycle counters - additional counters should be installed on high
profile projects, depending on location

Temporary automatic cycle counters

Traffic volumes and speed where speed calming measures are implemented as part of a
project

A new annual community travel and perception survey to collect baseline and changesin
perceptions of active transport and the network

Audit of footpaths using existing HDC footpath LOS standard

Audit of cycling facilities using new HDC cycling LOS assessment (to be created)

Other potential monitoring could include:

. Manual counts of pedestrian and cyclists using camera footage, capturing age,
gender and whether riding on the footpath, cycle facility (if existing) or road

. Intercept surveys with pedestrians and cyclists to capture satisfaction with cycle
facilities

. Walk scores

. Reduction in VKT

. Reduction in transport emissions

. Improved health cutcome indicators (obesity, physical activity rates, other)

. Improved wellbeing indicators

In addition to project-specific monitoring, HDC undertakes cycle and pedestrian monitoring
across the region. There are a number of permanent automatic cycle counters throughout
the region and cycle counts are gathered annually using temporary automatic cycle
counters.

It has been noted that there are parts of the district that do not have any counters. More
equitable dispersal of counters would give a better reflection of active transport across the
district.

10.1 Benefit Realisation

As part of the strategic case, a benefits map was created to establish various investment
benefits (KPI's), measures, baselines and high-level targets. This information can be found in
Appendix D - Benefit Mapping.
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It is recommended that before significant changes are made to the active transport network,
specific targets should be identified and where necessary, baseline data will need to be
collected. This will ensure that KPI's which include measures beyond walking and cycling
counts such as active travel trips to school, work, and recreation, health outcomes and
perceptions can be accurately measured and monitored. A transport emission baseline has
not been established so it is recommended that either a district-wide emission inventory or a
regional emissions inventory be conducted to establish a baseline for transport emissions.

For major projects, a more detailed and site specific benefit realisation plan should be
developed and submitted at subsequent phases of the Business Case Approach.

Accurately understanding what is being achieved by the Programme will help to guide the
appropriate scope of future projects, as well as provide assurance to Waka Kotahi that the
National Land Transport Programme investment is providing value, in terms of contributing
to targeted performance measures

1T Next Steps

The recommended programme is not an investment programme, as individual projects or
activities still need to be developed and will still need to go through statutory processes to
proceed (eg. NLTP, RLTP, and LTP). However, it provides an indication of the broad location,
type and level of investment that is likely to be required to address the transport problems
identified through the Strategic Case.

Whilst the full recommended programme represents a potentially large investment over a
ten-year period, the approach aimed to cluster locations, tackle multiple problems through a
single business case, align implementation with wider programmes (such as maintenance
and renewal programmes), and phase implementation representing better value for money
solution than existing practices.

Although the HDC Long Term Plan covers a ten year planning horizon, it is refreshed and
reviewed through the Annual Plan process and is reconsidered every three years. HDC views
this PBC as a living document that can be updated and refreshed as assumptions or
sighificant changes occur (such as the location and scale of housing and employment
growth or the timing and impact of technological change or increases in available funding),
which could significantly alter the strategic direction or timing of implementation/further
development of subsequent phases.

Successful delivery of this programme will involve ongoing collaboration with project
partners throughout the life of the programme, to ensure a one network approach is
adopted that maximises value for money and best achieves the outcomes identified by all
partner agencies. The governance structure in section 8.1 will help to enable successful
delivery

12 Recommendations

The HDC Active Transport PBC has undertaken a review of the key transport problems,
challenges and opportunities related to the Hastings active transport system

The Balanced Programme was deemed the best programme in terms of addressing the
investment objectives, risks and effects which was fine tuned into a recommended
programme.

This PBC will be refined through the development of further work, with an immediate focus
on guick wins and short-term projects as outlined in section 7.3.3.
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Itis recommended that

. HDC Active Transport Working Group endorse the PBC

. HDC Executive Leadership Team endorse and approve funding of the
Programme through the LTP process

. Waka Kotahi support for the PBC and its ongoing development

. HDC progress further work within existing funding arrangements as per the
prioritised programme. Further applications and phases to follow.

ITEM 5 PAGE 72



Item5  Active Transport Business Case
HDC Active Transport PBC Final Attachment 1

13 Reference List

Auckland Transport {2019) Urban Street and Road Design Guide Auckland Transport, New
Zealand

Bevin, S (2009) Heretaunga Plains Urban Development Study Phase 2 Technical Analysis -
Demographic and Economic Growth Qutlook 2015-2045. Accessed 12 January 2020.
https:/fwww. hpuds.co.nz/assets/Docoment-Library/Re ports/Demographics-and-
Projections] pdf

Conlon, F (2013) Getting to School: Factors affecting choice of active travel modes in the trip
to school. University of Otago, New Zealand.

East Sussex County Council (2014) Hastings Walking and Cycling Strategy. East Sussex
County Council, United Kingdom.

Figurenz (2016) Rate of the population seen face-to-face by mental health and addiction
services in New Zealand. Last accessed 28 April 2020.
https:/ffigure.nz/chart/Sh7DOpQ3dXLrKpoe-eaBlinvakplry KOvK

Figurenz (2017) Estimated and projected age distribution in the Hastings District, New
Zealand. Lasted accessed 29 November 2019. https//figurenz/chart/Up8kmmBa72ZhIMn3-
eBjEWQUBtNPxHIQS5

Fignrenz (2018) Most common types of physical activity for sport, exercise or recreation
among adults in New Zealand. Last accessed 28 April 2020.
https./ffigure.nz/chart/DgErkks9QZhIXvWo

Fignrenz (2018a) Adults in New Zealand who are physically active because of social
motivations or their wellbeing. Last accessed 28 April 2020
https:/ffigure.nz/chart/OT4nHDelMRCIX8QV

Hastings District Council (nd.) Proposed Hastings District Plan. Accessed 12 December 2019.
https./feplan.hdc.govt.nz/eplan/#Rules/0/31/1/0

Hastings District Council (2014) HDC iWay Monitoring and Evaluation - Year 3: Summary
Report. Hastings District Council, New Zealand

Hastings District Council (2017) iWay Strategy Implementation Programme Business Case
Hastings District Council, New Zealand.

Hastings District Council, Hawke's Bay Regional Council and Napier City Council (2017)
Heretaunga Plains Urban Development Strategy.

Hastings District Council (2017a) Long Term Plan 2018-2028. Hastings District Council, New
Zealand.

Hastings District Council (2017b) Staff Travel Plan. Hastings District Council, New Zealand.

Hastings Central School (2018) Hastings Central School Travel Plan. Last accessed 9 January
2020. https:/Avww iway org nz/wp-content/uploads/2018/05/Hastings-Central-Travel-Plan-
Final pdf

Hawke's Bay District Health Board (2018) Travel Survey data - Key Findings. Hawke's Bay
District Health Board, New Zealand.

Hawke's Bay Regional Council (2015) Hawke's Bay Regional Cycle Plan. Hawke's Bay Regional
Council, New Zealand.

ITEM 5 PAGE 73



Item 5

Active Transport Business Case
HDC Active Transport PBC Final

Attachment 1

Hawke's Bay Regional Council {2018) Regional Land Transport Plan 2015-2025 Review.
Hawke's Bay Regional Council, New Zealand.

Hawke's Bay Regional Council (2019a) Regional Public Transport Plan 2019-2029. Hawke's
Bay Regional Council, New Zealand.

Hawke's Bay Regional Council (2019b) Climate Emergency Declaration 2019. Hawke's Bay
Regional Council, New Zealand.

Way (2020} Our story. Last accessed 3 Jan 2020. https//fwww.iway.org.nz/our-story/

Land Information New Zealand (n.d) LINZ Data Service. Accessed 12 January 2020.
https://datalinz.govtnz/

Local Government New Zealand (2017) Local Government Leader's Climate Change
Declaration. Last accessed 20 Jan 2020.
https:/fivww. lgnz.co.nz/assets/Uploads/0827d40e5d/Climate-Change-Declaration pdf

Ministry for the Environment (2019) Climate Change Response (Zero Carbon) Amendment
Act. Ministry for the environment, New Zealand.

Ministry of Health (2018) New Zealand Health Survey Regional Data Explorer. Last accessed
3 Jan 2020. https;/minhealthnz shinyapps.io/nz- health-survey-2014-17-regional-
update/ w_ec59e2bd/ w_8c7524d4/#H ! home

Ministry of Transport (2015) Comparing Travel Modes: New Zealand Household Travel Survey
201M-2014. Last accessed 9 Jan 2020.

http:/fiwvww.transport.govt nz/assets/Uploads/Research/Documents/Comparing-travel-modes-
2015 pdf

Ministry of Transport (2018) Government Policy Statement on land transport 2018/79 -
2027/2 8. Ministry of Transport, New Zealand

Ministry of Transport (2020) Draft Government Policy Statement on land transport 2020/27-
2030/31 Ministry of Transport, New Zealand.

Ministry of Transport (2018a) Annual Fleet Statistics 2018. Ministry of Transport, New
Zealand.

Ministry of Transport (2020) Vision Zero and the Safe System. Accessed 10 January 2020.
https./fwvww transport.govt.nz/multi-modal/keystrategiesandplans/road-safety-strategy/vision-
zero-and-the-safe-system/

Muggeridge, D (2012) Is Walking and Cycling Irresistible? Community Perceptions and
Awareness of Active Travel in Hastings, New Zealand. Last accessed 9 Jan 2020.
http://researcharchive vuw.ac.nz/xmlui/bitstream/handle/10063/2554 /thesis pdf?sequence=2

Chappell, PR (2013) The Climate and Weather of Hawkes Bay, 3™ edition. NIWA science and
technology series.

Stats NZ (2013) 2013 Census QuickStats about a place: Hastings Central Accessed 10
January 2020. httpy//archive stats.govt.nz/Census/2013-census/profile-and-summary-
reports/quickstats-about-a-
place.aspx?request_value=14061&parent_id=14032&tabname=&p=y&printall=true

Stats NZ (2013a) 2013 Census meshblock dataset. Accessed 10 January 2020.
http://archive.stats.govt.nz/Census/2013-census/data-tables/meshblock-dataset.aspx

Stats NZ (2015) Commuter View Tool Accessed 10 January 2020.
http://archive stats govt nz/datavisualisation/commuterview/index html?_ga=2192837098137
06170281582244871-

ITEM 5

PAGE 74



Item5  Active Transport Business Case
HDC Active Transport PBC Final Attachment 1

943257121578520574& gac=1.519952931578520574. EAlalQobChMIinovmrf_05glVzxwrCh02X
ALSEAAYASAAEgKSHID BwE

Stats NZ (2019) Subnational population estimates: At 30 June 2019 (provisional). Accessed
10 January 2020. https/Aww stats.govt.nz/information-releases/subnational-population-
estimates-at-30-june-2019-provisional

Stats NZ (2019a) Wellbeing data for New Zealanders - loneliness. Accessed 22 April 2020.
https./fwellbeingindicators stats.govt.nz/en/loneliness/

Waka Kotahi NZ Transport Agency (2016) Benefits of investing in cycling in New Zealand
communities. Waka Kotahi NZ Transport Agency, New Zealand.

Waka Kotahi NZ Transport Agency National Cycling Programme Summary (2017) National
cycling programme investment priorities and approach summary. Waka Kotahi NZ Transport
Agency, New Zealand.

Waka Kotahi NZ Transport Agency (2018) 2018 - 2028 Palmerston North to Napier to
Gisborne Corridor Management Plan. Waka Kotahi NZ Transport Agency, New Zealand.

Waka Kotahi NZ Transport Agency (2019) Keeping Cities Moving. Last accessed 15 January
2020. https:/ivww.nzta.govt.nz/assets/resources/kee ping-cities-moving/Keeping-cities-
moving.pdf

Waka Kotahi NZ Transport Agency (2020) One Network Road Classification GIS Viewer
Accessed 31 January 2020.

https;//nzta.maps.arcgis.com/apps/webappviewer/index htm|?id=95fad5204ad243c39d84c37
701f614b0

Waka Kotahi NZ Transport Agency (2020a) One network road classification - functional
classification. Accessed 31 January 2020. https/Awww.nzta.govt.nz/assets/Road-Efficiency-
Group/docs/functional-classification.pdf

Waka Kotahi NZ Transport Agency (2020h) Cycle lanes. Accessed 31 January 2020.
https:/fvww.nzta.govt.nz/walking-cycling-and-public-transport/cycling/cycling-standards-
and-guidance/cycling-network-guidance/designing-a-cycle-facility/between-
intersections/cycle-lanes/

ITEM 5 PAGE 75



Item 5

Active Transport Business Case

HDC Active Transport PBC Final

Attachment 1

Appendix A - Investment Logic Mapping

Normalising Active Travel for All
Delivering Community Wellbeing

INVESTMENT LOGIC MAP
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Appendix B- HBDHB Travel Survey Data Key
Findings

2018 Travel Survey
Staff - Compared to 2015
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2018 Travel Survey
Staff - Ideal Means of Travel
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Appendix C - Household size and motor vehicles
per household data

Population and household data has been extracted from the New Zealand Census data and is summarised
below, along with some key figures from the Heretaunga Plains Urban Development Strategy study.

Table 1 Study area household growth trends

Populstion | Household Household Cars per Cars per Cars per
occupancy | household person person over 15

1996 118,410 42,528 60,712 278 0.51 067
2001 119,739 43,938 65,940 273 1.50 0.55 0.72
2006 124,965 46,149 74,119 27 161 059 077
2015* 130,320 50,911 258
2026* 136,644 55,070 248
2045* 138,575 58,925 235

* Source: growth forecasts from Heretaunga Plains Urban Development Strategy

It can be seen from growth trends in household types that have been extracted from the previous 15 year
census data that the number of people per household has decreased, the number of cars per household
has increased, as has the number of cars per person. The Heretaunga Plains Urban Development Strategy
projections shows that the trends in average number of persons per household is expected to continue.

6.3 Household projections

Household projection totals are based on those adopted for HPUDS for the period 2009 to 2045, with
intervals of 2011, 2015, 2021 and 5 yearly to 2045. The periods have been adjusted to match the HPTS
timelines and census years to derive projection target totals for 2009, 2011 and thereafter five yearly to
2046 as shown in Table 10.

Table 10 HPUDS household projections

L2000 2011 f20te f2021 ]2026 2031 2036 [ 2041 f2046 |

Projected households 48603 49295 51281 53130 55070 58660 57800 58505 59030
Inter-period increase 692 1986 1849 1940 1590 1140 705 525

The increase in households has been allocated to greenfield/coastal sites, infill and rural (see Table 6).

Table 11 Household growth by type and location

mmmmmmm

Greenfields/coastal 63 1868
Infill 514 398 466 413 339 199 170 2439
Rural 12
mm mm m m N
Greenfields/coastal 2561
Infill 557 398 466 413 339 199 170 2542
Rural 208 120 73 52 21 19 14 509
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Mator vehicles per household in Hastings District, New Zealand
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Appendix D - Benefit Mapping

BENEFIT MAP
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network KPI) community 2018 Census - trips to work

travel survey

National
Walk or jog - 5.2%
Public Transport -

42%
Cycle - 2%
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2078 HBDHB
Travel Survey
Walk or jog - 6%
Public Transport -
8%

Cycle -10%

2017 HDC Travel

Survey
Walk or jog - 6.5%
Public Transport -
1%
Cycle-35%

Baseline
community travel
survey - primary
mode to/from
work

HDC to
continue
conducting
cycle counts,
and measure

XX recreational

future and trips YX%
Increase active historic cp!.mts, Increased active . increase in
travel for categorising travel for Baseline active travel
. off-peak . community travel ]
recreation commute recreation survey- recreation al
times as recreational trips trips
recreational
trips
Community
travel survey
Physical Activity
Rates
201114
Hawke's Bay -
453%
201417
National - 49.5%
Hawke's Bay -
36.9%
Taranaki- 45.8%
Obesity and Nelson
Increase activity physical Marlborough - XX%
levels (as activity rates as 60% increase in
monitored in reported by In_c_r eased physical
the NZ Health Ministry of activity levels Obesity Rates activity
Survey) Health in NZ 20114 levels
Health Survey Hawke's Bay -
34.3%
Obesity Rates
2014-17
National - 315%
Hawke's Bay -
384%
Taranaki - 315%
Nelson
Marlborough -
26.3%
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New
Improved community Improved XX%
perceptions of | survey data on perceptions of XX - new improved
active travel perceptions of active travel community survey | perception
(safety and active travel (safety and baseline data of active
convenience) (safety and convenience) travel

convenience)

CAS DSl Crash
Analysis 2015-19

Improved Hastings .
perception Ped ﬁﬂzgl‘:dss %
Oifac::l’e Reported Pedestrians-1.6%
active mode Reduced Cyclists - 6.3% XX%
30% Reduced active crashes pedestrian and Reduce
mode crash benchmarked | cyclist crash rate New crash rate by
rate against other (visible to Plyrmouth/Nelson/ 50%in 5
regions and community) Palmerston North years
national data Avg %
Pedestrians -
13.6%
Wheeled

Pedestrians - 0.4%
Cyclists -11.9%
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Appendix E - Cause, Effect and Consequences

Mapping

Active Travel Problem Statements

Problem 1-Gaps in levels of service* and the perception that walking and
cycling is unsafe and inconvenient is limiting its uptake, resulting in high car

dependency
CAUSE

/" GapsinLevels of Service (LOS)

Low safety LOS

Inconsistent LOS (Unmet
expectation of comfart and
quality of facilities)

Network gaps between
destinations and communities

~,

A

Perception that walking and
eycling is unsafe and
inconvenient

» Driving is easy and convenient
relative to active transport

+ Free car parking

Unrealised cost of driving {cost

of ownership, health, social,

environmental, etc)

Relatively uninterrupted

journey times by car

Lack of end-of-trip facilities

Poor overall perception of

active modes

Active modes seen as a

recreational activity rather

than a mode of transport

Relatively safe network

| (according to reported

\ crashes), though viewed as

\\E unsafe

7

\\
A

EFFECT CONSEQUENCE

" Reduced social and economic )
apportunities for vulnerable
populations* {accessibility for
elderly, children and those

\ without access to a vehicle)

——

A

4 Less people use active travel ‘

kS

Underutilisation of the active
travel investment

% High car dependency

autcomes’ (air quality, mental
and physical health]

{ Reduced health and wellbeing N
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Appendix F -Waka Kotahi NZ Transport Agency
SBC Investment Questions

Meet
Requirements?

Strategic Case Investment Questions and Response Sections

Is it clear what the problem is that needs to be addressed (both the cause and the effect)?

Yes

See section 31, Appendix E - Cause, Effect and Conseguences

Is there evidence to confirm the cause and effect of the problem?
Yes

See section 32, Appendix E - Cause, Effect and Consequences

Does the problem need to be assessed at this time?
Yes

See section 32

Is the problem specific to this investment (or should a broader perspective be taken)?
Yes

See section 21

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See sections 3.2, Appendix D - Benefit Mapping

Are the benefits of high value to the organisation(s) (furthering its (their) objectives)?
Yes

See section 21

Will the KPls that have been specified provide reasonable evidence that the benefits have

been delivered?
Yes

See section 341, and Appendix D - Benefit Mapping

Are the KPIs both measurable and totally attributable to this investment?
Yes

See section 341 and Appendix D - Benefit Mapping

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 341 and Appendix D - Benefit Mapping
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Appendix G - Programme Descriptions

Do Minimum

This programme does not include any new active transport infrastructure or soft measures
It includes implementation of the Asset Management Plan (AMP), maintenance
programmes and education and awareness initiatives that are currently in place.

Soft Measures, Behaviour Change and TDM Focus

This programme is focused on low-cost measures that will address high car dependency and
support the use of active transport. Infrastructure that supports this work as a secondary
focus.

Infrastructure Investment Focus
This programme aims to invest primarily on active transport infrastructure with soft
measures related to infrastructure as a secondary focus.

Previously Underinvested Areas Focus

This programme is geographically focused on communities within the Hastings District that
have previously received less investment such as coastal and marae communities, and
underserved communities such as Flaxmere, Camberley, Frimley. The programme is
balanced between hard and soft measures

Growth Area Focus

This programme primarily invests in measures that would specifically benefit the residential
and industrial growth areas identified in HPUDS through both infrastructure and soft
measures.

School destination focus
This programme is geographically focused on im provements near schools, community
centres and residential areas. The programme is balanced between hard and soft measures.

Workplace focus

This programme is geographically focused on improvements near employment centres,
residential areas and the CBD. Commuter connections are also prioritised. The programme
is balanced between hard and soft measures.

Recreation focus

This programme aims to invest in geographic areas renowned for their draw as a recreational
hot spot including Te Mata Peak, regicnal connections and Middle Rd. The programme is
balanced between hard and soft measures

Balanced Programme
This programme invests equally across all interventions as a means of integrating both low-
cost and high-impact projects that will address the identified problems.
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Appendix H - Risks and Effects Descriptions

The short list evaluation framework used an MCA approach, using several sub-criteria under
the following the main criteria:

. The risk / implementability of the programme; and
. The effects caused by the programme
Criteria Explanation

Risks/ Complexity

Deliverability / Feasibility

Delivery risk, resourcing, timeframes, complexity

Affordability

Affordability against RLTP/NLTP budgets (10 years)

Stakeholder/Customers

Acceptability of the option to key partners and
general public

Effects

Social

Impact on liveability, connectivity and accessibility to
core semvices

Cultural

Impacts on iwi values, ways of living that enhance
hauoratanga (wellbeing) and equitable access for
marae-based communities

Economic

Impact to local economy, degree of enablement of
sustainable business and tourism, attracting visitors,
business and growth

Environment

GCreenhouse gas emissions, potential to impact on
environmentally sensitive areas

System Integration

Transport and land-use integration, realising
opportunities for mutual benefit and efficiencies
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Appendix | - Programme Alignment with Investment Objectives Justification

Soft Measures
Focused
Prograrmme

Programme Option Do Minimum

Infrastructure
Investment
Focused
Prograrmme

Previously
Underinvested
Programme

Growth Area
Focused
Programme

School Focused
Programme

Workplace
Focused
Programme

Recreation
Balanced
Focused
Programme Programme

Investment Objective 1

Neutral

Increase use of active
transport

Minor Positive

Minor Positive

Minor Positive

Minor Positive

Minor Positive

Neutral
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Investment Objective 2 Tt

Improve the perception of Neutral Minor Positive MNeutral Minor Positive MNeutral Neutral Bigoy Ad\{erse Minor Positive
- Effect/Risk

active transport as safe and

convenient
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Appendix J - Sensitivity Test Descriptions

A range of sensitivity tests were undertaken to understand the sensitivity of the different
criteria in scores and programme ranking. These sensitivity tests were agreed upon by the
project team. The tests include:

1 Investment objectives, risks/implementability and effects equally weighted at 33% (S1)

2 Investment objectives weighted at 509, risks/implementability at 25% and effects at
2504 (S2)

3 Investment obhjectives weighted at 70%, risks/implementability at 15% and effects at
15% (S3)

4 Investment objectives weighted at 509, risks/implementability at 10% and effects at
4004 (S4)

5 Investment objectives weighted at 5094, risks/implementability at 40% and effects at
109 (S5)
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Appendix K - Active Transport Implementation Plan

The phase in which projects are listed is when they should begin, however implementation may
carry into subseqguent phases. Further details can be found in Appendix L - Active Transport
Detailed Implementation Plan

Short-term projects for 2022-2025

Study / Plan

Study / plan
Implementation

Travel Demand
Management

Policy

Resourcing

Study / plan
Implementation

S50k

$125k

S250k
total

No cost
(internal)

No cost
(internal)

$225k

675k
total

$125k

$375k
total

Parking Management Plan

Parking Management Plan
Implementation (soft
measures)

Assess parking requirements
in residential areas and
consider limited or 'maximum’
on-site parking for both
customers and staffin
commercial areas

Universal Design Policy

Increase staff to support
mode shift and behaviour
change initiatives across the
district (1 FTE)

Mode Shift Plan
Implementation (soft
measures)

Implementation of plan
outcomes - S50k in
infrastructure and $125k in
soft measures

Parking requirements and
limits

Travel Demand Management
/ Mode Shift Plan

Parking Management Plan
Parking requirements and
limits

Travel Demand Management
/ Mode shift Plan

Parking Management Plan

Travel Demand Management
/ Mode Shift Plan

Implementation of Parking
Management Plan outcomes

Vulnerable Users Gap Analysis
Study

Implementation of
Vulnerable Users Gap Analysis
Study outcomes

Increased LoS and footpath
improvement package
(Accessible Streets)

Travel Demand Management
/ Mode Shift Plan

Implementation of Travel
Demand Management /
Mode Shift Plan outcomes

Travel Demand Management
/ Mode Shift Plan

Travel Demand Management
/ Mode Shift infrastructure
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Policy No cost
(internal)
Travel Demand No cost
Management (internal)
Amenity S50k
$250k
total
Policy / Plan S40k
Resourcing $100k
S300k
total
Resourcing $70k
S490k
Policy No cost
(internal)
Policy No cost
(internal)
Data Collection S7k
S20k
total
Enforcement No cost
(internal)

Increase provision of end of
trip facilities, on-site cycle
parking and secure bike
storage in District Plan

Shared scooter/bike schemes

Increase provision of
wayfinding in town centres
and on iWay network

Develop a Multi-Modal Level
of Service Paolicy/Manual

Increase staff support for cycle
skills training (0.6 FTE to start)

Increase staff to support
workplace and additional
school travel planning across
the district (1 FTE)}

Establish and implement a
Safe Schools Policy that
increases the LOS of active
travel around schools,
prioritises a safe road
environment and reduces
speeds within Tkm of schools

Promote the increased use of
active travel in all policies and
plans

Implement annual
community-wide travel and
perception survey to increase
understanding of perception
and mode share challenges

Increase enforcement for
obstructing footpaths and
bike facilities

Travel Demand Management
/ Mode Shift resourcing

Travel Demand Management
/ Mode Shift Plan

Workplace and school travel
plans

Travel Demand Management
/ Mode Shift Plan

Travel Demand Management
/ Mode Shift Plan

Workplace and school travel
plans

Walking and cycling projects

Travel Demand Management
/ Mode Shift Plan

Workplace and school travel
plans

Travel Demand Management
/ Mode Shift Plan

Workplace and school travel
plans

Workplace and school travel
plans

Other active transport policies

Workplace and school travel
plans

Allwalking and cycling
projects

All walking and cycling
projects

Targeted, personalised
awareness and education
campaigns

Allwalking and cycling
projects
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Communication
/ Engagement

Communication
/ Engagement

Communication
/ Engagement

Communication
/ Engagement

Advocacy

Study / plan
Implementation

Study / plan
Implementation

Study/ plan
Implementation

Study / plan
Implementation

Study / plan
Implementation

Study / plan
Implementation

$200k

S700k
total

$30k

S100k
total

$30k

S100k
total

$170k
$500k

total

No cost
(internal)

$50k

$200k

$375k
total

S400k
SIM total

S400k
SIM total

$500k

S1.5M
total

$500k
SIM total

Encourage/create days and
events that celebrate car-free
travel eg. PARKing day,
cyclovia, block parties to
reclaim the street for social
purposes

Educate public officials,
businesses about TDM
strategies they can implement

Targeted, personalised
awareness and education
campaigns

Increase regular commes,
promotions and events with
iWay partners, focus on good
news stories

Advocate for a regional
Transportation Management
Association (TMA) to
implement comprehensive
TDM / mode shift plan

Parking Management Plan
Infrastructure

Mode Shift Plan Infrastructure

Vulnerable user project
implementation

Implementation of projects
addressing community
severance issues

Neighbourhood
streets/greenways
infrastructure

Safe Schools Policy
Implementation

Walking and cycling
perception

Mode shift perception

Travel Demand Management
/ Mode Shift Plan

Implementation of Travel
Demand Management /
Mode Shift Plan outcomes

Walking and cycling
perception

Mode shift perception

Walking and cycling
perception

Mode shift perception

Travel Demand Management
/ Mode Shift Plan

Implementation of Travel
Demand Management /
Mode Shift Plan outcomes

Parking Management Plan

Parking Management Plan
soft measures

Travel Demand Management
/ Mode Shift Plan

Implementation of Travel
Demand Management /
Mode Shift Plan soft
measures

Vulnerable Users Gap Analysis
Study

Increased LoS and footpath
improvement package
(Accessible Streets)

Severance assessment

Neighbourhood
streets/greenways assessment

School travel plans
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Level of Service SIM Increased LoS and footpath
improvement package

2M total
3 (Accessible Streets)

Safety S1.7M Amenity, walking and cycling
S$5M total connections, safety
improvements at marae and
rural settlements

Level of Service $1.25M Level of Service improvements
including shoulder widening,

S36M . i .
total intersection improvements
and corridor improvements
Safety $2M Safety Improvements for
$4.6M active transport at key
tdtal intersections
New S500k Pakowhai-Maraekakaho
Infrastructure $IM total Corridor
New $550k Havelock to Hastings Corridor
Infrastructure $13M
total
New $750k Havelock Links
Infrastructure $IM total
New $31IM Hastings to Clive Corridor
Infrastructure
New $1IM Coastal Links
Infrastructure $17M
total
New $435k Hastings City North-South
Infrastructure Links
$22M
total
New $468k Hastings City East-West Links
Infrastructure $1.5M
total

Workplace and school travel
plan resource

Vulnerable Users Gap Analysis
Study

Vulnerable user project
implementation

Walking and cycling
perception

Mode shift perception

Walking and cycling
perception

Mode shift perception

Walking and cycling
perception

Mode shift perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity and
walking and cycling
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception
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Total indicative cost of short-term projects - $18.9M

Medium-term projects for 2025-2028

New $22M Havelock to Bridge Pa
Infrastructure 4 4M Corridor
total
New $346M Expressway Corridor
Infrastructure

Total indicative cost of medium-term projects - $51.7M

Long-term projects for 2028-2031 or beyond

New S3M Te Mata Peak Corridor
Infrastructure

New S2ZM Napier Connections
Infrastructure

Total indicative cost of long-term projects - $15.4M

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Te Mata Peak CMP currently
underway

Overall connectivity, walking
and cycling perception and
potential mode shift
perception

Overall connectivity, walking
and cycling perception and
potential mode shift
perception
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Type

New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure
New
Infrastructure

New
Infrastructure

Option

Hastings City East-
West Links
Hastings City North-
South Links
Clive Links

Coastal Links
Expressway Corridar
Flaxmere Links

Hastings to Clive
Corridor
Havelock Links

Havelock to Bridge
Pa Corridor
Havelock to

Hastings Corridor
Havelock to
Whakatu Corridor
Napier Connections

Pakowhai-
Maraekakaho
Corridor
Te Mata Peak
Corridor

Option Description

New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure
New Infrastructure

New Infrastructure

New Infrastructure

Indicative
Cost

$ 1495100
$ 2235000
$ 192,000
$ 1,720,000
$ 34,582,500
S 2839250
$ 3120,000
1,050,000
4448000
1330,000
240,000

2,010,000

v W v o i A

1,004,000

$ 3,000,000

Appendix L - Active Transport Detailed Implementation Plan

Quick wins
2021-22

$192,000

$150,000

Short-term
projects
2022-25

$ 467,500

$ 435,000

$1120,000

$1,371250

$3120,000

$ 750,000

$ 550,000

$ 500,000

Medium-
term projects
2025-28

$ 627,600

$1,160,000

$ 600,000

S 34,582,500

$ 300,000
$ 2,220,000
$780,000

$ 240,000

$ 504,000

Long-term
projects
2028-31+

$ 400,000

$ 640,000

$1318,000

$2228,000

$ 2,010,000

$
3,000,000
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Safety

Intersection

Widened
Shoulder

Level of Service

Safety

Level of Service

Study / Plan
Implementation

Study /Plan
Implementation

Study / Plan
Implementation

Study /Plan
Implementation

Havelock Links

Havelock to
Hastings Corridor

Middle Road
Corridor

Pakowhai-
Maraekakaho
Corridor
Marae and rural
settlement projects

Footpath
improvements

Increased
separation and LoS
of on-street bicycle

facilities
infrastructure
Safe Schools Policy
Infrastructure
Neighbourhood
streets/greenways
infrastructure
Implementation of
projects addressing
community
severance issues

Safety improvements at
intersection for active travel
Traffic calming and closing
of some intersections along
Heretaunga St to prioritise

pedestrians
Widen shoulder and
upgrade facilities on link to
Heartland ride
Improve Level of Service

Amenity and walking
improvements, cycling
connections, safety
improvements
Increased LoS and footpath
improvement package
(Accessible Streets)
Increased separation and
LoS of on-street bicycle
facilities infrastructure

Safe Schools Policy
Infrastructure
Neighbourhood
streets/greenways
infrastructure
Implementation of projects
addressing community
severance issues

4,600,000

1,040,000

2100,000

446,000

5,000,000

2,000,000

2,000,000

2,500,000

1,500,000

1,000,000

$ 300,000

$ 2,000,000

$ 400,000

$700,800

$146,000

$1,700,000

$1.000,000

$1,000,000

$ 800,000

$ 500,000

$ 500,000

$ 2,600,000

$ 340,000

$ 600,000

$ 300,000

$ 1,650,000

$1.000,000

$ 700,000

$ 900,000

$ 500,000

$ 250,000

$ 300,000

$799200

$1,650,000

$ 800,000

$ 500,000

$ 250,000
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Study / Plan
Implementation

Study / Plan
Implementation

Study / Plan
Implementation

Advocacy

Communication
/ Engagement

Communication
/ Engagement

Communication
/ Engagement

Vulnerable user
project
infrastructure
Mode Shift Plan
Infrastructure

Parking
Management Plan
Infrastructure
Regional
Transportation
Management
Association (TMA)

Increase regular
iWay
communications,
promotions and
events
Targeted,
personalised
awareness and
education
campaigns

Travel Demand
Management
education

Vulnerable user project
infrastructure

Mode Shift Plan
Infrastructure

Parking Management Plan
Infrastructure

Advocate for a regional
Transportation
Management Association
(TMA) to implement
comprehensive TDM /
mode shift plan
Increase regular comms,

promotions and events with

iWay partners, focus on
good news stories

Targeted, personalised
awareness and education
campaigns focused on

transport users most willing

to change their behaviour -
focus on health and
environmental benefits,
workplace and school-

based (safe journeys/routes),

efc
Educate public officials,
businesses about TDM
strategies they can
implement

$

$

$

1,000,000

375000

50,000

500,000

100,000

100,000

$ 400,000 $ 300,000
$ 200,000 $ 175,000
$ 50,000

S _

$170,000 $165,000
$ 30,000 $ 35,000

$ 30,000 $ 35000

$ 300,000

$ 165,000

$ 35,000

$ 35000
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Communication
/ Engagement

Enforcement

Study /Plan

Data Collection

Policy

Policy

Events that Encourage/create days and
celebrate car-free events that celebrate car-
travel free travel e.g. PARKiIng day,
cyclovia, block parties to
reclaim the street for social
purposes
Increase enforcement for
obstructing footpaths and
bike facilities

Keep cars, wheelie
bins, construction
signs, etc off
footpaths and bike
facilities
Increase separation
and LoS of on-street
bicycle facilities

Conduct an audit of current
on-street bicycle facilities
and identify opportunities
to increase separation and
LOS to increase uptake of

active travel
Implement annual
community-wide travel and
perception survey to
increase understanding of
perception and mode share
challenges
Active transport in Promote the increased use
all policies and of active travel in all policies
plans and plans

Safe Schools Policy  Establish and implement a
Safe Schools Policy that

increases the LOS of active

travel around schoaols,
prioritises a safe road
environment and reduces
speeds within Tkm of
schools

Travel and
perception survey

700,000 $ 200,000

40,000 $40,000

20,000 $ 7,000

$ 250,000

S 6,500

$ 250,000

$ 6,500
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Study / Plan

Study / Plan

Resourcing

Resourcing

Policy

Study / Plan

Amenity

Travel Demand
Management
Travel Demand
Management

Identify
neighbourhood
streets/greenways

Address community
severance issues

Workplace and
school travel
planning support

Cycle skills training
support

LoS Policy/Manual

Vulnerable user gap
analysis

Wayfinding
provision

Shared scooter/bike
schemes

Bike purchase
schemes

Identify neighbourhood
streets/greenway corridors
for active travel; increase
traffic calming and reduce
speeds
Identify neighbourhoods
that have severance issues
due to SH and expressway
locations and explore ways
to address this through
tactical urbanism and the
NZTA Innovating Streets
Programme
Increase staff to support
workplace and additional
school travel planning
across the district (1 FTE)
Increase staff support for
cycle skills training (0.6 FTE
to start)

Develop a Multi-Modal Level
of Service Policy/Manual
District-wide gap analysis
for vulnerable users in key
activity areas
Increase provision of
wayfinding in town centres
and on iWay network
Shared scooter/bike
schemes
Encourage uptake of bike
purchase schemes eg.
NZTA/SBC employer e-bike
scheme

$
$

490,000

300,000

40,000

50,000

250,000

$ 50,000

$ 70,000 $ 210,000
$100,000 $100,000
$ 40,000

$ 50,000 $ 100,000
$ _

$ 210,000

$100,000

$100,000
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Policy

Travel Demand
Management

Study / Plan

Study /Plan
Implementation

Resourcing

Study / Plan

Study / Plan
Implementation

Policy

End of trip facilities

Access
management

TDM / Mode Shift
Plan

Mode Shift Plan
Implementation

TDM [ Mode Shift
support

Parking
Management Plan

Parking
Management Plan
Implementation
Universal design

Increase provision of end of
trip facilities, on-site cycle
parking and secure bike
storage in District Plan
Consider access
management measures on
active travel corridors
Develop a TDM / Mode Shift
Plan for Hastings District to
reduce congestion and
demand including parking
controls, carpooling,
incentives, etc. (move to
policy once complete)
Mode Shift Plan
Implementation (soft
measures)
Increase staff to support
mode shift and behaviour
change initiatives across the
district (1 FTE)
Develop and implement a
parking management plan
which includes a review of
limiting on-street parking in
neighbourhoods near the
city centre and parking
pricing scheme to reduce
the ease and convenience
of driving
Parking Management Plan
Implementation (soft
measures)
Encourage universal design,
particularly in areas

$

$

90,000

375,000

675,000

50,000

250,000

$ 90,000

$125,000

$ 225000

$ 50,000

$ 125,000

$125,000

S 225,000

$125,000

$125,000

$ 225,000
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Travel Demand
Management

Parking
requirements and
limits

identified as ped/bike areas
or corridors
Assess parking
requirements in residential
areas and consider limited
or 'maximum’ on-site
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Appendix M - Waka Kotahi NZ Transport Agency PBC
Investment Questions

Meet . . .
Requirements? Programme Business Case Investment Questions and Response Sections
Briefly explain the range of strategic alternatives and options that have been explored,
including whether these include consideration of demand, supply and productivity
Yes responses.
See section 512, 52 and 521
Briefly explain the strategic options and alternatives that are proposed and whether there
Yes is a clear rationale for the selection of the preferred programme.
See section 512, 52,521, 6,62, 63 and 7
Briefly explain why the proposed alternatives and options are likely to be the most effective
Ves response to the problem.
See section 63
Briefly explain whether the proposed alternatives and options are feasible.
Yes
See section 7
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Disclaimers and Limitations

This report (Report) has been prepared by WSP exclusively for Hastings District Council {Client) in
relation to the Active Travel and Network Business Cases ('Purpose’} and in accordance with the
Short Form Agreement with the Client dated 15 November 2019. The findings in this Report are
based on and are subject to the assumptions specified in the Report Offer of Services dated 15
November 2019. WSP accepts no liability whatsoever for any reliance on or use of this Report, in
whole orin part, for any use or purpose other than the Purpose or any use or reliance on the
Report by any third party

In preparing the Report, WSP has relied upon data, surveys, analyses, designs, plans and other
information ('Client Data’) provided by or on behalf of the Client. Except as otherwise stated in the
Report, WSP has not verified the accuracy or completeness of the Client Data. To the extent that
the statements, opinions, facts, information, conclusions and/or recommendations in this Report
are based in whole or part on the Client Data, those conclusions are contingent upon the accuracy
and completeness of the Client Data. WSP will not be liable in relation to incorrect conclusions or
findings in the Report should any Client Data be incorrect or have been concealed, withheld,
misrepresented or otherwise not fully disclosed to WSP

EWSP New Zealand Limited 2020 1
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Executive Summary

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay
which is known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks
and iconic landmarks such as Cape Kidnappers and Te Mata Peak.

The district is one of the largest apple, pear and stone fruit producing areas in New Zealand and
the area boasts an attractive lifestyle known for its food, wine and beaches.

The following problem was identified and agreed through a facilitated ILM workshop with relevant
stakeholders and partners:

.} Problem one: Caps in levels of service® and the perception that walking and cycling
is unsafe and inconvenient is limiting its uptake, resulting in high car dependency

“LOS - Safety LOS, inconsistent LOS (unmet expectation of comfort and quality) and network gaps
between destinations and communities

Evidence gathered through the compilation of this Strategic Case largely supports the problem as
defined, notably:

. Underutilisation of the active travel network is also a result of network gaps between
destinations and communities. Inconsistent and low safety levels of service has
resulted in less people using active travel.

. Driving is easy and convenient due to free car parking, unrealised cost of driving and
relatively uninterrupted journey times by car. This paired with poor overall perception
of active modes, the view that active modes are a means of recreation rather than a
mode of transport and the view
that the network is unsafe has
resulted in high car dependency.

. These gaps in the network, an
unmet expectation of the level of
service and perception issues are
currently contributing to reduced 5
health and wellbeing outcomes i

PHYSICAL ACTIVITY AND OBESITY RATES
(2014-2017)

m Physical activity rates  m Obesity rates

80.0%

and reduced social and economic &
opporunities for vulnerable
populations due to reduced
access to transport choices for
e]der|y. children and those HAWKE'S BAY TARANAKI NEW ZEALAND NELSCN

y Z MARLBOROQUGH
without access to a vehicle.

I 354%
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The Hastings District, which is located within the Hawkes Bay region, has the lowest rates of
adult physical activity and second highest level of cbesity of any region in New Zealand
(Ministry of Health, 2020)

Napier-Hastings is a relatively low income region and has a significant degree of socio-
economic deprivation. This needs to be taken into consideration, in future urban
development planning for the area (HPUDS, 2009)

. figure.ng,
Length of cycleways in New Zealand =
By ragion and area type, asat June 2018, kilomatras  Urtssn
Rursd
R warhiad [l
B80% Hastings A

a1 Pty

v

70% Nelson

50% Christchurch
50% Tauranga
50% Hamilton

a on 200 a0n a00 0

40% Dunedin
Mode Share Hastings District (2001-2013)

25% Wellington 100%

25% Auckland 80%
60%
, . 40%
National cycling programme
- {8 | AW,

investment priorities and

approach summary 0%
Private Cycling Walking Public Motorcycle  Train Other
Vehicle Transport

=2001 =2006 2013

The national cycling programme identified Hastings as having an 809% fit for purpose network and
compared to regional and national levels, Hastings has significant active travel network coverage.

Although DSI's for vulnerable road users are nearly half the rates in similar districts, the perception
that the network is unsafe and inconvenient has contributed to slow uptake of active modaes,
reduced physical activity and increased obesity rates

Vulnerable Road User DSI 9 of all DSl in New Ply,/ Nelson/ Palm Nth.
Hastings DC Average % of all DSI

Pedestrian 53% 13.6%
Wheeled Pedestrian 1.6% 0.4%
Cyclist 6.5% 11.9%
Motorcyclist 20.4% 17.5%
Total 336% 434%

Increasing employment in the region will result in increased demands for travel to employment.
Accommodating this demand within existing travel patterns dominated by private vehicle use
would require significant investment and would result in increased pollution and congestion. This
would also restrict access to increasing employment opportunities for those unable to access
private vehicles through disability or deprivation.
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The potential benefits of successfully investing to address these problems were developed and
agreed by stakeholders as part of the investment logic mapping held on December 2019. The
stakeholder panel identified the following potential benefits and weightings:

Benefit one: Increased use of active travel modes

@ Benefit two: Improved perception of active travel

There is strong strategic alignment with key national, regional and local strategic drivers around
increased access for economic and social opportunities, mode shift, transport choices and access
to modes such as public transport, walking and cycling. There has also been an increasing shift
toward reducing the adverse effects on the climate, local environment and public health which
has strong strategic alignment with this Strategic Case.

Results alignment has been assessed as High as per the Investment Assessment Framework (2018).
It is recommended that this proposal should progress to develop a programme business case

Refer to Appendix F for the checklist of requirements against strategic case assessment questions.
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PART A - STRATEGIC CASE

1 Introduction

11  Purpose

This document is a Strategic Business Case (SBC), commissioned by Hastings District Council
(HDC) to outline the need for investment and the case for change to improve the active transport
network within Hastings District, and encourage people to walk and cycle more often.

The purpose of this strategic business case is to:

. Provide a clear case for change and a compelling reason to improve the active
transport network;
. Define the problems identified by the project stakeholder, the evidence for these
problems, and associated benefits; and
. Recommend the next steps.
12 Scope

The physical extents of this SBC comprise Hastings District, located in the Hawke's Bay Region,
focused on the main urban areas of Hastings, Havelock North and Flaxmere.

N

A

Hastings District

astings

Havelock

Figure 1-1: Map of Hastings District
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1.3 Key Partners

2

The following table lists the key partners for the project:

ge / Involvement

Partner Knowl

Hastings District Council (HDC) Project owner, historic and current context

Waka Kotahi (NZ Transport Agency) Project impact and funding implications

131 Key Stakeholders

The following table lists the key stakeholders for the project:

Knov ge / Involvement

Partner
Hastings District Council (HDC) Project owner, historic and current local context
Waka Kotahi (NZ Transport Agency) Project impact and funding implications

Historic and current regional context, regional
active transport network stakeholder

Hawke's Bay Regional Council (HBRC)

Hastings Police School community policing, active transport safety

Cycle Aware Network (CAN) Hawke's Bay Cycling advocate

Hawke's Bay District Health Board (HBDHB) Health outcormes of active transport, major

employer implementing a travel plan
Disability Action Group Accessibility / mobility impaired

Adjacent council, regional active transport
network stakeholder

Napier City Council

Local School Principal School representative

Bike On New Zealand Cycle advocate for the school environment

Technical support at the Investment Logic Map (ILM) workshop was also provided by:

. Hastings District Council (HDC)
. Hawke's Bay Regional Council (HBRC) / Bike NZ
. Sport Hawke's Bay (Sport HB)

ILM workshop participants were selected due to their ocngoing involvement in the Hastings
Active Transport Working Group. They represent a diverse cross-section of active transport

stakeholders and are involved in active transport operational and strategic decision-making.

Context

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay,
known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks and
iconic landmarks such as Cape Kidnappers and Te Mata Peak.
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2.1 Strategic Drivers

This section summarises the key policy documents that provide the strategic direction for
transport within New Zealand and specifically Hastings. In confirming the strategic fit, this section
identifies additional strategic and policy documents.

The project’s alignment to existing key relevant strategies and plans is summarised below.
211 National Alignment

2111 Government Policy Statement (GPS) 2018-2028 (MoT 2018)
The GPS identifies several national land transport objectives that are relevant to this
investment, notably a land transport system that:

. Provides increased access for economic and social opportunities: Supporting tourism
is specifically noted in the investment priorities and the planning direction

. Enables transport choice and access: Specifically, increased mode shift, fit-for-purpose
and safe (real and perceived) walking and cycling infrastructure

. Reduces the adverse effects on the climate, local environment and public health:

Notably reduced significant negative effects on water quality and biodiversity from
construction and ongoing use of transport infrastructure, and increased uptake of
active travel modes such as walking and cycling to support environmental and public
health objectives

The project has a strong alignment to the GPS and relates to mode neutrality, accessibility,
safety and affordable transport for all residents and users of the project corridor. The business
case approach aims to provide a value for money solution that address the needs from the
key stakeholders.

2112 Keeping Cities Moving (WKNZTA 2019)

Keeping Cities Moving is Waka Kotahi's plan to improve travel choice and reduce car
dependency. The Plan outlines how Waka Kotahi, in partnership with others, will help
address the causes of car dependency and in doing so contribute to the GPS objectives by
increasing the wellbeing of New Zealand's cities by growing the share of travel by public
transport, walking and cycling.

Keeping Cities Moving includes an action plan of 34 interventions that will focus on
leveraging mode-shift through:

. Spatial and place-based planning

. Policy and regulatory interventions

. Network design, management and optimisation

. Investment in infrastructure, platforms and services

. Economic tools; and

. Education, engagement and awareness interventions

2113 Vision Zero (MaT 2020)

Vision Zero is 2 national approach where no-one is killed or seriously injured in road crashes,
and where no death or serious injury while travelling on our roads is acceptable. Vision Zero
builds on the Safe System (Safe Speeds, Safe Roads, Safe Vehicles, Safe Road Users) holistic
approach to road safety, which requires people to think about the road system in its entirety,
from infrastructure projects to policy and regulation.
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212 Regicnal and Local Government Alignment

2121 Hastings District Plan (HDC nd)

Section 2.5 Transportation Strategy of the Hastings District Plan (the District Plan) identifies
the importance of establishing a safe and efficient use of the transport network. This can be
achieved by traffic management on the network, and the control of land use activities
alongside the network.

2122 Hastings Council Long Term Plan 2018-2028 (HDC 2017a)
The Hastings District Council's Long Term Plan sets out the Council's plans and spending
with the following aims being relevant to this investment:

. Accessible range of safe transport options
. Safe walking and cycling facilities

. Efficient movement of goods

. Infrastructure supporting economic growth

2123 Hawke's Bay Regional Public Transport Plan 2019-2029 (Draft) (HBRC 2019)

The Regional Land Transport Plan's (RLTP) vision for transport in Hawke's Bay is: "A safe,
resilient and efficient transport system that supports the development of our economy and
contributes to social wellbeing in our community” It aims to promote increased numbers of
trips being undertaken on public transport, lessening the reliance on private motor vehicle
travel and contributing to reduced congestion and carbon emissions on the road network.
The Draft Regional Public Transport Plan 2019-2029 builds upon this strategic alignment by
supporting the RLTP's vision

2124 Heretaunga Plains Urban Development Strategy (HPUDS) (HDC et al 2017)
HPUDS considers the following growth drivers and the relative demands they place on land
in both Hastings and Napier:

. Commercial and industrial

. Retirement sector

. Rural residential development
. Urban residential development
. Intensification (infill)

. Affordability and sustainability

In the move towards more compact urban form for the Heretaunga Plains subregion, an
increasing proportion of the residential growth has been identified to take place through
intensification, by redevelopment within existing residential and rural residential areas
Current development allocation levels are expected to transition to the following by 2045
609% intensification (10 - 20% intensification of brownfields); 35% greenfield; and 5% in rural
areas.

2125 Local Government Leaders' Climate Change Declaration (LGNZ 2017)

Local government leaders declared an urgent need for responsive leadership and a holistic
approach to climate change. The declaration asked NZ government to make climate
change a priority to develop and implement an ambitious transition plan for a low carbon
and resilient NZ. All local governments are committed to developing and implementing
action plans to reduce greenhouse gas emissions and support resilience. Plans will promote
walking, cycling, public transport and other low carbon transport options.
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This business case clearly promotes the development and implementation of active
transport to reduce greenhouse gas emissions and support resilience.

2.2 Previous Investment

In 2010 Hastings and New Plymouth were selected by Waka Kotahi, NZ Transport Agency (Waka
Kotahi) for the Model Communities Programme, a focused investment in cycling infrastructure,
education and encouragement. In 2011, iWay was developed, with the programme focusing on
developing key arterial routes to the urban areas, complementary on road cycle lanes on key
collector routes, shared pathway projects, improved connectivity and education programmes
including training, campaigns and other safety programmes (HDC 2017). By mid-2012, the network
was completed with more than 100km of new pathways including key routes to Flaxmere,
Hastings, Havelock North and Clive (iWay 2020). In the urban areas of Hastings District, most routes
are on road cycle lanes.

There has been a "20% increase in cyclists since before the iWay project began” (iWay 2020).

2.3 Geographic Context

Much of Hastings, Flaxmere and Havelock North is relatively flat, rolling countryside, with Te Mata
Peak providing some steeper areas. The relatively flat topography is favourable for active transport
users, with the steeper areas such as Te Mata Peak providing recreational users the challenges they
seek.

231 Population

Hastlngs District had a Population within the urban areas of Hastings
population of over 73,000 District

people in the 2013 census (SNZ

2013). The current population is g ggggg

estimated at 85000 people E 40000

which is a 9.5% increase from & 30000

2013 (SNZ 2019). Hastings € %g-ggg I I

Districts includes three urban B o NUE wmoR

areas; Hastings and Havelock é_ Hastings Flaxmere Havelock Total

North which have grown a Central North

steadily and Flaxmere, which =2001 =m2006 m2013

has experienced little growth

between 2001 and 2013 Figure 2-1 Population in 2001, 2006 and 2013 (SNZ
2013a)

Over the next 25 years, Hastings District's population is expected to increase to nearly
100,000. To support the vision for delivering a safe, attractive and connected active transport
network for Hastings District, HDC needs to ensure the active transport system is fit for
purpose. That means providing safe facilities and transport choices to all road users.

While population growth is expected to remain steady, there is expected to be significant
growth of the 65+ age populations, who are expected to increase from 35% of the
population in 2013 to 459% of the population in 2043, Growth in the population in the 65+
age group is expected to be equal to total population growth over this period. This will have
sighificant impact on the transportation network and how residents use transport in the
upcoming years.
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Estimated and projected age distribution in

the Hastings Distrigt, New Zealand

By ape group(at end of perind), 2013 and 2043 % of population -
Provider: Stats NZ W 04

B8

0 5 10 15 20 3 30 35 40- 46 50- 65 BO- A5 TO- T5- BO- BE-
Age group

Figure 2-2 Projected age distribution in Hastings District (FNZ 2017)

232 Land Use

Hastings District is dominated by rural and plains
production land use, which surround the urban and
commercial areas of Hastings, Havelock North and
Flaxmere.

The urban areas of Hastings, Havelock North and
Flaxmere are made up of residential, commercial and
scheduled activities (schools). There are currently 58
schools in Hastings District, including 22 in Hastings, 8
in Havelock North and 6 in Flaxmere

Growth areas are made up of industrial and residential
areas, with the majority of industrial growth areas
surrounding Hastings and Flaxmere.

The District includes large areas of rural land uses,
where private vehicles are likely to remain the only
viable transport option. However, most of the District's
population lives in the three urban areas which have

multiple schools and commercial centres and several ﬁ
H 2P O Ak ICE

areas of employment. This land use pattern means e

that most journeys are likely to be short and within Figure 2-3: Land use within

distances that could be covered by active travel. Hastings District (HDC et al 2017)

233 Social and Economic Context

Napier-Hastings is a relatively low-income region and has a significant degree of socio-
economic deprivation. This needs to be taken into consideration, in future urban
development planning for the area. (Bevin 2009)

Key industries in the region include primary production and processing, commercial
business services and wholesale/retail trade. Hastings District is one of the largest apple, pear
and stone fruit producing areas in New Zealand, and therefore has an important relationship
with Napier Port. Napier Port is the fourth largest export port in New Zealand by overseas
export volumes, additionally it hosts cruise ships (HBRC 2018). The district is also an
important grape growing and wine producing area, attracting many tourists to the region.
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Employment in the region is expected to increase by 18% between 2015-2045, with
particular focus on the commercial and industrial sectors, which are forecast to grow by 21%
and 15%, respectively between 2015-2045 (Bevin 2009)

Increasing employment in the region will result in increased demands for travel to
employment Accommodating this demand within existing travel patterns dominated by
private vehicle use would result in increased pollution and congestion. A poor environment
for active transport will restrict access to increasing employment opportunities for those
unable to access private vehicles through disability or deprivation

24 Transport Context

The main customers of the active transport network are commuters between Napier, Hastings,
Havelock North, and Flaxmere, school students, tourists and recreational users, and seasonal cruise
ship passengers. Tourists visit wineries around Hastings and Havelock North via bicycle as a
popular activity

Large employment centres include Hawke's Bay District Health Board (Hastings), Whakatu
Industrial area, Hawkes Bay Airport (Napier), and Napier Port (Napier), with Napier only located
20km north east of Hastings. In total over 6,500 people were recorded as commuting into the
Hastings Central area in the 2013 Census, as shown in Figure 2-2.

Most people commuting into Hastings Central are coming from the urban areas within Hastings
District. This would give a total commute distance of less than 8km, or 30 minutes by bicycle.

Figure 2-4: Total commuting to and from Central Hastings (SNZ 2015)

Hawke's Bay District Health Board (HBDHB) and Hastings District Council {(HDC) both have travel
plans in place and have collected data on their staff travel behaviours. According to the HBDHB
2018 Travel Survey, 29% of staff commute less than fifteen minutes and 56% commute fifteen to
thirty minutes (HBDHB 2018) (see Appendix B). HDC's 2017 Staff Travel Plan indicates that 55% of
staff reported that their trip to/from work was less than fifteen minutes and of these respondents,
15% do not have family or work requirements (HDC 2017h). As these two employers represent a
significant number of employees in the Hastings District, this data indicates there is an
opportunity to shift some of these trips to active modes.

ITEM 5 PAGE 120



Item5  Active Transport Business Case
HDC Active Transport Strategic Case FINAL Attachment 2

3 The Need for Investment

3.1 Defining the problem

In defining the need for investment, key stakeholders were invited to take part in a facilitated
investment logic mapping (ILM) workshop, held on 192 December 2019, to gain a better
understanding of current issues and business needs. The stakeholder panel (refer to Section 1.3.)
identified and agreed the following key problem.

009 Problem one: Gaps in levels of service* and the perception that walking and cycling
100%% is Unsafe and inconvenient is limiting its uptake, resulting in high car dependency

"LOS - Safety LOS, inconsistent LOS (unmet expectation of comfort and quality) and network gaps
between destinations and communities

This problem captures the concern that there is a lower proportion of people travelling to work
and school using active transport, and a higher dependency on cars, which is reducing social and
economic opportunities for vulnerable populations’; reducing health and wellbeing outcomes,
particularly air quality, mental and physical health, and underutilising the existing investment into
active travel.

Poor customer levels of service (LoS) and the perception that walking and cycling is unsafe and
inconvenient have been identified as the possible causes of poor uptake of active transport and a
high dependency on cars.

Key stakeholders at the investment logic mapping workshop concluded that high vehicle use is
impacting the perception of walking and cycling safety, the health and wellbeing of the
community and environmental targets set out by local and national government. The Investment
Logic Map is attached as Appendix A

3.2 Evidence

The aim of this section is to consider the evidence available to support the identified problems
and potential benefits. This will be used to assess the size and significance of the problems and,
along with the strategic context, support the case for change.

321 Gapsin levels of service

Traffic Volumes

Key routes for traffic include the Hawkes Bay Expressway (State Highway 2), Omahu Road,
Havelock Road/Heretaunga Street East, Pakowhai Road, St Aubyn Street, and Southampton
Street, which all have sections carrying over 10,000 vehicles per day. These routes are
classified as Arterial Routes or higher in the One Network Road Classification (WKNZTA
2020).

Concentrations of heavy vehicles are greater in areas accessing the Whakatu Industrial Estate
and Napier Port (WKNZTA 2018). Growth in productivity, particularly residential, industrial
and regional industries such as horticulture, viticulture and Napier Port, along with an
increase in the number of cars per household is contributing to growing demands on the
Hastings District transportation network (Heretaunga Plains Strategy). Although the road
network is experiencing additional pressure, there is limited congestion with only localised
peak congestion as identified in the Heretaunga Plains Transport Strategy on SH 2, Omahu

T Accessibility for elderly, children and those without access to a vehicle
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Rd, Heretaunga St / Havelock Rd, Karamu Rd, St. Aubyn St and intersections around the
Whakatu area.

Since 2017, Hawke's Bay has also seen a rise in VKT on sealed urban and rural local roads, as
well as sealed urban state highways. However, this is not the case for rural state highways
which indicates increased demand has primarily occurred in urban areas and the more
remote parts of the district.

On arterial and collector routes in and between the urban areas of Hastings District, traffic
volumes and traffic speeds are high enough that physically separated cycle tracks are the
preferred provision for cycling

Crash Analysis
Since 2015, there has been an increasing trend in injury crashes in Hastings District Council,

particularly along urban roads. However, the 10-year DSI trend has been decreasing along
rural roads.

Active modes, often classed as vulnerable road users make up 33.6% of deaths and serious
injuries (DSls), however, these modes are significantly underrepresented when compared to
New Plymouth, Nelson and Palmerston North? with vulnerable road users making up 43409
of total DSls in these urban areas, as shown in Table 3-1.

Table 3-1: Vulnerable Road Users

Vulnerable Road User DSI | % of all DSI in Hastings DC New Ply./ Nelson/ Palm
Nth. Average % of all DSI

Pedestrian 53% 13.6%
Wheeled Pedestrian 169% 049
Cyclist 6.3% 11.9%
Motorcyclist? 20.4% 17.5%
Total 336% 43 4%

Active users are a lower proportion of crash casualties in Hastings District than in other
districts. However, in Hastings cycling is perceived to be unsafe and mode share is lower than
other districts. Further information is needed to understand why cycling is perceived as
unsafe. However, cycling infrastructure on high volume, high speed traffic routes with no or
limited separation may contribute to this perception

Active Transport Facifities

The quality and comfort of the active travel network can be defined as the ease of getting
from an origin to a destination along existing streets and pathways, such that pedestrians
and cyclists are not required to undertake complex manoeuvres, diversions or be exposed to
poor surfaces.

Figure 3-1 summarises the different facilities used within the urban and rural environment in
the Hastings District. Facilities recorded include shoulders, cycle routes, cycle paths and cycle
lanes.

2 Similar urban areas in terms of size of area, population and active transport networks.
3 Including mopeds & pillion passengers
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Figure 3-1- Cycling facilities on road corridors in the Hastings District (HDC 2017)

As shown above, within the District's urban areas, 60% of ESTIMATED DEGREE OF FIT FOR
arterial and collector routes have some form of facility and, PURPOSE NETWORK

in rural areas, 20% of arterial and collector routes have (BY END QF 2018)
some form of cycling facility. In urban areas, these facilities HIGH

are usually on road cycle lanes. For example, St Aubyn 20% Hastings
Street and Southampton Street have Class 3* on-road cycle

lanes (HDC, iWay 2018). However, many cycle facilities on 20%  Nelsan

arterial and collector routes are inconsistent, especially at
intersections. Intersections are critical points for safety and
iWay have identified that the majority of intersections in
Hastings District require further improvements to
accommodate active transport. 50% Tauranga
50% Hamilton

50% Christchurch

The national cycling programme identified Hastings as
having an 809% fit for purpose network. This emphasises
the importance of giving people safe and easy transport
choices, regardless of the reason for their journey (WKNZTA
2017). In the past, Waka Kotahi largely focused on cyclingas  25% Wellington
a mode of transport, however in working with the Ministry 25% Auckland
of Business and Innovation (MBIE) and the Ministry of
Health (MoH), the focus has shifted toward collaboration
and achieving co-benefits of active travel including regional  Figure 3-2: Hastings supports

economic development, tourism, safety, health, social a range of government
wellbeing and environment outcomes and was identified

as being a fit for purpose
Typical traffic volumes on arterial and collector routes are network (WKNZTA 2017)
over 5000 and 3,000 vehicles per day, respectively and
several arterial routes in the District carry over 10,000 vehicles per day (WKNZTA 2020a). As
shown in Figure 3-3: Guide to facilities for traffic conditions (AT 2019),, at these traffic
volumes, protected cycleways are the preferred provision for cycling, regardless of traffic
speed.

40% Dunedin

Low

* Cycle lanes on the carriageway legally designated by a painted cycle symbol (WKNZTA 2020b)
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While the District has a network of cycle facilities covering many routes, the level of
infrastructure is typically lower than desirable. Infrastructure also has gaps, especially at
intersections, where the Level of Service is further reduced.

Comfort of active transport users

GUIDE TO FACILITIES FOR TRAFFIC COMDITIONS
12.0

10.5

a0
Protected cycleway (wide separator)
Protecled cycleway

I Shared street or bufered lane

B Shared street

two way vehicle volurnes (1,000 vehiday or 100 veh/haur)

0 10 20 3o a0 50 G0 o 80

85" %ile motor vehicle speed (km/h)

Figure 3-3: Guide to facilities for traffic conditions (AT 2019).

A lack of confidence and fear to use active modes are in many cases a result of participants
being uncomfortable with driver behaviour, and the perceived lack of regard and awareness
of cyclists and pedestrians. This perception has been reported in the perception survey,
highlighting the issue of co-habitation on the road.

Where there is good cycling infrastructure, people who drive will feel more comfortable
driving near people who are cycling and walking. A 2013 study in San Francisco found that
whether or not drivers rode bikes themselves, over 80 percent of drivers felt moderately or
very comfortable when driving near bikes with a protected bike lane (WKNZTA 2016). Only
half of the drivers in the study said they felt comfortable on roads without cycling
infrastructure (WKNZTA 20186).

322 Perception of walking and cycling as unsafe and inconvenient
Urban form

Cycling and walking are sensitive to distance and time, low density residential zones typically
result in increased distances and times between destinations, however, low density does not
necessarily mean poor connectivity (Cheyne et al 2015). Directness of path between two
points are related to the characterises of street design. Cood connectivity is highly correlated
with walkability (Cheyne et al 2015). New active mode routes should offer advantages in
terms of directness/permeability and journey time. (ESCC 2014).

Hastings and Havelock North have highly connective road networks based on a grid
structure. However, the existing road network does not generally offer active users
advantages in connectivity as no restrictions are made on motorised users. Flaxmere's road
network is less connected, however, active user paths to and through parks and reserves
offer improved connectivity for active users.

A large number of studies found that shorter distances between home and school are
associated with increased active transport to school (Condon 2013). Two Australian studies
reported that children are more likely to walk or cycle to school at least once a week, if they
lived within 800 metres of their school (Condon 2013).
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Hastings has been designed so that most houses are within 2 km of Hastings Central School,
potentially an easy distance to walk or cycle between home and school. Active travel
accessibility to jobs is very high. There are 7,000 jobs in the Hastings Central Census Area
Unit and every resident is within 3 km. Many jobs in Hastings are within a distance accessible
by active transport.

G ett| ng to Hasti ngs Centra I A travel mode and distance survey of most {165, 82% of the school roll)
students indicated that 35% live within 1km, 40% live more than 1km but

A2 km radius circle around Hastings Central School covers a large  Jess than 2km, and 25% live more than 2km from school. Being driven to
area of Hastings (Figure 9). school is the main mode of travel overall. For those who live within 1km,
S S \ A walking is the main mode ({Table 1).

Tabie I: Mode of transpart ta schaol airsey
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Figure 9: most houses in Hustings ore within 2km of Hastings Central schod - an easy The survey shows that students are coming from all over the city; no one
aistance ta walk of ride a hike (rpeciolly with parents, Sbiinge, or clastmotes | nelghbourhood dominates the origin/destination map.
Figure 3-4: Location of Hastings Central School and the relative distance students travel
(HCS 2018)

Road Safety Perceptions

The perception of safety in relation to walking and cycling is an important determinant of
uptake in active travel® Walking and cycling are statistically safe ways to travel (MoT, 2015);
however, negative perceptions and experiences may discourage people from using a
particular route or encourage them to drive instead of walk or cycle, especially if the walking
and cycling infrastructure is poor. Cheyne et al (2015) noted that parents participating in a
perception survey expressed concerns about letting their children cycle on the road on their
own, due to their lack of skills and experience on the road but also because parents did not
trust other road user behaviour.

Findings from a comprehensive study by Muggeridge in 2012 suggest that although people
in Hastings generally have positive attitudes towards walking and cycling, these are not
necessarily translated into high levels of active transport, or high intentions to walk and cycle
as a form of transport (Muggeridge 2012). As seen in Figure 3-5, driver behaviour, traffic
volume and traffic speed were dominant factors in influencing walking and cycling safety
perceptions. Other studies have found that traffic speed, volume, and proximity are key
deterrents to active travel and particularly for commenting cyclists, cars passing too closely
increases anxiety.

5 The perception of safety in relation to cycling is often considered of greater importance than the

actual safety of cycling, as the risk perceived is likely to be a more important determinant of

cycling than the actual risks associated with cycling (Muggeridge, 2012)
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Top factors influencing safety
perceptions (Muggeridge 2012)

o Driver behaviour
€ Traffic volume
€) Traffic speed

o Parking provision

9 Number of intersections

Figure 3-5: Factors influencing safety perceptions
(Muggeridge 2012)

Dedicated road space for active users can increase perceptions of safety and comfort for
cyclists by increasing the separation to motorists, this improvement can increase with
increasing levels of separation such as kerb or parking protection for cycle lanes. Cycle lanes
between traffic lanes and pedestrian facilities also increase the separation between
pedestrians and motorists and consequently increase comfort and perceived safety for
pedestrians.

Fearof Crime

Another barrier to the uptake of walking and cycling is the fear of crime and one's personal
safety, particularly for women, elderly and those with disabilities Children and students use
of active transport is often over-ridden by parents, who are concerned about 'stranger
danger' A poor design of the urban environment such as lack of surveillance, poor lighting,
overgrown vegetation and disrepair adds to fearful attitudes towards walking and cycling.
The issue of darkness can also be associated with the built environment, as many
participants agreed that better lighting would make them perceive walking in the dark as
safer. Darkness was particularly important in Hastings and Flaxmere, but to a lesser extent in
Havelock North. Havelock North was thus perceived as safer than the other two
neighbourhoods, with people saying they would not mind walking alone at night there but
would not do it in Hastings or Flaxmere (Cheyne et al 2015).

End of trip facilities

All active mode routes should be clearly signed and have trip end facilities provided, such as
cycle parking (ESCC 2014). End of trip facilities include showers and changing facilities, and
secure sheltered bicycle parking. A lack of secure or sheltered bicycle storage confributes to
fear of crime in the form of bike theft. Showers and changing facilities reduce the concern
over body odour for those who cycle or walk further; those who have access to showers are
176 times more likely to cycle to work than those without the same facilities (Cheyne et al.
2015).

The Hawkes Bay DHB built additional secure cycle storage and started charging for car
parking, these differences encouraged people to switch from motor vehicle use to active
mode use. By adding additional amenities and making active modes more desirable such as
providing end of trip facilities like showers, secure bike storage and lockers, map of facility
locations and repair stations and bike pumps encouraged people to use active modes more
(Cheyne et al. 2015). Between 2015 and 2018, for staff at Hawkes Bay BDHB, cycling mode
share increased by 6% and walking mode share increased by 3%.
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School travel plans have indicated possible interventions to improve active travel to school.
These interventions include improved end of trip facilities, such as all-weather bike and
scooter stands. However, at present, only 63% of the urban schools in the district have at
least partial access to the iWay network and nearly £09% schools in urban and over 80%
schools in rural area have no coverage.

The DHB travel survey concluded that the reasons people use motor vehicle is primarily for
convenience and flexibility.

Convenience of active modes

Motor vehicle use has been made so convenient, that active transport seems inconvenient in
comparison. As seen in Figure 3-6, 'getting there quick’ (i.e. directness/journey time) and
‘convenience’ (e.g. shops en route) are considered important factors that influence mode
choice when travelling to school, work or shops. Parking is easy and cheap, which also means

the car is often the most convenient option, when compared with public transport or active
modes
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Figure 3-6: Factors influencing choice of
mode of transport (Muggeridge 2012)

School travel plans have noted that student travel behaviours have changed. Between 1990
and 2014, the number of primary school students being driven to school in New Zealand
increased from 319 to 55%, while travel by walking fell from 42% to 29% and cycling from
12% to 2% (MoT 2015). Parents drive their children because of ingrained travel habits, safety
perceptions, and busy schedules including after school activities (HCS 2018).

Almost 80% of people travel to the shops via motor vehicle, in the same survey it was
determined that just over 15% of people would walk or cycle to the shops.

Interventions that increased the convenience of active modes or decreased the convenience
of travel by car could increase active mode share.

323 Limited active travel uptake, resulting in high car dependency
Active Travel Uptake

In 2010, New Plymouth and Hastings were selected by Waka Kotahi as model walking and
cycling communities. New Plymouth District is comparable to Hastings District due to its flat
topography, and population (74,184 district, 54,800 urban areal).

Based on travel to work data from the 2013 Census, active mode share in the Hastings
District is 9%. This compares to 10% for the Hawkes Bay Region and New Plymouth District.
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Active mode share includes the walking mode share is higher than the cycling mode share
in Hastings District and the comparison areas.

More people use private vehicles in Hastings District to complete their trips, in comparison
with Hawke's Bay and New Plymouth District. Nearly 90% of total trips in Hastings in 2013
were completed using private vehicles.

Hastings District has the lowest proportion of people walking to work, in comparison with
Hawke's Bay and New Plymouth District. Hawke's Bay and Hastings District have a similar
proportion of people cycling to work; however, both have a lower proportion than New
Plymouth District.

This dataset indicates both a dominance of the car in Hastings and an opportunity for
change given the projected increase in population in the coming decades.

Geographic Factors

Poor weather and climate, such as reduced daylight hours, wind and rain reduces the likely
number of cyclists to 64% of the normal levels. Topography was another highly correlated
factor to cycle use (Cheyne et al 2015).

The Heretaunga plains area of Hawkes Bay experiences only 90 wet days per year and mean

G 4 el

Figure 3-7- Contour overlay of the Hastings District's urban
areas (LINZ n.d.)

The District's climate is dry and mild, and its topography is flat. The natural environment is
ideal for active travel. Yet this is not reflected in the limited uptake of active travel.
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Mode Share

The average annual daily cycle volume has increased, as counted at nine permanent count
stations in the Hastings District. Over 1,500 average daily cycle trips were recorded, in 2016,
and as shown in Figure 3-8, there are a few locations where a decrease in cycle numbers
were observed, which indicates areas for improvements along the iWay cycle network.
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Figure 3-8: Annual Average Daily Cycle Volume at recording
stations in Hastings District (HDC 2017)

Cycle and pedestrian volumes are seasonal, with the highest number of cyclists observed
during the summer

Recent investments in the active mode network have resulted in increased active travel and
increasing active mode share in the District However, active travel in Hastings District does
not match that achieved in the rest of the Hawkes Bay Region or Waka Kotahi's other model
community, New Plymouth.

Transport Behaviour

Road congestion, increased petrol and parking costs, availability of electric bicycles and
scooters, bike sharing, and provision of more dedicated cycling infrastructure has increased
active mode share in Hastings District since 2006

Public transport patronage in Hastings District increased between 2009 and 2015 but has
since declined to levels seen in 2012. This trend is consistent with regional New Zealand, and
due partly to improved economic conditions, therefore more people are employed and
using a vehicle®

The use of the Total Mobility scheme”has increased since 2010, in line with the shift in
population demographic in the Hastings District

& Car ownership per capita has increased 7% in Hawke's Bay. The most significant declines in patronage have
occurred on bus routes servicing areas with higher unemployment rates

7 The Total Mobility Scheme (TMS) provides subsidised passenger services travel for Hawke's Bay residents
who are unable to use public transport due to a significant, permanent impairment
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Car Dependency
The Hawkes Bay Region has light vehicle® ownership rates higher than the New Zealand
average of 0.8, as shown in Figure 3-9.

Light fleet ownership per capita by region
North Island - Lower North Island - Upper South Island
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Figure 3-9: Light fleet ownership per capita by region (MoT
2018a)

However, as of the 2013 Census, over 2,000 (8%) households in the Hastings District did not
have a light vehicle and over 9,000 (37%) have just one vehicle. Forty-two percent of
households in the Hastings District have three or more people living in the household which
indicates there are parts of the population that are transport disadvantaged by not having
access to a vehicle. A network that encourages high car dependency reduces social and
economic opportunities for the transport disadvantaged, those who choose not to drive and
vulnerable populations such as the elderly and children, by minimising their access and
choice on how to travel.

As noted in Section 233, Napier-Hastings is a low-income region and the high cost can be a
barrier to vehicle ownership. A land transport system that makes travel without a car difficult
makes households dependent on cars to access social and economic opportunities.

See Appendix C for household size and motor vehicles per household data.

& Light vehicles include light passenger vehicles such as cars and light commercial vehicles such as vans and
utes.
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Health Context

Hastings District is located within the Hawkes Bay Region. The Hawkes Bay Region has the
lowest rates of adult physical activity® and second highest level of obesity of any region in
New Zealand (MoH 2020).

Active transport enables residents to achieve their physical activity as part of their daily
routine, which can result in improvements to health and wellbeing
PHYSICAL ACTIVITY AND OBESITY RATES
(2014-2017)
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Figure 3-10: Physical activity and obesity rates for New Zealand and selected regions (MoH
2018)

3.3 Benefits of Investment

The potential benefits of successfully investing to address these problems were developed and
agreed by stakeholders as part of the investment logic mapping held on December 2019. The
stakeholder panel identified the following potential benefits and weightings:

Benefit one: Increased use of active travel modes

Benefit one has been weighted 709% from resolving the identified problem. Increased use of
active travel for trips to school, work and recreational purposes will result in improved health
outcomes such as increased physical activity levels and reduced obesity rates. Using active travel
as a mode of transport will also result in improved environmental outcomes such as air and noise
quality and will reduce transport related emissions and overall environmental impact

Increasing use of active travel modes will also result in increased utilisation of the existing iWay
infrastructure.

? Physical activity (aged 15+ years) is defined as doing at least 30 minutes of brisk walking or moderate-
intensity physical activity (or equivalent vigorous activity), for at least 10 minutes at a time, at least five days a
week
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@ Benefit two: Improved perception of active travel

Benefit two has been weighted 30% as resolving the identified problem. Improved perception of
active travel is the result of addressing views around safety, convenience, quality and comfort of
walking and cycling. By addressing gaps in the level of service, improving amenities and reducing
the pedestrian and cyclist crash rate, views on using active travel will shift over time, ultimately
improving the perceptions around walking and cycling.

The Benefit Map is attached as Appendix D.

34  Investment Objectives

Investment objectives are under development with the client and will be agreed upon with
stakeholders during the programme business case process.

341 Key Performance Indicators

It is important that the benefits of investment can be assessed and measured, to
demonstrate that the proposal will deliver the expected outcomes.

These KPIs provide a measurable basis for monitoring how well the potential new
programmes achieves the benefits over time. At this time, it is noted that there are currently
too many KPI's and they will need to agreed upon with the client prior to the formulation of

the investment objectives.

Investment KPI

Increased walking and
cycling facility LoS™

Increased use of
active travel modes
(7098)

Increased active travel
for trips to school

Increased active travel
for trips to work

Use current footpath
LoS and new cycling
LoS assessment for
cycle facilities.
Austroads Cycle Level
of service on iWay
routes

Increased active travel
trips to school using
census data
(benchmarked
against other regions
and national data)
and generalised
school travel plan
data

Census data,
employer travel
survey data and
community travel
survey

Increased walking
and cycling safety LOS
and consistent facility
LOS* (for high
demand, low LOS
routes? key corridors?)

Increased use of
active travel (walking,
cycling, scooting) for
trips to school

Increased active travel
for trips to work

1° LoS - Safety LoS, inconsistent LoS (unmet expectation of comfort and quality) and network gaps between

destinations and communities
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Improved perception
of active travel (309%)

3.5 Key Findings

Increased active travel
for recreation

Increased activity
levels

Improved perceptions
of active travel (safety
and convenience)

Reduce active travel
crash rate

HDC to continue
conducting cycle
counts, and measure
future and historic
counts, categorising
off-peak commute
times as recreational
trips

Community travel
survey

Obesity and physical
activity rates as
reported by Ministry
of Health in NZ
Health Survey

New community
survey data on
perceptions of active
travel (safety and
convenience)
Reported active
mode crashes
benchmarked against
other regions and
national data

Increased active travel
for recreation

Increased activity
levels

Improved perceptions
of active travel (safety
and convenience)

Reduced pedestrian
and cyclist crash rate
(visible to community)

The following summarises the key findings from the review of the evidence. Based upon this
evidence it is recommended to progress to a programme business case.

Within the Hastings District, most people live in the three largest urban areas, the climate is mild
with infrequent rain, and the topography is very flat. The street network and existing active travel

infrastructure provide a very connective transport network for active modes. However, active mode

share is lower in Hastings than it is in comparable cities in New Zealand.

Cycle facilities in the urban areas are typically painted cycle lanes with no protection, contributing

to a low level of service which is exacerbated by gaps in the cycle network, particularly at
intersections. This poor level of service contributes to low uptake and negative public attitudes

towards active transport.

Low rates of active transport use contribute to congestion, pollution, and poor health as people
choose to travel by private vehicle. Concerns about the safety of cycling also contribute to

deprivation and isolation as people who cannot access a motor vehicle are unable to access social

and economic opportunities. This contributes to high levels of social deprivation in the district.
Poor health and low levels of physical activity in the District are reinforced by a transport network
that discourage active travel as part of a normal day.

3.6 Next Steps

The recommendation is that given the evidence, a programme business case should be developed

that considers programmes and options that:

. Increase use of active travel modes
. Improve perception of active travel

ITEM 5

PAGE 133



Item5  Active Transport Business Case
HDC Active Transport Strategic Case FINAL Attachment 2

4 Reference List
Auckland Transport (2019) Urban Street and Road Design Guide Auckland Transport, New Zealand.

Bevin, S (2009) Heretaunga Plains Urban Development Study Phase 2 Technical Analysis -
Demographic and Economic Growth Outlook 2015-2045. Accessed 12 January 2020.
https:/Aww hpuds.conz/assets/Docoment-Library/Reports/Demographics-and-Projections]. pdf

Conlon, F {2013) Getting to School: Factors affecting choice of active travel modes in the trip to
school. University of Otago, New Zealand.

East Sussex County Council (2014} Hastings Walking and Cycling Strategy. East Sussex County
Council, United Kingdom.

Figure.nz (2017) Estimated and projected age distribution in the Hastings District, New Zealand.
Lasted accessed 29 November 2019. https://ffigure.nz/chart/Up8kmmBa72ZhIMn3-
eBIEWQUBINPxHIQ5

Hastings District Council (n.d.) Proposed Hastings District Plan. Accessed 12 December 2019.
https://eplanhdc.govtnz/eplan/#Rules/0/31/1/0

Hastings District Council (2017) iWay Strategy Implementation Programme Business Case.
Hastings District Council, New Zealand.

Hastings District Council, Hawke's Bay Regional Council and Napier City Council (2017) Heretaunga
Plains Urban Development Strategy.

Hastings District Council (2017a) Long Term Plan 2018-2028. Hastings District Council, New
Zealand.

Hastings District Council (2017b) Staff Travel Plan. Hastings District Council, New Zealand

Hastings Central School (2018) Hastings Central School Travel Plan. Last accessed 9 January 2020.
https:/Aww iway.org.nz/wp-content/uploads/2018/05/Hastings-Central-Travel-Plan-Final pdf

Hawke's Bay District Health Board (2018) Travel Survey data - Key Findings. Hawke's Bay District
Health Board, New Zealand.

Hawke's Bay Regional Council (2018) Regional Land Transport Plan 2015-2025 Review. Hawke's Bay
Regional Council, New Zealand

Hawke's Bay Regional Council (2019) Regional Public Transport Plan 2019-2029. Hawke's Bay
Regional Council, New Zealand

iWay (2020) Qur story. Last accessed 3 Jan 2020. https:/www.iway.org.nz/our-story/

Land Information New Zealand (n.d) LINZ Data Service. Accessed 12 January 2020,
https://data.linz. govt.nz/

Local Government New Zealand (2017) Local Government Leader's Climate Change Declaration.
Last accessed 20 Jan 2020. https/Aww lgnz.conz/assets/Uploads/0827d40e5d/Climate-Change-
Declaration pdf

Ministry of Health (2018) New Zealand Health Survey Regional Data Explorer. Last accessed 3 Jan
2020. https;//minhealthnz.shinyapps.io/nz-health-survey-2014-17-regional-
update/ w_ec59e2bd/ w_8c7524d4/#//home

Ministry of Transport (2015) Comparing Travel Modes: New Zealand Household Travel Survey 2011-
2014 Last accessed 9Jan 2020.

http/Mmww transport.govt.nz/assets/Uploads/Research/Documents/Comparing-travel-modes-
2015 pdf.

ITEM 5 PAGE 134



Item 5

HDC Active Transport Strategic Case FINAL

Active Transport Business Case

Attachment 2

Ministry of Transport (2018) Government Policy Statement on land transport 2018/19 - 2027/28.
Ministry of Transport, New Zealand.

Ministry of Transport (2018a) Annual Fleet Statistics 2018. Ministry of Transport, New Zealand.

Ministry of Transport (2020) Vision Zero and the Safe System. Accessed 10 January 2020.
https:/Avww transport govt.nz/multi-modal/keystrategiesandplans/road-safety-strategy/vision-zero-
and-the-safe-system/

Muggeridge, D (2012) Is Walking and Cycling Irresistible? Community Perceptions and Awareness
of Active Travel in Hastings, New Zealand. Last accessed 9 Jan 2020.
http://researcharchive vuw.ac.nz/xmlui/bitstream/handle/10063/2554/thesis. pdf?’sequence=2

Chappell, PR (2013) The Climate and Weather of Hawkes Bay, 3™ edition. NIWA science and
technology series.

Stats NZ (2013) 2013 Census QuickStats about a place: Hastings Central. Accessed 10 January
2020. httpy//archive stats.govt.nz/Census/2013-census/profile-and-summary-reports/quickstats-
about-a-placeaspx?request_value=14061&parent_id=14032&tabname=8&p=y&printall=true

Stats NZ (2013a) 2013 Census meshblock dataset. Accessed 10 January 2020.
http://archive stats.govt.nz/Census/2013-census/data-tables/meshblock-dataset.aspx

Stats NZ (2015) Commuter View Toaol Accessed 10 January 2020.

http://archive stats.govt.nz/datavisualisation/commuterview/index htm|?_ga=219283709813706170
281582244871

943257121578520574& gac=151995293 1578520574 E AlalQobChMInovmrf_05glVzxwrChO2XALSE
AAYASAAEGKSHID BwE

Stats NZ (2019) Subnational population estimates: At 30 June 2019 (provisional). Accessed 10
January 2020. https//fwww.stats.govt.nz/information-releases/subnational-population-estimates-at-
30-june-2019-provisional

Waka Kotahi NZ Transport Agency (2016) Benefits of investing in cycling in New Zealand
communities. Waka Kotahi NZ Transport Agency, New Zealand.

Waka Kotahi NZ Transport Agency National Cycling Programme Summary (2017) National cycling
programme investment priorities and approach summary. Waka Kotahi NZ Transport Agency,
New Zealand.

Waka Kotahi NZ Transport Agency (2018) 2018 - 2028 Palmerston North to Napier to Gishorne
Corridor Management Plan. Waka Kotahi NZ Transport Agency, New Zealand.

Waka Kotahi NZ Transport Agency (2019) Keeping Cities Moving. Last accessed 15 January 2020.
https:./Aww nzta govt nz/assets/resources/kee ping-cities-moving/Keeping-cities-moving.pdf

Waka Kotahi NZ Transport Agency (2020) One Network Road Classification GIS Viewer Accessed
31 January 2020.

https.//nzta.maps.arcgis.com/apps/webappviewerfindex. htm|?id=95fad5204ad243c39d 8437701161
4b0

Waka Kotahi NZ Transport Agency (2020a) One network road classification - functional
classification. Accessed 31 January 2020. https://www.nztagovt.nz/assets/Road-Efficiency-
Group/docs/functional-classification.pdf

Waka Kotahi NZ Transport Agency (2020b) Cycle lanes. Accessed 31 January 2020.
https:/Aww nzta govtnz/walking-cycling-and-public-transport/cycling/cycling-standards-and-
guidance/cycling-network-guidance/designing-a-cycle-facility/between-intersections/cycle-lanes/

ITEM 5

PAGE 135



Item5  Active Transport Business Case
HDC Active Transport Strategic Case FINAL Attachment 2
Appendix A - Investment Logic Mapping
Normalising Active Travel for All
Delivering Community Wellbeing
INVESTMENT LOGIC MAP
Programme
PROBLEM 3 BENEFIT
@ A
Increased use of active
travel modes
70%
KPI1: increased
walking and cycling
facility LOS*
Gaps in levels of KPI2: increased active
service* and the travel for trips to school
P KPI 3: increase active
:Iir'zepat::inc“:::n travel for trips to work
W i ng ‘ ydl g KPI 4: increase active
.'s unsa e. an % travel for recreation
inconvenient is KPI5: increase activity
limiting its uptake, levels**
resulting in high car
dependency Improved perception of
100% active travel
30%
KPI 1: improved
perceptions of active
travel (safety and
convenience}
KPI1 2: reduced active
travel crash rate
\. >,
*LOS — Safety LOS. inconsistent LOS (unmet expectation of comfort and quality) and
network gaps between destinations and communities
**as monitored in the NZ Health Survey
Business Pranem Gwner:  <Jagwnder Panau> Version na: <0d>
Facltatlo:  <Reger Burrax In‘tial Worksaca:  <20/12/2019>
Accredted Facltator  N© lastmodified by:  <LU'sa Ma de 25/01/2019>
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Appendix B - HBDHB Travel Survey Data Key Findings

2018 Travel Survey
Staff - Compared to 2015

2018 Travel Survey
Staff - Ideal Means of Travel

ITEM 5 PAGE 137



Item5  Active Transport Business Case
HDC Active Transport Strategic Case FINAL

Attachment 2

Staff Travel Mode
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Appendix C - Household size and motor vehicles per
household data

Population and household data has been extracted from the New Zealand Census data and i1s summarised
below, along with some key figures from the Heretaunga Plains Urban Development Strategy study.

Table 1 Study area household growth trends

NS S——— Cars Household Cars per Cars per Cars per
occupancy household person person over 15

1996 118,410 42,528 60,712 278 143 0.51 0.67
2001 119,739 43,938 65,940 273 1.50 0.55 0.72
2006 124,965 46,149 74,119 27 1.61 0.59 0.77
2015* 130,320 50,911 258
2026 136,644 55,070 248
2045 138,575 58,925 235

* Source: growth forecasts from Heretaunga Plains Urban Development Strategy

It can be seen from growth trends in household types that have been extracted from the previous 15 year
census data that the number of people per household has decreased, the number of cars per household
has increased, as has the number of cars per person. The Heretaunga Plains Urban Development Strategy
projections shows that the trends in average number of persons per household is expected to continue.

6.3 Household projections

Household projection totals are based on those adopted for HPUDS for the period 2008 to 2045, with
intervals of 2011, 2015, 2021 and 5 yearly tc 2045. The periods have been adjusted to match the HPTS
timelines and census years ta derive projection target totals for 2008, 2011 and thereafter five yearly to
2046 as shown in Table 10.

Table 10 HPUDS housshold projections

Projected households 48603 49285 51281 53130 55070 56660 57800 38305  SB030
Inter-period increase B02 1988 1849 1940 1580 1140 705 925

The increase in households has been allocated to greenfield/coastal sites, infill and rural (see Table 6).

Table 11 Household growth by type and location

mmmmmm-

Greenfields/coastal 63 1868
Infill 514 398 466 413 339 189 170 2488
Rural 183 12

[ T mmm mm m
Greenfields/coastal 2561
Infill 557 398 166 413 338 109 170 2542
Rural 208 120 73 52 21 19 14 509
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Appendix D - Benefit Mapping

BENEFIT MAP

BENEFIT

Increased
use of
active travel
modes
70%
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mmp BENEFIT gy — —) —
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cycle facilities low LOS rout 95'7 national c_iata
key corridors?) (where available)
2018 Census -
New Zealand
Walk - 22%
Cycle - 4%
Other-1%
2018 Census -
Hastings
Increased Walk - 18%
active travel Cvcle - 5%
trips to school O};her—z%
Increased use of using census Increased use of . XX% )
active travel for data active travel 2018 Census - increase in
trips to school (benchmarked (walking Napier use of active
(same as against other evelin ! Walk - 21% travel for
regions and yeling, a trips to
network KPI) H scooting) for Cycle - 6%
national data) ) school
and trips to school Other -2%
generalised
school travel NEWNF:E; ';'_‘OUth
plandata Palmerston North
School Travel
Plans (Generalised
- Overall)
Walk - 24%
Cycle- 6%
Scooter - 6%
2013 Census -
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Actual count, not
%
Increase active CerI\sus ciata, I 20:?3;?:;;5 AN%
travel for trips emp oye:j rta V€l | Increased active Will be % not increase in
to work surv:'g.,:d ata travel for trips to actual count use of active
(same as . work travel for
network KPI) community 2018 Census - trips to work

travel survey

National
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Public Transport -
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2018 HEDHB
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Public Transport -
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Public Transport -
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New
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convenience)
CAS DSl Crash
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Appendix E - Cause, Effect and Consequences
Mapping

Active Travel Problem Statements

Problem 1-Gaps in levels of service™ and the perception that walking and
cycling is unsafe and inconvenient is limiting its uptake, resulting in high car
dependency

CAUSE EFFECT CONSEQUENCE

4 Gaps in Levels of Service (LOS) ™

' . N
+ Low safety LOS Reduced Eaclncml and economic
. opportunities for vulnerable
Inconsistent LOS (Unmet A S
X populations” (accessibility for
expectation of comfort and .

. s elderly, children and those
quality of facilities) ithout b hiclel
Network gaps between ™ \Without access 1o a vehicle vy

\_  destinations and communities  /

1 Less people use active travel

Ve “Perception that walking and \
iy cycling is unsafe and \
inconvenient | - ~
+ Driving is easy and convenient * Underutilisation of the active
relative to active transport travel investment
Free car parking . 4
Unrealised cost of driving {cost
of ownership, health, social,
environmental, etc)
Relatively uninterrupted )
journey times by car { High car dependency ‘
Lack of end-of-trip facilities \
Pon?r overall perception of Reduced health and wellbeing |
active modes ﬁ ‘

.

N

. Active modes seen as a outcomels‘ (air quality, mental
recreational activity rather . and physical health)
than a mode of transport

= Relatively safe network
taccording to reported

\ crashes), though viewed as /’

~__unsafe -
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Appendix F - Waka Kotahi NZ Transport Agency
Investment Questions

Meet . . .
Requirements? Strategic Case Investment Questions and Response Sections

Is it clear what the problem is that needs to be addressed (both the cause and the effect)?
Yes

See section 31, Appendix E - Cause, Effect and Conseguences

Is there evidence to confirm the cause and effect of the problem?
Yes

See section 3.2, Appendix E - Cause, Effect and Consequences

Does the problerm need to be assessed at this time?
Yes

See section 32

Is the problem specific to this investment (or should a broader perspective be taken)?
Yes

See section 21

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See sections 3.3, Appendix D - Benefit Mapping

Are the benefits of high value to the organisation(s) (furthering its (their) objectives)?
Yes

See section 21

Will the KPIs that have been specified provide reasonable evidence that the benefits have

been delivered?
Yes

See section 341, and Appendix D - Benefit Mapping

Are the KPIs both measurable and totally attributable to this investment?
Yes

See section 341 and Appendix D - Benefit Mapping

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 341 and Appendix D - Benefit Mapping
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Disclaimers and Limitations

This report (Report) has been prepared by WSP exclusively for Hastings District Council {Client) in
relation to the Active Travel and Network Business Cases ('Purpose’) and in accordance with the
Short Form Agreement with the Client dated 15 November 2019. The findings in this Report are
based on and are subject to the assum ptions specified in the Report Offer of Services dated 15
November 2019. WSP accepts no liability whatsoever for any reliance on or use of this Report, in
whole orin part, for any use or purpose other than the Purpose or any use or reliance on the
Report by any third party

In preparing the Report, WSP has relied upon data, surveys, analyses, designs, plans and other
information ('Client Data’) provided by or on behalf of the Client. Except as otherwise stated in the
Report, WSP has not verified the accuracy or completeness of the Client Data. To the extent that
the statements, opinions, facts, information, conclusions and/or recommendations in this Report
are based in whole or part on the Client Data, those conclusions are contingent upon the accuracy
and completeness of the Client Data. WSP will not be liable in relation to incorrect conclusions or
findings in the Report should any Client Data be incorrect or have been concealed, withheld,
misrepresented or otherwise not fully disclosed to WSP.

EWSP New Zealand Limited 2020 1
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Executive Summary

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay
which one of the largest apple, pear and stone fruit producing areas in New Zealand and is
known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks and
iconic landmarks such as Cape Kidnappers and Te Mata Peak.

Napier Port, which is about to expand, is the fourth largest port in New Zealand by overseas
export volumes and is just 20 km from Hastings.

The Hawke's Bay lifestyle has drawn people and increased industry in the region which has led
to increasing demands and challenges for the transportation network.

As workshop was undertaken with stakeholders and partners who identified and agreed with
the following problems:

« Problem one: Poor user behaviour and transport system deficiencies increases the risk of
deaths and serious injuries when crashes occur' (509%)

¢ Problem two: Increased industry productivity and changes in land-use is resulting the
transport system not meeting the needs of users? (30%)

* Problem three: Poor uptake of active travel and public transport is negatively impacting
on community wellbeing {209%)

The potential benefits of successfully addressing these problems were also developed and
agreed upon. The stakeholder panel identified the following potential benefits and weightings:

Benefit one: Improved road safety (55%)

Benefit two: Improved customer experience (30%)

Benefit three: Increased community wellbeing (209%)

Benefit four: Greater uptake of active travel and public transport (10%4)

The problem and benefits were validated by the evidence, notably:

Increasing demand paired with risky and unsafe behaviour by people who drive increases the
risk of death and serious injury when crashes occur. This paired with people not driving to the
conditions or at a safe speed has increased collective risk and personal risk.

T Refers to safe systemns approach
2 Number of heavy trucks on minor roads, localised peak hour congestion on key routes, safety concerns

2
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An increasing number of private vehicles and freight movements across a dispersed network
has led to a changing mix of road users and overlapping peak movements. Vehicle Kilometres
Travelled (VKT) in Hawke's Bay have increased between 2014 and 2017, by 7% on local roads (up
from 810 million to 870 million kilometres) and 13% on state highways (up from 640 million to
720 million kilometres).

Road transport carries 959% of the freight in the Hawke's Bay region, while rail accounts for
almost all the remaining 5%. Underutilisation of rail for freight means more freight trips using
trucks through the Hastings District to the expanding port in Napier, putting pressure on the
road network. Commuters are experiencing peak hour congestion on key routes and freight
travel time has been impacted.

Increased domestic and international tourism through cruise ships and the regional airport,
which is also expanding, play a factor in adding pressure to the network.

: Changing population Record highlights of
=Y
A O
2013 2043 @@

85,000 — 100,000 2.2 23,000+ 103,000
residents residents '-'I . .'\ TEY OF APRLES -l
currently expected in EASE
2043 Age group ok
ssialiviosk.. 0B | | g, Boy
* 151 309
LG VESSEL z .‘JL SEL

Napier Port B A LN
4™ largest port in NZ by
aversaas export valumes Tourism and industry Growth in travel demand

supports $3 4 billion+ of i

Hawke's Bay's CDP a Vehicle kilometres travelled
i between 2014 and 2017
70% A\ in overall tonnages —
through the port between 2006 and
2016, from 2.3 to 3.9 million tonnes i < 20,000 7% A on local roads

cruise ship m*;eﬂgef {up from 810 million to BT0 million)
ﬂumbgﬂ; inaarly 2000
187%N in truck movements

through the Port fie T7.000 truck " 13% 4 on state highways
:\ggemen I?,'ialg:g 1h:}£ﬁlcrzlc o B 100,000 0 {up from 640 million to 720 million)

sy : wisitors esch surmmer season
Ahurin access cornidor

In the move towards a more compact urban form for the Heretaunga Plains subregion, an
increasing proportion of the residential growth is expected to take place through intensification
by redevelopment within existing residential and rural residential areas by 2045, Alongside
residential growth areas, industrial growth areas have also been identified, many of which are in
close proximity or adjacent to residential growth areas which will cause competing demands.
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As a model community, Hastings
District has heavily invested in
walking and cycling infrastructure to ~ 100%

positively impact on the community, 80%
however the ease and convenience 60%

Mode Share Hastings District (2001-2013)

of driving has resulted in private
vehicles being the primary means of
travel within the district. Active

409
20%

; 0% - omE SR :
travel and DUb|IC transport are not Private  Cycling Walking Public Motorcycle  Train Other
viewed as attractive or effective Vehicle Transport
modes of transport which means =2001 w2006 = 2013

they are underutilised. This

translates to people not being as active as part of their daily life, increased inactivity and obesity
rates and increased pressure on natural resources and carbon emissions from vehicles. Since
driving is seen as the most viable option for transport, vulnerable populations also have reduced
social and economic opportunities due to the need to own a vehicle.

There is strong strategic alignment with key national, regional and local strategic drivers around
safety, network resilience, safe and efficient freight movements to the port, mode shift,
transport choices and access to modes such as public transport, walking and cycling. There has
also been an increasing shift toward reducing the adverse effects on the climate, local
environment and public health which has strong strategic alignment with the Strategic Case.

The Strategic Case was followed by the development of a Programme Business Case (PBC)
which is an evidence based living document that guides the direction for future investment in
transportation network projects

The PBC recommends a package of transport interventions including new network
infrastructure, safety and level of service improvements, advocacy, education and enforcement,
operational enhancements, policy measures and transportation / land-use integration. These
interventions will build upon past successes and will allow Hastings District Council (HDC) to
meet new and emerging challenges, particularly in a time when COVID-19 has changed the
way we view active transport

Three investment objectives were agreed upon and applied to the development of the PBC:

. Improve road safety - Improve road safety by reducing deaths and serious injuries by
%%, reducing collective risk by x%, reducing personal risk by x%.
. Improve customer experience - Improve customer experience by reducing travel

time variability for freight by x%, reducing the share of trucks on local roads by x%,
reducing the share of crashes involving trucks by x%, increasing network resilience
by x%
. Improve community wellbeing - Improve community wellbeing by increasing active

travel and public transport trips to work by x9%, to school by x% and reducing the
use of private vehicles for short trips by x%.

The percent of increase or decrease within these investment objectives will be determined

once the baseline data has been collected.

A total of seven potential programme options were developed and assessed against their ability
to address the problems and achieve the objectives. One programme focus emerged as the
most effective. This programme focuses on interventions that specifically improve overall
community wellbeing by improving infrastructure, safety and productivity, demand, and soft
measures related to active transport and public transport (PT). This programmed was blended
with a balanced programme to ensure it also delivered the infrastructure improvements
needed to improve safety
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The recommended strategic programme focus has the following delivery philosophy:
. HDC will build on what has been done well;

. HDC will change the things that are not working;
. Let's do the hard work first;

. Equitable approach to active transport infrastructure improvements;

. The ease and convenience of driving and parking needs to be addressed;
. The right active transport infrastructure for the right target audience; and
. HDC will maximise opportunities for improvement

The recommended programme performs well against all the investment objectives, and has
strong alignment to relevant national, regional and local plans and strategies. The
recommended programme has been assessed using the latest NZTA Assessment Framework
criteria. It has not been possible to produce an indicative benefit cost ratio due to the scale and
scope of this PBC. It is anticipated that efficiency will be assessed during subsequent phases as
more detailed estimates of the costs and benefits can be determined.

The PBC has two key purposes:

. It has been used to identify quick wins and short-term measures that have the
greatest potential to address travel behaviours, support mode shift through
improved transport / land-use integration, operational enhancements, will improve
safety and the level of service of the network and will meet the investment
objectives; and

. It sets a framework for how the problems on the network will be addressed by
focusing on new infrastructure improving connectivity and transportation choice,
including walking, cycling and public transportation.

Through implementation of the recommended programme it will be safer and more
convenient for people to make more trips using sustainable transport. Implementation of this
programme alongside the Hastings District Council (HDC) Active Transport programme will
result in a more mode neutral network, supporting all modes of transport, increasing access
and choice and creating environments that support sustainable transport.

The "quick wins" focus on assessing and developing an approach for selected high-volume
corridors, implementing a network operating plan, increasing data collection, increasing
collaboration and transportation / land-use integration

Short-term projects include implementation of the outcomes of the studies and plans
developed in the "quick wins" phase as well increasing transportation / land-use integration,
policy measures and further operational enhancements. The evidence suggests that increasing
demands, change in land-use, poor uptake of active travel and human behaviour are a key
cause of many of the problems identified on the transportation network. This phase of projects
aims to address these issues through implementation of soft measures and some new
infrastructure projects focused on improving the level of service and safety of the network.

Later stages build upon this approach with additional new infrastructure in later years.

The midpoint of the Capex component of the programme totals $45.8M, equating to an
average expenditure of $4.6M per year. In addition, there are operational expenditure
components totalling $620,000.

A level of flexibility is needed during this time of uncertainty with the COVID-19 pandemic,
reduced council budgets, changing demands on various modes and changing road user needs.
The programme has been prioritised and should be implemented to the extent that council
transport budgets allow.
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The PBC is a key stage in developing the Council's transport investment programme for the
Long Term Plan. However, the next steps will see individual projects or activities developed and
will go through statutory processes to proceed (eg. NLTP, RLTP, and LTP).

Results alignment has been assessed as High as per the Investment Assessment Framework

(2018)

A summary of the recommended programme and location of new infrastructure is provided
below

Recommended Programme

Description: This programme aims to invest in interventions that specifically improve overall community
wellbeing by focusing on soft measures related to active and public transport (PT) and alsc improving

infrastructure and safety.
Benefits

v Significant road safety benefits

L Moderate customer experience benefits

o Moderate walking and cycling benafits

L Moderate transport service user banefits

o Maoderate mode change benefits

v ignifi. ing benefits

community
B Moderate accessibility (to core services by all
modes) banefits

¥ Moderate transpart emission reduction benefits

Estimated cost and profile

Tecnnalogy
Data callectian

Cost range

$39.4M -
$53.4M

Application

35% Infrastructure 65% Soft measures

38% _ 29% Y 2%
( level of senvice ( oparational ( ) advocacy
improvements enhancements
9% L
7%
‘ ) safety Improvemants () L t ) g‘z@b"c
transport
23%
( implementation of \ T \ %
study / plan &) transport [ ) education and

outcomes land-use enforcement
integration

Intervention effort

Level of service improvernents
Closure

Safety improvements

Study outcoma Infrastructure

= —0 |
L J
¥ measures
Education measures SN
Enforcement measures D
Operational enhanacements I
Policy measuras I
Public transport measures  I—
Transportation [ land use integration  ITE————

o

1 2 3 4 5 6 7 8B 9 10

Total options in programme = 37 out of 50
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(Infrastructure) ’ I
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Level of Service Improvements:

- Signal/traffic system software

- Speed reduction
measures/tratfic calming

Iimplementation of Study / Plan

Corridors

- Karamu Corridor Improvements
Naiper-Taihape Road Corridor

Impravements

- St Aubyn Corridor Improvements

- Pakowhai ~ Maraskakaho

Carridor Improvements

Refer to Appendix J - Waka Kotahi NZ Transport Agency SBC Investment Questions for the
checklist of requirements against the strategic case assessment questions and Appendix Q -
Waka Kotahi NZ Transport Agency PBC Investment Questions for the checklist of requirements

against the PBC assessment questions.
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PART A - STRATEGIC CASE

1 Introduction

11 Purpose

A Strategic Business Case (SBC) was commissioned by Hastings District Council (HDC) to
improve the transport network within Hastings District. This network SBC and Programme
Business Case (PBC) were undertaken in parallel with the HDC active transport SBC and PBC.
This SBC outlines the strategic priorities and determines the need for investment and the case
for change and sets the direction for the subsequent PBC in section 5. These reports were
commissioned by Hastings District Council (HDC) to outline the need for investment and the
case for change to improve the local transportation network, and move people and goods
safely and efficiently within Hastings District. This includes both local roads and state highways
(2,5, 50 and 50A), though major regional network problems will be addressed in the Hawke's
Bay Regional Business Case.

The purpose of this strategic business case is to:

. Provide a clear case for change and a compelling reason to invest;
. Define the problems identified by the project stakeholder, the evidence for these
problems and associated benefits; and
. Recommend the next steps.
12 Scope

The physical extents of this SBC comprise the entire HDC service area, which is located in the
Hawke's Bay Region and focused on the main urban areas such as Hastings, Havelock North
and Flaxmere as well as smaller settlements and rural areas (see Figure 1).

Figure 1 Map of Hastings District

N
A

Hastings District
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1.3 Key Partners and Stakeholders

ILM workshop participants were selected due to their ongoing involvement in the Hastings
network projects and involvement in the Regional Transport Committee. They represent a
diverse cross-section of stakeholders that would be impacted by transportation netwaork
decisions and are involved in transport operational and strategic decision-making.

The key partners to the business case who will have a responsibility for delivering on the
investment and key stakeholders who have helped determine the problems and benefits and
guide the development of the programmes are shown in Table 1 and Table 2.

The following table lists the key partners for the project:

Partner Knowledge / Involvement
Hastings District Council (HDC) Project owner, historic and current context
Waka Kotahi (NZ Transport Agency) Project impact and funding implications

Table 1 Key partners

The following table lists the key stakeholders for the project:

Partner Know / Involvement

Hastings District Council (HDC) Project owner, historic and current local
context

Waka Kotahi (NZ Transport Agency) Project impact and funding implications

Hawke's Bay Regional Council (HBRC) Historic and current regional context, regional

network stakeholder

Hastings Police Road policing and safety

Hawke's Bay District Health Board Health impacts and outcomes of transport,
(HBDHB) major employer implementing a travel plan
Road Transport Association New Zealand Road transport industry representative

New Zealand Automobile Association (AA) Motorist, car and driver safety

Hastings City Business Association (HCBA) Business owners, impact of network/parking
decisions on business

Hawke's Bay Fruitgrowers Association Fruit growing industry representative, impact of

(HBFA) industry/network

Napier Port Port operations representative, impact of
port/network

Table 2 Key stakeholders

Technical support at the ILM workshop was also provided by Hastings District Council (HDC).

[t
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2 Context

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay,
known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks and
iconic landmarks such as Cape Kidnappers and Te Mata Peak.

In 2010 the Hastings District became new Zealand's first "Model Community” and by January
201 the programme was branded "iWay", a network of urban pathways and on-street facilities.
Building upon this, Hawke's Bay Trails is one of 22 Great Rides in New Zealand, with nearly
200km of off-cycle trails connecting the region and over 700,000 trip counts recorded on the
trailsin 2019.

21 Strategic Drivers

There is a strong drive for significant investment in the Hastings network at a national, regional
and local level.

2.1 Government Policy Statement (GPS) 2018-2028 (MoT 2018)
The GPS identifies several national land transport objectives that are relevant to this investment,

notably a land transport that:

. Provides increased access for economic and social cpportunities: Supporting
tourism is specifically noted in the investment priorities and the planning direction

. Enables transport choice and access: Specifically, increased mode shift, fit-for-
purpose and safe (real and perceived) walking and cycling infrastructure

. Reduces the adverse effects on the climate, local environment and public health:

Notably reduced significant negative effects on water guality and biodiversity from
construction and ongoing use of transport infrastructure, and increased uptake of
active travel modes such as walking and cycling to support environmental and
public health objectives.

. The business case approach aims to provide a value for money solution that address
the needs from the key stakeholders.

212 Draft Government Policy Statement (GPS) 2021-2031 (MoT 2020)
The GPS identifies four strategic priorities that will guide land transport investments from 2021-
2031, Several national land transport objectives that are relevant to this investment, notably a
land transport that:

. Developing a transport system where no-one is killed or seriously injured: We need
to create a transport system in both urban and regional areas that protect people.
This priority gives effect to, but is not limited to, the Road to Zero: the 2Z020-2030
Road Safety Strategy (Road to Zero).

. Providing people with better transport options to access social and economic
opportunities: Highly liveable cities and towns are people-friendly places with
healthy environments that improve wellbeing and economic prosperity. The
transport system contributes to liveable cities and towns by providing people with
good travel options. This requires all parts of the transport system, be it roads, rail,
public transport, and walking and cycling routes, to work together.

. Improving freight connections for economic development: Efficient, reliable, safe,
mode-neutral and resilient freight transport - within cities, between regions and to
ports - is vital for a thriving economy. The transport system needs to support the
movement of freight by the most appropriate mode, improving interregional
corridors, and increasing resilience.
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. Developing a low carbon transport system that supports emission reductions,
while improving safety and inclusive access: Vehicles that run on fuel are the
fastest growing source of harmful climate pollution - emitting almost 70 per cent of
our total transport emissions. Prioritising a reduction in greenhouse gases emitted
by transport will help to achieve the Government's emission reduction targets and
protect public health.

213 National Land Transport Programme (WKNZTA 2018)
The National Land Transport Programme (NLTP) is a three-year programme of planned activities
and a 10-year forecast of revenue and expenditure prepared by Waka Kotahi to give effect to
the GPS.

The NLTP includes a range of initiatives to support local government and has established five
National Priority Programmes to accelerate activities aligned with the government's priorities

including:
. Safety on local roads
. Public transport
. Walking and cycling
. Regional improvements
. Network resilience

The NLTP supports the following projects within the Hawke's Bay region which are specifically
relevant to Hastings District:

. Improving safety, and planning for significant growth in forestry

. Ensuring safe and efficient access to Napier Port

. Maintaining the state highways and local roads

. SH2 Pakipaki to Waipukurau

. Hawke's Bay Expressway

. Weigh Right National at Napier Port

. New cycleways in the iWay cycling programme

. Increasing demand on the public transport system due to an ageing population

. Bridge strengthening programme to cpen up more of the network to 50MAX and
HPMWVs

. Safety promotion programmes in schools

214 Keeping Cities Moving (WKNZTA 2019)
Keeping Cities Moving is Waka Kotahi's plan to improve travel choice and reduce car
dependency. The Plan outlines how the Transport Agency, in partnership with others, will help
address the causes of car dependency and in doing so contribute to the GPS objectives by
increasing the wellbeing of New Zealand's cities by growing the share of travel by public
transport, walking and cycling.

Keeping Cities Moving includes an action plan of 34 interventions that will focus on leveraging
mode-shift through:

. Spatial and place-based planning

. Policy and regulatory interventions

. Network design, management and optimisation

. Investment in infrastructure, platforms and services

. Economic tools; and

. Education, engagement and awareness interventions
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215 Vision Zero (MoT 2020)
Vision Zero is a national approach where no-one is killed or seriously injured in road crashes, and
where no death or serious injury while travelling on our roads is acceptable. Vision Zero builds
on the Safe System (Safe Speeds, Safe Roads, Safe Vehicles, Safe Road Users) holistic approach
to road safety, which requires people to think about the road system in its entirety, from
infrastructure projects to policy and regulation.

216 Climate Change Response (Zero Carbon) Amendment Act (MfE 2019)
The Climate Change Response (Zero Carbon) Amendment Act 2019 provides a framework by
which New Zealand can develop and implement clear and stable climate change policies that
contribute to the global effort under the Paris Agreement. This will limit the global average
temperature increase to 1.5° Celsius above pre-industrial levels and allow New Zealand to
prepare for, and adapt to, the effects of climate change.

The changes do four key things. They:

. set a new domestic greenhouse gas emissions reduction target for New Zealand to
reduce net emissions of all greenhouse gases (except biogenic methane) to zero by
2050

. establish a system of emissions budgets to act as stepping stones towards the long-
term target

. require the Government to develop and implement policies for climate change
adaptation and mitigation

. establish a new, independent Climate Change Commission to provide expert advice

and monitoring to help keep successive governments on track to meeting long-
term goals. See the Climate Change Commission website.

217 Hastings District Plan (HDC n.d.)
Section 2.5 Transportation Strategy of the Hastings District Plan (the District Plan) identifies the
importance of establishing a safe and efficient use of the transport network. This can be
achieved by traffic management on the network, and the control of land use activities alongside
the network.

218 Hastings Council Long Term Plan 2018-2028 (HDC 2017)
The Hastings District Council's Long Term Plan sets out the Council's plans and spending with
the following aims being relevant to this investment:

. Accessible range of safe transport options
. Safe walking and cycling facilities

. Efficient movement of goods

. Infrastructure supporting economic growth

219 Hawke's Bay Regional Public Transport Plan 2019-2029 (Draft) (HBRC 2019a)
The Regional Land Transport Plan (RLTP) vision for transport in Hawke's Bay is: "A safe, resilient
and efficient transport system that supports the development of our economy and
contributes to social wellbeing in our community” It aims to promote increased numbers of
trips being undertaken on public transport, lessening the reliance on private motor vehicle
travel and contributing to reduced congestion and carbon emissions on the road network. The
Draft Regional Public Transport Plan 2019-2029 builds upon this strategic alignment by
supporting the RLTP's vision.

211 Hawke's Bay Regional Council Climate Emergency Declaration (HBRC 2019b)
The Hawke's Bay Regional Council (HBRC) joined other councils around the country when it
announced a climate emergency for the Hawke's Bay region on 26 June 2019, recognising there

12
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is a small window of time to action and avoid the most damaging effects of the climate crisis in
the longer term.

In declaring a climate emergency, the Regional Council is making climate change a focus in all
its decision-making and relevant work programmes.

212 Heretaunga Plains Transportation Study Report (GHD 2012)
The Heretaunga Plains Transportation Study Report aims to "ensure that people and goods are
moved toffrom and within the study area with the least cost and for the most benefit to the
region's economy while enhancing its social and cultural fabric and environmental condition”
This study also explored improving efficiency of freight logistics and distribution. Various key
routes were identified as being a LOS D or E and the study projected continued deterioration by
2026 and by 2046 the same areas on the network continue to be under pressure being either at
or over capacity.

213 Heretaunga Plains Urban Development Strategy (HPUDS) (HDC et al 2017)
The HPUDS takes a long-term view of land use and infrastructure, and how growth will be
managed in the Heretaunga Plains sub-region for the period 2015-2045. It considers the
following growth drivers and the relative demands they place on land in both Hastings and
Napier commercial and industrial; retirement sector; rural and urban residential development;
intensification (infill); and affordability and sustainability.

214 Local Government Leaders’ Climate Change Declaration (LG 2017)
Local government leaders declared an urgent need for responsive leadership and a holistic
approach to climate change The declaration asked NZ government to make climate change a
priority to develop and implement an ambitious transition plan for a low carbon and resilient
NZ. All local governments are committed to developing and implementing action plans to
reduce greenhouse gas emissions and support resilience. Plans will promote walking, cycling,
public transport and other low carbon transport options.

This business case clearly promotes the development and implementation of active transport
to reduce greenhouse gas emissions and support resilience.

2.2 Geographic Context

Hastings, Flaxmere and Havelock North consist of relatively flat and rolling countryside, with Te
Mata Peak providing some steeper areas. The relatively flat topography is favourable for active
transport users, with the steeper areas such as Te Mata Peak providing recreational users the
challenges they seek.
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221 Population
Hastings District has a

population of estimated at Population within urban areas of Hastings
85,000 people which is a 95% District

increase from 5 years prior

, 60,000
(SNZ 2019). with 60% of that g 50.000
population residing in the key » 40'000
. o '

urban areas of Hastings, & 30,000
Havelock North and Flaxmere. 5 20.000

& 10,000
Over the next 25 years, 2 0 . l n .
Hastings District’s population is & Hastings Flaxmere  Havelock Total
expected to increase to nearly Central North
100,000. To support the vision 22001 =2006 w2013

for delivering a safe and
efficient network in Hastings, Figure 2 Population growth (2001, 2006 and 2013)

HDC needs to ensure the (Source- SNZ 2013a)

transport systemn is fit for . .
purpose. That means providing safe facilities and transport Changing popu!atlon
choices to all road users demographics

While population growth is expected to remain steady,
there is expected to be significant growth of the 65+ age 2013 2063
populations, who are expected to increase from 35% of the

population in 2013 to 45% of the population in 2043
Growth in the population in the 65+ age group is expected
to be great than the total population growth over this
period. This will have significant impact on the
transportation network and how residents use transport in
the upcoming years.

Age group
M o019 2049 [l 50+

Source: FNZ 2017a

222 Land use
Hastings District is dominated by rural and plains production land use, which surround the
urban and commercial areas of Hastings, Havelock North and Flaxmere. Growth areas are made
up of industrial and residential areas, with the majority of industrial growth areas surrounding
Hastings and Flaxmere.
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Figure 3 illustrates the key industrial and

residential growth areas identified within Legend
Napier City and Hastings District, with the — pmnd

majority of industrial growth areas surrounding | Aol S vy
Hastings and Flaxmere.

In the move towards a more compact urban
form for the Heretaunga Plains subregion, an
increasing proportion of the residential growth
is expected to take place through
intensification by redevelopment within
existing residential and rural residential areas
The key elements of the settlement pattern by
2045 are:

. 609% intensification (10 - 209%
intensification or brownfields);

. 3506 greenfield; and

. 5% of population in rural areas.

See Appendix A - Additional information on

Hastn"lgs context for more detailed ma’f’s Figure 3 Land use within Hastings District
showing the land use summary of Hastings, as  (Hpc et al 2017)

well as household projections.

223 Social and Economic Context
Napier-Hastings is a relatively low-income region and has a significant degree of socio-
economic deprivation. This needs to be taken into consideration, in future urban development
planning for the area. (Bevin 2009)

Key industries in the region include primary production and processing, commercial business
services and wholesale/fretail trade. Hastings District is one of the largest apple, pear and stone
fruit producing areas in New Zealand, and therefore has an important relationship with Napier
Port. Napier Port is the fourth largest export port in New Zealand by overseas export volumes,
additionally it hosts cruise ships (HBRC 2018). The district is also an important grape growing
and wine producing area, attracting many tourists to the region.

Employment in the region is expected to increase by 18% between 2015-2045, with particular
focus on the commercial and industrial sectors, which are forecast to grow by 219 and 159,
respectively between 2015-2045 (Bevin 2009).

Increasing employment in the region will result in increased demands for travel to
employment. Accommodating this demand within existing travel patterns dominated by
private vehicle use would result in increased pollution and congestion. A poor environment for
active transport will restrict access to increasing employment opportunities for those unable to
access private vehicles through disability or deprivation.

3 The Need for Investment

31 Defining the Problem

A facilitated investment logic mapping (ILM) workshop was held on 19 December 2019 with the
following key stakeholders to identify the problems confronting the region and the benefits of
addressing these issues (see Appendix B - Partners and stakeholders for the list of partners and
stakeholders, as well as their contribution of interest in the project).
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The stakeholder panel identified and agreed the following key problems: and benefits

. Problem one: Poor user behaviour and transport system deficiencies increases the
risk of deaths and serious injuries when crashes occur® (50%)

. Problem two: Increased industry productivity and changes in land-use is resulting
the transport system not meeting the needs of users® (30%)

. Problem three: Poor uptake of active travel and public transport is negatively
impacting on community wellbeing (209%)

The Investment Logic Map is in Appendix B - Investment logic map.

3.2 Benefits of Investment

The potential benefits of successfully investing to address these problems were developed and
agreed by stakeholders as part of the investment logic mapping held on December 2019. The
stakeholder panel identified the following potential benefits and weightings:

Benefit one: Improved road safety (559%)

Benefit two: Improved customer experience (30%)

Benefit three: Increased community wellbeing (209%)

Benefit four: Greater uptake of active travel and public transport (10%4)

The Benefit Map is attached as Appendix G - Benefit Mapping.

33 Evidence

In validating the problem statements, there are a number of factors to define and explore;
including:

. Poor user behaviour in part attributed to infrastructure and risk;

. Competing and increasing demands related to tourism and industry, freight
transport on the network, heavy vehicles, level of service and network deficiencies;
and

. Poor uptake of active travel which includes the ease and convenience of driving,
poor perception of active travel and public transport which results in decreasing
health cutcomes.

This information is provided in section 331,332 and 333

331 Evidence for problem one

the risk of deaths and serious injuries when crashes cccur
*Refer to safe systems approach

Problem one: Poor user behaviour and transport system deficiencies’ increases
50%
The stakeholders believe that poor driving behaviour is a major issue in Hastings, with a road
environment that does not cater for all road users and is not fit for purpose, thus contributing to
risk of a death or serious injury outcome occurring.

This is due largely to the presence of

. roads and roadsides which are unpredictable and unforgiving of mistakes as the
design fails to encourage appropriate road user behaviour and safe speeds; and
. speeds that do not suit the function and level of safety of the road.

5 Refers to safe systems approach
“ Nurmnber of heavy trucks on minor roads, localised peak hour congestion on key routes, safety concerns
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Top fatal and serious crash factors (2015-2019)

© Alcohol (3194)

€ Poor handling (29) Poor driver

€) Poor observation (28%) ehaviecy

3 Travel speed (24%) Transport system
deficiencies

e Position on road (18%)

High risk crash types for
fatal and serious crashes (2015-2019)

52% 21% 15%

il

Run off the road Intersection Head on

During the five-year period 2015 to 2019, a total of 35 deaths and 270 serious injuries resulted

from road crashes on HDC's highway and

local road network, with the number of deaths and

serious injuries (DSI) increasing at a rate of around 4 percent per annum. DSl on local roads
contribute to 90% of the total DSIs (19 and 175 of DSl respectively were on local roads). Active
modes, often classed as vulnerable road users make up 33.6% of DSI; however, these modes are
significantly underrepresented when compared to New Plymouth, Nelson and Palmerston

North® with vulnerable road users
making up an average of 434% of total
DSl in these urban areas. This indicates
that safety concerns related to vulnerable
users is related to perceived safety issues,
rather than it actually being unsafe.

Three types of high risk crashes account
for 88 percent of all DSI crashes in HDC.
Run-off road crashes are a considerable
proportion of fatal and serious crashes on
the network.

The right figure outlines the top fatal
and serious crash factors on all roads in
HDC. Apart from poor observation of
road conditions by drivers, the
remainder of the crash factors are
overrepresented when compared to
the crash factor averages from New
Plymouth, Nelson and Palmerston
North.

The DSI trend has been decreasing
along rural roads, and increasing along
urban roads.

See Appendix C - Crash analysis for the
full crash analysis of HDC's crash history
between the period 2015 and 2019.

Infrastructure and risk

Urban vs. rural DSI casualties (2015-2019)
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Figure 4 shows the identified high-risk corridors® for the District (refer to Appendix E for more
specific details of rural and urban high-risk corridors from the Hastings District Council 2017

Road Safety Strategy).

5 Similar urban areas in terms of size of area, population and active transport networks.

& High risk corridors are lengths of road with a higher than average crash risk; where targeted safety improvements are
most likely to reduce the social cost of crashes. High risk corridors are defined as corridors where the crash density
(collective risk) or crash rate (personal risk) is high compared to similar corridors nationally (HDC 2017).
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As seen in Figure 5, an infrastructure rating has been assessed for all roads in Hastings, with
approximate locations of high risk intersections identified. Note: the highest risk roads posed by
infrastructure are shown as black, with red being medium to high. This show where there is
potential for risk.

nf-astr.curn Risk Reting
IRR Nand
= Hah wien
— Medium Hgh
- Medium

Low Medium

3 S’V_\‘? <7 ¥ B

/

Figure 5 Infrastructure risk rating (left), high risk intersections (right) for 2013-2018 (Source: Mega
Maps)

Poor behaviour trends
There has been significant improvement in some crash causes where driver behaviour or choice

is implicated. Fatal and serious injuries from some major crash factors (alcohol and drugs, young
drivers, fatigue and distraction, roads and roadsides, no restraint use) have in general declined
since 2008, however crashes caused by high-risk drivers and speeding drivers have shown little
improvement (HBRC 2018). See Appendix D for further details.

Recent spikes in crashes have been of concern and emphasises the need for the region to
continue in focusing on national and local education programmes aimed at improving driver
behaviour and encouraging a culture of driving to the conditions. From a Vision Zero and Safe
System approach, this shows that the current transport system is unforgiving when people
make mistakes. This presents an opportunity to improve the potential for DS| outcomes by
creating a more forgiving system that takes human fallibility and vulnerability into account.

552 Evidence for problem two

resulting in the transport system not meeting the needs of users’

@ Problem two: Increased industry productivity and changes in land use is
*Number of heavy trucks on minor roads, localised peak hour congestion on key routes, safety

Problem two refers to the inefficient freight movement through the transport system in
Hastings, which has failed to effectively respond to the growth in demand and land use
changes. An efficient freight network within Hawke's Bay is vital for the region's economy - not
only does it serve a highly productive rural sector that exports large quantities of horticultural,
forestry and agricultural products, it also provides access to the Port and domestic markets. The
consequences of the problem are:

. Increased potential for conflict between road users;
. Localised peak hour congestion on key routes and increased freight travel time
variability. This results in delays along the supply chain despite strict schedules in
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place, as well as increased costs for importers and exports as they effectively pay the
wait time;

. Increased number of crashes with trucks on all roads of HDC. The number of
crashes that involve trucks in DSI crashes between 2015 and 2019 is equivalent to
the total combined crashes with trucks in New Plymouth, Palmerston North and
Nelson. Similarly, 17% of crashes on State Highways in HDC involve a truck, in
contrast to an average of 4% in similar aforementioned regions.

The first part of the cause (i.e. increased industry productivity) is driven by:

. A significant increase in freight movements from and through Hastings Districts to
the port (see Section 0). This, combined with a continued increase in VKT on local
roads and state highways and an ageing population will contribute to increased
demand and challenges with the mix of traffic using the road network;

. Freight movement from and through Hastings to meet port departures occurring
during peak commute times.

Tourism and industry

Crowing regional industries such as agriculture, horticulture, viticulture and forestry and the
MNapier Port expansion both contribute to growing demands on the Hastings District
transportation network, particularly in relation to trucks and heavy vehicles on key corridors.

Napier Port is the fourth largest port in New Zealand by overseas export volumes, holding
national significance as it accounts for 10% of New Zealand’s export tonnages (HBRC 2018). In
dollar terms, Napier Port supports more than $3.4 billion of Hawke's Bay's Gross Regional
Product (HBRC 2018). Hastings District is one of the largest apple, pear and stone fruit
producing areas in New Zealand, and therefore has an important relationship with the Port.

Increased tourism through cruise ships and the regional airport which is expanding also play a

factor in adding pressure to the network.

Record highlights of . .
Napier Port (o 2012) Growing tourism (HET nd)

& O B

_ 22 23000+ 103 000

H—I— ES

< 20,000 Hawke's Bay cruise ship
numbers in early 2000; now up to
100,000 visitors each surmmer seasan

$246 million spent by visitors to Hastings
in the year ending May 2017

AR

=4 T%0 of residents’ jobs are supported by
h tourism in Hastings District
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The second part of the cause (i.e. changes in land use) can be seen in the industrial land use
intensification occurring near residential growth areas (see Figure 3), as well as intensification
and land use changes occurring prior to road network investment This lack of integration
between development and transport infrastructure translates to increased car dependency,
higher energy use, greater traffic volumes and inefficient freight movement (HBRC 2014).
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Freight transport

Road transport carries 95% of the freight in the Hawke's Bay region, while rail accounts for
almost all the remaining 5%. The rail line south from Napier is commercially viable and handles
all the region’'s rail freight. Use of this line for freight grew over 40% between 2007 and 2012,
but tonnages remain low as a percentage of all freight carried. After 2014 freight loads has
dropped on the line, due to Ravensdown Fertilisers' discontinued use of rail and because
Fonterra productis no longer exported out of Napier Port (HBRC 2018).

Freight moving into and out of the region is growing and is expected to increase from 202
million tonnes in 2012 to about 30.7million tonnes by 20457, The growth in key freight types
through the Port is predicted to increase truck movements (in and outbound) by 187% (being
171,000 truck movements), along the critical Ahuriri access corridor between 2018 and 2027
These predictions are based on significant recent growth in apple plantings, wood harvests
commencing in the Tararua/Central Hawke's Bay and Wairoa areas, and growth in other freight
types (HBRC 2018).

The effects of the problem (i.e. a transport system not meeting the needs of users) are seen
below

B Growth in travel demand as evident by the significant increase in Vehicle Kilometres
Travelled (VKT) as well as an increase in demand for High Productivity Motor
Vehicles (HPMV) capability on key access routes;

. Increased number of trucks and heavy commercial vehicles (HCV) on minor roads,
especially with trucks going into residential areas (Havelock North/Whakatu) rather
than standard routes;

. Overlapping peak commuter and freight movements, with peak container traffic
coinciding with morning peak commuter times between 7am and 8am in 2017-
20198

Growth in travel demand

VKT in Hawke's Bay have increased between 2014 and 2017, by 7% on local roads (up from 810
million to 870 million kilometres) and 13% on state highways (up from 640 million to 720
million kilometres) (WKNZTA 2020). This is largely contributed by the increase in heavy vehicles
because of the growth in freight moving through the region.

Since 2017, Hawke's Bay has also seen a rise in VKT on sealed urban and rural local roads, as well
as sealed urban state highways. However, this is not the case for rural state highways which
indicates increased demand has primarily occurred in urban areas and the more remote parts
of the district (see Appendix A - Additional information on Hastings context for details).

Heavy vehicles on the network

Problems with the significant increase in freight movements is evidenced by a clear increase in
annual number of containers being handled by the Napier Port (an average of 8% per annum
between 2009 and 2015°). These numbers are expected to peak further over the coming years
as a result of the continued growth in the rural sector and the national promotion of shipping
as a transport mode.

7 National Freight Demand Study, Ministry of Transport, 2014
& Data received from the Port
? This includes containers only, with forestry trucks excluded.
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While road use has been increasing, containers . .
into the Port by rail have decreased by over 15% Napier Port (Gatein)
between 2012 and 2016 (see Figure 6). Rail is 100%
greatly underutilised with only 9.9% of 80% /\_‘/__
movements into the Port being by rail
compared to 247% nationally in 2016, adding 60%
pressure on the network as trucks rely heavily 40%
on the road to move containers. This
underutilisation of rail is further supported by 20% \
the 2014 Future Freight Scenarios Study which 0%
showed that the rail route capacity (trains/day) 2012 2013 201 2015 2016
running at Oringi-Hastings was 8 with a
maximum of 27, as well as Hastings-Napier at 8 —Rall ===Road
with a maximum capacity of 85, (MoT 2014) Figure 6 Decreasing rail movements with
The impacts of heavy vehicles on the urban increasing road use (MoT 2019)
area, and the need to build a closer
relationship between increases in the demand for freight and the provision for additional
network capacity, is recognised by the District. A 124-hectare site in the industrial zone of
Whakatu is earmarked for a future freight hub to provide a more effective access to the port for
exports and imports via rail. With its proximity to the rail corridor and being in the centre of
Hawke's Bay's future industrial heart, it is intended to connect a major export base directly to
Napier Port and support the region's future growth (NP 2018).
The capability of the network to transport High Productivity Motor Vehicles (HPMVs) and to
ensure safe and resilient access to areas of primary production is also an ongoing issue for the
Hawke's Bay region (HBRC 2018). With 41 bridges in Hastings District currently understrength,
there is a weak link in the ability to increase the weight and size of vehicles. Businesses are
therefore limited to expand and shift their product to the Port for export in an efficient manner
(GHD 2012},
Level of service and network deficiencies
Results from the deficiency analysis from the Heretaunga Plains Transportation Study (2012)
highlight the key areas of concern at Level of Service (LOS) D or E within Hastings in 2009, 2026
and 2046'°. See Figure 7 below.
8 LOS D is defined as all drivers markedly restricted; LOS E is defined as near capacity, little or no freedom. The results of
LOS also include peak commuter and freight.
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v Arataki
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2 Note: In 2046, the same areas on the netwark continue

{ to be under pressure being either at or aver capacity.

Figure 7 LOS impacts for ke); corridors within Hastings (2009, 2026, and 2046) (GHD 2012)

It is also noted that many of these issues would have been mitigated by recent construction
projects, with the exception of several unaddressed corridors like Omahu Road, Karamu Road,
Heretaunga Street and Havelock Road. Improvements since this study (e.g. roundabout
improvements at Pakowhai, Hawke's Bay Expressway and Whakatu) may have decreased these
forecasted impacts by delaying the onset of decreased LOS. However, it is likely that it will
continue to create localised peak congestion via pinch points in the network heading into
2046. Some of the industrial areas identified in the HPUDS also align with the projected
decrease in LOS (eg. Omahu and Tomoana) which supports the need to address these areas.

In addition, Hastings District is facing a period of significantly higher road renewal requirements
in the next ten to fifteen years, because of a concentrated programme of rural road sealing in
the 1960s. This further creates challenges for the district to maintain appropriate levels of
service into rural areas (HBRC 2018). As outlined above, growth in all the following areas have
led to increasing and competing demands on the Hastings networks from a variety of users:

I 5 ¢ =y & v

Residents Tourists Commuters Cruise ship Logging / Viticulture  Horticulture
passengers forestry

533 Evidence for problem three

Problem three: Poor uptake of active travel and public transport is negatively
impacting on community wellbeing

Problem three refers to the ease of driving in HDC, and how the general perception of active
travel and public transport, is reducing usage from those that have their own vehicles. This
problem directly connects with the problem statement in the HDC Active Transport business
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case, "Gaps in levels of service and the perception that walking and cycling is unsafe and
inconvenient is limiting its uptake, resulting in high car dependency’.

In 2010, Hastings and New Plymouth were selected by Waka Kotahi NZ Transport Agency
(Waka Kotahi) for the Model Communities Programme: a focused investment in cycling
infrastructure, education and encouragement. In 2011, iWay was developed with the
programme focusing on developing key arterial routes to urban areas, complementary on-road
cycle lanes on key collector routes, shared pathway projects, improved connectivity, and
education programmes including training, campaigns and other safety programmes (HDC
2017). By mid-2012, the network was completed with more than 100km of new pathways
including key routes to Flaxmere, Hastings, Havelock North and Clive (iWay 2020)

Despite significant investment in

active modes in the region, the Mode Share Hastings District (2001-2013)

number of cars per household 100%
continues to rise, with the private 80%
vehicles being the primary means 0%
of travel to work within the Hastings ¢
District. Figure 8 indicates both a 40%
dominance of the carin 20%
Hastings and an opportunity for 0% S S S
cha nge given the projected Frivate Cycling  Walking  Public  Motorcycle  Tmin Other
. . . . Vehicle Transport
increase in population in the
coming decades. =2001 w2006 = 2013
) ) . Figure 8 Mode share in Hastings District (2001-2013)
A higher reliance on the private car
9 P (SNZ 2013a)

means a missed opportunity for

people to be physically active during their commute. A lack of physical activity is one of the
leading factors causing heart disease, stroke, cancers and premature deaths in New Zealand;
risks increase for Maori, Pacific people and low-income communities (NZCofPHM 2014).

Furthermore, 'incidental exercise is strongly linked with improved health as "active transport
can help improve physical as well as mental health, community life, social wellbeing and
community interaction and safety” (NZCofPHM 2014). A perception survey revealed that walking
and cycling for exercise and recreation is a source of physical, mental and spiritual well-being,
and in some cases a way to relax and calm down from the stresses of everyday life (Muggeridge
2012). A University of North Carolina study also found that people who cycle for 30 minutes five
times per week, took less sick days than their peers, resulting in an increase in economic
productivity (WKNZTA 2016).

Ease and convenience of driving

Top modes of travel
As seen in Figure 9, barriers to further mode

shift are still present as travelling alone by Walk mm 6%
vehicle is the top choice because it saves Public Transport mmm 8%
time and is convenient (key findings from Bicycle/E-bike mmm 10%

the Hawke's Bay District Health Board
(HBDHB) Travel Survey Data is included in
Appendix E - HBDHB Travel Survey Data Key
Findings). Although cycling and using public 0% 20%  40% 60%  80%
transport are the top two ideal modes of Figure 9 Top modes of travel (HBDHB 2018)
travel, the actual top modes of travel are car-

based: 1) driving alone; 2) carpoocling; and 3) cycling

Carpooled mmmm 11%
Drove alone m——— 0%

T Incidental activity is defined as physical activity undertaken to access public transport by the New Zealand College of
Public Health Medicine (2014).

a
[
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Automobile commutes exceeding 15 minutes are associated with reduced happiness and
increased anxiety, while public transport commuting does not reduce personal well-being until
journey times exceeds 30 minutes (Litrnan 2020). This applies to 56% of respondents from the
HBDHEB Travel Survey Data in 2018 who were found to spend 15 to 30 minutes commuting to
work.

Poor perception of active travel and public transport

The poor perception of active travel and public transport as an attractive or effective mode of
transport is contributing towards its limited uptake, resulting in high car dependency. For
pedestrians and cyclists, this is perception and low uptake of these types of modes is largely
due to gaps in levels of service and perception that active travel is unsafe, as well as inconsistent
facilities on arterial and collector routes particularly at intersections. Connectivity barriers
relating to the quality and comfort of the active travel network such as distance and time is also
a factor (see Appendix F - Active Modes Strategic Case (Evidence) for evidence from the Active
Modes Strategic Case).

In addition, while significant improvements have been made to Hawke's Bay's bus network over
the last ten years, gaps in the service are still present. Suburban services in Hastings, which
follow a traditional model of leaving from and returning to the CBD, have seen a consistent
steady decline in patronage over the last four years (HBRC 2019). While commuter services
between cities have a reasonable frequency (20 minutes at peak times) and are showing some
growth when fuel prices increase, the journey time is too long and more direct services are
needed at peak times (HBRC 2019).

Health impacts of decreased physical activity
The effects of the problem are clear when considering the following statistics:

Physical activity rates (369 percent) for Hawke's

: PHYSICAL ACTIVITY AND OBESITY RATES
Bay adults during 2014-2017 are low compared (2014-2017)
to other regions such as Taranaki and Nelson wPhysical activity rates  mObasity rates
Marlborough, as well as the national average
(see Figure 10); a decline of 8.4 percent from the
20M-2014 period. This indicates that in Hawke's
Bay a significant portion of the adults are not

meeting the recommended physical activity Z m »;
guidelines of at least 30 minutes of exercise on -

600

36.9%
%6

38,

at least five days in the past week'?. This is well
below the national average.

Similarly, over a third (38.4 percent) of Hawke's HAWKE'S BAY  TARANAKI NEW ZEALAND NELSON

. MARLEORCUCH
Bgy a‘dults are cla55|lﬁed asl obese compared Figure 10 Physical activity and activity rates
with just under a third nationally (315 percent) (2014-2017) (MoH 2018)
across 2014-2017 (MoH 2018) This is an increase of

41 percent from 2011-2014.

34  Investment Objectives

Investment objectives were developed by the project team and agreed upon with the
stakeholders as part of the strategic case and were further developed during the PBC. They
include the benefit, measure and target when fully developed.

12 Hawke's Bay Regional Cycling Plan 2015: The recommended guidance is for at least 30 minutes of exercise on at least
five days in the past week
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Benefit one: We will improve road safety by:

. reducing deaths and serious injuries by X%,
. reducing collective risk by X%, and
. reducing personal risk by X%.

Benefit two: We will improve customer experience by

. reducing travel time variability for freight by X%,

. reducing the share of trucks on local roads by X%,

. reducing the share of crashes involving trucks by x%, and
. increasing network resilience by X%

Benefit three: We will increase community wellbeing by:
. reducing the use of private vehicles for short trips by X%.

Benefit four: Increasing uptake of active travel and public transport by:

. increasing active travel and public transport trips to work by X%, and
. increasing active travel and public transport trips to school by X%
341 Key Performance Indicators

It is important that the benefits of investment can be assessed and measured, to demonstrate
that the proposal will deliver the expected outcomes.

These KPIs provide a measurable basis for monitoring how well the potential new programmes
achieves the benefits over time.

It is also recommended that once a transportation emission baseline is conducted that a KPI be
added to reduce transport emissions.

Benefit Investment KPI / Measure Description
Benefit

Improved Reduced collective  Crashes by severity Reduction in number of
road safety risk deaths and serious injuries
(50%) Collective risk (crash across the network
Reduced personal density) rating on key
risk corridors Reduction in risk density of
Reduced number of fatal and serious injury
DSI's Personal risk (crash rate) crashes per kilometre over
rating on key corridors the road network on key
Safety: improve/ corridors
maintain (reduce Road assessment rating
deaths and serious - roads Reduction in risk to the
injuries) individual of fatal or serious

injuries per million vehicle
kilometres travelled on key

corridors
Improved Travel time delay: Travel time delay Reduction in freight travel
customer decrease/maintain (Reduced freight travel time variability
experience time variability)
(3096) Access - freight: Reduction in % of HCV's on
increase/maintain Reduced % of HCVs on minor roads
minor roads
Resilience: Reduction in percent of fatal
improve/maintain Reduced % of crashes and serious injury crashes
involving trucks across the network

(particularly on SHs)
Spatial coverage -
freight (Increased

23
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network resilience / Increase in number of
redundancy) alternative routes to the
Expressway (SH2) for freight
Network redundancy in case of crashes and
catastrophic events
Increased Pollution and Mode shift from single Increased active travel and PT
community greenhouse occupancy private trips to school using census
wellbeing gases: vehicle data and generalised school
(2096) decrease/maintain travel plan data
Access to key
Creater Access - people: destinations Increased active travel for
uptake of increase/ trips to work
active travel maintain School - Increased use
and public of active travel (walking,
transport cycling, scooting) and
(1096) PT for trips to school

Work - Increased active
travel for trips to work

Pollution and Mode shift from single Reduced use of cars for
greenhouse occupancy private journeys to work less than
gases: vehicle 5km

decrease/maintain
Access to key

Access - people: destinations
increase/
maintain Use of cars for journeys

less than Skm

35 Key Findings

The following summarises the key findings from the review of the evidence. Based upon this
evidence it is recommended to progress to a programme business case.

Hastings District faces several challenges around the network. Increasing demand paired with
risky and unsafe behaviour by people who drive increases the risk of death and serious injury
when crashes occur. This paired with people not driving to the conditions or at a safe speed
has increased collective risk and personal risk.

Anincreasing number of private vehicles and freight movements across a dispersed network
has led to a changing mix of road users and overlapping peak movements. Industrial land use
intensification near residential growth areas has further increased potential conflict between
road users. Underutilisation of rail for freight means more trucks making more trips through
Hastings District to the expanding port in Napier, putting pressure on the road network.
Commuters are experiencing peak hour congestion on key routes and freight travel time has
been impacted.

As a Model Community, Hastings District has heavily invested in walking and cycling
infrastructure to positively impact on the community, however the ease and convenience of
driving has resulted in high car dependency. Active travel and public transport are not viewed
as attractive or effective modes of transport which means they are underutilised. This translates
to people not being as active as part of their daily life, increased inactivity and obesity rates and
increased pressure on natural resources and carbon emissions from vehicles. Since driving is
seen as the most viable option for transport, vulnerable populations also have reduced social
and economic opportunities due to the need to own a vehicle.
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PART B - DEVELOPING THE PROGRAMME

4 Summary of Approach

The development of the programme involved several stages and different processes. The

summary of the programme development approach is provided in Figure 11.

ILM
Workshop

5 ldeas, Alternatives and Programme Options

Generate
intervention
ideas
through
workshops
and
engagement

(Section 6.1)

Group ideas
into
intervention
categories e.g.
Operational
Enhancements

(Section 6.2)

Create a
range of
programme
themes

(Section 7.1)

Assess
programmes
against
investment
objectives to
determine
the short list

Evaluate
the short
list against
the
investment
objectives,
risks and

(Section effects

7.2.3)
7.3.2)

Figure 11 Network Programme Development Process

51 Alternative and Option Generation

(Section

Evaluate
the
findings

(Section
7.3.1)

As part of the Investment Logic Mapping (ILM) workshop, stakeholders were asked to identify and
agree on a series of problem statements and benefits relating to active modes within the
Hastings District. A resulting ILM was developed (Appendix C - Investment logic map). During the
workshop, stakeholders were invited to identify a range of options or ideas, with the intervention
hierarchy in Figure 12 in mind, that could be considered to address the agreed problems to
achieve the benefits sought for both the Network and Active Transport business cases which ran
in parallel as part of the same process.

OPTION DEVELOPMENT

HICHER COST

LOWER COST

New Infrastruct yre

Best Use of Existing Network

eged P

*Adaptad from the Irtary

affordable/critical to meet desired outcomes

Supply of new infrastructure where |

T+ "

| levels of

gh of on roads
and public transport services

active modes, PT, corporate/school travel
plans, arrangements with private operators

Address demand through management of |

Ahgn development with transport
infrastructure and senaces, plan urban form
to influence travel demands

Figure 12 Option development (intervention hierarchy)
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Idea Generation

As part of the ILM workshop, stakeholders were invited to identify a range of options or activities
that could be considered as part of a "long-list" of potential options. The workshop sought to
identify any interventions that may address the problems and achieve the benefits identified
through the Investment Logic Map process.

Stakeholders were encouraged to provide "blue-sky' thinking to ensure all potential options were
identified at an early stage This approach ensured that the ideas were not limited to just those
that achieved a high alignment to the benefits but may include types of intervention to target
specific community outcomes, complementary measures, or services that may provide
alternative options for active transport in the Hastings District.

The ideas from the two ILM workshops were combined to ensure alignment with the proper
programme (network or active transport) and resulted in 52 new ideas. When merged with
options and alternatives from the document review, there were a total of 320 ideas between both
the network and active transport programmes. An additional 11 options were generated during
an internal workshop held with HDC staff on 29" January 2020 based on previous work and
audits

Network options included bridges and carriageways improvements, safety improvements,
network performance, connectivity, transport and land-use integration, public transport and
travel demand management and mode shift options.

512 Alternatives

A Transport Planning alternative is a strategic way of responding to the problem and delivering
the benefits. These could include ways that:

. Change demand -ways in which travel can be reduced;
. Modify productivity - optimising the way the transport system operates; and
. Infrastructure supply - developing new services or building things.

Following the idea generation process, the project team reviewed the options and developed
additional alternatives that would deliver low cost and high value alternatives according to the
intervention hierarchy in Figure 12. This ensured adeqguate optimisation, integrated planning
and demand management alternatives were integrated into the programme development
process

513 Alternative and Option Feedback

In addition to this, feedback was also provided through:

. Engagement with local lwi (see Section 513.1)
. A public open day held on the 12th March 2020
. Online feedback forum ("my voice my choice’) which was open to the public

between the 12th of March to the 19th of March 2020

5131 lwi Engagement Feedback

HDC engaged with representatives from local iwi who serve as Pou Ahurea Matua to seek
feedback on both the wider transport network and active transport in Hastings District
Feedback largely included reference to three locations to be of relevance to this project These
are:

. Waipatu Marae /Waipatu Community Plan
. Kahuranaki Marae Committee, Te Hauké
. Bridge Pa and Raukawa Valley

[
o
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The following are the key issues that need to be addressed through this project:

. Speeds around marae, churches, schools and the communities

. Lack of walking and cycling connections into centres including Hastings, Havelock
North and Flaxmere

. Safety concerns due to narrow shoulders in cycling areas (Cycling clubs and Iron
Maori use the Raukawa Valley and surrounding area for training)

. Lack of public transport connectivity

. Roading issues at Kohupatiki

. Action from HDC and HBRC
Further details on lwi Engagement Feedback can be found in Appendix J - lwi Engagement.

5132 Online Engagement Feedback

A public day was held on the 12" of March and an online survey was also posted on the same
day to provide an opportunity for feedback for those who could not attend. The key findings
from this engagement are outlined below.

Problem statement one: Poor user behaviour and transport system deficiencies increase the
risk of serious injury in the advent of a crash.

The response from the public identified three key areas which the public felt would address
these problems These are:

. Installing more roundabouts, particularly at the Longlands Road / Railway Road
intersection, as there have been a lot of near-fatal accidents happen there.

. Highlighting the importance of driver education to highlight key areas of concern
for cyclists (roundabouts, traffic lights, right turning bays/lanes).

. Improving pedestrian facilities particularly in Havelock North.

Problem statement two: Increased industry productivity and changes in land-use are resulting
in the transport system not meeting the needs of users.

The majority of the responses identified freight management as being key to address a
transport system not meeting the needs of users due to increased industry productivity and
changes in land-use.

Problem statement three: Poor uptake of active travel and public transport is negatively
impacting on community wellbeing.

Feedback showed, that, given the right facilities in the network and in the workplace, there is
potential for increased uptake in active travel and public transport to positively contribute to
community wellbeing. A number of measures were identified to address this poor uptake.

In addition to the above, making active travel easier by implementing good quality and
affordable public showers with bike storage was raised.

It was noted that there is a need to address safety concerns for cyclists as cycling is currently
associated with a lot of fear, especially with near-misses being extremely common.

Further details on the Public Day and Online Engagement Feedback can be found in Appendix
K - Public Day and Cnline Engagement

52 Alternative and Option Assessment

521 Option rationalisation process
Due to the significant number of ideas identified through the process, the long list of options was
rationalised into the key alternative 'categories’ shown within Table 3. Projects that were

29
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identified as complete, planned, were underway or would be implemented through other
workstreams or partners were removed. Additionally, a number of ideas were removed as it was
identified that they would not address the problems or there is not currently enough demand to
justify the implementation of some of the options (ie, bus only lanes, prioritising public transport
during peak times). In total 161 options were removed before splitting the network and active
transport programmes out.

Table 3 HDC Network Programme Key Alternative Categories

Infrastructure (21) Level of Service (LoS) Improvements (10}
Closure (1)
Safety (7)
Implementation of Study / Plan Qutcomes (3)
Productivity, Demand, and Advocacy (6)
Soft Measures (28)
Education (1)
Enforcement (1)
Operational Enhancements (7)
Policy (8)
Public Transport (2)

Transportation / Land-use Integration (5)

6 Programme Option Development and
Assessment

6.1 Programme Development

Options, ideas and alternatives identified by stakeholders were developed a potential long list of
seven (7) programmes Table 2 provides an overview of the programme options that were
developed and how their alignment to the level of measures and/or focus for that programme.
For example, one v = low use of focussed measures in programme, v+ = secondary focus or
moderate use of measures in programme and vv'v = highest priority/emphasis of measures in
programme)

30
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Table 4 HDC Network Intervention Themes

Programme Intervention Themes
Options Soft Infrastructure Safety Growth Area Freight Active Travel
Measures Investment Measures Measures Movement Measures
Measures Measures

1 Soft Measures v v v v v vy
Focus

2 | Infrastructure v vy v VY Y v
Investment
Focus

3 | Growth Area vy Vv v vy vy Vv
Focus

4L Safety Focus v vy vy vy v v

5 | Land-Use and v v v v v v
Industry Focus

6 | Community Vv vy vy v v v
Wellbeing
Focus

7 | Balanced v Vv v v Vv v
Programme

Descriptions of the programmes can be found in Appendix L - Programme Descriptions.

6.2 Programme Assessment

A two-step approach has been used in the programme option evaluation:

. An initial assessment of the long list of programmes consisted of assessing each
programme against the investment objectives to ensure any programme that
moved forward to the short list was aligned with the desired outcomes; and

. A full assessment using a Multi Criteria Analysis (MCA) including alignment to
investment objectives, risks and effects are undertaken on the remaining short list of
programmes.

621 Multi-Criteria (MCA) Categories
The criteria used to determine the evaluation and scoring system were developed by the
project team alongside our technical experts and HDC and should also be agreed upon by the
stakeholders. These categories are outlined in Table 3. More detailed descriptions of the risk
and effect criteria can be found in Appendix N - Risks and Effects Descriptions.

The criteria consist of 3 main parts:

. Investment Objectives - The investment objectives are based on problems, benefits,
measures and KPIs previously identified in the strategic case.
. Risks - are related to the implementability, complexity and overall risk of the

options within the programme; and
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. Effects - are related to the impact of the options within the programme to the
various criteria.

The specific criteria are shown in Table 5.

Table 5 MCA Criteria Categories

. Improve road safety - Improve road . Deliverability / . Social
safety by reducing deaths and Feasibility . Cultural
serious injuries by x%, reducing . Affordability . Economic
collective risk by x%, reducing . Stakeholder / . Environment
personal risk by x9%. Customers . System

. Improve customer experience - Integration

Improve customer experience by
reducing travel time variability for
freight by x%, reducing the share of
trucks on local roads by x%6,
reducing the share of crashes
involving trucks by x%, increasing
network resilience by x%

. Improve community wellbeing -
Improve community wellbeing by
increasing active travel and public
transport trips to work by x%, to
school by x% and reducing the use
of private vehicles for short trips by
x96.

622 MCA Scoring

Programmes were scored against a "Do minimum” programme which is further explained in
Appendix M - Programme Descriptions.

Both the investment ohjectives and effects use a 7-point assessment (plus fatal flaws) criteria
including positive and negative scores. Options that have better outcomes than the "Do
minimum” programme were scored positively, and options that have an adverse outcome will
have a negative score. A score of zero is considered to represent a negligible difference from the
"Do minimum” programme

The risks are assessed using a 5-point criteria with only negative options, as positive scores are
not considered appropriate for these categories.

Scoring descriptions are in Table 6.
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Description

Description

Significant positive
alignment

Insignificant risk or
complexities

Moderate positive
alignment

Minor risk or
complexities

Description

Significant positive
effect

Moderate positive
effect

Minor positive

alignment
0 [ Neutral alignment
1 Minor adverse
alignment
2 Moderate adverse

alignment

Significant adverse
alignment

Fatal Flaw

2 Moderate risk or
complexities but
achievable

Significant risk or
highly complex

Fatal Flaw

Minor positive effect

Table 6 MCA Scoring

33

0 Negligible effect
-1 Minor negative effect
2 | Moderate negative

effect

Significant or
appalling negative
effect

Fatal Flaw
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623 Programme Alignment with Investment Objectives
The scoring of the programmes was assessed against the "Do minimum” programme. The criteria for assessment of alignment with the investment
objectives is outlined in Table 5. Justification for the scoring can be found in Appendix O - Programme Alignment with Investment Objectives

Justification.

Scoring for this first assessment uses the following weightings as part of the stakeholder agreed benefits

. Improve road safety 50%
. Improve customer experience 309%
. Improve community wellbeing 20%

Using these weighting, four programmes demonstrate the best alignment with the investment objectives resulting in the highest positive weighted
scores. A summary of those findings is provided in Table 7 and Table 8.

Table 7 HDC Network Programme Alignment with Investment Objectives

Soft Infrastruct Land-U i
o] nfrastructure Growth Area Safety and-Use Com mu‘mty
) Measures Investrent and Industry | Wellbeing Balanced
Programme Option Focused Focused
Focused Focused Focused Focused Programme
Programme | Programme

Programme | Programme Programme | Programme
banitL il Improve road safe 0 2 2 1 2 2
Objective 1 P t
In\a%:-str'_nent Imprgve customer 0 ] 2 ] 2 5 2
Objective 2 experience
Investment Improve community
Objective 3 wellbeing ’ ! ’ ! ‘ ’
Weighted Scoring 040 150 2.00 200 150 220 200
Rank 7 5 2 2 5 2

o
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Soft Measures Focus

Infrastructure Investment
Focus

Growth Area Focus

Safety Focus

Land-use and Industry
Focus

Community Wellbeing
Focus

Balanced Programme

Table 8 Key Long List Evaluation Findings

Worst ranked programme for alignment to the
investment objectives

Lack of infrastructure projects misaligned the
programme in achieving outcomes related to safety
and customer experience

Risks: May not achieve a change in perception, travel
behaviour may change, however, safety concerns
would not be addressed.

Low scoring programme for alignment to the
investment objectives

Maoderate alignment with improving road safety,
however only slight alignment with improving
customer experience and community wellbeing
Risks: May improve safety, however, travel behaviours
may not change. Cost prohibitive.

Moderate alignment with all investment objectives
resulted in moderate scores and overall ranking
Significant alignment with road safety investment
objective and minor positive scores in the remaining
objectives resulted in a moderate overall ranking
Minor alignment with the safety investment objective
resulted in a lower overall score due to the 50%
weighting

Risks: Geographically focused on areas where land-
use and industry face challenges

Moderate alignment with road safety and improving
customer experience and significant alignment with
community wellbeing resulted in a high overall
ranking

Highest scoring programme

Moderate alignment with improving custormer
experience and community wellbeing and significant
alignment with safety resulted in a high overall
ranking

Discard

Discard

Proceed to short list

Proceed to short list

Discard

Proceed to short list

Process to short list

The four programmes which are identified as proceeding to the shortlist, will be further evaluated

for their alignment with the full criteria which includes the investment objectives, risks and effects.

6.3 Short List Programme Evaluation

631 Short List Programme Profiles

A full profile of the four programmes on the short list showing benefits, application, estimate costs
and level of interventions are provided in Figure 14, Figure 15, Figure 16 and Figure 17.

35
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Growth area focus

Cost range

Description: This programme primarily invests In measures that would specifically benefit the residential $25M
and industrial growth areas identified in HPUDS through both infrastructure and soft measures.

Benefits

vinor road safety benefits

4 Moderate customer experience benefits
Ainor walking and cycling benefits
v Moderate transport service user benefits
v Moderate mode change benefits
v Moderate community wellbeing benefits
Inor accessibility (to core services by all modes)
loenefits

v Moderate transport emission reduction benefits

Estimated cost and profile

maznagemant

e v
Network study
Pol'cy
e

ez on

Inerseczlon

833M

Connecvity
&M
study
impemen.ation
S5M

Application

32% Infrastructure 68% Soft measures

62% x 24% \
level of sarvice ( \ operational )
O improvements /  enhancements
y 2 23% N 12%
( ) safety improvements ( ) olley \’ ) e
o 4 transport
13%
r implementation of - 23% -
) study / plan & ) transpart / ( )

outcomes

18%
advocacy

0%
education and

land-use enforcement

integration

Intervention effort

Level of service improverments
Closure —
Safety improvements 1
Implementation of study .
Advocacy measures  (EEGEGEG—_————
Education measures !
Enforcement measures '
Operational enhanacements A
Policy measures 1
Public transport measures
Transportation / land use integration

2 S A RS R G 8 a1 O

Total options in programme =25 out of 49

Figure 13 Growth area focus programme profile

$18.5M -

ITEM 6

PAGE 188



Item6  Transport Network Business Case
HDC Network PBC Final

Attachment 1

\\\I)

Safety focus

Cost range

$50M -

Description: This programme Invests in lowering safety risks. The focus of the programme interventions Is $67.8M
lower road safety risks for all users and increasing safety into the future through soft measures (e.g. policy
measures and data collection to reduce conflict between users).

Benefits

v Significant road safety benefits
Ainor customer experience benefits
1o walking and cycling benefits

' transport service user benefits
Minor mode change benefits

o community wellbeing benefits

o1 accessibility {to core services by all
modes) benefits

nor transport emission reduction benefits

Estimated cost and profile

Inc uded 2o less Lthen
2% of ov

Sa'ur conioat
$26M

Livel o surioe
$am

Intzruction
Sov

snog: |
b~ camagevay

saudly
implementstion

Application
50% Infrastructure 50% Soft measures
41% - 41% = N 18%
( level of service ( operational ( ) advocacy
impravements enhancements /
N\ 41%
‘ ) safety improvements ( ) :;::I/incy r ) ::f’blic
/ < transport
18%
f implementation of ~ \ % N 12%
study / plan ‘ ) transpart / education and
outcomes /£ land-use e enforcement
integration
Intervention effort

Level of service improverments
Closure
Safety improverments
Implementation of study (———
Advocacy measures  (EEGEG—_——— 1
Education measures
Enforcement measures
Operational enhanacements EEEEEEEEEE———_
Policy measures 1
Public transpert measures
Transportation / land use integration

o

T2 S RS R G T S O 1 O

Total options in programme =34 out of 49

Figure 14 Safety focus programme profile
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Community wellbeing focus Cost range

$37.3M-
Description: This programme aims to invest in interventions that specifically Improve overall community $43'9M
wellbeing by improving infrastructure, safety and soft measures related to active and public transport (PT).
Benefits Application
v Moderate road safety benefits 32% Infrastructure 68% Soft measures
v Moderate customer experience benefits 50% , g 2456 oy
v Moderate walking and cycling benefits ( level of sevice ( operational ‘ ) advecacy
; : improvements “ /  enhancements 4

v Moderate transport service user benefits
v N 25% > g

Meoderate mode change benefits ) et ey e eri ( zg:zy ? ) a%bl‘
v Significant community wellbeing benefits 4 y E"‘;ns';o"
7/ Moderate accessibility [to core services by all . 25%

des) benafit ( implementaticn of 20% 8%

modes) benefits study / plan 1 transpart / ) education and

v Moderate transport emission reduction benefits outcomes A/ land-use enforcement
integration

Estimated cost and profile Intervention effort

Level of service improvements
Closure )
Safety improvements
Implementation of study  (E———
Advocacy measures (I

Education measures
Enforcement measures
Operational enhanacements M J
Policy measures
Public transport measures
Transportation / land use integration

Policy
Data caleszion

Inzersecion
$4M

Sridge !
carrlagensy
520M

o

Suwdy I A s LT A Sy B [
Imz emenzaton
S Total options in programme =37 out of 49

Figure 15 Community wellbeing focus programme profile

ITEM 6

PAGE 190



Item6  Transport Network Business Case

HDC Network PBC Final Attachment 1

\\\I)

Balanced focus

Cost range

$44.1M -
Description: This programme Invests equally across all interventions as a means of integrating both low- $51 9M
cost and high-impact projects that will address the identified problems.
Benefits Application
v Moderate road safety benefits £0% Infrastructure 60% Soft measures
v Moderate customer experience benefits 50% , : 2996 N 205
v Moderate walking and cycling benefits ( level of sevice ( operational ( ) advecacy
; - improvements . enhancements 4
v Moderate transport service user benefits
7/ Mederate mode change benefits \ 2% \ 149
9 ) safety improvements ( Z:;I(i’cy t ) S%bl‘
v Moderate community wellbeing benefits 4 g 2E
transport
7/ Moderate accessibility [to core services by all L 1a%
des) benafit r implementation of . 14% N 9%
L Gl g aiile study / plan ( transpart / education and
v Moderate transport emission reduction benefits outcomes ./ land-use ~ 4 enforcement
integration
Estimated cost and profile Intervention effort
neuded ool less than
26 Level of service improverments 1
Closure )
Safety improvements
Implementation of study  — J
Advocacy measures (T
Education measures (.
Enforcement measures
Operational enhanacements M
Policy measures
Public transport measures S )
Transportation / land use integration 1
L] 2 3 4 5 7 8 9 10

Total options in programme =35 out of 49

Figure 16 Balanced focus programme profile
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632 Short List Evaluation

The short list evaluation framework used an MCA approach, using several sub-criteria under the
following main criteria:

. The risk / implementability of the programme; and

. The effects caused by the programme

Descriptions of the risks and effects can be found in Appendix M - Risks and Effects Descriptions

Using the MCA scoring from section 622, the outcome of the short list programme evaluation is
provided in Table 9.

Table 9 Short List Programme Evaluation

Growth Area Community Balanced
Wellbeing Focus | Programme

Programme Option Safety Focus

Focus

Improve road
safety

Improve
Investment custamer

Objectives experience

Improve
community
wellbeing

Feasibility

Risks /
Implementability | affordability

Stakeholders / 0 1 & 0
Customers

Social

Cultural

Effects

Economic

Environment

System
Integration

40
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633 Short List Evaluation Findings
Findings that were either significantly positive or negative are noted below:

Investment Objectives

. The Safety programme scored the highest regarding road safety due to significant
investment in safety infrastructure projects and other related safety improvements.
. The Community Wellbeing programme was ranked as significantly positive for the

community wellbeing investment objective as it will deliver significant mental, physical
and environmental wellbeing benefits. It also includes options that are focused on
improving access to services and increasing mode choice.

Risks / Implementability

. Both the Safety and Balanced programmes have moderate adverse affordability risk
compared to the other programmes as they cost ranges are the highest of the
programmes.

Effects
. The Growth Area Focused programme had the lowest score regarding cultural effects

due to the impacts of growth. lwiwill need an understanding of the growth drivers
and how transport can support or restrict activities.

. Both the Community Wellbeing and Balanced programmes scored high regarding
system integration due to the inclusion of all the transportation / land-use integration
options. These programmes would deliver significant mutual benefits related to
integrated transport efficiencies.

634 Scoring and Ranking - Sensitivity tests

The base MCA scoring has been applied with equal weighting applied to each of the three criteria
groups:

. Investment Benefits (1/0) 33%

. Risks / Complexity (R) 33%

. Effects (E) 339

Descriptions of the sensitivity tests are in Appendix N - Sensitivity Test Descriptions.

The outcome of those tests is provided in Table 10.

Table 10 Sensitivity Test Ranking from MCA comparison

Growth Community Bal d
HDC Network PBC Area Wellbeing alance
Programme
Focus Focus

Raw Scores

S1-with 33/33/33

S2 - 1/0-50%/R - 25%/E-25%
S3 - 1/0-70%/R - 15%/E-15%
S4 - 1/0-50%/R - 10%/E-40%
S5 - I/0-50%/R - 40%/E-10%
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The sensitivity test outcomes indicate that the Community Wellbeing programme is the highest
scoring programme across most of the tests. In summary:

. The Community Wellbeing programme scored guite high regarding alignment with
the investment objectives and effects. This indicates this programme will deliver the
most benefit with the least risk and effects.

. The Community Wellbeing Focused programme scored highest on the raw scores and
when the effects are weighted higher. The Growth Area Focus programme scored
higher when the risks are weighted the highest due to its scoring neutral across all
risks, which ranked it the highest under the risk criteria.

. Since the Balanced programme and the Community Wellbeing Focused programme
both scored quite high, this indicates there may need to be further assessment of
these two programmes as the best aspects of each programme could be combined to
deliver the most benefits, least effect and further assessment could be done to reduce
risk which would result in a programme that scores high across the board

. Although the Growth Area Focused and Safety Focused programmes ranked lower,
there is still a need to ensure the philosophy behind these programmes carries
through to the preferred programme. Transport infrastructure needs to anticipate and
respond to growth and the network needs to continue to prioritise decreasing
collective and personal safety risks and deaths and serious injuries (DSI's).

635 Further comparison of the Community Wellbeing and Balanced Programmes
Further comparison of the two programmes identified the following differences:

. The Community Wellbeing programme has more productivity, demand, and soft
measures with a stronger focus on advocacy and public transport.
. Overall the programmes are quite similar, however, the Community Wellbeing

programme focuses more on increasing overall community wellbeing by improving
infrastructure, safety and productivity, demand, and soft measures related to active
transport and public transport (PT) scored slightly higher than the Balanced
programme.

. The Community Wellbeing programme is lower cost which means it is also lacking
many of the infrastructure improvements which may be necessary to better address
road safety, customer experience and mode choice. This may be an opportunity to
identify infrastructure options in the Balanced programme which could be added into
the Community Wellbeing programme.

The project team and stakeholders agreed with this evaluation and recommended further
discussion of creating a blended programme including primarily the Community Wellbeing
programme and the Balanced programme.

6.4 Fine tuning the short list

6.41 North Eastern Connector (NEC)
A new north-eastern connector route on the north eastern side of Hastings City has been
investigated and planned for many years, going back to the Heretaunga Plains Transport Study in
1980. This was in response to the recognition that an effective road network in the area required
secondary links connecting major traffic generating areas to the Napier-Hastings Expressway. This
connection could also provide efficient heavy commercial vehicle access to Tomoana Industrial
area to allow efficient distribution of traffic to and from the north eastern suburbs of Hastings to
the Expressway via Evenden Road.

A North Eastern Area Wide Study was conducted in 2014 which identified intersection
enhancements, pedestrian and cycling improvements and links, traffic signal links, potential road
closure and new road link with the connector. An urban enhancement area was also identified.
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As the connector is a significant project with additional works related to it that would completely
change the way the network functions, further investigation will be required. HDC has committed
to ensuring a business case process is undertaken in the future

The North East Connector was not included in the Community Wellbeing programme as it did not
contribute to the intent of the programme or the benefits. The project team determined it will
also not be included in the recommended programme for the same reasons as well as further
investigation being required. A few options were removed from the programme as they were
identified as being contingent upon the NEC proceeding and can be found in the following
section.

7 Recommended Programme

7.1 Recommended Programme Elements

Following engagement with stakeholders and fine tuning of the short list, we are now considering
some options that reflected a better breakdown of infrastructure and soft measures that would
address the problems and deliver the most benefits. These specific projects are listed below, but
are not final and still need to be considered by the stakeholder group in the next stages.

The high-level recommended options list is in Table 1. Further details related to implementation
of the programme are in section 733

Table 11 Network high-level recommended option list

Type Theme Options Description
St Aubyn / Windsor Ave

. Pakowhai Rd /St Aubyn St
Intersection
Implement appropriate software to

s=El oroEnEs link traffic signals throughout district

Improvements
(5) Area-wide pavement Suburban areas
treatments
Carriageway Middle Road
widening
Infrastructure Hastings St N /St Aubyn St E
13) Intersection
Future locations TBD
Safety (5) Te Mata Rd
Corridors Pakowhai Rd

Waimarama Rd

Karamu Corridor Study Outcomes
Implementation
of Study Napier-Taihape Road Corridor Management Plan Outcomes
Outcomes (3)
St Aubyn Corridor Management Plan Outcomes
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Advocate for additional PT service information through an app
or real time data

Advocate for longer operating hours of PT, Increased
connectivity of PT network; Advocate for PT options in rural
communities

Advocacy (5)
Advocate for PT to/from the Hawke's Bay Airport
Encourage reduced journey times between key destinations
using PT
Support an update of HPUDS and HPTS
Education (1) Support improving/increasing road safety education

Enforcement (1)  Support and advocate for increased visible road policing
Increase collaboration between Hastings and Napier councils
Karamu Corridor Study

Napier-Taihape Road Corridor Management Plan
Operational

Productivity, )
Enhancements St Aubyn Corridor Management Plan

Demand, and

Soft Measures 7) . L. .
24) Data collection provision to reduce conflicts between users
Implement a Network Operating Plan
Develop an Intelligent Transport Systems (ITS) action plan
Complete Streets plan/policy
Key destination siting policy
Policy (4)

Multi-modal hub policy
Policy to densify development around PT hubs/corridors

Public Transport Establish a PT stop LOS to ensure consistency

(2)

Improve PT amenities
Workplace travel plans for new developments

Transportation /  Transportation / Land-use coordination around growth areas
Land-use
Integration (4) Planning to further support multi-modal design

Policy scan and updates to increase supportive land-use
patterns
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711 New options included in the Recommended Programme
As part of the option development process ocutlined in Section 5, new ideas, alternatives and
options were generated, many of which were included in the Recommended Programme as
outlined in Table 12. Options identified in the ILM workshops and developed by the project team
as part of the SC and PBC process are identified as new. This is very much in line with the delivery
philosophy outlined in section 731

Table 12 New options included in Recommended Programme

Infrastructure 4 319 S15.5M 3404
Productivity, Demand, and Soft Measures 22 92% S300k 48%
Total 26 70% $158M 3409

7.2 Programme Overview

The recommended programme for the Hastings District Council (HDC) Network includes two

elements:
. Development of the Hastings District transportation network
. A package of soft measures to complement network development.

The recommended programme for network development has been established on the basis of
findings from the shortlist assessment The following sections summarise the recommended
programme.

It should be noted that while active transport and public transport are included in this
programme, a more robust active transport programme which includes infrastructure and soft
measures that are targeted at increasing demand and use of the active transport network and also
addressing travel behaviours leading to high car dependency in the district can be found in the
HDC Active Transport Programme Business Case (PBC).

7.3 Programme Scope

The preferred programme contains a combination of investment in infrastructure and non-
infrastructure measures. The total cost of the Programme is $39.4-53 4M, over approximately 10
years, an average expenditure per year of S£46M. This is the recommended level of investment
which is similar to the rate of investment as of 2019/20.

A full profile of the recommended programme showing benefits, application, estimate costs and
level of interventions is illustrated in Figure 17.
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Recommended Programme

Description: This pregramme aims to invest in interventions that specifically improve overall community
wellbeing by focusing on seft measures related to active and public transport [PT) and alse impreving

infrastructure and safety.

Benefits

v Significant road safety banefits
Moderate Customer experience benefits

¥ Moderate walking and cycling benefits

¥ Moderate transport service user benefits
Moderate mode change benefits

L Significant community wellbeing benefits

¥ Moderate accessibility (to core services by all
modes) benefits
Moderate transport emission reduction banefits

Estimated cost and profile

e hded but bess than
2% o overal
Brogramme cort i
auder of sigificancel
-

Networs Study
Signal

Cost range

$39.4M -
$53.4M

Application

35% Infrastructure
8%
( level of service
imorovernents
230
( implementation of R T
4 study / plan L ) transpaort [

outcomes land-use
integraticn

65% Soft measures

20%
( opearational

h 2%
( ) advocacy
enhancements

3996
safety improvermeants ( ) :‘I?:y t ) :zﬁblc
4 tansport

8%
) education and
4 enforcernent

Intervention effort

Level of service improvements
Closure

Safety impi
Study autcome infrastructure I
Advocacy measures I
Education measures
Enforcoment measures (S
Operational enhanacements
Policy measures I
L}
= ——1

Public transport measures
Transportation / land use integration

Total options in programme =37 out of 50

Figure 17 Recommended HDC Network Programme

731

Delivery Philosophy

Throughout the duration of the Strategic Case and PBC processes, significant feedback was

received from stakeholders. A philosophy was discussed and agreed upon with Waka Kotahi as

part of the HDC Active Transport PBC which is also relevant to the Network PBEC due to some
overlap between Programmes. HDC will ensure the principles outlined below will be followed as

both Programmes progress:

. HDC will build on what has been done well. Some of the existing active transport
infrastructure and most of the education programmes are very popular and successful HDC
will expand and continue to improve these

. HDC will change the things that are not working. Travel behaviour change requires a
comprehensive approach including significant soft measures including appropriate
resources, media/comms, events, travel demand management and parking demand
management. Very few stick approaches have been implemented to date and HDC requires
a different approach in order to achieve mode shift

. Let's do the hard work first. Projects that will improve safety or increase separation for on-
street cycling facilities, including addressing difficult segments and intersections, need to be
prioritised.

. Equitable approach to active transport infrastructure improvements. (Addressed in the HDC

Active Transport PBC)

. The ease and convenience of driving and parking needs to be addressed. Significant soft
measures have been included in the programme to ensure an integrated transportation
planning approach to address high car dependency.

. The right active transport infrastructure for the right target audience. (Addressed in the HDC

Active Transport PBC)
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. HDC will maximise opportunities for improvement. HDC will embed active transport into
Council processes so that opportunities for improving walking and cycling are made
alongside other Council projects. HDC will also use Active Transport projects to improve
streetscape appeal, amenity and safety for all users.

732 Recommended approach to the development of the Hastings District transport
network

Using the philosophy cutlined above, the following outline the recommended approach:
Focus on integrated planning and demand management measures to address travel behaviour

Focusing the design of the streetscapes on people by using a multi-disciplinary approach
including policy, planning, urban design and transportation offer a range of benefits including
increased safety, an improved balance between the built environment and natural environment,
improved mental and physical health and economic growth. These measures will complement
the recommended demand management initiatives further outlined in the HDC Active Transport
PBC focused on encouraging use of active transport and public transport, travel behaviour change
and mode shift

Targeted infrastructure focused on safety and traffic calming measures at key intersections and
corridors

As demonstrated in section 3.2, increasing demands on the network paired with residential and
industrial growth have created a mix of vehicles resulting in significant crashes involving trucks
and more trucks carrying freight that was previously moving through the district by rail. A review
of truck routes, enforcement and resilience of the network paired with supporting a shift toward
the use of rail for freight movement will increase safety for all users. Improving safety at key
intersections and corridors as well as implementing comprehensive traffic calming measures will
reduce collective and personal risk and DSI's.

733 Recommended implementation plan
The following section outlines the "quick wins' recommended implementation phasing for the
HDC Network programme. The subsequent phases including interdependencies are in Appendix
P - Network Implementation Plan and a detailed recommended implementation plan can be
found in Appendix Q - Network Detailed Implementation Plan.

7331 Quickwins, 2021-22
A number of projects were identified as key drivers for future decision making and success. These
projects are implementable in the first year of the programme and have a few interdependencies
with other projects.

Table 13 'Quick wins' focus for network programme, 2021-22

Signal - Level S150k Implement appropriate All existing and future
of Service software to link traffic systems  intersections that will be
Improvements throughout the district signalised

Advocacy and S50k Support an update of HPUDS  All network infrastructure

Support and HPTS and study model projects
outputs Policy measures
Operational No cost  Increase collaboration and All network projects,
Enhancements . create a cohesive strategy particularly those near NCC
(internal)

between Hastings and Napier = boundary
(NCC) councils
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Network Study

Network Study

Data
Collection

(ongoing)

Network Study

Transportation
[ Land-use
Integration

Transportation
/ Land-use
Integration

$50k

$70k

S5k

S20k
total

$80k

No cost

(internal)

No cost

(internal)

Karamu Corridor Study to
consider capacity
improvements such as
clearways, lane management
systems and travel demand

Napier-Taihape Road Corridor
Management Plan

Data collection provision to
reduce conflicts with private
vehicles, schools and
workplaces - household O-D
surveys, understanding
tourism routes, industrial area
movements and
forestry/harvesting
movements and load capacity
mapping

Implement a Network
Operating Plan

Increase coordination with
HDC Planning team to ensure
a proactive response to
transport improvements
which aligns with growth
areas

Perform a policy scan and
update HDC policies and
processes to reduce transport
and land-use patterns that
result in high car dependency.

Total indicative cost of ‘quick wins' - $405,000

All projects near Karamu Rd
between Grove Rd and St
Aubyn, including $5M in
implementation of study
outcomes

Currently underway and will
inform $S3M in implementation
of study outcomes

All network, PT and active
transport projects

Policy measures

All network, PT and active
transport projects

Policy measures

All network, PT and active
transport projects near growth
areas and policy measures

All network, PT and active
transport projects

Policy measures

Figure 18 illustrates the general location of network development for the recommended

programme
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Figure 18 Recommended network infrastructure projects

} = agm: Level of Service Improvements:
Netwo l'k s g i - Signal/traffic system software
- Speed reduction
measures/traffic calming

Implementation of Study / Plan
Corridors

- Karamu Carridor Improvements
-~ -~ Naiper-Taihape Road Corridor
Improvements

=5t Autiyn Corridor improvements
- Pakowhal - Maraekakaho
Corridar Improvements

]
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7.4 Results Alignment

The results alignment is an assessment of investment proposals against the outcomes sought from
the GPS. The question that needs to be asked when assessing the results alignment of the
programme are: What is the significance of the case for change to the desired results in the GPS (is
it in the public interest)?

This programme generally sits within several activity classes and seeks to contribute to planned
land transport investment over a wide area. The activities within this programme would have to go
through a process of prioritisation and funding approval, and requiring a BCR at an activity-level
(i.e. projects). The programme also includes low cost and low risk activities not requiring BCR
assessment, and some components which would be "Road Policing” which is assessed at a
programme level.

Alignment for each high-level option type is shown below with alignment scored, one v = low
alignment of the option type, vv = moderate alignment of the option type, vvv = high alignment
of the option type and v vvv = very high alignment of the option type.

This PBC spans multiple activity classes under the framework and alignment for them is shown
below:
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Table 14 HDC Network Programme Alignment

Regional, local road and state
highway improvements

Low cost, low risk
programmes

Regional, local road and state
highway improvements

Low cost, low risk
programmes

Regicnal, local road and state
highway improvements

Walking Facilities
Cycling Facilities
Public Transport

Low cost, low risk
programmes

Safety: improve/
maintain (reduce
deaths and serious
injuries)

Resilience:
improve/maintain

Travel time delay:
decrease/maintain

Safety. improve/
maintain (reduce
deaths and serious
injuries)

Physical health: support

Access - people
increase/maintain

Amenity value:
increase/maintain

Comfort and customer
experience - access:
improve/maintain

Pollution and
greenhouse gases:
decrease/maintain

Developing a
transport system
where no-one is
killed or seriously
injured

Improving freight
connections for
economic
development

Providing people
with better
transport options to
access social and
economic
opportunities

Developing a low
carbon transport
system that
supports emission
reductions, while
improving safety
and inclusive access

VY O vV

VN IO VAV

VYV IOV YV

The results alignment for Hastings District Council Network Programme is estimated to be High,
as a result of the alignment with the pricrities of the activity classes above.

7.5 Programme Risks and Opportunities

Due to the interconnectedness of these projects and the network and active transport

programmes, we recommend a risk workshop be completed prior to commencement of work on
these programmes to fully realise the risks and identify risk mitigation. It is also recommended
that a risk assessment be performed as part of the implementation of major projects included in
this programme.

At the time of this report, a number of projects are underway which will provide further insight as
to how to best deliver the Programme including a regional network operating plan (NOP), an
update to the Heretaunga Plains Transport Model, the Hawke's Bay Regional Transport Study PBC
and the Karamu Master Plan project These projects not being completed at the time of this
report are a risk, however, completion of these projects will provide more clarity on what the risks
and opportunities for this programme may be.

A high-level assessment of potential risks includes:
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Table 15 Risks / Opportunities

Infrastructure construction risk Cost inflation will drive up the cost of
delivering infrastructure elements, limiting the
amount of the programme that can be
delivered for a fixed budget

Financial risks Shifts in priorities for funding or limitations on
available funds may mean funding levels in
this PBC will not be provided

Stakeholder/ public risks Government or regional priorities may change
and the programme may not deliver what is
promised

Soft measures risks Police are unable to provide sufficient

additional road policing staff to deliver the
increased enforcement component of the
recommended programme

The expected benefits arising from policy
initiatives may not be delivered as a result of
lack of urgency from decision makers, political
interference or external issues

Transportation / Land-use integration (soft
measures) may not be delivered as a result of
lack of urgency from decision makers, political
interference or external issues

Benefits Realisation Opportunity to develop continuous
improvement loops to improve processes and
deliver on outcomes

7.6 Recommended Programme Financial Case

The indicative cost estimate of the network programme is $39.4-53.4M, which does not account
for inflation.

The midpoint of the Capex component of the programme totals $45.8M, equating to an average
expenditure of $4.6M per year. In addition, there are operational expenditure components
totalling $620,000. Further details are outlined in Figure 18

A level of flexibility is needed during this time of uncertainty with the COVID-19 pandemic,
reduced council budgets, changing demands on various modes and changing road user needs.
The programme has been prioritised and should be implemented to the extent that council
transport budgets allow.

It is expected that elements of the recommended programme will be funded under standard
arrangements between the Waka Kotahi and HDC. The exception may be activities or projects
which do not meet Waka Kotahi's funding criteria, which could be considered for council funding
without subsidy from Waka Kotahi
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A range of procurement and financing options will be considered including public private
partnerships and traditional procurement. Funding arrangements and costs will be refined
following the completion of further work and discussions with Waka Kotahi. In addition, wider
public consultation and elected member discussions will be undertaken as part of the HDC Long
Term Plan (2021-2031) process.

7.7 Affordability

The affordability of the programme cannot be confirmed until the development of further work
has been completed, alongside the agreement on levels of funding for transport activities in the
HDC Long Term Plan. It also depends on the outcome of the Regional Land Transport Plan (RLTP)
and the National Land Transport Programme/ National Land Transport Fund (NLTRP/NLTF).

It is considered that the recommended programme will be efficient and fundable through the

NLTF. Implementation would be staged over the ten year Long Term Plan period so that priority
packages can be triggered first within affordable funding scenarios. Affordability will need to be
confirmed through the inclusion of individual components of the programme in the NLTP.
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PART C - DELIVERY AND MONITORING THE
PROGRAMME

8 Recommended Programme Management Case

This section of the document outlines how the preferred programme will be delivered through the
project partners and the key activities to take the next steps for the programme forward.

The following sections discuss key management case questions.

81 Programme Governance

The Programme of investment is a partnership between Hastings District Council and Waka
Kotahi NZ Transport Agency. Each organisation has a role in planning, funding and delivering
initiatives of the recommended programme. While funding, planning and delivery are expected to
involve a partnership between the organisations, HDC plays the most central role in coordinating
and delivering the network programme.

Successful delivery will require the continuation and evolution of the successful collaborative
partnership and working arrangement between HDC and Waka Kotahi.

The senior responsible owner for the HDC Network PBC is the HDC Transportation Manager.
Implementation of the PBC sits with the HDC Strategic Transport Engineer, in collaboration with
other HDC transport team members. It is recommended that overall governance of the HDC
Network PBC follow current internal HDC project management processes in establishing a
stakeholder group for each major project to ensure proper representation of interested industries,
businesses, residents and organisations.

8.2 Programme Delivery

821 General Approach
At the time of this report, a number of projects are underway which will provide further insight as
to how to best deliver the Programme including a regional network operating plan (NOP), an
update to the Heretaunga Plains Transport Model, the Hawke's Bay Regional Transport Study PBC
and the Karamu Master Plan project

Generally, major projects will follow the NZTA Business Case process. This will provide further
detail and investigation to ensure the desired outcome.

822 Programme Staging
The Network programme has been grouped into quick wins, short, medium and long-term
projects based on prioritisation with the project team and according to the delivery philosophy. A
rough timeline has been indicated for the delivery of these projects to provide, however, projects
have not been prioritised within each timeframe to provide flexibility. Soft measures have been
developed with a 10-year delivery in mind which will require consideration if timelines for
implementation are adjusted.

823 Monitoring of the Programme Timing and Triggers
The approach to delivering the programme will be flexible due to the geographic coverage of the
Programme, the impacts of other delivery priorities and to also enable benefits realisation
optimisation. Monitoring and evaluation tools and processes will be further developed as a critical
element for the successful delivery of the programme. Triggers will also be determined based on
the effectiveness of planned interventions which could then impact the preferred delivery of
similar or related projects in the future. Within the governance arrangement there will be a
feedback mechanism that allows changes to be made to optimise outcomes.
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824 Delivery Responsibility and Resourcing
Delivery of the Programme will be undertaken by the HDC transport team in partnership with
other appropriate internal delivery teams and will be funded between HDC and Waka Kotahi, on a
proportional cost, depending upon the nature of the project

The initial focus for the Programme will be to:

. Implement the quick wins

. Undertake the studies and plans outlined in the Programme to inform the associated
infrastructure components of the Programme

. Identify the optimal delivery programme, eg. packaging of works

. Undertake further assessment to identify preferred routes and treatmentsin

collaboration with stakeholders, the community and local iwi

9 Stakeholder Engagement and Communications
Plan

The stakeholder engagement and communications plan is critical to the success of the 2020 HDC
Network Programme. QOutlined below is not the plan itself, but rather an overview of the principles,
key issues and general approach to engagement for this strategy. It sets out the framework from
which a more detailed plan and ultimately communications plans will be developed for individual
projects.

9.1 Engaging Early

It is important to note that improvements to the transport network will benefit people living
locally and throughout the region. The project team will engage early with all interested and
affected stakeholders so the improvements can best address their needs while achieving the
strategic transport objectives of the project partners.

9.2 Key Stakeholders

Key stakeholders will be engaged prior to the general public as they can help to improve the
projects. HDC will facilitate the identification and engagement with these stakeholders on a
project by project basis to ensure proper representation on each major project.

Stakeholder representation will include parties who are affected by, or have an interest in, this
strategy and its implementation. These may include, but are not limited to Hawke's Bay Regional
Council, Napier City Council, Hawke's Bay DHB, primary industry groups, business associations,
resident’s associations, educational institutions and other community groups.

Mana whenua are key stakeholders in the implementation of the strategy and will be engaged
early by HDC staff.

9.3 Community Engagement

The people living in the community will play a crucial role in shaping the implementation of these
improvements. Where possible, HDC will undertake a number of public feedback phases where
people can input into the project early and throughout the iterative process. HDC will implement
a travel behaviour change programme to increase demand for active transport, create broader
community interest in the projects and meaningful engagement as part of the project
implementation process.

The information will be clear, accurate and disseminated widely so as many people as possible are
aware of the public consultation. Not only will this help to improve the projects, but it will build
excitement and anticipation for people who will see a vision of a safe and viable multi-modal
network that provides equitable access and increase travel choice for all residents.
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9.4 Promoting the Existing and Future Transport Improvements

A big component of the plan will be to celebrate the existing and future network infrastructure
through positive PR, events and other communications channels. These activities will help
illustrate the life cycle of a project from inception to completion and the reasons why HDC and
project partners are in investing in the transport network.

10 Programme Performance and Review

Monitoring plans, using Waka Kotahi's template, will be completed for each package of projects.
The plans will cover what monitoring tools will be required for each project, and when. The
monitoring tools used for evaluating project benefits are:

. Collective risk of key corridors

. Personal risk on key corridors

. Reported DSI's benchmarked against other regions and national data

. HCV% on local roads benchmarked against other regions and national data

. Reported crashes with trucks benchmarked against other regions and national data

. Freight time variability as quantified by HDC using Google data

. Track number of alternative truck/freight routes to the Expressway (SH2)

. Use of active travel and PT for trips to school

. Use employer travel survey data to track changes in the use of active travel and PT to
work

. New community travel survey to track the reduction of journeys by car less than 5km

Other potential monitoring could include:

. VKT
. Transport emissions
. Health outcome indicators (obesity, physical activity rates, other)

. Wellbeing indicators (TBD)

101 Benefit Realisation

As part of the strategic case, a benefits map was created to establish various investment benefits
(KPI's), measures, baselines and high-level targets. This information can be found in Appendix G -
Benefit Mapping.

It is recommended that before significant changes are made to the transport network, specific
targets should be identified and where necessary, baseline data will need to be collected. This will
ensure that KPI's which include measures beyond indicators already being collected such as active
travel and PT trips to work, health outcomes and community travel behaviour can be accurately
measured and monitored. These network KPI's should be reviewed alongside those outlined in
HDC Active Transport PBC. A transport emission baseline has not been established so it is
recommended that either a district-wide emission inventory or a regional emissions inventory be
conducted to establish a baseline for transport emissions.

For major projects, a more detailed and site-specific benefit realisation plan should be developed
and submitted at subsequent phases of the Business Case Approach.

Accurately understanding what is being achieved by the Programme will help to guide the
appropriate scope of future projects, as well as provide assurance to Waka Kotahi that the National
Land Transport Programme investment is providing value, in terms of contributing to targeted
performance measures
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11 Next Steps

The recommended programme is not an investment programme, as individual projects or
activities still need to be developed and will still need to go through statutory processes to
proceed (e.g NLTP, RLTP, and LTP). However, it provides an indication of the broad location, type
and level of investment that is likely to be required to address the transport problems identified
through the Strategic Case.

Whilst the full recommended programme represents a potentially large investment over a ten
year period, the approach adopted to tackle multiple problems through a single business case,
align implementation with wider programmes (such as maintenance and renewal programmes),
and phasing of implementation represents better value for money solution than existing practices.

Although the HDC Long Term Plan covers a ten year planning horizon, it is refreshed and reviewed
through the Annual Plan process and is reconsidered every three years. HDC views this PBC as a
living document that can be updated and refreshed as assumptions or significant changes occur
(such as the location and scale of housing and employment growth or the timing and impact of
technological change or increases in available funding), which could significantly alter the
strategic direction or timing of implementation/further development of subsequent phases

Successful delivery of this programme will involve ongoing collaboration with project partners
throughout the life of the programme, to ensure a one network approach is adopted that
maximises value for money and best achieves the outcomes identified by all partner agencies. The
governance structure in place (as outlined in section 91) will help to enable successful delivery.

12 Recommendations

The HDC Network PBC has undertaken a review of the key transport problems, challenges and
opportunities related to the Hastings transport system

The Community Wellbeing Programme was deemed the best programme in terms of addressing
the investment objectives, risks and effects and was blended with the Balanced Programme
resulting in the recommended programme.

This PBC will be refined through the development of further work, with an immediate focus on
quick wins and short-term projects as outlined in section 833

It is recommended that:

. HDC Network Working Group endorse the PBC

. HDC Executive Leadership Team endorse and approve funding of the Programme
through the LTP process

. Waka Kotahi support for the PBC and its ongoing development

. HDC progress further work within existing funding arrangements as per the prioritised
programme. Further applications and phases to follow.
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Appendix A - Additional information on Hastings
context

Hastings land use summary (GHD 2012)

Households 2006
Households 2046
Employment 2000
Employment 2046

_Flaxmere, Hastings and Havelock North
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Household projections (GHD 2012)

6.3 Household projections

Household projection totals are based on those adopted for HPUDS for the period 2009 to 2045, with
intervals of 2011, 2015, 2021 and 5 yearly to 2045. The periods have been adjusted to match the HPTS
timelines and census years ta derive projection target totals for 2009, 2011 and thereafter five yearly to
2046 as shown in Table 10.

Table 10 HPUDS household projections

Projected households 48803  4D205 51281 52130 55070 5B8BB0O 57800 58505 58020
Inter-period increase 692 1986 1849 1840 1580 1140 705 525

The increase in househaolds has been allocated to greenfield/coastal sites, infill and rural (see Table 6).

Table 11 Household growth by type and location

_mmmmmmm

Greenfields/coastal 63 1868
Infill 514 398 466 413 339 199 170 2409
Rural

mm mmm mm m
Greenfields/coastal 2561
Infill 557 398 466 413 330 199 170 2542
Rural 209 120 73 52 21 19 14 509

&0
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Vehicle kilometres travelled in Hawke's Bay (WKNZTA 2020)

Vehicle kilometres travelled (VKT) on sealed rural/urban state
highways and local roads in Hawke's Bay

700000000
600000000
500000000
L 400000000
= 300000000

200000000
100000000 .
0]

State highways - State highways -  Local roads - sealed Local roads - sealed
sealed urban sealed rural urban rural

= 2017 =2018 w2019

Note: The VKT data for sealed rural and urban state highways are associated with light vehicles.

The vehicle classification is not known for that of local roads
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Appendix B - Investment logic map

Enabling Social and Economic Wellbeing of Hastings
Providing a Safe & Cfficient Transport Systam that meets the Needs of the Community

INVESTMENT LOGIC MAP
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Appendix C - Crash analysis

Waka Kotahi NZ Transport Agency Crash Analysis System (2015-2019)
Key findings

No. of people

Since 20714 there has been an upward trend in casualty (death, serious injury, minor injury)
numbers in Hastings DC

Vulnerable road users make up 33.6% of Death and Serious injuries (DSI) in Hastings DC.
However, this is underrepresented when compared to New Plymouth, Nelson and
Palmerston North which on average have a wulnerable road user DSI to total DSI
percentage of £34%

Motorcycle DSI is overrepresented in Hastings DC when compared to the average of
motorcycle DSI across New Plymouth, Nelson and Palmerston North. Motorcycle DSI make
up 209% of total DSI on local roads and 20% of total DSI on state highways

Prominent factors in Fatal and Serious (F&S) crashes within Hastings DC are alcohol, poor
handling, poor observation, travel speed, position on road and incorrect lanes or position.
Apart from poor observation the remainder of the aforementioned crash factors are
overrepresented when compared to the crash factor averages from New Plymouth, Nelson
and Palmerston North

While the 10-year DSI trend has been decreasing along rural roads the 10-year DSI trend
has been increasing along urban roads.

When locking at the age of drivers at fault in F&S crashes, 45-74-year olds were
overrepresented when compared to the average of New Plymouth, Nelson and Palmerston
North.

When looking at the type of vehicle involved in F&S crashes, vans, trucks and motorcycles
were overrepresented in Hastings DC when compared to the average of New Plymouth,
Nelson and Palmerston North.

When looking at the type of vehicle involved in F&S crashes on state highways, only trucks
and motorcycles were overrepresented in Hastings DC compared to the average of New
Plymouth, Nelson and Palmerston North.

Hasting DC Casualty Numbers (2010-2019)
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Fatal & Serious (F&S) Crash Factors (2015-2019)
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Hastings DC State Highways F&S Crash Factors (2015-2019)
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Age of Drivers at Fault in F&S crashes (2015-2019)
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Type of Vehicle Involved in F&S crashes on State Highways (2015-
2019)
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Table 16: Vulnerable Road Users

Vulnerable Road User DSI % of all DSI in Hastings DC New Ply./ Nelson/ Palm Nth.
Average % of all DSI

Pedestrian 53% 13.696
Wheeled Pedestrian 16% 04846
Cyclist 6.3% 119%
Motorcyclist’™ 204% 17.5%
Total 336% 43 496

% Including mopeds & pillion passengers
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Collective Risk (2013-2018) Source: Mega Maps
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Personal Risk (2013-2018) Source: Mega Maps
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High Risk Intersections (2013-2018) Source: Mega Maps

High Risk Motorcycling Routes (2013-2018) Source: Mega Maps
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Poor behaviour trends from RLTP 2018 (HBRC 2018)

Figure 10: Fatal and Serious Injuries in Alcohol Related Crashes
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Figure 12: Fatal and Serious Injuries Speed-Related Crashes.
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Appendix D - HDC Road Safety Strategy 2017

High Risk Corridors
TABLE 1-1: HIGH RISK RURAL ROUTES

High Risk ONRC Rural Crash Risk? Treatment
u e ssificati = Philos
Rl Roste | Class ficktion Collective  Personal liasaphy Indicative Cost®
Pri Safer Corridors $55 7
Farndon Rd o High
Collector (incl Speed Mgt)
Primary . Safety Management $
High
York Rd Collector & (incl Speed Mgt)
Primary o Safety Management S
High
Stock Rd Collector & (incl Speed Mgt)
Arterial i $5-55S
Pakowhai Rd | (Ruahapiaint 2 5 Safer Corridors
High
removed)
- Primary Medium . Safe System Underway
P Collector High High Transformation
Waimarama . Medium ) Safety Management $$
Arterial 3 High :
Rd High (incl Speed Mgt)
Brookfields Secondary Medium Hieh Safety Management $
Rd Collector High 6 (incl Speed Mgt)
i i i fi
Te Aute Rd Primary Meflmm Me(_:hum Sa Iety Management SS
Collector High High (incl Speed Mgt)
TABLE 1-2: HIGH Risk URBAN ROUTES
High Risk ONRC Urban Crash Risk* Treatment indicative
Urban Route Classification ——T Philoso
Collective | Personal phy Cost®
Te Mata Safety Management
Arterial Medium S
Road (incl Speed Mgt)
od d Safety Management
Napier Road Arterial $
5 B (incl Speed Mgt)
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TABLE 1-3: HIGH RISK INTERSECTIONS

Pakowhai Rd / Rural

Ruahapia Rd Priority-T
Pakowhai Rd / Rural
Richmond Rd Priority-T
Karamu Rd North .Urban
Signals-X

[ Grove Rd

Hastings St North Urban
[ St Aubyn St E Priority-X

High

Medium
high

Medium
high

M kakaho Rd Urb.
arae o0 . r _an Medium
/ York Rd Priority-T
Southland Rd / Urban
Eastbourne St W Priority-X sl
Urban
Southampton St Medium
R/bt
W / Charles St

LoSS IV

High LoSS IV

Medium

LoSS IV
high .

Medium

LoSS IV
high .

Medium
high

LaS5s IV

Medium

5SS IV
high LoSS IV

Medium
high

LoSS IV

SSTW (underway —
being closed)

Safety Management

5-55
/ Potential Li-Lo
Safer intersection
wark (some already s
undertaken)
SSTW — Likely Traffic
S5

Signals

Safety Management
or S5TW (Rbt)

SSTW (mini Rbt)

Safety
Management/Safer
intersections
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Most Popular mem s mes s s oo Least Populsr
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widdle Rd Secondary i i 4 Safer Corrifit.)rs/Site $sS
Collector Specific
| . . Safety Management S
A
Tuki Tuki Rd ccess 0 3 1 (indl Speed Mgt)
Maraekakaho - & i . Safety Management $
Rd diin (incl Speed Mgt)
Pakowhai Rd Arterial 0 2 7 Safer Corridors $$- 588

The HDC Road Safety Strategy (2017) also outlines key focus areas of the safety strategy:

High risk corridors - Concentrating on seven identified high risk rural routes and two high risk
urban routes.

High risk intersections (predominantly urban)1 - Concentrating on the six identified high risk
intersections as well as other intersections along St Aubyn Street and Hastings Street. Notably all
of the high-risk intersection identified have a LoSS of IV, which indicates that compared to other
similar intersections (in terms of both volume and type), these intersections are all performing in
the worst 30% nationally.

Motorcycling - Concentrating on improvements to four key high-risk motorcycle routes and
network wide road safety promotion activities
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Appendix E-HBDHB Travel Survey Data Key Findings

2018 Travel Survey
Staff - Compared to 2015

2018 Travel Survey
Staff - Ideal Means of Travel
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Staff Travel Mode
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Appendix F - Active Modes Strategic Case (Evidence)

Perception of walking and cycling as unsafe and inconvenient
Urban form

Cycling and walking are sensitive to distance and time, low density residential zones typically
result in increased distances and times between destinations, however, low density does not
necessarily mean poor connectivity (Cheyne et al 2015). Directness of path between two points are
related to the characterises of street design. Good connectivity is highly correlated with walkability
(Cheyne et al 2015). New active mode routes should offer advantages in terms of
directness/permeability and journey time. (ESCC 2014).

Hastings and Havelock North have highly connective road networks based on a grid structure.
However, the existing road network does not generally offer active users advantages in connectivity
as no restrictions are made on motorised users. Flaxmere's road network is less connected,
however, active user paths to and through parks and reserves offer improved connectivity for active
users.

A large number of studies found that shorter distances between home and school are associated
with increased active transport to school (Condon 2013). Two Australian studies reported that
children are more likely to walk or cycle to school at least once a week, if they lived within 800
metres of their school (Condon 2013).

Hastings has been designed so that most houses are within 2 km of Hastings Central School,
potentially an easy distance to walk or cycle between home and school. Active travel accessibility
to jobs is very high. There are 7,000 jobs in the Hastings Central Census Area Unit and every
resident is within 3 km. Many jobs in Hastings are within a distance accessible by active transport.

Gettl ng to Hastings Central A travel mode and distance survey of most {165, 82% of the school roll)

students indicated that 35% live within 1km, 40% live more than 1km but
A2 km radius circle around Hastings Central Schaol coversalarge s than 2km, and 25% live more than 2km from school. Being driven to

area of Hastings (Figure 9). school is the main mode of travel overall. For those who live within 1km,
b walking is the main mode (Table 1).
Tabie 1. Mode of transpon to school survey
110
20
2 0
-
] 0
0
-
-10
Car Walk Scocter Qe Bus
wOutes Nadias 33 1 1 1
-2k Kot 41 n ? 1
| - Ko 2 » 3 2
Figure 9: mast houses in Hastings are within 2km of Hostings Centeal schoai = on rosy The survey shows that students are coming from all over the city; no one

distance to woik o ride © bike fespecially vath porents, sINngs, or classmates ) " " soe A
" . s & neighbourhood dominates the origin/destination map.

Location of Hastings Central School and the relative distance students travel (HCS 2018)
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Road Safety Perceptions

The perception of safety in relation to walking and cycling is an important determinant of uptake
in active travel™ Walking and cycling are statistically safe ways to travel (MoT, 2015); however,
negative perceptions and experiences may discourage people from using a particular route or
encourage them to drive instead of walk or cycle, especially if the walking and cycling
infrastructure is poor. Cheyne et al (2015) noted that parents participating in a perception survey
expressed concerns about letting their children cycle on the road on their own, due to their lack of
skills and experience on the road but also because parents did not trust other road user behaviour.

Findings from a comprehensive study by Muggeridge in 2012 suggest that although people in
Hastings generally have positive attitudes towards walking and cycling, these are not necessarily
translated into high levels of active transport, or high intentions to walk and cycle as a form of
transport (Muggeridge 2012). As seen in Figure 5-2, driver behaviour, traffic volume and traffic
speed were dominant factors in influencing walking and cycling safety perceptions. Other studies
have found that traffic speed, volume, and proximity are key deterrents to active travel and
particularly for commenting cyclists, cars passing too closely increases anxiety

Top factors influencing safety
perceptions (Muggeridge 2012)

0 Driver behaviour
@ Traffic volume
© Traffic speed
@ Parking provision

e Number of intersections

Factors influencing safety perceptions
(Muggeridge 2012)

Dedicated road space for active users can increase perceptions of safety and comfort for cyclists by
increasing the separation to motorists, this improvement can increase with increasing levels of
separation such as kerb or parking protection for cycle lanes. Cycle lanes between traffic lanes and
pedestrian facilities also increase the separation between pedestrians and motorists and
consequently increase comfort and perceived safety for pedestrians.

Fear of Crime

Another barrier to the uptake of walking and cycling is the fear of crime and one's personal safety,
particularly for women, elderly and those with disabilities. Children and students use of active
transport is often over-ridden by parents, who are concerned about 'stranger danger’. A poor
design of the urban environment such as lack of surveillance, poor lighting, overgrown vegetation
and disrepair adds to fearful attitudes towards walking and cycling. The issue of darkness can also
be associated with the built environment, as many participants agreed that better lighting would
make them perceive walking in the dark as safer. Darkness was particularly important in Hastings
and Flaxmere, but to a lesser extent in Havelock North. Havelock North was thus perceived as safer
than the other two neighbourhoods with people saying they would not mind walking alone at
night there but would not do it in Hastings or Flaxmere (Cheyne et al 2015).

" The perception of safety in relation to cycling is often considered of greater importance than the
actual safety of cycling, as the risk perceived is likely to be a more important determinant of
cycling than the actual risks associated with cycling (Muggeridge, 2012)
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End of trip facilities

All active mode routes should be clearly signed and have trip end facilities provided, such as cycle
parking (ESCC 2014). End of trip facilities include showers and changing facilities, and secure
sheltered bicycle parking. A lack of secure or sheltered bicycle storage contributes to fear of crime
in the form of bike theft. Showers and changing facilities reduce the concern over body odour for
those who cycle or walk further; those who have access to showers are 176 times more likely to
cycle to work than those without the same facilities (Cheyne et al. 2015).

The Hawkes Bay DHB built additional secure cycle storage and started charging for car parking,
these differences encouraged people to switch from motor vehicle use to active mode use. By
adding additional amenities and making active modes more desirable such as providing end of
trip facilities like showers, secure bike storage and lockers, map of facility locations and repair
stations and bike pumps encouraged people to use active modes more. (Cheyne et al. 2015).
Between 2015 and 2018, for staff at Hawkes Bay BDHB, cycling mode share increased by 6% and
walking mode share increased by 3%.

School travel plans have indicated possible interventions to improve active travel to school These
interventions include improved end of trip facilities, such as all-weather bike and scooter stands.
However, at present, only 63% of the urban schools in the district have at least partial access to the
iWay network and nearly 40% schools in urban and over 80% schools in rural area have no
coverage

The DHB travel survey concluded that the reasons people use motor vehicle is primarily for
convenience and flexibility.

Convenience of active modes

Motor vehicle use has been made so convenient, that active transport seems inconvenient in
comparison. As seen in Figure 5-3, ‘'getting there quick’ (i.e. directness/journey time) and
‘convenience’ (e.g. shops en route) are considered important factors that influence mode choice
when travelling to school, work or shops. Parking is easy and cheap, which also means the caris
often the most convenient option, when compared with public transport or active modes
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Factors
Factors influencing choice of mode of transport
(Muggeridge 2012)

School travel plans have noted that student travel behaviours have changed. Between 1990 and
2014, the number of primary school students being driven to school in New Zealand increased
from 31% to 55%, while travel by walking fell from 429 to 29% and cycling from 12% to 2% (MoT
2015). Parents drive their children because of ingrained travel habits, safety perceptions, and busy
schedules including after school activities (HCS 2018).
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Almost 80% of people travel to the shops via motor vehicle, in the same survey it was determined
that just over 15% of people would walk or cycle to the shops.

Interventions that increased the convenience of active modes or decreased the convenience of
travel by car could increase active mode share.

Limited active travel uptake, resulting in high car dependency
Active Travel Uptake

In 2010, New Plymouth and Hastings were selected by Waka Kotahi as model walking and cycling
communities. New Plymouth District is comparable to Hastings District due to its flat topography,
and population (74,184 district, 54,800 urban area).

Based on travel to work data from the 2013 Census, active mode share in the Hastings District is
9%. This compares to 10% for the Hawkes Bay Region and New Plymouth District. Active mode
share includes the walking mode share is higher than the cycling mode share in Hastings District
and the comparison areas.

More people use private vehicles in Hastings District to complete their trips, in comparison with
Hawke's Bay and New Plymouth District. Nearly 90% of total trips in Hastings in 2013 were
completed using private vehicles.

Hastings District has the lowest proportion of people walking to work, in comparison with Hawke's
Bay and New Plymouth District. Hawke's Bay and Hastings District have a similar proportion of
people cycling to work; however, both have a lower proportion than New Plymouth District.

This dataset indicates both a dominance of the car in Hastings and an opportunity for change
given the projected increase in population in the coming decades.

Geographic Factors

Poor weather and climate, such as reduced daylight hours, wind and rain reduces the likely
number of cyclists to 64% of the normal levels. Topography was another highly correlated factor to
cycle use (Cheyne et al 2015).

The Heretaunga plains area of Hawkes Bay experiences only 90 wet days per year and mean
overnight low temperatures are higher than 7°C in all months (Chappell 2013). The District's

3

Contour overlay of the Hastings 5istrict's urban areas
(LINZ n.d)

climate is dry and mild, and its topography is flat. The natural environment is ideal for active travel.
Yet this is not reflected in the limited uptake of active travel.
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Mode Share

The average annual daily cycle volume has increased, as counted at nine permanent count
stations in the Hastings District. Over 1,500 average daily cycle trips were recorded, in 2016, and as
shown in Figure 5-5, there are a few locations where a decrease in cycle numbers were observed,
which indicates areas for improvements along the iWay cycle network.

100,000

50,000

wilsarBd  Wingsor Awe Gaseolgee R Tatal |across all

Pathway Palhwey Pallvwsiy conirbars)

Crosesd  Havelock Brig Clive Patway  Clve Pathway
Renilworth Esses Cr

mi013 w2014 w2005 w016

Annual Average Daily Cycle Volume at recording stations in
Hastings District (HDC 2017)

Cycle and pedestrian volumes are seasonal, with the highest number of cyclists observed during
the summer

Recent investments in the active mode network have resulted in increased active travel and
increasing active mode share in the District. However, active travel in Hastings District does not
match that achieved in the rest of the Hawkes Bay Region or Waka Kotahi's other model
community, New Plymouth.

Transport Behaviour

Road congestion, increased petrol and parking costs, availability of electric bicycles and scooters,
bike sharing, and provision of more dedicated cycling infrastructure has increased active mode
share in Hastings District since 2006.

Public transport patronage in Hastings District increased between 2009 and 2015 but has since
declined to levels seen in 2012. This trend is consistent with regional New Zealand, and due partly
to improved economic conditions, therefore more people are employed and using a vehicle®

The use of the Total Mobility scheme’® has increased since 2010, in line with the shift in population
demographic in the Hastings District.

'5 Car ownership per capita has increased 7% in Hawke's Bay. The most significant declines in patronage have
occurred on bus routes servicing areas with higher unemployment rates

'8 The Total Mobility Scheme (TMS) provides subsidised passenger services travel for Hawke's Bay residents
who are unable to use public transport due to a significant, permanent impairment
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Car Dependency

The Hawkes Bay Region has light vehicle ownership rates higher than the New Zealand average
of 0.8, as shown in Figure 5-6.
Light fleet ownership per capita by region
North Island - Lower North Island - Upper South Island
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Light fleet ownership per capita by region (MoT 2018)

However, as of the 2013 Census, over 2,000 (8%) households in the Hastings District did not have a
light vehicle and over 9,000 (37%) have just one vehicle. Forty-two percent of households in the
Hastings District have three or more people living in the household which indicates there are parts
of the population that are transport disadvantaged by not having access to a vehicle. A network
that encourages high car dependency reduces social and economic opportunities for the
transport disadvantaged, those who choose not to drive and vulnerable populations such as the
elderly and children, by minimising their access and choice on how to travel.

Napier-Hastings is a low-income region and the high cost can be a barrier to vehicle ownership. A
land transport system that makes travel without a car difficult makes households dependent on
cars to access social and economic opportunities.

7 Light vehicles include light passenger vehicles such as cars and light commercial vehicles such as vans and
utes.

ITEM 6 PAGE 234



Item6  Transport Network Business Case
HDC Network PBC Final Attachment 1

Health Context

Hastings District is located within the Hawkes Bay Region. The Hawkes Bay Region has the lowest
rates of adult physical activity’”® and second highest level of obesity of any region in New Zealand
(MoH 2020).

Active transport enables residents to achieve their physical activity as part of their daily routine,

which can result in improvements to health and wellbeing.

PHYSICAL ACTIVITY AND OBESITY RATES
(2014-2017)

m Physical activity rates  mObesity rates

CG.‘"
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I ™
HAWKE'S BAY TARANAKI NEW ZEALAND NELSON
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Physical activity and obesity rates for New Zealand and selected regions (MoH 2018)

18 Physical activity (aged 15+ years) is defined as doing at least 30 minutes of brisk walking or moderate-
intensity physical activity (or equivalent vigorous activity), for at least 10 minutes at a time, at least five days a
week
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Appendix G - Benefit Mapping
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Appendix H - Cause, Effect and Consequences

Mapping

Network Problem Statements

Problem 1 - Poor user behaviour and transport system®* deficiencies
increases the risk of deaths and serious injuries when crashes occur

/ Poor user behaviour \

+ Poor handling of vehicles by
people driving vehicles

+ People driving vehicles while
under the influence of alcohaol /

« Poor observation of road /
conditions by people driving
vehicles 1\

« Drivers exceeding the posted .
speeds 4

+ Incorrect lanes or position on \

\ the road by people driving / \/

vehicles

+ Read envirenment and
|

and unforgiving of mistakes ||' /

+ Road environment and design f:’l
does not encourage /
appropriate road user A
behaviour

+ Road environment and design
does not encourage safe
speeds

+ Posted speeds exceed safe /

\ speeds for some roads

Transport system deficiencies \ I\ j'a

roadsides are unpredictable ¥,

Risky and unsafe behaviour by
people whao drive s

1\
1\

b X
|\
\ \ .
\ Increased collective risk
]
1 '.,'
)

\/

W People are not driving to the
1 conditions
/

\|
\
| {Increased personal risk

!/

\ /
f/
"~ People are not driving at safe f
speeds
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Network Problem Statements

Problem 2 - Increased industry productivity and changes in land use is
resulting in the transport system not meeting the needs of users*

CAUSE EFFECT CONSEQUENCE

Increased industry productivity
Increased freight moverments
from and through Hastings
District to the port
Freight movement from and /
through Hastings to meet port \ |
departures occurring during \\
peak commuter times
Changing mix of users on the
road network \ [\

A
W
\ )’ \Y’/
\

Changes in land use Vi
Industrial land use "
intensification occurring near / \
residential growth areas k \
Intensification and land use \\

\ [\
han rring prier to r \_ | f . :
changes occurring prior to road | {Incrcascd potential for conflict ’

network investment

v

Increased demand from

different road users

- Localised peak hour congestion
on key routes
\

/)
I\
|| ¥ Increased freight travel time
/ variability

f

Increased numbers of trucks
and heavy commercial vehicles [ I‘

(HCV's) on minor roads \\{\}/‘
|
\ \{ Increased number of crashes ’

with trucks on local roads

Overlapping peak commuter

and freight movements between road users

Network Problem Statements

Problem 3 - Poor uptake of active travel and public transport (PT) is
negatively impacting community wellbeing

Ease and convenience of driving
Free car parking
Unrealised cost of driving (cost of
ownership, health, social,
environmental, etc)
Relatively uninterrupted journey
times by car

Increasing transport emissions

ﬂcﬂvo travel and PT are not vlom\
as an attractive or effective modes of
transport

+ Underutilised but well established
active travel

+ Current PT service is limited

+ People are uncomfortable with PT
transfers

+ Poor perception of PT

+ Poor connections to social, health,
environmental and economic
benefits of active travel and PT

+ More sedentary lifestyles that
contribute to increasing levels of
obesity and chronic diseases

+ Less use of active travel and PT by

Driving is the most viable Reduced socialand
" option B economic opportunities for
f “ul wulnerable populaticns’
x \ (accessibility for elderly,
\\\y [ \ | children and those without
\ \/ { \ access to a vehicle)
\A — \\
\ \{ People do not view active | \
\ { travel and PT as viable \J
/| options I

|
\

N )
People not being active as |
part of their daily life \ |

Reduced health and

wellbeing outcomes® (air

\ | / quality, mental and physical
health)

\l Increased pressures on
natural resources and carbon

children going to schocl and people
going to work

emissions from vehicles

ITEM 6

PAGE 241



Iltem6  Transport Network Business Case
HDC Network PBC Final Attachment 1

ITEM 6 PAGE 242



Item 6

Transport Network Business Case
HDC Network PBC Final

Attachment 1

Appendix | -Waka Kotahi NZ Transport Agency SBC
Investment Questions

Meet . . .
Requirements? Strategic Case Investment Questions and Response Sections

Is it clear what the problem is that needs to be addressed (both the cause and the effect)?
Yes

See section 4.1, Appendix |- Cause, Effect and Consequences

Is there evidence to confirm the cause and effect of the problem?
Yes

See section 42, Appendix | - Cause, Effect and Consequences

Does the problem need to be assessed at this time?
Yes

See section 42

Is the problem specific to this investment (or should a broader perspective be taken)?
Yes

See section 2

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 43, Appendix H - Benefit Mapping

Are the benefits of high value to the organisation(s) (furthering its (their) objectives)?
Yes

See section 3

Will the KPIs that have been specified provide reasonable evidence that the benefits have

been delivered?
Yes

See section 441 and Appendix H - Benefit Mapping

Are the KPIs both measurable and totally attributable to this investment?
Yes

See section 441 and Appendix H - Benefit Mapping

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 441 and Appendix H - Benefit Mapping
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Appendix J - lwi Engagement
Representatives from local iwi who serve as Pou Ahurea Matua were engaged and asked for
feedback on the transport network and active transport in Hastings District. The feedback

below summarises the feedback received.

The following three locations have been identified to be of relevance to this project:

. Waipatu Marae / Waipatu Community Plan
. Kahuranaki Marae Committee, Te Hauké
. Bridge Pa and Raukawa Valley
The following are the key issues that need to be addressed through this project:
1 Speeds around marae, churches, schools and the communities
2 Lack of walking and cycling connections into centres including Hastings, Havelock
North and Flaxmere
3 Safety concerns due to narrow shoulders in cycling areas (Cycling clubs and Iron
Maori use the Raukawa Valley and surrounding area for training)
4 Lack of public transport connectivity

There was a consensus that the lack of public transport connectivity is disconnecting whanau,
especially those on very low incomes and poor health, require better access socio-economic
opportunities (e.g. community facilities and health centres) via public transport. Investigating
these needs and the cost to whanau / hapori of such not being available (perhaps extending to
kainga like Pakipaki, Omahu) was highlighted.

As stated in the 2010 Heretaunga Plains Urban Development Strategy:

There is evidence that connection to culture improves Mdaori well-being. It is important to
ensure that Maori have both an easy means of connecting and moving between peri-urban
Mdori communities, such as Tangoio, Omahu, Bridge Pa, Pakipaki etc and urban
communities, such as west Hastings, Flaxmere and Maraenui_ It is also important that
‘suburbs” maintain vital community infrastructure to provide opportunities for community
connection and revitalisation.

To encourage mode shift, investigating public transport options regarding rail/ bus extending
from Waipukurau to Napier and Wairoa to Napier was also supported.

5 Roading issues at Kohupatiki

It was noted that Kohupatiki has two major roading issues which have been unaddressed for
many years. This is associated with the access and egress to/from Farndon Road into Kohupatiki
from both entry points. This should be made safer for all road users especially with the
continual development of Kohupatiki.

6 Action fromn HDC and HBRC

It was emphasised that action from both the HDC and HBRC is crucial as they engage in
Papakainga development to provide solutions, and not put it solely into the hands of the
whanau.
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Appendix K - Public Day and Online Engagement

A public day was held on the 12*" of March and an online survey was also posted on the same
day to provide an opportunity for feedback for those who could not attend. The key findings
from this engagement are outlined below.

Problem statement one: Poor user behaviour and transport system deficiencies increases the
risk of serious injury in the advent of a crash.

It was acknowledged that safety is positioned at the top of the hierarchy of transport needs.
Whilst acknowledging the fact that addressing poor user behaviour and transport system
deficiencies must be a long-term goal, three key ways were identified in the feedback response
to address this:

. Install more roundabouts, particularly at the Longlands Road / Railway Road intersection,
as there have been a lot of near-fatal accidents happen there.

. Driver education is important to highlight key areas of concern for cyclists (roundabouts,
traffic lights, right turning bays/lanes)

. Improve pedestrian facilities particularly in Havelock North.

Problemn statement two: Increased industry productivity and changes in land-use is resulting in
the transport system not meeting the needs of users.

The majority of the responses identified freight management as being key to address a
transport system not meeting the needs of users due to increased industry productivity and
changes in land-use.

This included early action of Elwood Road Expressway through to Havelock North, to help keep
trucks and other traffic off Marine Parade. By easing congestion over the narrow bridges at
Awatoto, it would also relieve congestion at the Pakowhai Road/ Napier Hastings Expressway
roundabout.

Removing freight trucks from residential areas during the hours of 9pm-6am was suggested,
with increased use of signage to calm traffic speeds (ie. "Please slow down - Residential Area")
Reintroducing speed cameras along Tomoana and Pakowhai Roads was identified to curb
speeding

A comment was also received around the use of rail and trucks depending on the distance
travelled.

Problem statement three: Poor uptake of active travel and public transport is negatively
impacting on community wellbeing.

Feedback was received that, given the right facilities in the network and in the workplace, there
is potential for increased uptake in active travel and public transport to positively contribute to
community wellbeing.

The following measures were identified to address this poor uptake:

Improve public transport services (including reliability, frequency, connection to EIT
Taradale, and provision of route to serve growing suburbs such as Clive).

Separated facilities and intersection improvements are needed to increase safety for
walking, cycling and scooting.

Implement subsidies to encourage people to travel by bus, bikes and scooters.
Establish a HOP card system

Install provision for bikes and scooters (eg. between Hastings and Napier, adjacent to
Fardon Road).

Safe connections to local facilities (supermarket, library, schools etc ) via existing cycle
paths.
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Enable safe access to existing cycleways
Safety considerations to accommodate steep footpaths.
More controlled crossing points across major roads.

In addition to the above, making active travel easier by implementing good quality and
affordable public showers with bike storage was raised.

It was noted that there is a need to address safety concerns for cyclists as cycling is currently
associated with a lot of fear, especially with near-misses being extremely common.

Additional feedback as to how transportation across the district can be improved

Falling outside the above problem statements, a response was received around reducing
congestion on roads by installing extra lanes and enabling freer left-hand turns.

ITEM 6 PAGE 246



Iltem6  Transport Network Business Case
HDC Network PBC Final Attachment 1

Appendix L - Programme Descriptions

Do Minimum

This programme does not include any new transport infrastructure or soft measures. It includes
implementation of the Asset Management Plan (AMP), maintenance programmes and
education and awareness initiatives that are currently in place.

Soft Measures Focus
This programme aims to invest in low-cost driver and travel behaviour change, communication
and engagement, policy and travel demand management measures.

Infrastructure Investment Focus
This programme aims to invest primarily on infrastructure with a few productivity, demand, and
soft measures related to infrastructure as a secondary focus

Growth Area Focus

This programme primarily invests in measures that would specifically benefit the residential
and industrial growth areas identified in HPUDS through both infrastructure and productivity,
demand, and productivity, demand, and soft measures

Safety Focus

This programme aims to invest in lowering safety risks. The focus of the programme
interventions is lower road safety risks for all users and increasing safety into the future through
productivity, demand, and soft measures such as policy measures and data collection to reduce
conflict between users.

Land-Use and Industry Focus
This programme primarily invests in meeting the demand of residential and industrial growth
through a mix of infrastructure, policy change and transportation / land-use integration.

Community Wellbeing Focus

This programme aims to invest in interventions that specifically improve overall community
wellbeing by improving infrastructure, safety and productivity, demand, and soft measures
related to active transport and public transport (PT).

Balanced Programme
This programme invests equally across all interventions as a means of integrating both low-cost
and high-impact projects that will address the identified problems.
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Appendix M - Risks and Effects Descriptions

The short list evaluation framework used an MCA approach, using several sub-criteria under the
following the main criteria:

The risk / implementability of the programme; and

The effects caused by the programme

Criteria Explanation

Deliverability / Feasibility | Delivery risk, resourcing, timeframes, complexity

Risks/ Complexity Affordability Affordability against RLTP/NLTP budgets (10 years)

Stakeholder/Customers | Acceptability of the option to key partners and
general public

Social Impact on liveability, connectivity and accessibility to
core services

Cultural Impacts on iwi values, ways of living that enhance
hauoratanga (wellbeing) and equitable access for
marae-based communities

Effects Economic Impact to local economy, degree of enablement of
sustainable business and tourism, attracting visitors,
business and growth

Environment Creenhouse gas emissions, potential to impact on
environmentally sensitive areas

System Integration Transport and land-use integration, realising
opportunities for mutual benefit and efficiencies
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Appendix N - Sensitivity Test Descriptions

A range of sensitivity tests were undertaken to understand the sensitivity of the different criteria

in scores and programme ranking. These sensitivity tests were agreed upon by the project team.

The tests include:

]

Investment objectives, risks/im plementability and effects equally weighted at 33%
(s1)

Investment objectives weighted at 509, risks/im plementability at 25% and effects
at 25% (52)

Investment objectives weighted at 709, risks/implementability at 15% and effects at
15% (S3)

Investment objectives weighted at 509%, risks/im plementability at 10% and effects
at 40% (S4)

Investment objectives weighted at 50%, risks/im plementability at 40% and effects
at10% (S5)
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Appendix O - Programme Alignment with Investment Objectives Justification

Infrastructure Land-Use and Community
Soft Measures Growth Area Safety .
- Investment Industry Wellbeing Balanced
Programme Option Do Minimum Focused Focused Focused
Programme Focu Programme Programme Focu Focu Programme
Programme Programme Programme

Investment Objective 1 | Improve road safety tly
Neutral Minor Positive

Investment Objective 2 | Improve customer experience
Neutral Minor Positive Minor Positive

Investment Objective 3 | Improve community wellbeing

Minor Positive Mincr Positive

98
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Appendix P - Network Implementation Plan

Short-term projects for 2022-2025

Transportation / No cost  Work with Planning to Walking and cycling
Land—u.se (internal) encourage transport dlve.rsny projects
Integration and further support multi- .
i Policy measures
modal design
Transportation/  Nocost  Support/require adoption of All network projects
Land—u§e (internal) staff travel plans for all new Walking and cycling
Integration developments .
projects
Policy measures
Public Transport $20k Establish a PT stop Level of PT projects
(PT) Ser\n.ce (LoS) to ensure s i R i
consistency .
projects
Policy No cost  Policy change to densify PT projects
. development around PT . ’
internal . Walking and cyclin
( ) hubs/corridors . g yeling
projects
Policy No cost  Policy to support multi-modal = PT projects
(internal) hl,JbS aF PT Sl Where.end of Walking and cycling
trip facilities, park and ride e —
(car) and bike lockers are
provided
Policy No cost  Policy on siting of key All projects near schools
. destinations (schools, sports
(internal)
centres, etc) to ensure they
are within close proximity to
the network
Policy S40k Develop a Complete Streets PT projects
plan{’pollt.:y to support overall e =) el
mobility, increase mode .
) projects
choice and access to
fransport
Technology 540k Develop an Intelligent Medium and long-term
Transport Systems (ITS) action  network projects
plan to futureproof the
network and identify areas of
future investment
Network Study S50k St Aubyn Corridor All projects near St Aubyn

Management Plan

100

St between Pakowhai Rd
and Hastings St, including
S5M in implementation of
study outcomes
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Enforcement

Education

Advocacy

Study / plan
Implementation

Study / plan
Implementation

Level of Service
Improvement

Intersection -
Level of Service

Amenity / Traffic
Calming

No cost
(internal)
No cost

(internal)

No cost

(internal)

S15M
$3M total

s$ZM
SEM total

S6M

S20M
total

S3M

$2M

Support and advocate for
increased visible road policing

Support improving/increasing
road safety education, re-
education of older drivers and
driver training to be more
aware and courteous to
people on motorbikes and
cyclists

Advocate for PT to/from the
Hawke's Bay Airport

Implementation of Napier-
Taihape Road Corridor
Management Plan
recommendations/outcomes

Implementation of Karamu
Corridor Management Plan
recommendations/outcomes

Carriageway widening of
Middle Road, Gilpin Rd to
District line

Pakowhai / St Aubyn - Re-
assess preferred option to
better facilitate the required
walking and cycling linkages
at this location

Speed reduction measures in
suburban areas through area
wide pavement treatments

Total indicative cost of short-term projects - $152M

Medium-term projects for 2025-2028

Public Transport
(PT)

Public Transport
(PT)

$200k

No cost

(internal)

Improve PT amenities in line
with LoS standards

Encourage reduced journey
times between key
destinations using PT

All network projects

All network projects

Walking and cycling
projects

Pakowhai Rd and Karamu
Rd projects

Walking and cycling
projects

PT projects

Napier-Taihape Road
Corridor Management Plan

Karamu Corridor
Management Plan

Walking and cycling
projects in the area

St Aubyn Corridor
Management Plan

Walking and cycling
projects

Establishing PT LoS
standards

PT projects

Walking and cycling
projects

Travel Demand
Management projects (in
Active Transport PBC)

ITEM 6

PAGE 253



Item6  Transport Network Business Case
HDC Network PBC Final Attachment 1

Public Transport Nocost Advocate for longer operating Walking and cycling

(PT) : hours of PT, increased projects
{internal) .
connectivity of PT network,
. . Travel Demand
advocate for PT options in . .
| " Management projects (in
rural communities Active Transport PBC)
Public Transport  Nocost  Advocate for additional PT Walking and cycling
(PT) (internal) Zir\:ce Ig:?;g;i?ﬁg tdhartc;ugh projects
PP Travel Demand
Management projects (in
Active Transport PBC)
Study / plan S2M Implementation of St Aubyn St Aubyn Corridor
Implementation $5M total Corridor Management Plan Management Plan
recommendations/outcomes
Safety S1.5M TBD improvements identified  All network projects
Management $2.5M in the safety strategy
total
Safety $750k Waimarama Rd - safety Walking and cycling
Management management including projects in the area
speed management
Intersection - SIM St Aubyn / Windsor Ave St Aubyn Corridor
Level of Service Management Plan
Improvements Walking and cycling
projects
Total indicative cost of medium-term projects - $16M
Long-term projects for 2028-2031 or beyond
Safety $263M Pakowhai Rd - Safer Establishing PT LoS
management Corridors standards
PT projects

Walking and cycling projects

Travel Demand
Management projects (in
Active Transport PBC)

Safety $250k Te Mata Rd - Safety Te Mata Peak Corridor
management management including Management Plan (currently
speed management underway)

Walking and cycling projects

Total indicative cost of long-term projects - $14.8M
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Appendix Q - Network Detailed Implementation Plan

Type

Intersection
Signal

Amenity / Traffic
Calming

Intersection

Bridge /
Carriageway
Intersections

Safety
Management

Safer Corridor

Safety
Management

Safety
Management

Option

St Aubyn /

Windsor Ave
All signalised
intersections

Suburban areas

Pakowhai Rd /
St Aubyn St

Middle Road
Hastings St N/

St. Aubyn St E
Te Mata Rd

Pakowhai Rd
Waimarama Rd

TBD

Option Description

Install 3-arm roundabout

Implement appropriate
software to link traffic
systems throughout district
Speed reduction measures
through area wide
pavement treatments
Re-assess preferred option
to better facilitate the
required walking and
cycling linkages at this
location

Carriageway widening to
8m

SSTW - Likely Traffic signals

Safety Management
(including speed
management)

Safer Corridors
Safety Management
(including speed
management)
Safety Management

Indicative
Cost

$ 1,000,000

S 150,000

§ 2,000,000

$ 3000000

$ 20,000,000
$ 500,000
$ 250,000

2,625,000
750,000

Ly U

S 2500000

103

Quick wins
2021-2022

$ 150,000

Medium-
term
projects
2025-2028
1,000,000

Short-term
projects
2022-2025

52,000,000

$3,000,000

$6,000,000 $7,000,000

S 500,000

$ 750,000

$1,500,000

Long-term
projects
2028-2031+

$7.000,000

$ 250,000

$2,625000

$1.000,000
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Study / Plan
Implementation

Study / Plan
Implementation

Study / Plan
Implementation

PT

PT

PT

PT

Advocacy

Education

Karamu
Corridor Study
Implementation
Napier-Taihape
Road Corridor
Management
Plan
Implementation
St Aubyn
Corridor
Management
Plan
Implementation
PT service
information

PT operational
improvements

PT service to
airport

PT journey
times

HPUDS and
HPTS update

Driver
education

Karamu Corridor Study
Implementation

Napier-Taihape Road
Corridor Management Plan
Implementation

St Aubyn Corridor
Management Plan
Implementation

Advocate for additional PT
service information through
an app or real time data
Advocate for longer
operating hours of PT;
Increased connectivity of PT
network; Advocate for PT
options in rural
communities

Advocate for PT to/from the
Hawke's Bay Airport
Encourage reduced journey
times between key
destinations using PT
Support an update of
HPUDS and HPTS and
study model outputs
Support
improving/increasing road
safety education, re-
education of older drivers

S 5,000,000

S 3000000

S 5,000,000

S 50,000

$2,000,000

$1500,000 $1,500,000

$2,000,000 $1,000,000

$2,000,000 $3,000,000
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Policy /
Enforcement

Transportation /
Land-use
Integration

Network Study

Network Study

Network Study

Data Collection

Visible road
policing

INncrease cross-
council
collaboration

Karamu
Corridor Study

Napier-Taihape
Road Corridor
Management
Plan

St Aubyn
Corridor
Management
Plan

Data collection
to reduce
conflict
between users

and driver training to be
more aware and courteous
to people on motorbikes
and cyclists

Support and advocate for
increased visible road
policing

Increase collaboration and
create a cohesive strategy
between Hastings and
Napier councils

Karamu Corridor Study to
consider capacity
improvements such as
clearways, lane
management systems and
travel demand
Napier-Taihape Road
Corridor Management Plan

St Aubyn Corridor
Management Plan

Data collection provision to
reduce conflicts with
private vehicles, schools
and workplaces -
household O-D surveys,
understanding tourism
routes, industrial area
movements and
forestry/harvesting

50,000

70,000

50,000

20,000

s -
50,000
70,000
S 50,000
5000 S 5000 S

5000 S

5000
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Network Study

Technology

Policy

Policy

Policy

Policy

Implement a
Network
Operating Plan

Intelligent
Transport
Systems (ITS)
action plan
Complete
Streets
plan/policy

Key destination
siting policy

Multi-modal
hub policy

Policy change
to densify
development
around PT
hubs/corridors

movements and load
capacity mapping
Reducing conflict for
vulnerable users and
prioritising PT and active
transport

Develop an Intelligent
Transport Systems (ITS)
action plan to identify areas
of future investment
Develop a Complete Streets
plan/policy to support
overall mobility, increase
mode choice and access to
transport

Policy on siting of key
destinations (schools, sports
centres, etc.) to ensure they
are within close proximity
to the network

Focus on multi-modal hubs
at PT stops where end of
trip facilities, park and ride
(car) and bike lockers are
provided

Change Planning policies
to increase density and
allow far a mix of uses
particularly around PT
hubs/corridors and the
town centre to better
support cycling, walking
and use of PT

80,000

40,000

40,000

$ 80,000

40,000

40,000
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PT

PT
Transportation /
Land-use
Integration

Transportation /
Land-use
Integration

Transportation /
Land-use
Integration

Transportation /
Lland-use
Integration

PT stop Level of
Service

PT amenity
Workplace
travel plans for
new
developments
Transportation /
Land-use
coordination
around growth
areas

Planning to
further support
multi-modal
design

Policy scan and
updates to
increase
supportive land-
use patterns

Establish a PT stop LOS to
ensure consistency
Improve PT amenities
Support/require adoption
of staff travel plans for all
new developments

Increase coordination with
Planning to ensure
proactive response to
transport improvements
which aligns with growth
areas

Work with Planning to
encourage transport
diversity and further
support multi-modal
design (e.g.. pedestrian
circulation in car parks)
Address HDC policies and
processes that create
transport and land-use
patterns resulting in high
car dependency

Ly Uy

20,000

200,000

$

20,000

$ 200,000
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Appendix R - Waka Kotahi NZ Transport Agency
PBC Investment Questions

Meet

Requirements? Programme Business Case Investment Questions and Response Sections

Briefly explain the range of strategic alternatives and options that have been explored,
including whether these include consideration of demand, supply and productivity
Yes responses

See section 61, 611and 612

Briefly explain the strategic options and alternatives that are proposed and whether there
Ves is a clear rationale for the selection of the preferred programme.

See section 6,61,62, 7and 7.3

Briefly explain why the proposed altematives and options are likely to be the most effective

Yes response to the problem.

See section 7.3,73], 733 and 81

Briefly explain whether the proposed altematives and options are feasible.
Yes
See section 8

108
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Disclaimers and Limitations

This report (Report) has been prepared by WSP exclusively for Hastings District Council {Client) in
relation to the Active Travel and Network Business Cases ('Purpose’} and in accordance with the
Short Form Agreement with the Client dated 15 November 2019. The findings in this Report are
based on and are subject to the assum ptions specified in the Report Offer of Services dated 15
November 2019. WSP accepts no liability whatsoever for any reliance on or use of this Report, in
whole orin part, for any use or purpose other than the Purpose or any use or reliance on the
Report by any third party

In preparing the Report, WSP has relied upon data, surveys, analyses, designs, plans and other
information ('Client Data’) provided by or on behalf of the Client. Except as otherwise stated in the
Report, WSP has not verified the accuracy or completeness of the Client Data. To the extent that
the statements, opinions, facts, information, conclusions and/or recommendations in this Report
are based in whole or part on the Client Data, those conclusions are contingent upon the accuracy
and completenass of the Client Data. WSP will not be liable in relation to incorrect conclusions or
findings in the Report should any Client Data be incorrect or have been concealed, withheld,
misrepresented or otherwise not fully disclosed to WSP.

EWSP New Zealand Limited 2020 1
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Executive Summary

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay
which is known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks
and iconic landmarks such as Cape Kidnappers and Te Mata Peak.

The district is one of the largest apple, pear and stone fruit producing areas in New Zealand and
the area boasts an attractive lifestyle known for its food, wine and beaches. Napier Port, which is
about to expand, is the fourth largest port in New Zealand by overseas export volumes and is just
20 km from Hastings.

The following key problems have been identified and agreed through a facilitated ILM workshop
with relevant stakeholders and partners:

e Problem one: Poor user behaviour and transport system deficiencies increases the risk of
deaths and serious injuries when crashes occur’ (50%)

¢ Problem two: Increased industry productivity and changes in land-use is resulting the
transport system not meeting the needs of users? (30%)

e Problem three: Poor uptake of active travel and public transport is negatively impacting on
community wellbeing (209%)

Evidence gathered through the compilation of this Strategic Case largely supports the problems
as defined, notably:

. Increasing demand paired with risky and unsafe behaviour by people who drive
increases the risk of death and serious injury when crashes occur. This paired with
people not driving to the conditions or at a safe speed has increased collective risk and
personal risk.

. An increasing number of private vehicles and freight movements across a dispersed
network has led to a changing mix of road users and overlapping peak movements.
Vehicle Kilometres Travelled (VKT) in Hawke's Bay have increased between 2014 and
2017, by 7% on local roads (up from 810 million to 870 million kilometres) and 13% on
state highways (up from 640 million to 720 million kilometres).

. Road transport carries 95% of the freight in the Hawke's Bay region, while rail accounts
for almost all the remaining 5%. Underutilisation of rail for freight means more freight
trips using trucks through the Hastings District to the expanding port in Napier,

T Refers to safe systems approach
2 Number of heavy trucks on minor roads, localised peak hour congestion on key routes, safety concerns
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putting pressure on the road network. Commuters are experiencing peak hour
congestion on key routes and freight travel time has been impacted.

. Increased domestic and international tourism through cruise ships and the regional
airport, which is also expanding, play a factor in adding pressure to the network.

Changing population Record highlights of
e
A O
2013 2043 (©1e) S

85,000 — 100,000 .22 23000+ 103,000
residents residents # LOGS EXPORTE CEPOATED PASRENGERS
currently expected in

2043 Age group 3 —
mew mxe B () gL, 8oy
Napier Port
4" largest port in NZ by
overseas export volumes Tourism and industry Growth in travel demand

supports $3.4billion+ of

Hawke's Bay's GDP Vehicle kilometres travelled
between 2014 and 2017
T70% A in overall tonnages : i

h hthe bel 2008 and H
throug port between a : < 20,000 79,

2016, from 2.3 to 3.9 million tonnes A or local roads

< t‘hlp Pa‘r'-_g;'o lup fram 810 million to 870 million]
¥ Y
187%4h in truck movements fumbersineary 13% N
through the Port (1e. 171,000 truck novwupt0100,000 A I *un'rl'.".t i:zh:w: )
mavements) alang the critical visitors each SuMMer saason up from 640 million to million)

Ahurin access cornidor

In the move towards a more compact urban form for the Heretaunga Plains subregion, an
increasing proportion of the residential growth is expected to take place through intensification by
redevelopment within existing residential and rural residential areas by 2045, Alongside
residential growth areas, industrial growth areas have also been identified, many of which are in
close proximity or adjacent to residential growth areas which will cause competing demands.

As a model community, Hastings
District has heavily invested in
walking and cycling infrastructure to

Mode Share Hastings District (2001-2013)
100%

positively impact on the community, 80%
however the ease and convenience 60%
of driving has resulted in private 40%
vehicles being the primary means of 0%
travel within the district. Active °
| d bli 0% - mE PRGRSS S
travel and public transport are not Private  Cycling  Walking _ Public  Motorcycle  Train Other
viewed as attractive or effective Vehicle Transport
modes of transport which means =2001 m2006 - 2013

they are underutilised. This

translates to people not being as active as part of their daily life, increased inactivity and obesity
rates and increased pressure on natural resources and carbon emissions from vehicles. Since
driving is seen as the most viable option for transport, vulnerable populations also have reduced
social and economic opportunities due to the need to own a vehicle.
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The potential benefits of successfully investing to address these problems were developed and
agreed by stakeholders as part of the investment logic mapping held on December 2019. The
stakeholder panel identified the following potential benefits and weightings:

. Benefit one: Improved road safety (55%)

. Benefit two: Improved customer experience (309%)

. Benefit three: Increased community wellbeing (20%)

. Benefit four: Greater uptake of active travel and public transport (10%)

There is strong strategic alignment with key national, regional and local strategic drivers around
safety, network resilience, safe and efficient freight movements to the port, mode shift, transport
choices and access to modes such as public transport, walking and cycling. There has also been
an increasing shift toward reducing the adverse effects on the climate, local environment and
public health which has strong strategic alignment with this Strategic Case.

Results alignment has been assessed as High as per the Investment Assessment Framework (2018).

It is recommended that this proposal should progress to develop a programme business case

Refer to Appendix J for the checklist of requirements against strategic case assessment guestions.
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PART A - STRATEGIC CASE

1 Introduction

This document is a Strategic Business Case (SBC), commissioned by Hastings District Council
(HDC) to outline the need for investment and the case for change to improve the local
transportation network, and move people and goods safely and efficiently within Hastings District.
This includes both local roads and state highways (2, 5, 50 and 50A), though major regional
network problems will be addressed in the Hawke's Bay Regional Business Case.

The purpose of this strategic business case is to:

. Provide a clear case for change and a compelling reason to invest;

. Define the problems identified by the project stakeholder, the evidence for these
problems and associated benefits; and

. Recommend the next steps.

The physical extents of this SBC comprise the entire HDC service area, which is located in the
Hawke's Bay Region and focused on the main urban areas such as Hastings, Havelock North and
Flaxmere as well as smaller settlements and rural areas (see Figure 1-1).

A

Hastings District

o

Flaxmere -

Havelock
North

Figure 1-1 Map of Hastings District
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2 Context

Hastings, winner of New Zealand's Most Beautiful City Award (2015), is the heart of Hawke's Bay
which is known for its lifestyle, climate, beaches and activities, such as cycling trails, walking tracks
and iconic landmarks such as Cape Kidnappers and Te Mata Peak.

21 Land use patterns

Hastings District is dominated by rural and plains production land use, which surround the urban
and commercial areas of Hastings, Havelock North —

and Flaxmere. These urban areas comprise of
residential, commercial and scheduled activities
(schools).

Figure 2-1illustrates the key industrial and
residential growth areas identified within Napier
City and Hastings District, with the majority of
industrial growth areas surrounding Hastings and
Flaxmere.

In the move towards a more compact urban form
for the Heretaunga Plains subregion, an increasing
proportion of the residential growth is expected to
take place through intensification by
redevelopment within existing residential and rural
residential areas. The key elements of the
settlement pattern by 2045 are:

. 60% intensification (10 - 20%
intensification or brownfields); VARMARAMA

= 35% greenfielq; ar?d Figure 2-1 Settlement pattern (HDC et al
. 59% of population in rural areas. 2017)

| MARAEKAKAHO |-

See Appendix A for more detailed maps showing the land use summary of Hastings, as well as
household projections.

2.2 Population growth

According to the 2013 census,
Hastings District had a population of
over 73,000 people (SNZ 2013). The
current population is estimated at
85,000 people which is a 9.5% 40,000

increase from 2013 (SNZ 2019). 301000

Hastings Districts includes three 20000 III

urban areas; Hastings and Havelock

North which have grown steadily and ]o'oog . . . E . I
Flaxmere, with little growth between Hastings Flaxmere Havelock Total
2001 and 2013. Ceantral blarth

=2001 =2006 m=2013

Population within the urban areas of Hastings
District
60,000
50,000

Population (Stats NZ)

Figure 2-2 Population growth (2001, 2006 and 2013)
(Source: SNZ 2013a)
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Over the next 25 years, Hastings District's population is expected
to increase to nearly 100,000. To support the vision for delivering

Changing population
demographics

a safe and efficient network in Hastings, HDC needs to ensure
the transport system is fit for purpose. That means providing safe
facilities and transport choices to all road users,

2013 2043

While population growth is expected to remain steady, there is
expected to be significant growth of the 65+ age populations,

who are expected to increase from 35% of the population in
2013 to 45% of the population in 2043, Growth in the population

Age group
B o0 2049 [ 50+

in the 65+ age group is expected to be great than the total

population growth over this period. This will have significant

Source: FNZ 2017a

impact on the transportation network and how residents use
transport in the upcoming years.

3

Strategic Drivers

There is a strong drive for significant investment in the Hastings network at a national, regional
and local level.

3]

National alignment

311 Government Policy Statement (GPS) 2018-2028 (MoT 2018)
The GPS identifies several national land transport objectives that are relevant to this
investment, notably a land transport that:

. Provides increased access for economic and social opportunities: Supporting tourism
is specifically noted in the investment priorities and the planning direction

. Enables transport choice and access: Specifically, increased mode shift, fit-for-purpose
and safe (real and perceived) walking and cycling infrastructure

. Reduces the adverse effects on the climate, local environment and public health:

Notably reduced significant negative effects on water quality and biodiversity from
construction and ongoing use of transport infrastructure, and increased uptake of
active travel modes such as walking and cycling to support environmental and public
health objectives.

. The business case approach aims to provide a value for money solution that address
the needs from the key stakeholders.

312 National Land Transport Programme (WKNZTA 2018)

The National Land Transport Programme (NLTP) is a three-year programme of planned
activities and a 10-year forecast of revenue and expenditure prepared by Waka Kotahi to give
effect to the GPS.

The NLTP includes a range of initiatives to support local government and has established five
National Priority Programmes to accelerate activities aligned with the government's priorities
including:

. Safety on local roads

. Public transport

. Walking and cycling

. Regional improvements
. Network resilience

The NLTP supports the following projects within the Hawke's Bay region which are
specifically relevant to Hastings District:
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. Improving safety, and planning for significant growth in forestry
. Ensuring safe and efficient access to Napier Port
. Maintaining the state highways and local roads
. SH2 Pakipaki to Waipukurau
. Hawke's Bay Expressway
. Weigh Right National at Napier Port
. New cycleways in the iWay cycling programme
. Increasing demand on the public transport system due to an ageing population
. Bridge strengthening programme to open up more of the network to 50MAX and
HPMVs
. Safety promotion programmes in schools

32

313 Keeping Cities Moving (WKNZTA 2019)

Keeping Cities Moving is Waka Kotahi's plan to improve travel choice and reduce car
dependency. The Plan outlines how the Transport Agency, in partnership with others, will
help address the causes of car dependency and in doing so contribute to the GPS objectives
by increasing the wellbeing of New Zealand's cities by growing the share of travel by public
transport, walking and cycling.

Keeping Cities Moving includes an action plan of 34 interventions that will focus on
leveraging mode-shift through:

. Spatial and place-based planning

. Policy and regulatory interventions

. Network design, management and optimisation

. Investment in infrastructure, platforms and services

. Economic tools; and

. Education, engagement and awareness interventions

314 Vision Zero (MoT 2020)

Vision Zero is a national approach where no-one is killed or seriously injured in road crashes,
and where no death or serious injury while travelling on our roads is acceptable. Vision Zero
builds on the Safe System (Safe Speeds, Safe Roads, Safe Vehicles, Safe Road Users) holistic
approach to road safety, which requires people to think about the road system in its entirety,
from infrastructure projects to policy and regulation.

Regional and local government alignment

327 Hastings District Plan (HDC n.d.)

Section 2.5 Transportation Strategy of the Hastings District Plan (the District Plan) identifies
the importance of establishing a safe and efficient use of the transport network. This can be
achieved by traffic management on the network, and the control of land use activities
alongside the network.

322 Hastings Council Long Term Plan 2018-2028 (HDC 2017a)
The Hastings District Council's Long Term Plan sets out the Council's plans and spending
with the following aims being relevant to this investment:

. Accessible range of safe transport options
. Safe walking and cycling facilities

. Efficient movement of goods

. Infrastructure supporting economic growth
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323 Hawke's Bay Regicnal Public Transport Plan 2019-2029 (Draft) (HBRC 2019)

The Regional Land Transport Plan's (RLTP) vision for transport in Hawke's Bay is: "A safe,
resilient and efficient transport system that supports the development of our economy and
contributes to social wellbeing in our community” It aims to promote increased numbers of
trips being undertaken on public transport, lessening the reliance on private motor vehicle
travel and contributing to reduced congestion and carbon emissions on the road network.
The Draft Regional Public Transport Plan 2019-2029 builds upon this strategic alignment by
supporting the RLTP's vision.

324 Heretaunga Plains Transportation Study Report (CHD 2012)

The Heretaunga Plains Transportation Study Report aims to "ensure that people and goods
are moved to/from and within the study area with the least cost and for the most benefit
to the region’s economy while enhancing its social and cultural fabric and environmental
condition” This study also explored improving efficiency of freight logistics and distribution
Various key routes were identified as being a LOS D or E and the study projected continued
deterioration by 2026 and by 2046 the same areas on the network continue to be under
pressure being either at or over capacity.

325 Heretaunga Plains Urban Development Strategy (HPUDS) (HDC et al 2017)

The HPUDS takes a long-term view of land use and infrastructure, and how growth will be
managed in the Heretaunga Plains sub-region for the period 2015-2045 It considers the
following growth drivers and the relative demands they place on land in both Hastings and
Napier: commercial and industrial; retirement sector; rural and urban residential
development; intensification (infill); and affordability and sustainability.

4  The Need for Investment

41 Defining the Problem

A facilitated investment logic mapping (ILM) workshop was held on 19 December 2019 with the
following key stakeholders to identify the problems confronting the region and the benefits of
addressing these issues (see Appendix B for the list of partners and stakeholders, as well as their
contribution of interest in the project).

The stakeholder panel identified and agreed the following key problems:

« Problem one: Poor user behaviour and transport system deficiencies increases the risk of
deaths and serious injuries when crashes occur® (5096)

« Problem two: Increased industry productivity and changes in land-use is resulting the
transport system not meeting the needs of users® (30%)

« Problem three: Poor uptake of active travel and public transport is negatively impacting on
community wellbeing (209%)

The Investment Logic Map is attached as Appendix C.

3 Refers to safe systermns approach
“ Number of heawy trucks on minor roads, localised peak hour congestion on key routes, safety concerns
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4.2 Evidence
4217 Evidence for problem one

the risk of deaths and serious injuries when crashes occur
*Refer to safe systems approach

. Problem one: Poor user behaviour and transport system deficiencies’ increases
50%

This problem statement is derived to capture the issues around poor driving behaviour
occurring within the existing road environments in Hastings that do little to reduce the risk
of serious injury or death during a crash. The consequence is a network that is not for
purpose and does not cater for all types of users

The cause of the problem is seen in the following, and is clear when compared against the
Safe Systems Approach:

. Unsafe roads and roadsides which are unpredictable and unforgiving of mistakes as
the design fails to encourage appropriate road user behaviour and safe speeds; and
. Unsafe speeds that do not suit the function and level of safety of the road.

During the five-year period 2015 to 2019, a total of 35 deaths and 270 serious injuries resulted
from road crashes on HDC's network, with the number of deaths and serious injuries (DSI)
increasing at a rate of around 4 percent per annum (19 and 175 of DSI respectively were on
local roads). This is in contrast to the earlier five-year period of 2010 to 2015 which has
marked a decreasing trend. Active modes, often classed as vulnerable road users make up
33.6% of DSI; however, these modes are significantly underrepresented when compared to
New Plymouth, Nelson and Palmerston North®, with vulnerable road users making up an
average of 43 4% of total DS in these urban areas.

High risk crash types for Three types of high risk crashes account for 88

fatal and serious crashes (2015-2019) percent of all fatal and serious crashes in HDC.
Run-off road crashes are a considerable
52% 21% 15% proportion of fatal and serious crashes on the
i i network.
— M .
Run off the raad Intarsaction Head on

The left figure outlines the top fatal and serious
crash factors on all roads in HDC. Apart from
poor cbhservation of road conditions by drivers,

Top fatal and serious crash factors (2015-2019)

© Alcohol (3196)

€ Poor handling (29%) Poor driver the remainder of the crash factors are

€) Poor observation (25%) behavieur overrepresented when compared to the crash
0 Travel speed (24%) Transportsystem factor averages from New Plymouth, Nelson
© Position on road (18%) deficiencies and Palmerston North.

5 Similar urban areas in terms of size of area, population and active transport networks
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While the DSI trend has been decreasing along
rural roads, it has been increasing along urban
roads. This indicates the need to implement

) ) safety measures in populated areas to further
\/\ reduce crashes due to poor driver behaviour
and transport system deficiencies in the
Hastings District.

Urban vs. rural DSI casualties (2015-2019)

Number of DS
w > v [}
O & o a

~
(o]

a

See Appendix D for the full crash analysis of

o

o e s s 0% HDC's crash history between the period 2015
e Jthan Road D5| e Rural Road DSI and 2019
Infrastructure and risk > P iirs 1/
. F 5 o i s 1 wil be accressed by the [ ))
Figure 4-1 outlines the identified high-risk WE S )

/

corridors® for the District (refer to Appendix E =
for more specific details of rural and urban

high-risk corridors from the Hastings District _ A

Council 2017 Road Safety Strategy). \m N

As seen in Figure 4-2, an infrastructure rating Sé"““/ TS 9

has been assessed for all roads in Hastings, with } s v ¢ p
approximate locations of high risk intersections ) "w' "“""“/ ‘\f‘
identified. Note: the highest risk roads posed by | emar ), )
infrastructure are shown as black, with red { /:-\M,—/ RSN 0 | g

being medium to high. i " )

= 2
Irfrestructure Riss Rating )’ |

IRR Eand \

— Hgn )
— Mecium High

N
- Mecium
Low Madium ’,3
¢

- Low

Figure 4-1 High risk corridors for
2011-2015 (HDC 2017)

Carver

5' ) _, LS
- 3
qs‘/\ y \)g
F ’ v 25 SN
= i
= k) A
- < .

e u /

i?; < ’ o S e
Figure 4-2 Infrastructure risk rating (left), high risk intersections (right) for 2013-2018
(Source: Mega Maps)

Poor behaviour trends
There has been significant improvement in some crash causes where driver behaviour or

choice is implicated. Fatal and serious injuries from some major crash factors (alcohol and
drugs, young drivers, fatigue and distraction, roads and roadsides, no restraint use) have in
general declined since 2008, however crashes caused by high-risk drivers and speeding
drivers have shown little improvement (HBRC 2018). See Appendix D for further details.

8 High risk corridors are lengths of road with a higher than average crash risk; where targeted safety improvements are
most likely to reduce the social cost of crashes. High risk corridors are defined as corridors where the crash density
(collective risk) or crash rate (personal risk) is high compared to similar corridors nationally (HDC 2017).
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Recent spikes in crashes have been of concern and emphasises the need for the region to
continue in focusing on national and local education programmes aimed at improving
driver behaviour and encouraging a culture of driving to the conditions. From a Vision Zero
and Safe System approach, this shows that the current transport system is unforgiving when
people make mistakes. This presents an opportunity to improve the potential for DSI
outcomes by creating a more forgiving system that takes human fallibility and vulnerability
into account

422 Evidence for problem two

Problem two: Increased industry productivity and changesin land use is
30% resulting in the transport system not meeting the needs of users’
*Number of heavy trucks on minor roads, localised peak hour congestion on key routes, safety

Problem two refers to the inefficient freight movement through the transport system in
Hastings, which has failed to effectively respond to the growth in demand and land use
changes. An efficient freight network within Hawke's Bay is vital for the region's economy -
not only does it serve a highly productive rural sector that exports large guantities of
horticultural, forestry and agricultural products, it also provides access to the Port and
domestic markets. The conseguences of the problem are:

. Increased potential for conflict between road users;

. Localised peak hour congestion on key routes and increased freight travel time
variability. This results in delays along the supply chain despite strict schedules in place,
as well as increased costs for importers and exports as they effectively pay the wait
time;

. Increased number of crashes with trucks on all roads of HDC. The number of crashes
that involve trucks in fatal and serious crashes between 2015 and 2019 is equivalent to
the total combined crashes with trucks in New Plymouth, Palmerston North and
Nelson. Similarly, 1766 of crashes on State Highways in HDC involve a truck, in contrast
to an average of 4% in similar aforementioned regions.

The first part of the cause (ie. increased industry productivity) is driven by:

. A significant increase in freight movements from and through Hastings Districts to the
port (see Section 0). This, combined with a continued increase in VKT on local roads
and state highways and an ageing population will contribute to increased demand
and challenges with the mix of traffic using the road network;

. Freight movement from and through Hastings to meet port departures occurring
during peak commute times.

Tourism and industry

Growing regional industries such as agriculture, horticulture, viticulture and forestry and the
Napier Port expansion both contribute to growing demands on the Hastings District
transportation network, particularly in relation to trucks and heavy vehicles on key corridors

Napier Port is the fourth largest port in New Zealand by overseas export volumes, holding
national significance as it accounts for 10% of New Zealand's export tonnages (HBRC 2018).
In dollar terms, Napier Port supports more than $34 billion of Hawke's Bay's Gross Regional
Product (HBRC 2018). Hastings District is one of the largest apple, pear and stone fruit
producing areas in New Zealand, and therefore has an important relationship with the Port.

Increased tourism through cruise ships and the regional airport which is expanding also play
a factor in adding pressure to the network.
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Record highlights of
Napier Port (npz018)

< 20,000 Hawke's Bay cruise ship
a numbers in early 2000, now up to
=reree 100,000 visitors each summer season

Growing tourism (BT nd)

$246 million spent by visitors to Hastings
in the year ending May 2017

3] l 7% of residents’ jobs are supported by
' I tourism in Hastings District

_1_ o1

23 000+ 1 03 000

The second part of the cause (i.e. changesin land use) can be seen in the industrial land use
intensification occurring near residential growth areas (see Figure 2-1), as well as
intensification and land use changes occurring prior to road network investment. This lack of
integration between development and transport infrastructure translates to increased car
dependency, higher energy use, greater traffic volumes and inefficient freight movement
(HBRC 2014).

Freight transport

Road transport carries 95% of the freight in the Hawke's Bay region, while rail accounts for
almost all the remaining 5%. The rail line south from Napier is commercially viable and
handles all the region’s rail freight. Use of this line for freight grew aver 40% between 2007
and 2012, but tonnages remain low as a percentage of all freight carried. After 2014 freight
loads has dropped on the ling, due to Ravensdown Fertilisers’ discontinued use of rail and
because Fonterra product is no longer exported out of Napier Port (HBRC 2018).

Freight moving into and out of the region is growing and is expected to increase from 20.2
million tonnes in 2012 to about 30.7million tonnes by 20457 The growth in key freight types
through the Port is predicted to increase truck movements (in and outbound) by 187%
(being 171,000 truck movements), along the critical Ahuriri access corridor between 2018 and
2027 These predictions are based on significant recent growth in apple plantings, wood
harvests commmencing in the Tararua/Central Hawke's Bay and Wairoa areas, and growth in
other freight types (HBRC 2018).

The effects of the problem (i.e. a transport system not meeting the needs of users) are seen
below:

. Growth in travel demand as evident by the significant increase in Vehicle Kilometres
Travelled (VKT) as well as an increase in demand for High Productivity Motor Vehicles
(HPMV) capability on key access routes;

. Increased number of trucks and heavy commercial vehicles (HCV) on minor roads,
especially with trucks going into residential areas (Havelock North/Whakatu) rather
than standard routes.

. Overlapping peak commuter and freight movements.

7 National Freight Demand Study, Ministry of Transport, 2014
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Growth in travel demand

VKT in Hawke's Bay have increased between 2014 and 2017, by 7% on local roads (up from
810 million to 870 million kilometres) and 13% on state highways (up from 640 million to
720 million kilometres) (WKNZTA 2020). This is largely contributed by the increase in heavy
vehicles because of the growth in freight moving through the region.

Since 2017, Hawke's Bay has also seen a rise in VKT on sealed urban and rural local roads, as
well as sealed urban state highways. However, this is not the case for rural state highways
which indicates increased demand has primarily occurred in urban areas and the more
remote parts of the district (see Appendix A for details).

Heawy vehicles on the network

Problems with the significant increase in freight movements is evidenced by a clear increase
in annual number of containers being handled by the Napier Port (an average of 8% per
annum between 2009 and 2015%). These numbers are expected to peak further over the
coming years as a result of the continued growth in the rural sector and the national
promotion of shipping as a transport mode.

While road use has been increasing,

containers into the Port by rail have

decreased by over 15% between 2012 and 100%
2016 (see Figure 4-3). Rail is greatly 20% M
underutilised with only 9 9% of movements
into the Port being by rail compared to 60%
247% nationally in 2016, adding pressure on
the network as trucks rely heavily on the
road to move containers. This 20% \
underutilisation of rail is further supported 0%

by the 2014 Future Freight Scenarios Study 2012 2013 2014 2015 2016
which showed that the rail route capacity
(trains/day) running at Oringi-Hastings was 8
with a maximum of 27, as well as Hastings-
Napier at 8 with a maximum capacity of 85,
(MoT 2014).

Napier Port (Gate in)

40%

3] e—Road

Figure 4-3 Decreasing rail movements with
increasing road use (MoT 2019)

The impacts of heavy vehicles on the urban area, and the need to build a closer relationship
between increases in the demand for freight and the provision for additional network
capacity, is recognised by the District. A 12.4-hectare site in the industrial zone of Whakatu is
earmarked for a future freight hub to provide a more effective access to the port for exports
and imports via rail With its proximity to the rail corridor and being in the centre of Hawke's
Bay's future industrial heart, it is intended to connect a major export base directly to Napier
Port and support the region's future growth (NP 2018)

The capability of the network to transport High Productivity Motor Vehicles (HPMVs) and to
ensure safe and resilient access to areas of primary production is also an ongoing issue for
the Hawke's Bay region (HBRC 2018). With 41 bridges in Hastings District currently
understrength, there is a weak link in the ability to increase the weight and size of vehicles.
Businesses are therefore limited to expand and shift their product to the Port for export in an
efficient manner (CHD 2012).

8 This includes containers only, with forestry trucks excluded
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Level of service and network deficiencies

Results from the deficiency analysis from the Heretaunga Plains Transportation Study (2012)
highlight the key areas of concern at Level of Service (LOS) D or E within Hastings in 2009,
2026 and 2046°. See Figure 4-4 below.

LOS impacts for key corridors within

Greenmestows 0 Eoma

Hastings (2009, 2026 and 2046) T""’“’“ et B owke'a Bay
Pakowhai i < ) A
3 /’ !
y ,’cluve

7

2o Exp y south of
/  Pakowhai Road

J S
skt 2.5
\"—» Ruahapia Road

/

Kings'ey Chatham

4 A
Haxmere Maar 3 * StAubyn Street
° 7/ Waipstu -
s Te Awan:
1 sam Ny Karamu Road ek o
HasWQos -
Heretaunga Street Jrongate 4 rivale
and Havelock Road / -
4
s
i 4 Arataki
P Havellck Nor™
/ ey LEGEND

= [xicsting area of concern (2009)

/ T mmm Fmerging new areas with LOS F (2026)

5H1 Note: In 2046, the same areas on the network continue
@ to ke under pressure being either ot or over capacity.
Figure 4-4 LOS impacts for key corridors within Hastings (2009, 2026, and 2046) (GHD
2012)

It is also noted that many of these issues would have been mitigated by recent construction
projects, with the exception of several unaddressed corridors like Omahu Road, Karamu
Road, Heretaunga Street and Havelock Road. Improvements since this study (e.g.
roundabout improvements at Pakowhai, Hawke's Bay Expressway and Whakatu) may have
decreased these forecasted impacts by delaying the onset of decreased LOS. However, it is
likely that it will continue to create localised peak congestion via pinch points in the network
heading into 2046. Some of the industrial areas identified in the HPUDS also align with the
projected decrease in LOS (eg. Omahu and Tomoana) which supports the need to address
these areas.

In addition, Hastings District is facing a period of significantly higher road renewal
requirements in the next ten to fifteen years, because of a concentrated programme of rural
road sealing in the 1960s. This further creates challenges for the district to maintain
appropriate levels of service into rural areas (HBRC 2018). As outlined above, growth in all the
following areas have led to increasing and competing demands on the Hastings networks
from a variety of users:

I § & &= 5 &

Residents Tourists  Commuters Cruise ship Logging / Viticulture  Horticulture
passengers forestry

9 LOS Dis defined as all drivers markedly restricted; LOS E is defined as near capacity, little or no freedom. The results of
LOS also include peak commuter and freight
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423 Evidence for problem three

20% Problem four: Poor uptake of active travel and public transport is negatively
impacting on community wellbeing

Problem four refers to the ease of driving in HDC, and how the general perception of active
travel and public transport, is reducing usage from those that have their own vehicles.

In 2010, Hastings and New Plymouth were selected by Waka Kotahi NZ Transport Agency
(Waka Kotahi) for the Model Communities Programme: a focused investment in cycling
infrastructure, education and encouragement In 2011, iWay was developed with the
programme focusing on developing key arterial routes to urban areas, complementary on-
road cycle lanes on key collector routes, shared pathway projects, improved connectivity, and
education programmes including training, campaigns and other safety programmes (HDC
2017). By mid-2012, the network was completed with more than 100km of new pathways
including key routes to Flaxmere, Hastings, Havelock North and Clive (iWay 2020).

Despite significant investment

in active modes in the region, Mode Share Hastings District (2001-2013)

the number of cars per 100%
household continues to rise, 80%
with the private vehicles
. . 60%
being the primary means of
travel to work within the 40%
Hastings District. Figure 4-5 200%
indicates both a dominance 0% R R S ;
of the carin Hastings and an Private  Cycling  Walking  Public  Motorcycle  Train Other
. . Vehicke Transport
opportunity for change given
the projected increasein =2001 w2006 2013
population in the coming Figure 4-5 Mode share in Hastings District (2001-2013)
decades. (SNZ 2013a)

A higher reliance on the private car means a missed opportunity for people to be physically
active during their commute. A lack of physical activity is one of the leading factors causing
heart disease, stroke, cancers and premature deaths in New Zealand; risks increase for Maori,
Pacific people and low-income communities (NZCofPHM 2014).

Furthermore, 'incidental exercise is strongly linked with improved health as "active
transport can help improve physical as well as mental health, community life, social
wellbeing and community interaction and safety” (NZCofPHM 2014} A perception survey
revealed that walking and cycling for exercise and recreation is a source of physical mental
and spiritual well-being, and in some cases a way to relax and calm down from the stresses
of everyday life (Muggeridge 2012). A University of North Carolina study also found that
people who cycle for 30 minutes five times per week, took less sick days than their peers,
resulting in an increase in economic productivity (WKNZTA 2016).

1% Incidental activity is defined as physical activity undertaken to access public transport by the New Zealand College of
Public Health Medicine (2014).
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Ease and convenience of driving

As seen in Figure 4-6, barriers to further
mode shift are still present as travelling
alone by vehicle is the top choice because

Top modes of travel

. . ] ) Walk mm 6%
it saves time and is convenient (key Public Transport mmm 8%
findings from the Hawke's Bay District Sievlole E'k ¢
Health Board (HBDHB) Travel Survey Data icycle/E-bike mmm 10%
is included in Appendix F). Although Carpooled mmmm 119
Drove alore m—-———— 0%

cycling and using public transport are the
top two ideal modes of travel, the actual 0%
top modes of travel are car-based: 1)
driving alone; 2) carpooling; and 3)
cycling.

20%  40% 60% 80%

Figure 4-6 Top modes of travel (HBDHEB 2018)

Automobile commutes exceeding 15 minutes are associated with reduced happiness and
increased anxiety, while public transport commuting does not reduce personal well-being
until journey times exceeds 30 minutes (Litman 2020). This applies to 56% of respondents
from the HBDHB Travel Survey Data in 2018 who were found to spend 15 to 30 minutes
commuting to work.

Poor perception of active travel and public transport

The poor perception of active travel and public transport as an attractive or effective mode of
transport is contributing towards its limited uptake, resulting in high car dependency. For
pedestrians and cyclists, this is due to gaps in levels of service and perception that active
travel is unsafe, as well as inconsistent facilities on arterial and collector routes particularly at
intersections. Connectivity barriers relating to the quality and comfort of the active travel
network such as distance and time is also a factor (see Appendix G for evidence from the
Active Modes Strategic Case).

In addition, while significant improvements have been made to Hawke's Bay's bus network
over the last ten years, gaps are still present with some areas having limited public services.
Suburban services in Hastings, which follow a traditional model of leaving from and
returning to the CBD, have seen a consistent steady decline in patronage over the last four
years (HBRC 2019). While commuter services between cities have a reasonable frequency (20
minutes at peak times) and are showing some growth when fuel prices increase, the journey
time is too long and more direct services are needed at peak times (HBRC 2019).

The effects of the problem are clear when considering the following statistics:

. Physical activity rates (36.9 percent) for
Hawke's Bay adults during 2014-2017
are low compared to other regions
such as Taranaki and Nelson
Marlborough, as well as the national
average (see Figure 4-7); a decline of 84
percent from the 2011-2014 period. This
indicates that in Hawke's Bay a
significant portion of the adults are not
meeting the recommended physical
activity guidelines of at least 30
minutes of exercise on at least five days

PHYSICAL ACTIVITY AND OBESITY RATES
(2014-2017)

8 Physical activity rates W Obesity rates

0 0%

§

o i

& ]

,, 7
3 _
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HAWKE'S BAY

26.5%

TARAMAKI  NEW ZEALAND NELSOMN

MARLEOROUGH

in the past week This is well below
the national average.

Figure 4-7 Physical activity and activily rates
(2014-2017) (MoH 2018)

T Hawke’s Bay Regional Cycling Plan 2015: The recommended guidance is for at least 30 minutes of exercise on at least five

days in the past week
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. Similarly, over a third (38 4 percent) of Hawke's Bay adults are classified as obese
compared with just under a third nationally (315 percent) across 2014-2017 (MoH 2018).
Thisis an increase of 41 percent from 2011-2014.

4.3 Benefits of Investment

The potential benefits of successfully investing to address these problems were developed and
agreed by stakeholders as part of the investment logic mapping held on December 2019. The
stakeholder panel identified the following potential benefits and weightings:

. Benefit one: Improved road safety (55%)

. Benefit two: Improved customer experience (309%)

. Benefit three: Increased community wellbeing (209%)

. Benefit four: Greater uptake of active travel and public transport (10%4)

The Benefit Map is attached as Appendix H.

44

Investment objectives are under development with the client and will be agreed upon with
stakeholders during the programme business case process.

Investment Objectives

447 Key Performance Indicators
It is important that the benefits of investment can be assessment and measured, to demonstrate

that the proposal will deliver the expected ocutcomes.

These KPIs provide a measurable basis for monitoring how well the potential new programmes
achieves the benefits over time. At this time, it is noted that there are currently too many KPI's and
they will need to agreed upon with the client prior to the formulation of the investment objectives

Investment KPI

Improved Reduced collectiverisk = Collective risk rating on key ~ Reduction in risk density of fatal
road safety corridors and serious injury crashes per
(509%) kilometre over the road network
on key corridors
Reduced personal risk | Personal risk rating on key Reduction in risk to the individual
corridors of fatal or serious injuries per
million vehicle kilometres
travelled on key corridors
Reduced number of Reported DSI's Reduction in number of deaths
DSl benchmarked agzainst other | and serious injuries across the
regions and national data network
Improved Reduced % of HCVs on | HCV % on minor roads Reduction in % of HCV's on minor
customer minor roads benchmarked against other | roads
experience regions and national data
(30%) Reduced % of crashes | Reported crashes with Reductionin percent of fatal and
involving trucks trucks benchmarked serious injury crashes across the
against other regions and network (particularly on SHs)
national data
Reduced freight travel | Freight time variability as Reduction in freight travel time
time variability qguantified by HDC using variability
Coogle data (collection
underway)
Increased network Increase in number of Increase in number of alternative
resilience /redundancy = alternative routes to the routes to the Expressway (SH2) for
Expressway (SH2) for freight | freight in case of crashes and
catastrophic events
Greater Increased active travel | Increased active travel and Increased use of active travel
uptake of and public transport PT trips to school using (walking, cycling, scooting) and PT
active travel for trips to school census data (benchmarked  for trips to school
and public against other regions and

national data) and
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transport generalised school travel
10%) plan data
Increased
commynity Reduced use of cars Use of cars for joumneys less | Reduced use of cars for joumneys
wellbeing for journeys towork than 5km to work less than 5km
(20%) less than 5km
Increase active travel Active travel for trips to Increased active travel for trips to
for trips to work work work

4.5 Key Findings

The following summarises the key findings from the review of the evidence. Based upon this
evidence it is recommended to progress to a programme business case.

Hastings District faces several challenges around the network. Increasing demand paired with
risky and unsafe behaviour by people who drive increases the risk of death and serious injury when
crashes occur. This paired with people not driving to the conditions or at a safe speed has
increased collective risk and personal risk.

An increasing number of private vehicles and freight movements across a dispersed network has
led to a changing mix of road users and overlapping peak movements. Industrial land use
intensification near residential growth areas has further increased potential conflict between road
users. Underutilisation of rail for freight means more trucks making more trips through Hastings
District to the expanding port in Napier, putting pressure on the road network. Commuters are
experiencing peak hour congestion on key routes and freight travel time has been impacted.

As a model community, Hastings District has heavily invested in walking and cycling infrastructure
to positively impact on the community, however the ease and convenience of driving has resulted
in high car dependency. Active travel and public transport are not viewed as attractive or effective
modes of transport which means they are underutilised. This translates to people not being as
active as part of their daily life, increased inactivity and obesity rates and increased pressure on
natural resources and carbon emissions from vehicles. Since driving is seen as the most viable
option for transport, vulnerable populations also have reduced social and economic opportunities
due to the need to own a vehicle.

4.6 Next Steps

The recommendation is that given the evidence, a programme business case should be developed
that considers programmes and options that

. Improve road safety
. Improve customer experience
. Provide outcomes and output that lead to a greater uptake of non-vehicle based

modes of travel; and

. Improve community wellbeing and health.
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Appendix A - Additional information on Hastings
context

Hastings land use summary (GHD 2012)

Housaholds 2006
Households 2046
Employmant 2009
Employment 2046

Flaxmere, Hastings and Havelock North

2

ITEM 6 PAGE 289



Item 6

Transport Network Business Case
HDC Network Strategic Case FINAL

Attachment 2

Household projections (GHD 2012)

6.3 Household projections

Household projection totals are based on those adopted for HPUDS for the period 2009 to 2043, with
intervals of 2011, 2015, 2021 and & yearly to 2045. The periods have been adjusted to match the HPTS
timelines and census years to derive projection target totals for 2009, 2011 and thereafter five yearly to
2046 as shown in Table 10.

Table 10 HPUDS household projections

Projected households 48603 48285 51281 53130 55070 56660 57800 58505 58030
Inter-period increase g82 1986 1849 1840 1580 1140 705 525

The increase in househelds has been allocated to greenfield/coastal sites, infill and rural (see Table 6).

Table 11 Household growth by type and location

e Taoe Taox Taces Tooae Touns Taow Tave T

Greenfields/coastal B3 1868
Infill 514 398 466 413 338 199 170 249%
Rural

m mmm mm m
Greenfieldsicoastal 2561
Infill 557 308 466 413 339 199 170 2542
Rural 208 120 73 52 21 19 14 508

22
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Vehicle kilometres travelled in Hawke's Bay (WKNZTA 2020)

Vehicle kilometres travelled (VKT) on sealed rural/urban state
highways and local roads in Hawke's Bay

700000000
600000000
500000000
L 400000000
~ 300000000

200000000
100000000 .
0]

State highways - State highways - Local roads - sealed Local roads - sealed
sealed urban sealed rural urban rural

m2017 m2018 w2019

K

Note: The VKT data for sealed rural and urban state highways are associated with light vehicles.

The vehicle classification is not known for that of local roads.
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Appendix B - Partners and stakeholders

Key Partners
The following table lists the key partners for the project:

Partner Know / Involvement

Hastings District Council (HDC) Project owner, historic and current context

Waka Kotahi (NZ Transport Agency) Project impact and funding implications

Key Stakeholders
The following table lists the key stakeholders for the project:

Partner Knowledge / Involvement

Hastings District Council (HDC) Project owner, historic and current local context
Waka Kotahi (NZ Transport Agency) Project impact and funding implications
Hawke's Bay Regional Council (HBRC) Historic and current regional context, regional

network stakeholder

Hastings Police Road policing and safety

Hawke's Bay District Health Board (HBDHB) = Health impacts and outcomes of transport,
major employer implementing a travel plan

Road Transport Association New Zealand Road transport industry representative
New Zealand Automobile Association (AA) Motorist, car and driver safety

Hastings City Business Association (HCBA) Business owners, impact of network/parking
decisions on business

Hawke's Bay Fruitgrowers Association Fruit growing industry representative, impact of

(HBFA) industry/network

Napier Port Port operations representative, impact of
port/network

Technical support at the ILM workshop was also provided by Hastings District Council (HDC)

ILM workshop participants were selected due to their ongoing involvement in the Regional
Transport Committee and as representatives from key industries that would be impacted by
transportation network decisions
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Appendix C - Investment logic map
Enabling Social and Economic Wellbeing of Hastings
Providing a Safe & Efficient Transport System that meets the Needs of the Community
INVESTMENT LOGIC MAP
Programme
PROBLEM BENEFIT
T —
Poor user behaviour
and transport Improvad road safety
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—_— e/
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2
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Increased industry experience
productivity and 30%
changes in land use KPI 1: reduce % HCV o
is resulting in the minor roads
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ARG nasds crashes invo ving trucks
mecting mer KPI 3: reduced freight
of users travel zime variakility
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public ranspart
10%
Poor upleke of Increased community
active travel and wellbeing
public transport is 10%
nagatively impacting KPI 1:increased active
community trayel u PT fur trips &
ellbei school
wesleng KPI 2: reduced use of
20% cars for journeys to wark
less than Skm
KPI 3! increase active
travel and PT “or wrips to
.wnr( J
Buniness Probler Owaer:  <lugwinde: Pana.s Yersion o <053
Facitator  <Roper Bur-uz I=rel Woresmop:  <20/12/2019>
Accrodited Faciitator:  NO castnodified vy < Usa Malde 23/01/2020=
Temoctzverson: 5.0
ITEM 6 PAGE 293



Item 6

HDC Network Strategic Case FINAL

Transport Network Business Case

Attachment 2

Appendix D - Crash analysis

Waka Kotahi NZ Transport Agency Crash Analysis System (2015-2019)
Key findings

No. of people

Since 20714 there has been an upward trend in casualty (death, serious injury, minor injury)
numbers in Hastings DC.

Vulnerable road users make up 33.6% of Death and Serious injuries (DSI) in Hastings DC.
However, this is underrepresented when compared to New Plymouth, Nelson and
Palmerston North which on average have a wulnerable road user DSI to total DSI
percentage of 43.4%

Motorcycle DSI is overrepresented in Hastings DC when compared to the average of
motorcycle DSI across New Plymouth, Nelson and Palmerston North. Motorcycle DSI make
up 209 of total DSI on local roads and 20% of total DSI on state highways.

Prominent factors in Fatal and Serious (F&S) crashes within Hastings DC are alcohol, poor
handling, poor observation, travel speed, position on road and incorrect lanes or position.
Apart from poor observation the remainder of the aforementioned crash factors are
overrepresented when compared to the crash factor averages from New Plymouth, Nelson
and Palmerston North

While the 10-year DSI trend has been decreasing along rural roads the 10-year DS| trend
has been increasing along urban roads.

When locking at the age of drivers at fault in F&S crashes, 45-74-year olds were
overrepresented when compared to the average of New Plymouth, Nelson and Palmerston
North

When locking at the type of vehicle involved in F&S crashes, vans, trucks and motorcycles
were overrepresented in Hastings DC when compared to the average of New Plymouth,
Nelson and Palmerston North.

When looking at the type of vehicle involved in F&S crashes on state highways, only trucks
and motorcycles were overrepresented in Hastings DC compared to the average of New
Plymouth, Nelson and Palmerston North.

Hasting DC Casualty Numbers (2010-2019)
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Fatal & Serious (F&S) Crash Factors (2015-2019)
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Hastings DC State Highways F&S Crash Factors (2015-2019)
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Age of Drivers at Fault in F&S crashes (2015-2019)
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Type of Vehicle Involved in F&S crashes on State Highways (2015-
2019)
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Table 5-1- Vulnerable Road Users

Vulnerable Road User DSI % of all DSI in Hastings DC New Ply./ Nelson/ Palm Nth.
Average % of all DSI

Pedestrian 53% 13.696
Wheeled Pedestrian 16% 04846
Cyclist 6.3% 119%
Motorcyclist’? 204% 17.5%
Total 336% 43 4%

2 Including mopeds & pillion passengers
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Collective Risk (2013-2018) Source: Mega Maps
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Personal Risk (2013-2018) Source: Mega Maps
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High Risk Intersections (2013-2018) Source: Mega Maps

High Risk Motorcycling Routes (2013-2018) Source: Mega Maps
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Poor behaviour trends from RLTP 2018 (HBRC 2018)

Figure 10: Fatal and Serious Injuries in Alcohol Related Crashes
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Figure 12: Fatal and Serious Injuries Speed-Related Crashes.
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Appendix E - HDC Road Safety Strategy 2017

High Risk Corridors
TABLE 1-1: HIGH RISK RURAL ROUTES

High Risk ONRC Rural Crash Risk? Treatment
Rural Route | Classification - Philoso| .
Collective  Personal phy Indicative Cost®
Pri Safer Corridors $5%
Farndon Rd e
Collector (incl Speed Mgt)
Primar Safety Management S
York Rd Y ) ¢ &
Collector (incl Speed Mgt)
Primary Safety Management S
sl Collector (incl Speed Mgt)
Arterial $5-555
Pakowhai Rd | (Ruahapiaint Safer Corridors
removed)
i Primary Medium i Safe System Underway
Higt
Ruahapia Rd Collector High en Transformation
Waimarama . Medium ) Safety Management SS
Arterial i High )
Rd High (incl Speed Mgt)
Brookfields Secondary Medium Hieh Safety Management S
Rd Collector High & {incl Speed Mgt)
Te Aute Rd Primary Mesilum Mesilum Saflet\,* Management 55
Collector High High (incl Speed Mgt)
TABLE 1-2: HIGH RISk URBAN ROUTES
High Risk - ONRC Urban Crash Risk* Treatment ..
Urban Rout Classificati T Phil Indicative
roaf BOULE assmeation = collective | Personal llosoplry Cost®
Te Mata Safety Management
Arterial Medium S
Road (incl Speed Mgt)
Safety Management
Napier Road Arterial S
(incl Speed Mgt)
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TABLE 1-3: HIGH RISK INTERSECTIONS
Pakowh.al Rd / ﬁu ral High e SSTW_ {underway — .
Ruahapia Rd Priority-T being closed)

I . adi Safety Management
Pakowhai Rd / Butal Mefhum High LoSS IV 6.5
Richmond Rd Priority-T high / Potential Li-Lo

Urb Mec Medi Safer intersection
Karamu Rd North i roan e. um E‘ fum LoSS IV waork (some already S
Signals-X high high
[ Grove Rd undertaken)
Hastings St North Urban Medium _ SSTW — Likely Traffic
. : LoSS IV ) 55
[ St Aubyn St E Priority-X high Signals
Maraekakaho Rd l_.lrb_an Medium ME!-dIle LoSS IV Safety Management
/ York Rd Priority-T high or S5TW (Rbt)
Southland Rd / Urban Medium
0S5 |V -
Eastbourne st W Priority-X e high LoSS IV SSTW (mini Rbt) >
Urh Mech Safety
Southampton 5t an Medium d,“um LoSs IV Management/Safer S
R/bt high X .
W / Charles St intersections
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b ARy
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: Only High Risk District : . ol
Routes Named / yo 8 A Mlddle Roaci iy,
X ) s
5 6 o [ :
{ ir Y - /

Key mmm 1hch wem PMedium High s Wediim = s Ik t ’_:

Most Popular mem mem mes ssn s s Least Popular £ & d, o’
Ficure 1:4: HigH Risk MoTorcycLe RouTes wiTHIN HasTings DisTricT (Source: ACC'S RoAD SAFETY RISK TOOL)
Taste 1-4: HigH Risk MoTorcycLe Routes within HasTings DisTricT

5 Seconda Safer Corridors/Site
Middle Rd Yol oy | 7| 3 dors{5i 558
Collector Specific
v : % Safety Management S
A 0 3 |

Tuki Tuki Rd ccess (indl Speed Mgt)

Maraekakaho - & i . Safety Management $

Rd ais (incl Speed Mgt)

Pakowhai Rd Arterial 0 2 7 Safer Corridors $$- 588

The HDC Road Safety Strategy (2017) also outlines key focus areas of the safety strategy:
. High risk corridors - Concentrating on seven identified high risk rural routes and two

high risk urban routes.

. High risk intersections (predominantly urban)1 - Concentrating on the six identified

high risk intersections as well as other intersections along St Aubyn Street and Hastings

Street. Notably all of the high risk intersection identified have a LoSS of IV, which

indicates that compared to other similar intersections (in terms of both volume and

type), these intersections are all performing in the worst 30% nationally.

. Motorcycling - Concentrating on improvements to four key high-risk motorcycle routes

and network wide road safety promotion activities
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Appendix F- HBDHB Travel Survey Data Key Findings

2018 Travel Survey
Staff - Compared to 2015

2018 Travel Survey
Staff - Ideal Means of Travel
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Staff Travel Mode

a0.0%
30,08 250
7C.0%
50.0%
50.0%
40.0%
30.0%
20.0%
+6% +2% +7% 3%
10.0%
. unn ull B | R

£As pazssenger Baoyele/Electrie Drove alane  Drove clectric Crove witk Matarcyzae [/ Cther Fubic walk / Run
ina private ke wehicle (EV)  passe~gar(s) scaste” transport - sus
vehicle alone

w2015 w2017 wzCi8

Desired mode shift was 10% - once a fortnight
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Appendix G - Active Modes Strategic Case (Evidence)

Perception of walking and cycling as unsafe and inconvenient
Urban form

Cycling and walking are sensitive to distance and time, low density residential zones typically
result in increased distances and times between destinations, however, low density does not
necessarily mean poor connectivity (Cheyne et al 2015). Directness of path between two points are
related to the characterises of street design. Good connectivity is highly correlated with walkability
(Cheyne et al 2015). New active mode routes should offer advantages in terms of
directness/permeability and journey time. (ESCC 2014).

Hastings and Havelock North have highly connective road networks based on a grid structure.
However, the existing road network does not generally offer active users advantages in connectivity
as no restrictions are made on motorised users. Flaxmere's road network is less connected,
however, active user paths to and through parks and reserves offer improved connectivity for active
users.

A large number of studies found that shorter distances between home and school are associated
with increased active transport to school (Condon 2013). Two Australian studies reported that
children are more likely to walk or cycle to school at least once a week, if they lived within 800
metres of their school (Condon 2013).

Hastings has been designed so that most houses are within 2 km of Hastings Central School,
potentially an easy distance to walk or cycle between home and school. Active travel accessibility
to jobs is very high. There are 7,000 jobs in the Hastings Central Census Area Unit and every
resident is within 3 km. Many jobs in Hastings are within a distance accessible by active transport.

Gettl ng to H aSti ngS Central A travel mode and distance survey of most (165, 82% of the school roll)

students indicated that 35% live within 1km, 40% live more than 1km but
A2 km radius circle around Hastings Central School covers alarge  |ess than 2km, and 25% live more than 2km from school. Being driven to
area of Hastings (Figure 9). school is the main mode of travel overall. For those who live within 1km,
v N, - o 3 walking is the main mode (Table 1).
U \ g

Table 1 Mads of tronspart 10 schan! survey
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Figure 5-1- Location of Hastings Central School and the relative distance students travel (HCS
2018)
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Road Safety Perceptions

The perception of safety in relation to walking and cycling is an important determinant of uptake
in active travel™ Walking and cycling are statistically safe ways to travel (MoT, 2015); however,
negative perceptions and experiences may discourage people from using a particular route or
encourage them to drive instead of walk or cycle, especially if the walking and cycling
infrastructure is poor. Cheyne et al (2015) noted that parents participating in a perception survey
expressed concerns about letting their children cycle on the road on their own, due to their lack of
skills and experience on the road but also because parents did not trust other road user behaviour.

Findings from a comprehensive study by Muggeridge in 2012 suggest that although people in
Hastings generally have positive attitudes towards walking and cycling, these are not necessarily
translated into high levels of active transport, or high intentions to walk and cycle as a form of
transport (Muggeridge 2012). As seen in Figure 5-2, driver behaviour, traffic volume and traffic
speed were dominant factors in influencing walking and cycling safety perceptions. Other studies
have found that traffic speed, volume, and proximity are key deterrents to active travel and
particularly for commenting cyclists, cars passing too closely increases anxiety

Top factors influencing safety
perceptions (Muggeridge 2012)

0 Driver behaviour
@ Traffic volume
© Traffic speed
@ Parking provision

e Number of intersections

Figure 5-2: Factors influencing safety
perceptions (Muggeridge 2012)

Dedicated road space for active users can increase perceptions of safety and comfort for cyclists by
increasing the separation to motorists, this improvement can increase with increasing levels of
separation such as kerb or parking protection for cycle lanes Cycle lanes between traffic lanes and
pedestrian facilities also increase the separation between pedestrians and motorists and
consequently increase comfort and perceived safety for pedestrians.

Fear of Crime

Another barrier to the uptake of walking and cycling is the fear of crime and one's personal safety,
particularly for women, elderly and those with disabilities. Children and students use of active
transport is often over-ridden by parents, who are concerned about 'stranger danger’. A poor
design of the urban environment such as lack of surveillance, poor lighting, overgrown vegetation
and disrepair adds to fearful attitudes towards walking and cycling. The issue of darkness can also
be associated with the built environment, as many participants agreed that better lighting would
make them perceive walking in the dark as safer. Darkness was particularly important in Hastings
and Flaxmere, but to a lesser extent in Havelock North. Havelock North was thus perceived as safer
than the other two neighbourhoods with people saying they would not mind walking alone at
night there but would not do it in Hastings or Flaxmere (Cheyne et al 2015).

3 The perception of safety in relation to cycling is often considered of greater importance than the
actual safety of cycling, as the risk perceived is likely to be a more important determinant of
cycling than the actual risks associated with cycling (Muggeridge, 2012)
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End of trip facilities

All active mode routes should be clearly signed and have trip end facilities provided, such as cycle
parking (ESCC 2014). End of trip facilities include showers and changing facilities, and secure
sheltered bicycle parking. A lack of secure or sheltered bicycle storage contributes to fear of crime
in the form of bike theft. Showers and changing facilities reduce the concern over body odour for
those who cycle or walk further; those who have access to showers are 176 times more likely to
cycle to work than those without the same facilities (Cheyne et al. 2015).

The Hawkes Bay DHB built additional secure cycle storage and started charging for car parking,
these differences encouraged people to switch from motor vehicle use to active mode use. By
adding additional amenities and making active modes more desirable such as providing end of
trip facilities like showers, secure bike storage and lockers, map of facility locations and repair
stations and bike pumps encouraged people to use active modes more. (Cheyne et al. 2015).
Between 2015 and 2018, for staff at Hawkes Bay BDHB, cycling mode share increased by 6% and
walking mode share increased by 3%.

School travel plans have indicated possible interventions to improve active travel to school These
interventions include improved end of trip facilities, such as all-weather bike and scooter stands.
However, at present, only 63% of the urban schools in the district have at least partial access to the
iWay network and nearly 40% schools in urban and over 80% schools in rural area have no
coverage

The DHB travel survey concluded that the reasons people use motor vehicle is primarily for
convenience and flexibility.

Convenience of active modes

Motor vehicle use has been made so convenient, that active transport seems inconvenient in
comparison. As seen in Figure 5-3, ‘'getting there quick’ (i.e. directness/journey time) and
‘convenience’ (e.g. shops en route) are considered important factors that influence mode choice
when travelling to school, work or shops. Parking is easy and cheap, which also means the caris
often the most convenient option, when compared with public transport or active modes
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Figure 5-3: Factors influencing choice of mode of
transport (Muggeridge 2012)

School travel plans have noted that student travel behaviours have changed. Between 1990 and
2014, the number of primary school students being driven to school in New Zealand increased
from 3196 to 55%, while travel by walking fell from 429 to 29% and cycling from 12% to 2% (MoT
2015). Parents drive their children because of ingrained travel habits, safety perceptions, and busy
schedules including after school activities (HCS 2018).
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Almost 80% of people travel to the shops via motor vehicle, in the same survey it was determined
that just over 15% of people would walk or cycle to the shops.

Interventions that increased the convenience of active modes or decreased the convenience of
travel by car could increase active mode share.

Limited active travel uptake, resulting in high car dependency
Active Travel Uptake

In 2010, New Plymouth and Hastings were selected by Waka Kotahi as model walking and cycling
communities. New Plymouth District is comparable to Hastings District due to its flat topography,
and population (74,184 district, 54,800 urban area).

Based on travel to work data from the 2013 Census, active mode share in the Hastings District is
9%. This compares to 10% for the Hawkes Bay Region and New Plymouth District. Active mode
share includes the walking mode share is higher than the cycling mode share in Hastings District
and the comparison areas.

More people use private vehicles in Hastings District to complete their trips, in comparison with
Hawke's Bay and New Plymouth District. Nearly 90% of total trips in Hastings in 2013 were
completed using private vehicles.

Hastings District has the lowest proportion of people walking to work, in comparison with Hawke's
Bay and New Plymouth District. Hawke's Bay and Hastings District have a similar proportion of
people cycling to work; however, both have a lower proportion than New Plymouth District.

This dataset indicates both a dominance of the car in Hastings and an opportunity for change
given the projected increase in population in the coming decades.

Geographic Factors

Poor weather and climate, such as reduced daylight hours, wind and rain reduces the likely
number of cyclists to 64% of the normal levels. Topography was another highly correlated factor to
cycle use (Cheyne et al 2015).

The Heretaunga plains area of Hawkes Bay experiences only 90 wet days per year and mean
overnight low temperatures are higher than 7°C in all months (Chappell 2013). The District's

n ”

SRS N

v

(3

Figuré 5-4: Contour overlay of the Hastings District's
urban areas (LINZ n.d.)

climate is dry and mild, and its topography is flat. The natural environment is ideal for active travel.
Yet this is not reflected in the limited uptake of active travel.
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Mode Share

The average annual daily cycle volume has increased, as counted at nine permanent count
stations in the Hastings District. Over 1,500 average daily cycle trips were recorded, in 2016, and as
shown in Figure 5-5, there are a few locations where a decrease in cycle numbers were observed,
which indicates areas for improvements along the iWay cycle network.

100,000
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Pathway Pathueay

Cromesd  Havelock Brig Cliwe Patnway  Clive Pathway R

o Rl Tatal |acrnes all
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Figure 5-5:- Annual Average Daily Cycle Volume at recording
stations in Hastings District (HDC 2017)

Cycle and pedestrian volumes are seasonal, with the highest number of cyclists observed during
the summer

Recent investments in the active mode network have resulted in increased active travel and
increasing active mode share in the District. However, active travel in Hastings District does not
match that achieved in the rest of the Hawkes Bay Region or Waka Kotahi's other model
community, New Plymouth.

Transport Behaviour

Road congestion, increased petrol and parking costs, availability of electric bicycles and scooters,
bike sharing, and provision of more dedicated cycling infrastructure has increased active mode
share in Hastings District since 2006.

Public transport patronage in Hastings District increased between 2009 and 2015 but has since
declined to levels seen in 2012. This trend is consistent with regional New Zealand, and due partly
to improved economic conditions, therefore more people are employed and using a vehicle™

The use of the Total Mobility scheme'® has increased since 2010, in line with the shift in population
demographic in the Hastings District.

' Car ownership per capita has increased 7% in Hawke's Bay. The most significant declines in patronage have
occurred on bus routes servicing areas with higher unemployment rates

15 The Total Mobility Scheme (TMS) provides subsidised passenger services travel for Hawke's Bay residents
who are unable to use public transport due to a significant, permanent impairment
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Car Dependency

The Hawkes Bay Region has light vehicle™ ownership rates higher than the New Zealand average
of 0.8, as shown in Figure 5-6.
Light fleet ownership per capita by region
North Island - Lower North Island - Upper South Island
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Figure 5-6: Light fleet ownership per capita by region (MoT 2018)

However, as of the 2013 Census, over 2,000 (8%) households in the Hastings District did not have a
light vehicle and over 9,000 (37%) have just one vehicle. Forty-two percent of households in the
Hastings District have three or more people living in the household which indicates there are parts
of the population that are transport disadvantaged by not having access to a vehicle. A network
that encourages high car dependency reduces social and economic opportunities for the
transport disadvantaged, those who choose not to drive and vulnerable populations such as the
elderly and children, by minimising their access and choice on how to travel

Napier-Hastings is a low-income region and the high cost can be a barrier to vehicle ownership. A
land transport system that makes travel without a car difficult makes households dependent on
cars to access social and economic opportunities.

16 Light vehicles include light passenger vehicles such as cars and light commercial vehicles such as vans and
utes.
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Health Context

Hastings District is located within the Hawkes Bay Region. The Hawkes Bay Region has the lowest
rates of adult physical activity” and second highest level of obesity of any region in New Zealand
(MoH 2020).

Active transport enables residents to achieve their physical activity as part of their daily routine,
which can result in improvements to health and wellbeing.

PHYSICAL ACTIVITY AND OBESITY RATES
(2014-2017)

m Physical activity rates Obesity rates
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Figure 5-7- Physical activity and obesity rates for New Zealand and selected regions (MoH 2018)

7 Physical activity (aged 15+ years) is defined as doing at least 30 minutes of brisk walking or moderate-

intensity physical activity (or equivalent vigorous activity), for at least 10 minutes at a time, at least five days a
week
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Appendix H - Benefit Mapping
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of active regions and scooting) and .
school . . Cycle - 5% trips to
travel and national data) PT for trips to Other - 2% <chool
public and school
transport is generalised ~
negatively school travel ij(;]&iie(iensus
impacting plan data Wap\)k 1%
community Public
lbei
;V(?% €ing Transport - 13%
Cycle - 6%
Other-2%
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Nelson
Palmerston
North

School Travel

Plans
(Ceneralised -
Overall)
Walk - 24%
Bus -7%
Cycle - 6%
Scooter - 6%
2017 - 55% of
HDC staff
reported their
commute was | From trips
less than 15 to/from
minutes work less
than Skm
2018 - 29% of (15 min)
HBDHB staff Increase
Reduced use | Employer reported their | journeys by
of cars for travel survey Reduced use commute was | walking 8%
journeys less data and of cars for less than 15 Increase
than 5km (15 | community journeys less minutes journeys by
minutes) travel survey than Skm cycling
Need to cross- | 55%
calculate with Increase
mode journeys by
bus1.5%
Baseline Increase
community carpooling
travel survey - X%
mode and
distance
to/from work
2013 Census -
Hastings
Actual count,
not %
2018 Census -
Hastings
Will be % not
Census data, actual count ?()(% .
Increase employer travel inereasen
. Increased 2018 Census - use of
active travel survey data i | f National active travel
and PT for and a(?tlve travel for .
. . trips to work Walk or jog - and PT for
trips towork | community :
travel survey 5'2%. trips to
Public work
Transport -
47%
Cycle - 2%
2018 HBEDHB
Travel Survey
Walk or jog -
6%
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Public
Transport - 8%
Cycle -10%

2017 HDC
Travel Survey
Walk or jog -
6.5%

Public
Transport - 1%
Cycle -3.5%

Baseline
community
travel survey -
primary mode
to/from work

ITEM 6

PAGE 318



Item6  Transport Network Business Case

HDC Network Strategic Case FINAL Attachment 2

Appendix | - Cause, Effect and Consequences
Mapping

Network Problem Statements

Problem 1 - Poor user behaviour and transport system®* deficiencies
increases the risk of deaths and serious injuries when crashes occur

CAUSE EFFECT CONSEQUENCE

Pooruser betmvlour {Risky and unsafe behaviour by }
/ ‘\
/|

+ Pooer handling of vehicles by %
people driving vehicles 7] pecpiewhodrive
- People driving vehicles while i
under the influence of alcohol \
« Poor observation of road 7 | \
conditicns by people driving f \ Increased collective risk
vehicles N\ / \ /
+ Drivers exceeding the posted \\ / \/ |
speeds \ ‘{ ,y\ |
» Incorrect lanes or position on \ N\ /\|
the roed by people driving \/ '\ People are not driving to the / :
vehicles | ]| conditions

\
|\

Transport system deficienci f\/ \
+ Road environment and " ﬁ/ I\
roadsides are unpredictable [ / ‘\ | 4 Increased personal risk

and unforgiving of mistakes |/ ¥ i

+ Road environment and design /

does not encourage / \ [/

appropriate road user { } 1,'/
/

behaviour T~ People are not driving at sefe
+ Road environment and design
does not encourage safe
speaeds

+ Posted speeds exceed safe
speeds for some roads

speeds

ITEM 6 PAGE 319



Item 6

Transport Network Business Case
HDC Network Strategic Case FINAL

Attachment 2

Network Problem Statements

Problem 2 - Increased industry productivity and changes in land use is
resulting in the transport system not meeting the needs of users*

CAUSE EFFECT CONSEQUENCE

Increased industry productivity Increased demand from W | Localised peak hour congestion
+ Increasad freight movements /| different road users on key routes
from and through Hastings /| \\ i -
District to the port /| i\ "‘
+ Freight movement from and Y | il \( |
through Hastings to meet port N A
departures occurring during “"\ )‘ .x 1‘ ~
peak commuter times \\/ {\[4 Increased freight travel time
+ Changing mix of users on the \ X (4 variability
road network \ x /]
‘\.' \| Increased numbers of trucks 'ﬁ“
| 4 andheavy commercial vehicles | ll I
I\ /| (HCV's) on minor roads AN
J\ (.' \ 1
f 'X’ \’\‘\ Increased number of crashes
[ A {/|1 with trucks on local roads
Changes in land use [/ ’i

+ Industrial land use /
intensification occurring near / \ [ A
residential growth areas

+ Intensification and land use

\
. . N\ \ 3
changes occurring prior to road \ { { Increased potential for conflict ]

—

network investment W Overlapping peak commuter = ot d
and freight movements SIWeRn read usors
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Network Problem Statements

Problem 3 - Poor uptake of active travel and public transport (PT) is

negatively impacting community wellbeing

CAUSE EFFECT CONSE

Ease and convenience of driving
+ Free car parking
+ Unrealised cost of driving (cost of
ownership, health. social,
environmental, etc)
Relzatively uninterrupted journey
times by car
Increasing transport emissions

NCE

Driving is the most viable
~—1 option

Reduced sccial and
economic opportunities for
vulnerable populations®

ﬂ:tive travel and PT are not viewed
as an attractive or effective modes of
transport

« Underutilised but well established
active travel

« Current PT service is limited

+ People are uncomfortable with PT
transfers
Poor perception of PT

« Poor connections to social, hezlth,
environmental and economic
benefits of active travel and PT

« More sedentary lifestyles that
contribute Lo increasing levels of
obesity and chronic diseases

+ Lessuse of active travel and PT by

children going to school and people
going to work

/ “‘ln \;

(accessibility for elderly,
children and those without
access to & vehicle)

|} travel and PT as viable
(| /{_options
1V

\ 5 r
1\ “{ People do not view active

|

'// “ 1

lf People not being active s
1 part of their daily life

\ {More people choose to drive ]
\

{
\ || Reduced health and
wellbeing outcomes' (air

/ quelity, mental and physiczl

Increased pressures on

emissions from vehicles

1 natural resources and carben

} |

"| health)
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Appendix J - Waka Kotahi NZ Transport Agency
Investment Questions

Meet . . .
Requirements? Strategic Case Investment Questions and Response Sections

Is it clear what the problem is that needs to be addressed (both the cause and the effect)?
Yes

See section 41, Appendix | - Cause, Effect and Consequences

Is there evidence to confirm the cause and effect of the problem?
Yes

See section 4.2, Appendix | - Cause, Effect and Conseguences

Does the problerm need to be assessed at this time?
Yes

See section 42

Is the problem specific to this investment (or should a broader perspective be taken)?
Yes

See section 2

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 43, Appendix H - Benefit Mapping

Are the benefits of high value to the organisation(s) (furthering its (their) objectives)?
Yes

See section 3

Will the KPIs that have been specified provide reasonable evidence that the benefits have

been delivered?
Yes

See section 441 and Appendix H - Benefit Mapping

Are the KPIs both measurable and totally attributable to this investment?
Yes

See section 441 and Appendix H - Benefit Mapping

Have the benefits that will result from fixing the problem been adequately defined?
Yes

See section 441 and Appendix H - Benefit Mapping
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