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1.1.

1.2.

1.3.

1.4.

EXECUTIVE SUMMARY

The Stage 2 Proposed District Plan Transport Chapter (Transport Chapter) is intended to
manage the actual and potential adverse effects of transport on the environment and the
effects of activities that occur within roads. The Transport Chapter applies to all the land
notified in Stages 1 and 2 of the district plan review and to all roads within the District Plan,
regardless of whether they adjoin land/ traverse through zoned land that is not within stages 1
or 2 of the District Plan.

The key transport-related issues facing the district are increasing road congestion; reduced
liveability; roads that do not cater well for all modes of travel; land use patterns and parking
requirements that affect the affordability of housing and enable the dispersal of employment,
commercial, and community activities; and the inadequate provision of onsite parking, access,

and loading in some situations.

To address these issues, the proposed Transport Chapter includes:

(i) Objectives and policies aimed at establishing a more connected transport network that
caters for public transport, motorists, walkers, and cyclists and encourages increased
travel by modes other than the private car;

(i) rules that enable a less onsite parking in those zones where alternative modes of travel
are available now or will be in the foreseeable future;

(iii) rules that enable council to consider a wide range of transport effects and mitigation
measures when making decisions on developments and subdivisions that have the
potential to generate large amounts of traffic (referred to as ‘High Traffic Generating
Activities’ (HTGAS) in this report);

(iv) rules that enable a wide range of activities to occur within roads where these comply with
standards;

(v) rules relating to access, parking, and loading that align with the QLDC Land development
and Subdivision Code of Practice;

(vi) Code of Practice, relevant national standards, other legislation, best practice, and/ or
common practice around NZ in order to avoid contradictory provisions to streamline
processes wherever possible;

(vii) rules that enable public transport and Park and Ride facilities to be developed in
appropriate locations and in an appropriate manner; and

(viii) an updated road classification (hierarchy) that reflects the current function of roads.

This report contains a number of technical terms and you are advised to consult the proposed

chapter, which introduces definitions for many of these.
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2.1.

2.2.

2.3.

2.4.

2.5.

INTRODUCTION

Section 32 of the Act requires objectives in plan change proposals to be examined for their
appropriateness in achieving the purpose of the Act, and the policies and methods of those
proposals to be examined for their costs, benefits, efficiency, effectiveness and risk in achieving

the objectives.

Transport activities can be an activity in their own right (e.g. a public transport facility) or are
often an integral part of land use, subdivision, and development (e.g. the provision of onsite
parking and access). In both instances, they can have adverse effects on the transport
network, mobility options, landscape, nature conservation values and amenity values in both

rural and urban locations that need to be managed.

The evaluation of the appropriateness of the Transport Chapter is based upon the following five

issues

(i) Issue 1 - Increasing road congestion and reduced liveability, amenity, and quality of living.

(i) Issue 2 - Roads that are not laid out or designed in a manner that provide for all modes of
transport and do not necessarily provide a quality of urban design appropriate to the
location.

(iii) Issue 3 - The transport network and parking provisions prioritise travel by private vehicle
with considerably less emphasis on alternative modes of travel.

(iv) Issue 4 - Localised congestion, safety, and amenity issues in discrete instances due to
inadequate parking, access, and loading space being provided onsite.

(v) Issue 5 — In some instances, on-site parking requirements and zoning contribute to
unaffordable housing through increased development costs and reduced developable

area; and enable the dispersal of employment, commercial, and community activities.

This District Wide Transport Chapter applies to all land notified in Stage 1" of the Proposed
District Plan on 26 August 2015, and all additional land notified in Stage 2. This land collectively
forms the geographic area currently subject to Volume A of the District Plan. The District Wide
Transport Chapter applies to all land identified as Stage 1 and Stage 2 land on the Planning
Maps attached to the Stage 2 notification bundle.

For clarity, Table 1 below identifies the land area (generally described by way of zone) and
various components of the PDP that together comprise Volume A of the District Plan at Stage 2
of the District Plan review as it relates to the Transport Chapter (29). All other land within the

District continues to fall into Volume B of the District Plan.

With the exception of land formally withdrawn from the PDP (Plan Change 50 Queenstown Town Centre extension, Plan
Change 41 Peninsula Bay North, Plan Change 45 Northlake Special Zone, Plan Change 46 Ballantyne Road Industrial
and Residential extension).
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Table 1. District Plan Volume A components, showing proposed new Stage 2

components related to the Transport Chapter.

Volume A of the PDP

Stage 1
Proposed District Plan 26 August 2015

Stage 2
As it relates to the Transport Chapter only

Introduction

1. Introduction New Stage 2 definitions

2.  Definitions Variation to Stage 1 Definitions Chapter
2, as related to Stage 2 Transport
components.

Strategy

3.  Strategic Direction
4. Urban Development
5. Tangata Whenua

6. Landscapes

Urban Environment

7. Low Density Residential

8. Medium Density Residential

9. High Density Residential

10. Arrowtown Residential Historic Heritage
Management Zone

11. Large Lot Residential

12. Queenstown Town Centre* (part
withdrawn)

13. Wanaka Town Centre

14. Arrowtown Town Centre

15. Local Shopping Centres

16. Business Mixed Use Zone

17. Queenstown Airport Mixed Use

Variation 1: Arrowtown Design Guidelines
2016

Variation to Stage 1 Queenstown Town
Centre

Rural Environment

21. Rural Zone
22. Rural Residential and Lifestyle
23. Gibbston Character Zone

Variation to Stage 1 Rural Zone

District Wide Matters

26. Historic Heritage

27. Subdivision and Development

28. Natural Hazards

30. Energy and Utilities

32. Protected Trees

33. Indigenous Vegetation and Biodiversity

34 Wilding Exotic Trees

35. Temporary Activities and Relocated
Buildings

36. Noise

37. Designations

Stage 2 Transport Chapter 29.

Special Zones

41. Jacks Point
42. Waterfall Park
43. Millbrook
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3.1.

3.2.

3.3.

3.4.

3.5.

BACKGROUND

District Plan Review

The review of the Operative District Plan (ODP) is being undertaken in stages. Stage 1
commenced in April 2014 and was publicly notified on 26 August 2015. Hearings on Stage 1
components comprising ten individual hearing streams for 33 chapters, 1 variation® and three
separate hearing streams for rezoning requests and mapping annotations® were held from
March 2016 to September 2017.

On 29 September 2016 the Council approved the commencement of Stage 2 of the review of
the ODP. As part of the 29 September 2016 resolutions, the Council addressed what the plan
outcome would be at the end of the partial review. It approved the separation of the District
Plan into two volumes, Volume A and Volume B. Volume A (at the point in time of notification
of Stage 2) consists of the Proposed District Plan chapters notified in Stages 1 and 2 of the
proposed District Plan, which includes variations to Stage 1, and all the land as identified in the

Planning Maps forming the Stage 2 notification bundle, as discussed above.

All other land currently forms Volume B of the District Plan. This includes zones that have not
yet been reviewed and notified (i.e. Township Zone, Industrial A and B Zones, Rural Visitor
Zone), land that has been withdrawn from the district plan review (i.e. the land subject to Plan
Changes 46 - Ballantyne Road Industrial and Residential extensions, 50 - Queenstown Town
Centre extension and 51 — Peninsula Bay North) and the Frankton Flats B Special Zone and
the Remarkables Park Special Zone. All Volume B land is subject to the ODP with the
exception that any land that is a ‘road’ by definition in the PDP and which traverses through

Volume B land is subject to the provisions in Chapter 29 that relate to roads.

In summary, this Transport Chapter 29 will apply to:

(i) Volume A — all zones and roads
(i)  Volume B — all roads, but not zones. Activities undertaken outside of roads in a Volume B
zone are subject to the provisions of Volume B.

Transport

The Operative District Plan (ODP) transport provisions became operative in 2003. Other than
the addition of provisions relating specifically to new zones that have been added to the District
Plan since that time, the only district wide changes to the chapter related to residential and
visitor accommodation carparking in the Low Density Residential and High Density Residential

zones (plan change 8), and to access widths in relation to these zones (plan change 6). Both

2 Variation 1 — Arrowtown Design Guidelines 2016

3
Ski Area Sub Zones, Upper Clutha Area and the Queenstown Area (excluding the Wakatipu Basin).
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3.6.

3.7.

3.8.

3.9.

3.10.

41.

these plan changes became operative in 2009. In summary, the chapter has not been

comprehensively reviewed for some 15 years.
Jurisdictional Matters

No decisions have been made on the Proposed District Plan 2015 (Stage 1 and Variation 1) at
the time of notification of Stage 2, and therefore this Stage 2 Transport Chapter cannot
anticipate what Panel recommendations and subsequently the Council’s decision might be, in
terms of notifying zone-specific standards. The chapter therefore refers to PDP chapters/

zones as notified in Stage 1 and any statutory changes made since notification®.

Therefore, for instance, the removal of various definitions (which the transport chapter relies
on) in the Council officers’ post-hearing reply version of Chapter 2 Definitions has been

disregarded and it has been assumed that those definitions will continue to exist in the PDP.

This is a consequence of the staged approach to the review, and can be addressed either
through interested parties lodging a submission, or the Council itself lodging a submission on
the Stage 2 Transport Chapter 29 to ensure the Stage 2 Transport Chapter 29 ultimately
includes any necessary definitions or standards for any new zones or issues, included in the
PDP by Council Stage 1 decisions. It is acknowledged that before any submission by Council

on the Stage 2 components is lodged, it will need to be passed by a resolution of Council.

Although a decision on provisions is not yet available for Stage 1 of the review, the notified and
reply versions of the provisions are indicative of council’s strategic approach to the

management of land use and development, and the achievement of Part 2 of the RMA.

The 'hierarchy' within the plan (established by the strategic chapters 3-6) means that the lower
order zones and chapters need to achieve the higher order objectives and policies. The
objectives subject to this s32 analysis for the Transport Chapter are considered to be the most
appropriate way of achieving the purpose of the Act, also having regard to the Stage 1

provisions and the strategic hierarchy of the PDP.
PURPOSE OF THE REPORT

Section 32 of the Resource Management Act 1991 (‘the Act’ or ‘the RMA’) requires objectives
in plan change proposals to be examined for their appropriateness in achieving the purpose of
the Act, and the policies and methods of those proposals to be examined for their efficiency,

effectiveness and risk in achieving the objectives (MFE, 2014). This report fulfils the obligations

4 For instance, Variation 1 Arrowtown Design Guidelines, withdrawal of land subject to PC 46, PC 50 and PC 51.
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4.2.

5.1.

5.2.

of the Council under section 32 of the Act. The analysis set out below (within sections 14 to
16) should be read together with the reports attached to and referred to in that evaluation, the
Proposed Transport Chapter 29, and the various documents that are included in the PDP by

reference in that chapter.

This report provides an analysis of the key issues, objectives and the policy response for the
Transport chapter of the PDP under the following headings:
e an overview of the applicable Statutory Policy Context (Section 6);
e a description of the Non-Statutory Context (strategies, studies and community plans),
which have informed the proposed provisions (Section 7);
e a description of the Issues with the Operative District Plan (ODP) and the Resource
Management Issues, which provide the driver for the proposed provisions (Sections 8
and 9);
e A level of detail that corresponds to the scale and significance of the environmental,
economic, social and cultural effects that are anticipated from the implementation of the
proposal (Section 32(1)(c) of the RMA) (Section 10);
e an Evaluation against Section 32(1)(a) and Section 32(1)(b) of the Act (Sections 11 and
12), that is
Whether the objectives are the most appropriate way to achieve the RMA's purpose
(Section 32(1)(a) of the RMA);
Whether the provisions (policies and methods) are the most appropriate way to achieve
the objectives (Section 32(1)(b) of the RMA), including:

. identifying other reasonably practicable options for achieving the objectives,

. assessing the efficiency and effectiveness of the provisions in achieving the objectives;
and

. summarising the reasons for deciding on the provisions; and

e Consideration of Risk (Section 13).

CONSULTATION

The development of the Transport chapter has built on previous public consultation that was
undertaken to develop many of the transport strategies and business cases identified in

Appendix 1 of this report.

In addition:

(i) a meeting was held with private sector traffic engineers to gauge their key concerns and
gather comments and ideas for improvements;

(ii) all transport related submissions on Stage 1 of the District Plan review were consolidated
and considered,;

(iii) an ‘all of council’ internal project team was established and several meetings were held;

(iv) meetings were held with New Zealand Transport Agency and the draft chapter provided to
the Agency for comment;

(v) written communication was sent to the Otago Regional Council; and
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5.3.

(vi) written communication was sent to iwi authorities.

The RMA was amended in September 2017 to require that Councils engage with iwi authorities
on draft plans and policy statements prior to notification (schedule1 clause 4A) and consider iwi
authority advice in Section 32 evaluation reports. An introductory letter, followed by the
transport provisions of the PDP were sent to iwi authorities in late 2017 and no comments or

advice has been received at the time of finalising this S 32 evaluation report.

6. STATUTORY POLICY CONTEXT

Resource Management Act 1991 (RMA)

6.1.

(1)

6.2.

6.3.

6.4.

Section 5 sets out the purpose of the RMA, which requires an integrated planning approach
and direction to promote the sustainable management of natural and physical resources.
Guidance as to how the overall sustainable management purpose is to be achieved is provided
in the other sections, including sections 6, 7 and 8 of Part 2 of the RMA:

5 Purpose

The purpose of this Act is to promote the sustainable management of natural and
physical resources.

(2) In this Act, sustainable management means managing the use, development, and

protection of natural and physical resources in a way, or at a rate, which enables people

and communities to provide for their social, economic, and cultural well-being and for

their health and safety while—

(a)  sustaining the potential of natural and physical resources (excluding minerals) to
meet the reasonably foreseeable needs of future generations; and

(b)  safeguarding the life-supporting capacity of air, water, soil, and ecosystems; and

(c) avoiding, remedying, or mitigating any adverse effects of activities on the
environment.

Section 6 of the RMA sets out a number of matters of national importance. Insofar as transport
activities can occur in any location in the district, all of Section 6 is potentially applicable

depending on the location of the transport activity taking place.

The assessment contained within this report considers the proposed provisions in the context
of advancing the purpose of the RMA to achieve the sustainable management of natural and

physical resources.

The Queenstown Lakes District is one of the fastest growing areas in New Zealand and recent
estimates (refer to more detail in the Stage 1 Strategic Directions Section 32 report) predict that
the District will continue to experience significant population growth over the coming years, off
the back of strong forecasted growth in visitors, migration into the district and natural population
increases. A strategic policy approach is essential to manage future growth pressures and the
management of the transport system is important to enable growth while providing for positive

effects and mitigating adverse effects.
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6.5.

6.6.

6.7.

6.8.

Transportation is a key element of all activities in that almost all use and development of natural
resources involves transporting people, goods, and services from one place to another which,
in turn, requires that vehicles then need to be parked, moored, or otherwise stored either short
or long term along the network. Providing for a safe and efficient transport network which
encourages cycling, walking, and public transport as well as private car travel is a key element
in enabling people to provide for their social, economic, and cultural well-being and for their

health and safety in a sustainable manner.

The transportation of people, goods, and services; the need to enable the provision of
appropriate space to park and manoeuvre vehicles on both private and public land; and the
form and function of the road network and active and public transport all have distinct effects on
the environment. Transportation is a key driver of the District's economy and a key determinant
of the spatial layout, density, urban design quality, and economic efficiency/ performance of the
District. The transport provisions of the District Plan are a key determinant of the development
capacity, the feasibility of development, and how developments and subdivisions are ultimately
designed. As such, existing inefficiencies with the existing transport network and a heavy
reliance on private car travel within the district are key resource management issues, which
need to be better addressed through the District Plan in order to achieve the purpose of the
RMA.

Section 7 lists “other matters” that Council shall have particular regard to. Those that are most

relevant to the Transport Chapter are:

(b) the efficient use and development of natural and physical resources:
(c) the maintenance and enhancement of amenity values:

() maintenance and enhancement of the quality of the environment:
(g) any finite characteristics of natural and physical resources:

(i) the effects of climate change:

Section 8 requires that Council take into account the principles of the Treaty of Waitangi (Te
Tiriti o Waitangi). The principles as they relate to resource management derive from Te Tiriti 0
Waitangi itself and from resource management case law and practice. They can be
summarised as follows:

(a) That there must be active protection of the partnership between the two parties;

(b) That there is an obligation to act with reasonableness and good faith, with both parties

being prepared to compromise;
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(c) That dialogue and consultation will be the main way in which to give effect to the three

principles outlined above.

6.9. The drafting of the Transport chapter has taken Section 8 into account.

6.10. Section 31 of the RMA states (relevant areas underlined to emphasise the provisions relevant

to this evaluation):

31 Functions of territorial authorities under this Act

(1) Every territorial authority shall have the following functions for the purpose of giving
effect to this Act in its district:

(a) the establishment, implementation, and review of objectives, policies, and
methods to achieve integrated management of the effects of the use,
development, or protection of land and associated natural and physical
resources of the district:

(aa) the establishment, implementation, and review of objectives, policies, and methods to
ensure that there is sufficient development capacity in respect of housing and
business land to meet the expected demands of the district:

(b) the control of any actual or potential effects of the use, development, or
protection of land, including for the purpose of—

(i)  the avoidance or mitigation of natural hazards; and

(i) the prevention or mitigation of any adverse effects of the storage, use,
disposal, or transportation of hazardous substances; and

(iia) the prevention or mitigation of any adverse effects of the development,
subdivision, or use of contaminated land:

(iii) the maintenance of indigenous biological diversity:

(c) [Repealed]

(d) the control of the emission of noise and the mitigation of the effects of noise:

(e) the control of any actual or potential effects of activities in relation to the
surface of water in rivers and lakes:

() any other functions specified in this Act.

(2) The methods used to carry out any functions under subsection (1) may include the
control of subdivision

6.11. Consistent with the intent of Section 31, the proposed provisions of the Transport Chapter
enable an integrated approach to the management of transport-related issues and effects at the

time of subdivision and development.

6.12. The Council's management of transport in proposed Chapter 29 is integrated with and
complementary to the Otago Regional Council’s functions pursuant to section 30 of the Act,
associated with the following components of section 30.

Local Government Act 2002

6.13. Sections 14(c), (g) and (h) of the Local Government Act 2002 (LGA) are also of relevance in

terms of policy development and decision making:
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(c) when making a decision, a local authority should take account of—
(i)  the diversity of the community, and the community's interests, within its district
or region; and
(ii) the interests of future as well as current communities; and
(iii) the likely impact of any decision on the interests referred to in subparagraphs
(i) and (ii):

(g) a local authority should ensure prudent stewardship and the efficient and effective
use of jts resources in the interests of its district or region, including by planning
effectively for the future management of its assets; and

(h) in taking a sustainable development approach, a local authority should take into
account—
(i)  the social, economic, and cultural interests of people and communities; and
(i) the need to maintain and enhance the quality of the environment; and
(iii) the reasonably foreseeable needs of future generations

6.14. As with Part Il of the RMA, the provisions emphasise a strong intergenerational approach,
considering not only current environments, communities and residents but also those of the
future. They demand a future focussed policy approach, balanced with considering current
needs and interests. Like the RMA, the provisions also emphasise the need to take into

account social, economic and cultural matters in addition to environmental concerns.

6.15. Section 14 of the LGA is relevant in that in the context of determining appropriate transportation
provisions, it requires that, the Council:
take account of whether the provisions provide transport choices that are safe, efficient,

and affordable for the whole community;

take account of how the provisions are likely to impact on the social, economic, and

cultural interests of the wider community and future generations; and

manage the efficient and effective use of its existing and future roading, parking areas, and

foreshore/ water-based transport facilities; now and into the future.

6.16. Notably, public infrastructure planning and funding (including transport provision) is managed
under both the LGA and Land Transport Management Act (2003) (LTMA).

Relevant National Policy Statements

6.17. When preparing district plans, district councils must give effect to any National Policy Statement
(NPS). Government has produced the following five National Policy Statements that are in
effect:

National Policy Statement on Urban Development Capacity 2016;
National Policy Statement for Freshwater Management 2014;
National Policy Statement for Renewable Electricity Generation 2011;
National Policy Statement on Electricity Transmission 2008; and

New Zealand Coastal Policy Statement 2010.
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6.18.

6.19.

6.20.

6.21.

6.22.

The National Policy Statements that are of most relevance to transport are the National Policy
Statement on Urban Development Capacity 2016 (NPS-UDC).

The NPSUDC contains several objectives that are relevant to transport provisions in district
plans. First, it directs decision-makers to plan for “urban environments that have sufficient
opportunities for the development of housing and business land to meet demand, and which
provide choices...” (OA2) and “urban environments that, over time, develop and change in

response to the changing needs of people and communities and future generations.” (OA3).

These objectives highlight the importance of providing sufficient development capacity to meet
future demand, including demands for change. If transport provisions limit development

opportunities, they may conflict with this objective.

The NPSUDC also directs decision-makers to plan for “urban environments where land use,
development, development infrastructure and other infrastructure are integrated with each
other” (OD1). This objective highlights the importance of ensuring that land use and
development integrates with the wider transport system and that transport provisions provide

for the development of new infrastructure to support development.

The proposed provisions relating to transport are considered to give effect to NPSUDC
objectives and associated policies Through providing a framework that ensures that land use
and infrastructure will be better integrated and that future planning for the transportation

network takes account of and facilitates urban development.

Resource Management National Environmental Standards Regulations (NES)

6.23.

6.24.

6.25.

National Environmental Standards (NES) are regulations made under the RMA that prescribe
standards for specific activities. An NES overrides any district plan, unless otherwise stated
within the NES. Section 44(7) of the RMA states that every local authority and consent authority
must observe national environmental standards.

Section 43A (5) of the RMA states:

(5) If a national environmental standard allows an activity and states that a resource
consent is not required for the activity, or states that an activity is a permitted
activity, the following provisions apply to plans and proposed plans:

(a) a plan or proposed plan may state that the activity is a permitted activity on
the terms or conditions specified in the plan; and

(b) the terms or conditions specified in the plan may deal only with effects of the
activity that are different from those dealt with in the terms or conditions
specified in the standard; and

(c) if a plan’s terms or conditions deal with effects of the activity that are the same
as those dealt with in the terms or conditions specified in the standard, the
terms or conditions in the standard prevail.

There are currently 5 NES in effect:
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6.26.

6.27.

e National Environmental Standards for Air Quality

¢ National Environmental Standard for Sources of Drinking Water

¢ National Environmental Standards for Telecommunication Facilities

e National Environmental Standards for Electricity Transmission Activities

e National Environmental Standard for Assessing and Managing Contaminants in Soil to
Protect Human Health

In addition, the NES on Plantation Forestry has recently been developed and comes into effect
on 1 May 2018. Amendments to the NES for Assessing and Managing Contaminants in Soil are

also due to be gazetted in 2018.

To the extent that telecommunication facilities are often located within roads, the NES is of
some, although minor, relevance to the transport chapter but given that the rules relating to
these facilities sit wholly within the Stage 1 Energy and Utilities Chapter 30 of the PDP, it is not

necessary to discuss it further in this S32 evaluation.

Iwi Management Plans

6.28.

6.29.

When preparing or changing a district plan, Section 74(2A)(a) of the RMA states that Councils
must take into account any relevant planning document recognised by an iwi authority and
lodged with the territorial authority, to the extent that its content has a bearing on the resource
management issues of the district.

The Cry of the People, Te Tangi a Tauira: Ngdi Tahu ki Murihiku Natural Resource and
Environmental Iwi Management Plan 2008 (MNRMP 2008)

Relevant to transport issues:

e  Section 3.1.1 contains policies in relation to climate change;

e Section 3.4.4 contains policies relating to tourism and the need to consider’ Transport

options for managing visitor and the need for a coordinated approach to infrastructure

e  Section 3.4.8 identifies the increased pressure to improve transport networks (land and air)
throughout high country and foothill landscapes for development purposes as a tourism
related issue and a policy that timely consultation occurs between tangata whenua and

developers in relation to such matters;

e  Section 3.5.7 relates to Subdivision and Development and includes policies requiring that
subdivision proposals provide evidence of long term planning and cumulative effects
assessment, and recommending that developers consult with Ngai Tahu ki Murihiku with

regard to providing Ngai Tahu names for new roads and areas created by subdivision.

Kéi Tahu ki Otago Natural Resource Management Plan 2005 (KTKO NRMP 2005)
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6.30.

6.31.

Relevant to transport issues, Part 5.6.2 relating to Cultural Landscape identifies the “extension
and maintenance of infrastructure (e.g. transport, telecommunications)” as a general issue that
can affect cultural landscapes. Other than that, it does not contain any objectives or policies

that relate directly to the issue of transport.

The proposed Transport Chapter is consistent with, and gives effect to, the relevant operative

RPS provisions.

Regional Policy Statements

Operative Regional Policy Statement 1998

6.32.

6.33.

6.34.

6.35.

Section 74 of the Act requires that a district plan prepared by a territorial authority must “give
effect t0” any operative Regional Policy Statement. The operative Otago Regional Policy
Statement 1998 (RPS) is the relevant regional policy statement to be given effect to within the
District Plan.

The RPS includes Policy 9.5.3° and Policy 12.5.3% to promote and encourage the sustainable
management of Otago’s transport network and to promote improved energy efficiency through

encouraging energy efficient transport modes in Otago.

The RPS also includes policy 9.5.2" which, while not directly related to transport, is relevant in
that it promotes and encourages the efficient development and use of Otago’s infrastructure,

which would include its roading network.

The proposed Transport Chapter is consistent with, and gives effect to, the relevant operative

RPS provisions.

Proposed Regional Policy Statement 2015

® “Promote and encourage the sustainable management of Otago’s transport network through:

(a) Promoting the use of fuel efficient modes of transport; and

(b) Encouraging a reduction in the use of fuels which produce emissions harmful to the environment; and
(c) Promoting a safer transport system.”

¢ “Promote improved energy efficiency within Otago through encouraging energy efficient transport modes
in Otago”.

7“To promote and encourage efficiency in the development and use of Otago’s infrastructure, which would
include its roading network.

(a) Encouraging development that maximises the use of existing infrastructure while recognising the need
for more appropriate technology; and

(b) Promoting co-ordination amongst network utility operators in the provision and maintenance of
infrastructure; and

(c) Encouraging a reduction in the use of non-renewable resources while promoting the use of renewable
resources in the construction, development and use of infrastructure; and

(d) Avoiding or mitigating the adverse effects of subdivision, use and development of land on the safety and
efficiency of regional infrastructure.”
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6.36.

6.37.

6.38.

6.39.

6.40.

6.41.

Section 74(2) of the RMA requires that a district plan prepared by a territorial authority shall

"have regard to" any proposed regional policy statement.

The Proposed Otago Regional Policy Statement (PRPS) was notified for public submissions on
23 May 2015, and decisions on submissions were released on 1 October 2016. The majority of
the provisions of the Decisions Version have been appealed and mediation is currently taking
place. Accordingly, limited weight can be provided to the Decisions Version of the PRPS at this
time, however it is unlikely that this will be the case when decisions on these transport
provisions are made. The provisions of PRPS are relevant in highlighting the direction given to
local authorities managing the potential adverse effects relating to transport. The following is
based on the PRPS Decision version: 1 October 2016.

Objective 4.4 (sustainability of energy supplies to Otago’s communities) includes Policy 4.4.6.
This policy is to enable energy efficient and sustainable transport through encouraging compact
and well integrated urban areas; well-connected integrated transport infrastructure in urban
areas; prioritising walking, cycling, and public transport, where appropriate; having high design
standards for pedestrian and cyclist safety and amenity; and enabling the development or

upgrade of transport infrastructure and associated facilities.

Objective 4.5 (Urban growth and development) includes policy 4.5.1. This policy is to manage
urban growth and development in a strategic and co-ordinated way by, amongst other things,
coordinating urban growth and development and the extension of urban areas with relevant
infrastructure development programmes; providing infrastructure in an efficient and effective
way; ensuring efficient use of land; and giving effect to the principles of good urban design.
Relevantly, the principles of good urban design (cited in schedule 5 of the PRPS) include
transport networks that are safe, legible, attractive and well connected; the impact of design on
people’s health; providing for public transport, roading, cycling and walking networks that are
integrated with each other and the land uses they serve; prioritising walking, cycling and public

transport; and maximising pedestrian connectivity.

These objectives and policies are to be given effect to by a range of methods including via
District Plans (Method 4.1). None of the more detailed methods specified in the PRPS are

relevant to the transport chapter.

Regard has been had to the PRPS and, to the extent it is relevant, the proposed Transport

Chapter is consistent with it.

Regional Plans
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Otago Southland Regional Land Transport Plans 2015-2021

6.42. The Otago Regional Land Transport Plan 2015-2021 (combined with Southland’s Plan) sets
out how the local authorities and the NZ Transport Agency (NZTA) intend to achieve their vision
for transport in the future through funding and providing transport services and infrastructure.
The plan sets out objectives and policies® aimed at ensuring the region has a transport system
that delivers appropriate levels of service, minimises congestion, provides active transport and
public transport that are affordable and appropriate to function, and supports a choice of safe

modes and the integration of these modes.

6.43. The combined plan then lists and prioritises all the activities and projects recommended by the
Otago and Southland Regional Transport Committees (the RTCs) for funding from the National
Land Transport Fund (NLTF) administered by the NZ Transport Agency (NZTA). Projects
include transport planning, physical projects and walking, cycling, and public transport
improvements and for each project, a cost, description, and reason for recommended priority

are provided.

6.44. The technical note entitled “National and Regional Policy Context” attached to this S32 report

as Appendix 2 provides more detail on this Plan.

Regional Public Transport Plan: Otago 2014, including Addendum: Wakatipu Basin — May 2017

6.45. The Regional Public Transport Plan: Otago 2014 and its addendum Wakatipu Basin 2017
(RPTP) outline the current public transport situation in the Otago region, and the strategic
direction and objectives for public transport in the region, and the programme of projects to
achieve the objectives. The RPTP outlines a fundamental shift in the approach to public
transport services in the region, anticipating more certainty over routes, reduced travel times,
more regular frequencies, the application of national standards for buses, and simplification of
the fare structure. The technical note entitled “National and Regional Policy Context” attached

to this S 32 report as Appendix 2 provides more detail on this.

6.46. In summary, the proposed Transport Chapter is consistent with, and gives effect to these

regional plans.
Notified Proposed District Plan (PDP) 26 August 2015

6.47. The following objectives and policies of Stage 1 of the notified PDP (Part 2 Strategic) are
relevant to transport, and the PDP Transport Chapter needs to take these into account as a

means to achieve the higher order objectives and policies of the plan (in addition to Part 2).

8 Objectives 2.1, 2.2, 2.3, 4.1, 4.2, 4.3, and Policies 2.11, 2.19, 2.22, 2.23, 4.1, 4.2, 4.3, 4.10 - 4.18, and Policy 4.26
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Strategic Direction Chapter 3

Objective 3.2.2.1 Ensure urban development occurs in a logical manner:

e to promote a compact, well designed and integrated urban form;

e to manage the cost of Council infrastructure; and

e to protect the District’s rural landscapes from sporadic and sprawling
development.

Policies

3.2.2.1.3 Manage the form of urban development within the UGBs ensuring:
. Connectivity and integration with existing urban development;
. Sustainable provision of Council infrastructure; and
*  Facilitation of an efficient transport network, with particular regard to
integration with public and active transport systems

3.2.2.1.4 Encourage a higher density of residential development in locations close to
town centres, local shopping zones, activity centres, public transport routes
and non-vehicular trails

Objective 3.2.4.8 - Respond positively to Climate Change.

Policies
3.2.4.8.1 Concentrate development within existing urban areas, promoting higher
density development that is more energy efficient and supports public
transport, to limit increases in greenhouse gas emissions in the District.
6.48. The Transport Chapter achieves these objectives and policies by providing more detailed
objectives and policies, together with methods, that are well aligned to Strategic Directions of

the Stage 1 PDP, as notified.

Urban Development Chapter 4:

Objective 4.2.1 - Urban development is coordinated with infrastructure and
services and is undertaken in a manner that protects the environment, rural
amenity and outstanding natural landscapes and features.

4.2.1.3 Encourage a higher density of residential development in locations that have
convenient access to public transport routes, cycleways or are in close
proximity to community and education facilities.

4.2.1.4 Development enhances connections to public recreation facilities, reserves,
open space and active transport networks

Objective 4.2.3 — Within Urban Growth Boundaries, provide for a compact and
integrated urban form that limits the lateral spread of urban areas, and maximises
the efficiency of infrastructure operation and provision.

Policies

4.2.3.1 Provide for a compact urban form that utilises land and infrastructure in an
efficient and sustainable manner, ensuring:
e connectivity and integration;
e the sustainable use of public infrastructure;
e convenient linkages to the public and active transport network; and
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e housing development does not compromise opportunities for commercial
or community facilities in close proximity to centres.

4.2.3.2 Enable an increased density of residential development in close proximity to
town centres, public transport routes, community and education facilities.

4.2.3.4 Urban development occurs in locations that are adequately serviced by
existing public infrastructure, or where infrastructure can be efficiently
upgraded.

4.2.3.5 For urban centres where Urban Growth boundaries apply, new public
infrastructure networks are limited exclusively to land within defined Urban
Growth boundaries.

4.2.3.6 Development improves connections to recreational and community facilities,
and enhances the amenity and vibrancy of urban areas

Queenstown
4.2.4 Objective - Manage the scale and location of urban growth in the
Queenstown Urban Growth Boundary.

Policies
4.2.4.1 Limit the spatial growth of Queenstown so that:

e residential settlements become better connected through the coordinated
delivery of infrastructure and community facilities

e transport networks are integrated and the viability of public and active
transport is improved

e the provision of infrastructure occurs in a logical and sequenced manner

4.2.4.2 Ensure that development within the Queenstown Urban Growth Boundary:

e provides a diverse supply of residential development to cater for the needs
of residents and visitors

e provides increased density in locations close to key public transport routes
and with convenient access to the Queenstown Town Centre

e Provides infill development as a means to address future housing demand

e Maximises the efficiency of existing infrastructure networks and avoids
expansion of networks before it is needed for urban development

e Supports the coordinated planning for transport, public open space,
walkways and cycleways and community facilities

e Does not diminish the qualities of significant landscape features

6.49. The PDP encourages consolidation of urban growth within the urban growth boundaries and
existing settlements and recognises that, integral to this is the sustainable, efficient, logical, and
sequenced use and development of infrastructure; increased density; connectivity and
integration; convenient linkages and connections; integrated transport networks; and the

provision of infrastructure.

6.50. The Transport Chapter achieves these objectives and policies by providing more detailed
objectives and policies, together with methods, that are well aligned to urban development
chapter of the Stage 1 PDP, as notified.
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Tangata Whenua Chapter 5

Objective 5.4.3 Protect Ngai Tahu taonga species and related habitats.

Policies

5.4.3.1 Where adverse effects on taonga species and habitats of significance to Ngai
Tahu cannot be avoided, remedied or mitigated, consider environmental
compensation as an alternative.

Objective 5.4.5 Wahi tdpuna and all their components are appropriately
managed and protected.

Policies

5.4.5.1 Identify wahi tdpuna and all their components on the District Plan maps and
protect them from the adverse effects of subdivision, use and development.

5.4.5.2 Identify threats to wahi tdpuna and their components in this District Plan.

5.4.5.3 Enable Ngai Tahu to provide for its contemporary uses and associations with
wahi tapuna.

5.4.5.4 Avoid where practicable, adverse effects on the relationship between Ngai
Tahu and the wahi tdpuna.

6.51. The Transport Chapter achieves these objectives and policies by imposing limitations on
earthworks within roads and requiring accidental discovery protocols to be followed within areas
that are of significance to Maori. Also, the Transport Chapter is structured so that any Sites of
Significance to Maori and associated rules that are added to Chapter 26 (historic heritage)
through subsequent stages of the PDP will apply to roads, in the same way they will to zoned
land.

Landscapes Chapter 6

Objective 6.3.3 - Protect, maintain or enhance the district’s Outstanding Natural
Features (ONF).

Policies

6.3.3.1 Avoid subdivision and development on Outstanding Natural Features that
does not protect, maintain or enhance Outstanding Natural Features.

6.3.3.2 Ensure that subdivision and development in the Outstanding Natural
Landscapes and Rural Landscapes adjacent to Outstanding Natural Features
would not degrade the landscape quality, character and visual amenity of
Outstanding Natural Features.

Objective 6.3.4 - Protect, maintain or enhance the District’s Outstanding Natural
Landscapes (ONL).

Policies

6.3.4.1 Avoid subdivision and development that would degrade the important qualities
of the landscape character and amenity, particularly where there is no or little
capacity to absorb change.

Objective 6.3.5 - Ensure subdivision and development does not degrade
landscape character and diminish visual amenity values of the Rural Landscapes
(RLC).

Policies

6.3.5.1 Allow subdivision and development only where it will not degrade landscape
quality or character, or diminish the visual amenity values identified for any
Rural Landscape.
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6.52.

The landscape classifications, and therefore the above objectives and policies, will apply to
transport infrastructure activities that occur within roads in the same way that they apply to
zoned land. As such, while activity on a road in the rural area will not be subject to the rules of
the rural chapter, any buildings located within roads associated with public transport facilities or
public toilets will be subject to the rules in the rural chapter and any earthworks, utilities, or
signs will be subject to those respective rules. Wherever consent is required and Council
retains control or discretion over landscape effects, then the Part 6 objectives and policies will
apply. All public transport facilities, park and ride, or other transport-related activities on zoned
land will be subject to restricted discretionary activity consent/ the zone provisions and also to
the Part 6 objectives and policies. As such, the Transport Chapter will support the
management of the actual and potential adverse effects of transport activities where these

could affect the District’s landscape values.

Council Reply versions following hearings on submissions

6.53.

6.54.

6.55.

Following the consideration of submissions and hearings, Council filed recommended reply
versions of the PDP chapters, where changes were supported by Council officers appearing at
the hearings. While these versions do not have any statutory status, they are important in the

context of whether the Council’s position on a matter has shifted from the notified PDP.

On the whole, it is considered that the reply provisions have not made any fundamental
changes, which would affect the general approach of the proposed Transport Chapter.
However, the reply version recommended that the following notified definitions be removed
from the PDP:

e  Backpacker Hostel

e Balcony

e  Bar (Hotel or Tavern)

o  Elderly Persons Housing Unit

e Health Care Facility

e  Place of Assembly

e Place of Entertainment

e  Rural Selling Place

In the event that the Council’s decision on the Definitions Chapter (2) deletes these definitions
from the Definitions Chapter (2) in accordance with Council’s position and evidence, then the
Transport Chapter may need to be amended and the definitions reinstated in order to avoid
interpretation difficulties. If necessary, this will need to be undertaken either via submission or

a Variation.

Relationship with other stage 1 and 2 district wide chapters
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6.56.

6.57.

6.58.

6.59.

6.60.

As it would apply to roads, the stage 1 Noise Chapter (36) permits sound from vehicles on
public roads, imposes a noise limit on telecommunications within roads, requires construction
noise to be in accordance with the relevant NZ Standard, and requires that vibration levels not
exceed the relevant guideline with regard to noise. While the proposed chapter 29 provisions
do not impose noise limits on activities other than construction within the road, no other
permitted or controlled activities pose any significant threat from a noise perspective. As such,

the rules as notified in the PDP are considered appropriate.

As it would apply to roads, the Signs Chapter (31) notified as part of Stage 2 of the PDP
proposes a rule (31.5.23) that lists signs that are permitted on or above roads (with breaches to
the rule requiring discretionary activity resource consent). In addition, proposed Rule 31.5.13,
(which identifies off site signs as a discretionary activity), and proposed Rule 31.5.14, (which
identifies hoardings as a prohibited activity), would also apply to roads. The proposed Signs
Chapter also highlights that signs on Council land (including roads), irrespective of whether or
not resource consent is required, will require approval of the Council as landowner. The
proposed Signs Chapter is considered to manage any effects of signs on and above roads in

an appropriate manner.

As it would apply to roads, the Earthworks Chapter (25) notified as part of Stage 2 of the PDP
permits unlimited volumes and area of earthworks within roads (proposed rule 22.5.7), except
where the road is identified as being within an Outstanding Natural Feature as defined on the
Planning Maps. Earthworks within roads are also subject to the standards for earthworks (i.e.
maximum area of earthworks (Rule 22.5.11) and accidental discovery of archaeological
material (Rule 25.5.15), except Rules 25.5.16 and 25.5.17 height of cut and fill, as they apply to
roads. The proposed Earthworks Chapter is considered to manage any effects of signs on and

above roads in an appropriate manner.

As it would apply to roads, the stage 1 Temporary Activities and Relocated Buildings Chapter
(35) permits any temporary filming without limitation and temporary events up to a certain scale.
Consistent with events located on zoned land, such events need not comply with noise limits,
although on zoned land, they need to comply with night time noise limits in most instances.
Given the existing processes in place to control effects of these two activities on roads, the
above-mentioned Signs Chapter rule 31.5.23(d) permitting signs associated with these
activities, and the importance of both activities to the economic and social and cultural

wellbeing of the community, the approach is considered to be appropriate.

As it would apply to roads, the stage 1 Utilities and Renewable Energy chapter (30) permits or
imposes controls on utilities that are likely to occur on roads, including applying additional
constraints on ONLs and other sensitive areas. The Utilities and Renewable Energy chapter is

considered suitable to manage any effects of utilities on roads in an appropriate manner.
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6.61.

6.62.

6.63.

6.64.

6.65.

7.1.

7.2.

As it would apply to roads, the stage 1 Heritage chapter (26) contains heritage rules, heritage
precincts, and heritage landscape overlays and the wording does not require there to be an
underlying zone. E.g. heritage items exist on roads, and heritage precincts and landscapes
span the roads. Many listed historic heritage items, such as bridges, are within roads. As such,
it is considered that the chapter appropriately manages any effects that activities within roads

may have on heritage values in an appropriate manner.

As it would apply to roads, the stage 1 Natural Hazards chapter (28) establishes objectives and
policies, which will apply to all parts of the District, including roads, and irrespective of whether

a zone applies.

As it would apply to roads, the Wilding Exotic Trees Chapter (34) covers all land irrespective of

whether it is zoned. This is appropriate.

As it would apply to roads, the Indigenous Vegetation and Biodiversity Chapter (33) covers all
land irrespective of whether the land is zoned and specifically references ‘roads’. This is

appropriate.

As it would apply to roads, the Protected Trees Chapter (32) provides objectives, policies, and
rules in relation to scheduled protected trees, scheduled character trees in the Arrowtown
Residential Historic Management Zone, and unscheduled trees on streets within the Arrowtown

Residential Historic Management Zone. This is appropriate.
NON-STATUTORY CONTEXT

Many Councils throughout the country, along with NZTA® have developed guidelines on
Integrated Transport Assessments, street and road designs, and the design of public transport
facilities, which are intended to supplement the provisions in the District Plan and improve their
effectiveness. Many also have active and public transport network plans, which identify the
key routes such that this can be referred to when deciding on the most appropriate design for a
new or existing road; whether to install new public transport infrastructure as part of a
development; and whether a development needs to contribute cycle and walking paths and the

location and form of those.

Section 3 of the Council’s Land Development and Subdivision Code of Practice 2015 (Code of
Practice/ COP) guides the design of roads and accesses based on the anticipated function and

traffic volumes and this is referred to in both the proposed Transport Chapter (29) and

9 http://www.nzta.govt.nz/assets/resources/research/reports/422/docs/422.pdf
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7.3.

7.4.

7.5.

8.1.

Subdivision Chapter (27). However, it lacks any detailed guidance on the design and location of
public transport or cycling infrastructure and the types of design measures that would assist in
achieving the target speeds outlined in the Code of Practice. The Code of Practice is currently
being updated but, at this stage, it is not known whether it will provide further detailed guidance

on these matters.

The QLDC Subdivision Design Guidelines (2015) - A design guide for subdivision in the urban
zones™® provides guidance on how neighbourhoods can be structured so the layout of streets,
lots, parks and connections achieve maximum benefit to the developer and the wider
community. It includes sections on transport and connections and street layout and orientation,
which discuss the importance of encouraging walkable and cycle friendly neighbourhoods,
creating direct connections between roads and pathways, minimising cul-de-sacs, safe roads
through design, avoiding cul-de-sacs with no pathway connections, small block sizes, efficient
walking and cycling connections to existing and planned public transport; and providing for

future public transport.

The use of Active Network Plans and Public Transport Network Plans is referred to in the
proposed Transport Chapter as a tool to guide the provision of public transport, cycling, and
walking infrastructure on the basis that, while these do not currently exist, the Council has
committed to commencing the preparation of both types of Network Plans in the foreseeable

future.

The issue of providing more non-statutory guidance is further discussed in the Technical Note
entitled “Developer Provision of Public Transport and Active Modes Infrastructure” attached as
Appendix 2 to this S 32 Report.

ISSUES WITH THE OPERATIVE DISTRICT PLAN (ODP)

While there is no presumption that the ODP provisions are the most appropriate, it is useful to
briefly consider the known problems with them in order to determine whether they are, indeed
the most appropriate means of achieving the purpose of the Act and the objectives of the
District Plan

The District Plan Monitoring Report Section 14: Transport (2012) identified the following general
issues with the operative Transport Chapter:

(i) the rules are not efficient or effective;

(i)  the provisions do not align with the Council's Code of Practice, NZ standards, or best

practice;

Ohttp://www.qldc.gov’(.nz/assets/UpIoads/PIanning/District-PIan/Incorporation-of—Documents-by-Reference/QLDC-Subdivision-

Design-Guidelines-May15.pdf
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8.2.

(i)  the provisions do not align with the Council’s transportation strategies, which focus on
encouraging an integrated transportation network that caters for cycling, walking, public
transport, and private vehicles;

(iv) many of the objectives and policies could be relocated to the district wide/ strategic
chapter;

(v)  other than for the Three Parks Zone and the Frankton Flats Zone, there are no
provisions that relate to travel demand management (TDM), bicycle parking, end of trip
facilities, or specifically in relation to public transport;

(vi)  the structure of the chapter could be amended to only include district-wide provisions,
with zone-specific rules moved to the zone chapter;

(vii) there are issues with some specific parking provisions, including the Frankton industrial
zone parking ratio, the manner in which visitor accommodation parking ratios are
interpreted (for dual key visitor accommodation and in relation to coach parking for visitor
accommodation activities for example);

(vii) minor practical issues with the provisions relating to the design of access points,
particularly in relation to shared access point, off street manoeuvring space, vehicle
crossings, pedestrian safety within car parking areas, surfaces used on steeper
gradients, and the design and provision of street lighting;

(viii) the Road Hierarchy and Traffic Design Standards need to be updated; and

(ix) most roads are not listed as designations and consideration should be given to including

a reference which confirms a blanket approach to road designations.

In summary, on the basis of the above report and further work undertaken as part of this review
(as outlined throughout this s32 analysis), the operative Transport Chapter is not considered to

be the most appropriate way of achieving the purpose of the RMA.

RESOURCE MANAGEMENT ISSUES

Introduction

9.1.

9.2.

The preceding discussion has identified that transport activities are an integral component of
land use and development. It is also clear that the actual and potential adverse effects of
transport need to be managed in order to ensure that sustainable management of natural and

physical resources are promoted.

The following key issues have been identified as the central themes associated with transport
effects in the Queenstown Lakes District. While the issues are more acutely experienced in the
Queenstown/ Frankton area than in Wanaka and Arrowtown, for the most part, the issues are
considered to be district wide, as if they are not addressed now they will manifest or worsen in

some or all of those places within the life of the District Plan. For example, Wanaka also
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9.3.

experiences significant traffic and parking congestion on peak days and a growing urban area

requires future proofing of the transport network.

Many of the issues identified below are also identified in some or all of the following Council
documents:

Frankton Business Case (2017).

Queenstown Town Centre Business Case (2017).

Wakatipu Public Transport Programme Business Case (2017)

Queenstown Integrated Transport Programme Business Case (2017)

Key Issues

Issue 1 - Increasing road congestion and reduced liveability, amenity, and quality of living

9.4.

9.5.

9.6.

Significant growth in visitors, residents, and vehicles combined with a heavy reliance on
travelling by private vehicles is increasing road congestion, which is affecting trip reliability and
the efficiency of the road network, while reducing amenity (especially in the Town Centres).
Conflicting demands between pedestrian, cyclists and vehicles in a physically constrained area
are degrading the Queenstown Town Centre experience. This is affecting the liveability and
attractiveness of the area, particularly around Frankton and the Queenstown Town Centre and

the economic wellbeing of the community.
There is limited opportunity to increase capacity on Frankton Road due to physical constraints
which prevent adding additional lanes along much of the route and due to the large number of

driveways and connector roads along the route.

Wanaka'’s roads are congested in peak times, particularly within and around the Town Centre.

Issue 2 Roads that are not laid out or designed in a manner that provide for all modes of transport

9.7.

9.8.

and do not necessarily provide a quality of urban design appropriate to the location

With the exception of a small number of streets in the Town Centres, space within existing road
corridors is almost entirely allocated to the movement and parking of private vehicles. There
are currently no priority lanes for public transport, no dedicated on-road cycle lanes, and often
footpaths are narrow and/ or are only on one side of the road, and are poorly connected. This
is one of the reasons for the communities’ current common practice of travelling by car in
preference to using other modes of travel. The provisions of the transport chapter can require
or encourage changes to the current network design which can in turn support changes in

behaviour to other modes of travel.

Very often, new roads are not laid out or designed in a manner that enables them to be

serviced efficiently by public transport, or which enables people to easily walk or cycle within or
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9.9.

Issue

beyond the immediate area. They have previously been allowed to include unconnected
streets / cul-de-sacs which do not enable an area to be serviced efficiently by buses (or refuse
trucks or other heavy vehicles) and which reduce the walkability and safety of the area. Such
subdivisions or large scale developments have not been required to provide the infrastructure
or, at times, even the physical space to support walking, cycling and public transport in the
future, which will make it considerably more difficult for people to choose these modes in the

future.
Wanaka is growing rapidly and it is important that new and existing roads provide a well-
connected roading network that is designed in a manner that future proofs them for all modes

of transport, regardless of whether a public transport system exists at this point in time.

3 - The transport network and parking provisions prioritise travel by private vehicle with

9.10.

9.11.

9.12.

considerably less emphasis on alternative modes of travel

Travelling by private vehicles continues to be the predominant mode of travel throughout the
district. While an affordable and efficient public transport system is planned to commence
servicing the wider Queenstown and Arrowtown areas in November 2017, there is currently a
costly, low frequency public transport service operating in these areas and no public transport
service in Wanaka. This has contributed to relatively low uptake of public transport.
Furthermore, with the exception of those living or staying within easy walking distance of the

Town Centres, relatively low numbers of people commute by foot or bicycle.

The existing car-oriented transport system, together with Town Centre parking charges that are
low relative to public transport fares and free and abundant parking at other key destinations,
further inadvertently encourages private vehicle travel. Requiring a relatively high number of
parking spaces to be provided on residential sites also contributes to high car ownership rates.
The lack of an efficient and affordable public transport system or safe and well linked cycle and
walking networks also plays an important role in how people are choosing to travel. The growth
of self-drive tourism in the district exacerbates these issues. Under the current situation, public
transport is unable to compete with the private car, which contributes to traffic congestion in the
Wakatipu Basin. District Plan provisions are an important part of a comprehensive suite of

initiatives that are required to address this issue.

The problems raised under Issue 2 are also relevant to this issue.

Issue 4 Localised congestion, safety, and amenity issues in discrete instances due to inadequate

9.13.

parking, access, and loading space being provided onsite.

Land use activities do not always provide sufficient onsite parking and rely, instead, on parking
on the street and nearby reserves and grass verges. This is due variously to dispensations
being granted to allow less parking than the District Plan requires; occupants not obtaining the

necessary consents required; over-crowding within residential dwellings and high car ownership
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9.14.

9.15.

amongst occupants; and the provision of ‘free’ on street parking in many areas. A specific
related issue is the increasingly common practice of rental vehicle businesses parking large
numbers of vehicles on streets. While ensuring the District Plan provisions appropriately
address this issue, updating the Traffic and Parking Bylaw (as is currently underway); and
ongoing enforcement of the Bylaw and the District Plan are likely to be the key methods of

addressing this issue.

Access, manoeuvring, and loading needs to be managed to ensure that such activity does not
cause safety and congestion issues on roads but this needs to be weighed up against the need

to enable land to be used as efficiently as possible.

A related issue is the high occupancy of available carparks in the Queenstown and Wanaka
Town Centres'". This indicates that current parking management policies, including any use of
parking prices and time limits, may not be sufficient to respond to peak demand issues. It may
also indicate that additional shared parking supply could be needed to meet demand, although
this would depend upon the financial viability of developing new parking facilities. It is also the
likely result of a lack of a regular, affordable public transport system up until this time. One
consequential effect of this is that commuter parking is occurring on ‘residential’ streets within

close proximity to the Wanaka and Queenstown Town Centres.

Issue 5 On-site parking requirements and zoning contribute to unaffordable housing and enable the

9.16.

9.17.

9.18.

dispersal of employment, commercial, and community activities.

Requirements to provide onsite parking increase the overall cost of development as they
require land or space in buildings to be set aside for parking, rather than being allocated to
housing or business uses. In areas where land values are high or where there are geographical
or zoning constraints that make it challenging to develop more, this may also reduce the

amount of housing and business space that can be provided.

The most pronounced effect of this is that if the parking requirement is too high it disincentivises
the development of smaller, more affordable units and worker housing; both of which are
important elements of addressing housing affordability in the district. ~As a further
consequence, larger and more expensive housing typologies will be developed, which can
more easily absorb the high cost of parking provision, but which may not make as effective a
contribution to improving housing affordability. The technical note entitled “Parking Advice”

attached to this S32 report as Appendix 2 provides more detail on this.

There are various zones (such as the Jacks Point Zone and the Local Shopping Centre Zone)

that enable a considerable amount of commercial, retail, and community activity to be

1 Queenstown Carparking Survey 2017 and Wanaka Carparking Survey July 2017.
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10.

10.1.

10.2.

developed. Where these activities are large scale and in zones that are relatively remote and

not well connected to the majority of the population or to public and active transport networks,

there is a risk that they will generate large amounts of traffic and affect the wider transport

network. As such, it is important that the wider impacts on the transport network are

considered and mitigated at the resource consent stage.

SCALE AND SIGNIFICANCE EVALUATION

S32(1)(c) of the RMA requires that this s32 analysis contain a level of detail that corresponds to

the scale and significance of the environmental, economic, social, and cultural effects that are

anticipated from the implementation of the proposal. In making this assessment, regard has

been had to whether the objectives and provisions:

(vii)

fulfil the Council’s role and functions under the Act as required by ss 31 and 74(1)(b);
impose increased costs or restrictions on individuals, communities, or businesses;

result in a significant variance from the existing baseline in ODP Chapter 14;

have effects on matters of national importance;

adversely affect those resources overseen by special interests groups and statutory
bodies;

involve effects that have been considered implicitly or explicitly by higher order documents;
and

are more appropriate than the existing provisions.

The level of detail of analysis in this report is moderate to high for the following reasons:

(i)

Providing for transport needs is an anticipated component of many land uses but the
effects on the adverse transport network need to be managed, while ensuring that land
can still be developed efficiently and that the level of certainty and the administration cost/
transaction cost involved in obtaining resource consent are reasonable;

The provisions have the potential to affect a wide sector of the community;

The provision of on-site parking is a significant cost of development. Other than for
hospitals and day care facilities, the proposed accessory parking requirements for all other
activities are the same or less than under the ODP and therefore, with those exceptions,
this is not expected to impose a significant additional cost on applicants or the wider
community and, in many cases, will result in significant economic benefits;

The provisions will impose consenting requirements in relation to establishing non
accessory parking, park and ride, and public transport facilities. The consenting is
expected to provide greater direction/ certainty and, on balance, impose less cost on
applicants than the current regime in residential and rural zones. While there will be less
certainty that it will be approved in business zones the consenting costs of obtaining

consent for such activity is likely to not be significantly greater;
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1.

11.1.

(v) The provisions that apply to roads will impose less costs on Council than under the ODP
whereby all roads are designated and therefore an outline plan or waiver is required for all
work undertaken

(vi) The provisions requiring consent be obtained for High Traffic Generating Activities
(HTGAs) district-wide and rental car businesses in those zones where it is currently
permitted will impose increased restrictions and costs on individuals applying for such
activities but will reduce costs currently borne by communities;

(vii) The provisions requiring cycle parking and end trip facilities will impose increased costs on
individuals applying for activities that require these facilities but these additional costs are
likely to be minor; and

(viii) The operational provisions, relating to matters such as sight distances, parking design and
layout, and access design, are not a significant departure from those in the ODP and are
intended to make consent processing and District Plan interpretation simpler and more

cost-effective.

EVALUATION OF PROPOSED OBJECTIVES SECTION 32(1)(a)

The identification and analysis of issues has helped define how Section 5 of the RMA should be
articulated and has helped to determine the most appropriate objectives to give effect to
Section 5 of the RMA in light of the issues.

. Section 32(1)(a) requires an examination of the extent to which the proposed objectives are the

most appropriate way to achieve the purpose of the Act. The following summarises how the
Objectives serve to address the key Strategic objectives in the PDP and are the most

appropriate way of achieving the purpose of the RMA.
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Table 2 - Appropriateness of proposed Objectives

Proposed Objective

Appropriateness

29.2.1 An integrated, safe, and efficient

(i)
(ii)

(iii)

(iv)

(v)

transport network that:

provides for all transport modes and
the transportation of freight;

provides for future growth needs
and facilitates continued economic
development;

reduces dependency on private
motor vehicles and promotes the
use of public and active transport;

contributes towards addressing the
effects on climate change; and

reduces the dominance and
congestion of vehicles in the Town
Centre Zones.

This Objective, along with the others, is the most appropriate way to meet the purpose of the RMA because it:

e recognises that establishing a transport network that provides for people’s safety; the efficient use of resources
(including land, transport infrastructure, and fuel) are all integral components of achieving sustainable
management; and

e specifically enables people to provide for their social and economic wellbeing by providing for all modes of
transport and turn providing for a wider spectrum of the community; and

e acknowledges the importance of providing for future generations and ongoing economic development which,
given the rapidly evolving technological advances in transportation planning, is particularly relevant.

In turn, this Objective, along with the others:
e achieves the relevant Strategic Direction Objectives identified in this S32 evaluation;
e establishes a policy framework within which to implement the Council’s function required under s31 of the RMA;

e recognises the interrelationship between Part 5 of the RMA, while (relevantly) having regard to sections 7(b), (c),
(), (9), and (i) of the RMA relating to the efficient use and development of resources, amenity values, the quality of
the environment: finite characteristics, and climate change; and

e gives effect to the RPS and NPS-UDC where relevant.

Proposed Objective

Appropriateness

29.2.2 Parking, loading, access, and onsite

(i)

(i)
(iii)
(iv)

(v)

manoeuvring that are consistent
with the character, scale, intensity,
and location of the zone and
contributes toward:

providing a safe and efficient

compact urban growth;
economic development;

Facilitating an increase in walking
and cycling; and

Achieving the level of residential

This Objective, along with the others, is the most appropriate way to meet the purpose of the RMA because it requires
that onsite parking, loading, access, and onsite manoeuvring be provided and designed in a manner that is suitable to
its location and does this in a manner that contributes toward safety, efficiency, quality compact growth, economic
development, and increased walking and cycling. As such, a balance needs to be found in all applications between
the various components of the Objective and a solution found that is appropriate to the location.

For example, providing too much parking and loading space or not enabling access onto roads could compromise
achieving quality compact growth and increased public transport use while, being too lenient on access and loading
standards could result in safety and congestion issues that would compromise economic wellbeing and safety.

In turn, this Objective, along with the others:
e achieves the relevant Strategic Direction objectives identified in this S32 evaluation;
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amenity and quality of urban design
anticipated in the zone.

e enables Council to achieve its function required under s31 of the RMA,;
e has regard to sections 7(b), (c), (f), (g), and (i) of the RMA; and
e gives effect to the RPS and NPS-UDC where relevant.

29.2.3 Roads that facilitate continued

growth, provide for the safe and
efficient use of roads for all road
users and transport modes, and are
compatible with the level of amenity
anticipated in the adjoining zones.

This Objective, along with the others, is the most appropriate way to meet the purpose of the RMA because it requires
roads to be provided and designed in a manner that provides for all modes of transport (including the transportation of
freight) while managing adverse effects on adjoining zones.

In so doing, it recognises the importance of providing a movement network that services the whole community, (not
only those in cars), the economic importance of the roading network in getting goods from a) to b), and the an efficient
transport network is an essential component of sustainable management in that, without it, land use and development
is significantly limited and as a consequence, so is the ability of people and communities to provide for their social,
economic, and cultural well-being and for their health and safety

In turn, this Objective, along with the others:

e achieves the Strategic Direction objectives identified in part 15 of this S32 evaluation; enables Council to achieve
its function required under s31 of the RMA,;

e has regard to sections 7(b), (c), (f), (g), and (i) of the RMA; and
e gives effect to the RPS and NPS-UDC where relevant.

29.2.4 An integrated approach to

(i)
(ii)

(iii)
(iv)

manner that:

supports improvements to active
and public transport networks;

increases the use of active and
public transport networks;

reduces traffic generation;

the effects of adjoining land uses on
the transport network.

This Objective, along with the others, is the most appropriate way to meet the purpose of the RMA because it:
e requires that the effects of land use and transport are integrated rather than considered in isolation; and

e will contribute to land being developed in a way, or at a rate, that minimises the adverse effects of
increased traffic generation and maximises improvements to the public and active transport networks and
the uptake of those modes of transport

In turn, this Objective, along with the others:

e achieves Strategic Direction objectives identified in part 15 of this S32 evaluation; enables Council to achieve its
function required under s31 of the RMA; and have regard to sections 7(b), (c), (f), (g), and (i) of the RMA; and

e gives effect to the RPS and NPS-UDC where relevant.
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12. EVALUATION OF THE PROPOSED PROVISIONS SECTION 32(1)(b)

12.1. Section 32(1)(b) requires the Council to:

Examine whether the provisions in the proposal are the most appropriate way to achieve the objectives by—
(i) identifying other reasonably practicable options for achieving the objectives; and

(i) assessing the efficiency and effectiveness of the provisions in achieving the objectives; and

(iii) summarising the reasons for deciding on the provisions

12.2. The following table identifies the reasonably practicable options for achieving the objectives outlined above. In accordance with section 32(1)(c) of the
RMA, the consideration of practicable options has been undertaken to a level of detail that corresponds to the scale and significance of the effects that

are anticipated from the implementation of the chapter and, as such, not all possible options for all approaches are included below.

Reasonably practicable options for achieving the objectives (s32(1) (b)(i))

Table 3 - Reasonably practicable options

Options for managing the effects from transport activities within roads and enabling activities to occur within roads

1. Rely on the other district wide rules to manage signage, earthworks, effects on natural and historic heritage values, utilities, temporary activities, natural hazards,
and noise

2. Include additional rules in the transport chapter to manage these effects

» Option 1 is preferred, for the reasons outlined in Table 4, below.

Options for what roads to include as ‘roads’

1. Include only vested roads
2. Include vested and private roads used by the general public
3. Include formed and unformed roads

» Options 1 and 3 are preferred, for the reasons outlined in Table 5, below.
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Options for managing activities within roads

1.

2
3
4.
>

Notify a ‘whole of network’ road designation

Retain the existing deeming rule, which deems all roads to be designated

Zone all roads as Transport Zone

Deem all land that meets the definition of a ‘road’ as a road (which is as defined under the LGA 1973)

Option 4 is preferred, for the reasons outlined in Table 5, below.

Options for determining the classification of roads

1.

2
3.
4

Retain the road hierarchy in the ODP
Apply the One Network Road Classifications (ONRC)
Apply a simplified version of the ONRC (i.e. 3 rather than 8 classifications)

Apply a simplified version of the ONRC and not include the specific classifications of the state highways but, rather, simply list them under the heading of state
highways in the schedule.

Apply a simplified version of the ONRC but where Council has signalled that the function of certain roads will likely change in the future (e.g. through the creation
of Inner Links around the Queenstown Town centre and the increased pedestrianisation of the centre) then reflect this in the District Plan classification .

Option 4 is preferred, for the reasons outlined in Table 5, below and, in addition, due to the fact that there is insufficient certainty around projects such as the
Inner Links and the Queenstown Masterplan to provide the necessary evidence base for Option 4.

Options for managing the effects of buildings within the road corridor

1.
2.

Allow all buildings associated with transport infrastructure and public amenities as permitted

As above but require buildings related to public transport systems or public toilets to comply with standards relating to building height, building height to
boundary, and recession planes of the zone adjoining the road and if they do not, make them restricted discretionary activity

Require all or those buildings identified in 2) above to obtain resource consent consistent with the rules (including design control) of the adjoining zone. e.g. a

bus shelter adjoining the Town Centre or Rural Zone would require a restricted discretionary activity or discretionary consent, respectively, as well as needing to
comply with the standards

Require private overhanging built form (e.g. verandas) to obtain resource consent consistent with what would be required in the adjoining zone.
Rely wholly on the licence to occupy process to consider the bulk, location, and design of buildings within roads
Options 2 and 4 are preferred, for the reasons outlined in Table 5, below.
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Options for providing for water-based public ferry services

1.
2.
3.

>

Provide policies supporting water-based public ferry services in the transport chapter
Provide more enabling rules for new piers and jetties (and buildings thereon) used by scheduled ferry operations

Include ferry terminals in the definition of ‘public transport facilities’ and, through that, provide more enabling rules than currently exist in the Rural and
Queenstown Town Centre Zones.

Provide more enabling rules for defined water-based public ferry services (i.e. the boating activity on the surface of the water).
Provide for specific locations where ferry terminals are enabled through designations or specific zoning.

Options 1, 3, and 4 are preferred, for the reasons outlined in Table 6, below.

Options for enabling the provision of public transport facilities and park and ride outside of roads

1.

5.

>

Enable transport network activities that occur off the road as a restricted discretionary activity throughout the respective zones (e.g. park and ride, public
transport facilities including bus interchanges, and walking and cycle trails), while managing the effects of such facilities

Permit walking and cycling trails, bicycle parking, and bus shelters but require a restricted discretionary consent for other transport network activities
As above but apply a different activity status to each activity depending on the zone and the effects it is likely to cause in that zone

Permit all transport network activities and rely on the HTGA rules to manage the effects of larger scale activities (e.g. a park and ride area or large scale bus
interchange)

Designate all such facilities

Option 2 is preferred, for the reasons outlined in Tables 4 - 6, below.

Options for managing carparking in the Town Centre Zones

1.

2
3.
4

2

Require all activities within the Town Centre Zones to provide on-site parking
Require some activities (e.g. visitor accommodation, residential, and retail of a certain scale) within the Town Centre Zones to provide on-site parking
Require all or some activities within the Queenstown Town Centre Transition Sub-zone to provide on-site parking but not elsewhere in the Town Centre Zones

Impose no minimum parking requirement on any activities in any part of the Town Centre Zone and rules requiring restricted discretionary consent to provide
either accessory or non-accessory parking within the Town Centre Zones

Impose maximum parking requirements on all activities in any part of the Town Centre Zone

Option 4 is preferred, for the reasons outlined in Tables 3 and 6, below.
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Options for managing the provision of on-site parking in relation to residential development in different zones

1.

Require minimum on-site parking ratios to be provided on site which align generally with an upper-percentile of peak parking demands, which will result in under-
utilised spaces much of the time

2. Remove on-site minimum parking requirements in those higher density areas that are most accessible to other modes of travel and for residential flats
throughout the district

3. Reduce on-site minimum parking requirements below what is currently required by the ODP in those areas that are most accessible to other modes of travel and
for residential flats

4. Option 2, 3, or 4 above plus impose maximum on-site parking requirements

» Option 3 is preferred, for the reasons outlined in Tables 4 and 7, below.

Options for managing the safety and efficiency of accesses, loading, and parking spaces (i.e. list all those in MWH report where we considered

standards)

1. Retain the ODP rules

2. Duplicate or base all rules on NZ2S4404:2004, AS/NZS2890.1:2004, NZS4121:2001, the Building Act 2004, the Road and Traffic Standards 6 (RTS 06), the
NZTA Policy Manual (PM), or the council’s Land development and Subdivision Code of Practice 2015 (which is based on NZS4404), as relevant/ wherever an
equivalent rule exists

3. Update/ improve the specific standards within the rules, where necessary (from those in the ODP version) and also state that compliance with the relevant
national document is an acceptable alternative way of complying with the rule), thereby allowing applicants to choose which they comply with

4. Amend the ODP rules to reflect best practice, duplicate standards from the documents listed above wherever they are relevant, applicable to the Queenstown
Lakes District, and sufficiently certain, and include reference to other documents in the assessment matters, indicating that failure to meet the rule may be
acceptable provided the relevant national standard is complied with.

» Option 4 is preferred, for the reasons outlined in Table 7, below.

You are also referred to the report entitled Operative Queenstown Lakes District Plan Operational Standards Review August 2017, attached as Appendix 3 for more
detailed discussion of these options.

Options for HTGAs (High Traffic Generating Activities)

1.

2.

Require a controlled consent (rather than restricted discretionary) for those HTGAs where the activity itself is permitted in the zone (e.g. commercial use in the
business zones) and is not accessed by a State Highway or arterial and require a restricted discretionary consent for all other HTGAs

Require a controlled consent for those HTGAs (rather than restricted discretionary) for those activities where there is already control or discretion over transport,
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>

traffic or trip-generation effects for the activity in the applicable zone rules or precinct rules and require a restricted discretionary consent for all other HTGAs
Both options 1 and 2.
Require a restricted discretionary consent for all HTGAs

Option 4 is preferred, for the reasons outlined in Tables 4 and 5, below.

Options for ensuring rental vehicle activities provide sufficient onsite vehicle parking

1. Rely on the notified PDP zone rules to manage the effects. These permit rental vehicle activities in all the business zones; permit it as part of a home
occupation or a complex containing more than 20 units in the High Density Residential Zone; and make it non-complying if under 100m? GFA in the Low Density
Residential and Medium Density Residential Zones (noting that it cannot meet the home occupation rule as it includes activity outdoors)

2. Require a non-complying consent for the parking of rental vehicles that are not rented out to a customer on roads

3. Rely on the Traffic and Parking Bylaw (20’]3)12 to prevent the parking of rental vehicles that are not rented out to a customer on roads

4. Update the Traffic and Parking Bylaw (2013) (which is currently under development) to prevent any ‘rental services vehicle’ from stopping within the road unless
currently hired out.

5. Require a restricted discretionary consent for rental vehicle activities in all zones with the discretion limited to the provision of sufficient on-site or off-site (but off
road) vehicle parking and effects on the road network

6. As above, except require a non complying consent for rental vehicle activities in the Town Centre Zone to discourage them from locating there
Require a restricted discretionary consent for rental vehicle activities in all zones where commercial activities (including retail activities) are permitted

» Options 7 and 4 are preferred, for the reasons outlined in Table 7, below.

124152 - Without the prior written consent of the Council, no person shall: ... 15.2.5 Stop, stand or park any rental service vehicle on any road or in any public place, except in a parking place or

transport station so designated under this Bylaw for the use of rental vehicles provided however nothing in this paragraph applies to any rental vehicle actually under hire.”
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Evaluation of the costs and benefits (section 32(1)(b)(i))

12.3. The following tables identify the preferred option and further evaluates whether these proposed provisions are the most appropriate way to achieve the
relevant objectives. In accordance with Section 32(1)(b)(ii) and Section 32(2), this evaluation considers the costs and benefits of the proposed

provisions and whether they are effective and efficient.

12.4. The evaluation of the proposed provisions is grouped by resource management issue. Where a provision or set of provisions addresses a number of

issues, it is evaluated under the most relevant issue and is then cross referenced in the other tables.

Table 4: Issue 1 - Increasing road congestion and reduced liveability, amenity, and quality of living

Issue 3 - The transport network and parking provisions prioritise travel by private vehicle with considerably less emphasis on alternative modes
of travel

Issue 5 - On-site parking requirements and zoning contribute to unaffordable housing and enable the dispersal of employment, commercial, and
community activities

All the objectives, policies, rules, and assessment matters are relevant to addressing these issues. In summary, the following proposed provisions are the most
relevant in terms of addressing these issues and giving effect to the objectives:

Policies 29.2.1.1 —29.2.1.5
Policies 29.2.2.1 —29.2.2.12
Policies 29.2.3.1 — 29.2.3.3
Policies 29.2.3.5 — 29.2.3.7
Policies 29.2.4.1 —29.2.4.9
Rules:
imposing no minimum parking requirement in the Town Centre Zones;

requiring sufficient accessory parking to meet foreseeable demands in most locations while imposing lower minimum requirements in those zones that
are most accessible to public transport, and walking and cycling;

providing for the establishment of off-site parking and enabling some or all of the parking associated with residential activity to be located off-site;

requiring HTGAs to mitigate effects of traffic generation through improvements to active and public transport infrastructure, employing travel plans, etc.;
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enabling public transport facilities, transport infrastructure, water-based public ferry services, and active transport networks as permitted or restricted
discretionary activities outside roads, depending on nature and scale;

requiring certain activities to provide cycle parks and end of trip facilities;

exempting sites that front the most pedestrian-focused town centre streets from the onsite loading requirements; and

ensuring roads are designed in manner that caters for all modes of transport.

Rule Costs Benefits Effectiveness & Efficiency
No minimum parking | Environmental Environmental Effectiveness:
frequlrement in the If developers respond by providing Supports the growth, intensification, and | These provisions will be most
own Centre . . . . ; . . X )
13 insufficient parking to meet demands in improved pedestrian amenity of these | effective at:
Zones areas where other modes of travel are not zones. «  achieving Strategic Direction
gﬁgg?{;l e?fpetcl;(t)gs%roalspar?k?% rg;ﬁllévg; oarz Hellps to sup;laqut public transport use, Objectives 3.2.2.1 and 3.2.48
residential streets, grass verges, etc. and b) cycling, and walking. gnbd Ur_ban Ezvgelap;ngnt d
localised congestion from people searching Results in higher quality urban design, safer 4 Zjicuvﬁ.sh' .I ,t .t N f}?‘ ,
for parking. streets, and less congestion as there is less 2.4 (W lch refate fo achieving a
_ o through traffic. compact integrated urban form
If developers respond by still providing and infrastructure that responds
excess parking requirements (to meet Enables the intensification of land, more to climate change with a clear
perceived demand) then this may compact growth, and lively Town Centres'?. emphasis on achieving higher
compromise environmental objectives to . . density development in
encourage walking and cycling. This Encourages activities that are likely to convenient locations);
scenario may also result in ‘under attract traffic to locate on the edge of the o
development which may impact on the Town Centres, where they will be most achieving  Queenstown Town
realisation of housing or busi it accessible to parking facilities, thus Centre Zone Objectives 12.2.1,
g or business capacity.
discouraging traffic in the core of the Town 12.2.2, and 12.2.4, the Wanaka
Economic Town Centre Zone Objectives

Costs to  Council associated  with
implementing new time limits, pricing, and/
or residential permits, and the cost of

Centres.

Likely reduces the number of vehicle
crossings, thereby making the street safer
and more appealing for pedestrians and

13.2.1, 13.2.4, and 13.2.6, and
the Arrowtown Town Centre
Zone Objectives (which relate to

13
Also refer to the Technical Note entitled “Parking Advice” attached as Appendix 2 for further background and discussion of the costs and benefits.

14

Refer Memorandum entitled “Onsite loading for Queenstown Town Centre Zone” dated 28 August 2017 attached as Appendix 4 for advice from Beca (the lead consultants to QLDC on the
Queenstown Master Plan Project) in relation to the application of the onsite loading requirements in the Queenstown Town Centre.
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enforcing and monitoring this.

If people are discouraged from visiting Town
Centres due to a shortage of parking this
may be an economic cost to individual
businesses but not to the wider economy as
that spending would occur elsewhere.

Social & Cultural

If residents are discouraged from visiting
Town Centres as outlined above, it may
reduce the community vibrancy of the Town
Centres.

cyclists.

Economic

Enables more efficient land use.

Reduces the cost of development as more
land can be dedicated to housing rather
than parking, which is expected to improve
the economic viability of the Town Centres
and enables them to compete more
favourably with other centres, as well as
improving the affordability of developments
and housing.

Encourages more walking in town centres
can improve the shopping environment,
which in turn leads to increased retail
spending and less predominance of
convenience shopping

Social & Cultural

Increased walking and therefore more
interaction and improved sense of place
and social wellbeing.

Lower minimum
parking

requirements for
residential

development
some zones”

in

Environmental

If developers respond by providing
insufficient parking to meet demands in
areas where other modes of travel are not
practical options, this may result in a)
amenity effects from parking spillover on
residential streets, grass verges, etc. and b)
localised congestion from people searching
for parking.

Environmental

Supports the growth, intensification, and
improved pedestrian amenity of these
zones.

Helps to support public transport use,
cycling, and walking.

Results in higher quality urban design,
safer streets, and less congestion as there

safety, accessibility, quality,
remaining relevant to residents
by enabling more efficient land
use, and providing for off-street
parking at the edge);

achieving Objectives 16.2.1 and
16.2.2 of the Business Mixed
Use Zone (which relate to
achieving a high intensity mix of
compatible residential and non-
residential activities and high
quality development);

achieving  Objectives  9.2.1,
9.2.2, and 9.2.6 of the High
Density Residential Zone.

These relate to a decreased
reliance on private cars in favour
of other modes, enabling lower
parking rates, high quality, and
housing diversity;

achieving  Objectives  8.2.1,
8.2.2, 8.25 and 8.2.7 of the
Medium Density Residential
Zone. These relate to
decreased reliance on private
cars in favour of other modes,
assisting development feasibility
close to public transport and
active networks, and high quality
development.

The provisions also align with and

15 Also refer to the Technical Note entitled “Parking Advice” attached as Appendix 2 for further background and discussion of the costs and benefits.
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Economic

Costs to Council associated with
implementing new time limits, pricing, and/
or residential permits, and the cost of
enforcing and monitoring this.

Social & Cultural

None identified

is less through traffic.

Enables the intensification of land, more
compact growth, and lively

neighbourhoods1 .

Reflects the fact these zones are
accessible to daily needs via public
transport, walking and/ or cycling.

Enables these zones to be intensified in the
anticipated manner and in a form that will
help achieve Council’'s urban development
objectives. Refer Appendix 5 for an
assessment of the various zones against
various criteria.

Encourages more efficient use of cars by
encouraging less car ownership, where
realistic alternatives exist and makes public
transport, cycling, and walking relatively
more attractive.

Economic

Enables more efficient land use Improves
the economic viability of developing a
range of housing types and densities in
these zones, thereby encouraging more
affordable home prices and rents.

Social & Cultural

Increased walking and therefore more
interaction and improved sense of place
and social wellbeing.

In conjunction with enforcement of the

effectively support achieving the:

Arrowtown Design Guidelines
2016;

Queenstown Town Centre
Guidelines 2014;

Wanaka Town Centre Character
Guidelines 2011;

The Queenstown Town Centre
Master Plan working drafts
(2017).

Efficiency

The benefits of the provisions
will outweigh the costs and, in
turn, are considered to be
efficient.

16

Refer Memorandum entitled “Onsite loading for Queenstown Town Centre Zone” dated 28 August 2017 attached as Appendix 4 for advice from Beca (the lead consultants to QLDC on the
Queenstown Master Plan Project) in relation to the application of the onsite loading requirements in the Queenstown Town Centre.
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Traffic and Parking Bylaw, may discourage
overcrowding of houses where there are
not adequate parking options for residents;
resulting in social and health benefits.

May make it more feasible for permanent
residents, including families to live in areas
close to Town Centres, thereby supporting
their role as the civic centres of the district.

Encouraging lower car ownership rates and
less private vehicle travel overall will result
in health benefits and consequent
economic benefits.

HTGAs as
restricted
discretionary
activity'’

Environmental

None identified.

Economic

Less certainty for those developing HTGAs
due to the restricted discretionary activity
status.

More cost, uncertainty, and potentially time
delays for those developing HTGAs in that a
restricted discretionary consent may be
more onerous than would otherwise be
required for the activity itself (which may be
permitted or controlled) although in most
instances the activity will already be subject
to a restricted discretionary consent for
other reasons.

Environmental

e Enables a broader assessment of transport
effects and solutions than is possible under
the various zone-specific rules, thereby
ensuring the most appropriate mitigation
measures are undertaken.

e Enables council to require that
improvements be made to the active and
public transport network, as well as the road

network18.

e Enables, in extreme cases, a HTGA to be
declined if it is not possible to satisfactorily
mitigate the traffic generation effects.

Economic

e Potentially less overall development costs

17
Also refer to the Technical Note entitled “High Traffic Generating Activities Provisions” attached as Appendix 2 for further background and discussion of the costs and benefits.

18

Refer Matakana Coast Trail Trust v Auckland Council ([2017] NZEnvC 149) in relation to the jurisdiction to impose conditions requiring such infrastructure to be provided by the

applicant.
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May discourage large scale developments
resulting in economic costs to the wider
community.

Social & Cultural

None identified.

as HTGAs enable alternative, less costly
solutions to roading upgrades if they are
found to be more appropriate.

e Cost and time savings to the community
from adding less traffic to the road network

e Internalises the true costs of such activities
on the transport network to the developer

Social & Cultural

e Where a HTGA results in improvements to
the active and public  transport
infrastructure, there will be environmental,
social, and health benefits to the wider
community. In such instances, this is likely
to result in a net benefit to the community.

e Improves liveability due to the social and
health benefits of traffic generation and less
impacts on road congestion

Non-accessory and
off-site parking as
restricted
discretionary™

Environmental

Requiring restricted discretionary consent to
establish non-accessory parking in business
zones (rather than controlled in the ODP)
may discourage it from being provided and
result in insufficient parking to meet
demands, if the cost and uncertainty
associated with consenting is perceived to
be too high. Until other travel modes are
adopted this may result in amenity effects
from people parking illegally on residential
streets, grass verges, etc.

Requiring restricted discretionary consent to

Environmental

Will enable Council to control the amount
and location of parking provided in the
Town Centres and in other areas to ensure
it does not undermine objectives around
increasing travel by public transport,
cycling, and walking.

Will enable Council to control the design
and location of parking, which, particularly
in the Town Centres, will result in higher
pedestrian amenity and improved urban
design outcomes.

19 Also refer to the Technical Note entitled “Parking Advice” attached as Appendix 2 for further background and discussion of the costs and benefits.
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establish off-site parking in business zones
(rather than controlled in the ODP) could
discourage it from being provided and
encourage site-by-site parking which could
have a greater effect on amenity, urban
design outcomes, and the pedestrian and
cycling environment.

Economic

Less certainty and higher consenting costs
for developers than under controlled or
permitted activity status.

Policy encouraging parking on the edge of
Town Centres may discourage their
development and increase development
costs (due to a limited land supply). This
could either increase the cost of parking
and/ or result in insufficient parking, which
may discourage people from visiting Town
Centres and reduce the retail spend.

Costs in enforcing parking illegally on grass
verges and on streets as a consequence of
insufficient parking prior to people adopting
other modes of travel.

Requiring consent to establish off-site
parking could encourage site-by-site parking
instead, resulting in less efficient land use in
that the intensive provision of parking can be
more efficient.

Social & Cultural

If residents are discouraged from visiting
Town Centres, they may lose their
community feeling.

Economic

Controlling the amount of parking provided
district-wide can be an effective way of
encouraging the uptake of public transport
and cycling and walking, thereby making
public transport investments more efficient.

While making the provision of such parking
a restricted discretionary activity in the
residential and rural zones is more
permissive than under the zone provisions,
it provides significantly greater direction and
certainty regarding the instances when such
parking may be appropriate. This will result
in more efficient District Plan administration.

Social & Cultural

Controlling the location of accessory
parking will reduce traffic congestion in the
core parts of the Town Centres, encourage
walking, make them more people-places,
and encourage more social interaction.
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Table 5. Issue 2 - Roads that are not laid out or designed in a manner that provide for all modes of transport and do not necessarily provide a quality of
urban design appropriate to the location

Issue 3 - The transport network and parking provisions prioritise travel by private vehicle with considerably less emphasis on alternative
modes of travel

All policies, rules and assessment matters are relevant to addressing these issues to some extent. The proposed provisions of the Transport Chapter that are most
relevant to these issues and give effect to the most relevant objectives (29.2.1, 29.2.3, and 29.2.4) are:

e Policies 29.2.1.1 - 29.2.1.5

e Policies 29.2.2.1 —29.2.2.3

e Policies 29.2.2.6 — 29.2.2.9

e Policies 29.2.2.11 —29.2.2.12

e Rules:
permitting transport infrastructure (including, by definition, public transport facilities and systems, footpaths, and cycle facilities) within roads;
permitting public amenities within roads;

providing Council with control/ discretion over the external appearance of buildings that overhang roads and require public buildings within roads to meet
key bulk, location, and external appearance standard;

requiring HTGAs (including large scale subdivisions) to mitigate effects of traffic generation including through appropriate street layout and design;
requiring accesses to be designed in accordance with the QLDC Land development and Subdivision Code of Practice 2015 (Code of Practice).
e Schedule 1 insofar as this influences the design of an existing road and its contribution to the multi modal network, at the time of any road upgrades.
Relevant provisions in other chapters:
e Policy 27.2.1.1 that subdivision be consistent with the Code of Practice

e Rule 27.4.1 requiring that all subdivision obtain a discretionary activity consent?’

Rule Costs Benefits Effectiveness & Efficiency

2
0 The Council’'s Reply version of the subdivision chapter (http://www.qgldc.govt.nz/assets/Uploads/Planning/District-Plan/Hearings-Page/Hearing-Stream-11/Section-42A-Reports-and-Council-Expert-

Evidence/Bundle-to-Accompany-Reports/18.-Reply-Chapter-27-Subdivision-and-Development-with-subsequent-recommendations-in-other-hearings-included.pdf) recommends that subdivision
be a restricted discretionary activity and controlled in those zones with a structure Plan. Should that recommendation be accepted, the respective rules will still assist in addressing Issues 2 and
3.
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Permissive approach
to managing activity
and buildings within
roads®’

Environmental

Other than those associated with utilities
(which are managed by chapter 30),
buildings on roads within SNA’s, ONL’s and
ONF’s may adversely affect landscape,
amenity, or natural conservation values.

While there is a risk that the design,
amenity, and landscaping of a building
within the road could be inappropriate, this
risk is low given the Council is the
landowner of roads and, as such, processes
outside the District Plan can manage the
effects of any building.

Economic

Imposes a cost to owners having to apply
for consent for verandas, etc. overhanging
roads but this will almost always be in
conjunction with a consent for building or
alteration within the site adjacent to the
road. This will incur a minor additional cost,
if any.
Social & Cultural

Buildings permitted on roads (including
those permitted by the utilities chapter)

could have adverse effects on the character
of the ARHMZ.

Environmental

Permits a wide range of transport facilities
and infrastructure which will encourage
public transport, cycling, and walking within
roads and, in turn encourage a reduction in
car use and the environmental benefits of
that.

The design and location of buildings will be
subject to non-RMA consultation and design
review processes and, if promoted by a
private party, will also be subject to the
‘Licence to Occupy’ process

That the effects of a bus interchange would
be mitigated by having to meet height (and
in some zones, reflectivity) standards.

Effects from earthworks and buildings
associated with utilities on landscape,
amenity, or natural conservation values will
be appropriately managed

Via the utilities chapter, utilities that one
would expect to occur within roads are
provided for, while managing any adverse
effects (deriving from reflectivity, height, or
where overlays exist in the District Plan).

Economic

Avoids the need to apply for an outline plan
approval or waiver for all works (as would
be the case if all roads were designated),
removes the ultra vires deeming rule in the
ODP, representing a cost saving to council.

Reduced costs to Council (i.e. wider

Effectiveness:

As outlined in Table 4 above, and in
addition these provisions will be
most effective at achieving:

subdivision  Objective  27.2.1
(which relates to creating quality
through, amongst other things,
consistency with the Code of
Practice and guidelines and
ensuring the requirements of
other agencies are integrated
into the planning process);

subdivision  Objective 27.2.2
(which relates to subdivision
design including the importance
of connectivity and integration);
and

subdivision  Objective 27.2.5
(which relates to ensuring
subdivision protects and
enhances landscape, vegetation,
indigenous  biodiversity, and
heritage items.

Efficiency

Relying on the definition of ‘road’
to trigger rules minimises vires
issues relating to deeming rules
(e.g. associated with zoning
roads), meaning the provisions
will be more effective and
efficient.

21

Also refer to the Technical Note entitled “Providing for Public Transport and Active Modes” attached as Appendix 2 for further background and discussion of the costs and benefits.
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community) from not having to apply for
consent for these buildings within road
reserve

Avoids unnecessary cost and duplication of
process for the construction of artworks,
public amenities, bicycle parking, noting that
a) where undertaken by private parties,
these will also be subject at least to the
process of obtaining a ‘Licence to Occupy’;
and b) where undertaken by council, the
project will be subject to non RMA
consultation and design review processes.

Social & Cultural

Permits a wide range of public amenities
within  roads, including artworks and
community spaces, which will encourage
them to be developed and will enrichen the
visitor and resident experience and
community life.

The definition
‘road’
classification
roads.

of
and
of

Environmental

The Queenstown Arterials Business Case
(Inner Links) is not sufficiently advanced to
re-classify roads in and around the
Queenstown Town Centre in line with future
plans. This may result in roads being
inappropriately developed in the interim.
However, given the roads are maintained by
council the risk of this occurring is low.

By not including private roads as ‘roads’,
rules relating to reverse manoeuvring, the
number of crossing points, and access and
sight distances, etc. are not managed by the
Transport Chapter. However, the risks are
low as such matters can be managed via
subdivision and most private roads are low
volume, local roads in any case.

Environmental

The updated classification will require new
and existing roads to be designed and
upgraded based on current traffic data and
for accesses and intersections to be
designed in a manner that is appropriate to
the roads’ current function. This will result
in reduced congestion (especially on the
arterial roads) and a more efficient transport
network.

Not including private roads as ‘roads’
provides greater control over activities
(pursuant to consents required by the
underlying zone), including the location and
design of public transport facilities, built
form, pathway design, more control over
earthworks, etc. This will appropriately

It is efficient to avoid duplicate
design control processes
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Economic

The classification will become outdated in
time and a plan change will be needed for it
to be updated, imposing costs on council
and the wider community

Not including private roads as ‘roads’
means all works within them are subject to
the relevant zone rules which means they
would need consent for many activities that

avoid or mitigate effects on the
environment.

Economic

Cost savings from the classification being
up to date as there will be greater certainty
and less disagreement at the time of
subdivision.

The updated classification will result in more
efficient land use in that access design and

would be permitted within a (vested) ‘road’.
Developers will incur the costs of this.

Social & Cultural
None identified

location will be appropriately designed and
spaced relative to the function of the
adjoining road.

Classifying all state highways as “state
highways” (as opposed to arterials) enables
the district plan to apply rules to
development adjoining state highways,
which are consistent with the NZTA
Planning Policy Manual 2007, This will
result in time and cost savings for
applicants in that it will avoid proposals that
meet the District Plan but not the NZTA’s
requirements.

Social & Cultural

The updated classification will improve
safety.

HTGA rules - Large
scale land use and
subdivision to
provide appropriate
street layout and
design22

Environmental Environmental

None identified Connected (multi-modal) streets increase
the uptake of public transport, walking, and
cycling and reduce travel distance; resulting
in less traffic generation and less pollution

and higher amenity values.

Economic
As listed for HTGAs in Table 4
Potential costs to developers from layouts

22 Also refer to the Technical Notes entitled “Providing for Public Transport and Active Modes” and “High Trip Generating Activities” attached as Appendix 2 for further background and discussion of
the costs and benefits.
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that require more land to be devoted to
streets. However, such layouts very often
result in less long narrow driveways/ rear
sites and less need for off-road pathway
connections and higher quality outcomes
such that the cost is non-existent or minimal.

Social & Cultural

None identified

Connected (multi-modal) streets increase
the uptake of walking and cycling will
improve the safety for all road uses by
reducing traffic volumes (relative to other
modes), encouraging lower speeds, and
safer driving behaviour.

Connected streets buses to service the area
effectively

Economic

Increases in walking and cycling within
Town Centres and other commercial
centres will increase the economic viability/
user spend in those areas

Connected streets result in reduced travel
time, representing a cost saving to the
community

Social & Cultural

Increases in walking and cycling within
Town Centres and other commercial
centres and within residential
neighbourhoods will improve way finding,
increase social interaction, and improve the
quality of the human experience and social
wellbeing.

Connected streets result in reduced travel
time, which results in wide social benefits
and a better quality of life

Increased walking and cycling results in
health benefits
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Table 6.

Issue 3 - The transport network and parking provisions prioritise travel by private vehicle with considerably less emphasis on
alternative modes of travel

All the transport chapter objectives are relevant to this issue and all the policies, rules and assessment matters in chapter 29 are relevant to this issue to some
extent. In addition to those already discussed above in Tables 4 and 5, the following proposed provisions of the Transport Chapter are also relevant to this issue:

e Policies 29.2.1.1 - 29.2.1.5
e Policies 29.2.2.1 —29.2.2.11
e Policies 29.2.3.1, 29.2.3.3, and 29.2.3.5

e Policies 29.2.4.1 —29.2.4.5 and 29.2.4.9

e Rules:

permitting bus shelters and walking and cycling trails and facil
providing for park and ride and other public transport facilities;

requiring bicycle parking to be provided

Relevant provisions in other chapters:

Policy 12.2.5.7 - Water based public ferry services

ities beyond the road network;

Rule 12.4.17.5 - Surface of Water - Water based public ferry services

Rule 21.5.43A - Water based public ferry services

Rule

Costs

Benefits

Effectiveness & Efficiency

Water-based public | Environmental

ferry services as a

restricted

discretionary

activity23

Potential adverse effects on amenity (from
noise and a loss of privacy) for residents
living along the river or lake shore or in the
vicinity of wharfs and terminals

Potential adverse effects on the remoteness

Environmental

Encourages the establishment of a
scheduled ferry service

Protects against cumulative effects of a
proliferation of ferry services by requiring
such boating activity to be of a certain

Effectiveness

As for tables 4 and 5 and, in
addition, these provisions will be
most effective at achieving:

Queenstown Town Centre
Objective 12.2.5. regarding the

23
Also refer to the Technical Note entitled “Providing for Public Transport and Active Modes

" attached as Appendix 2 for further background and discussion of the costs and benefits.
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of some parts of the lake (and rivers)
Economic

The Council and Otago Regional Council
will likely incur a cost to run such a ferry
service, which will be an increased cost to
ratepayers.

Social & Cultural

None identified

nature and scale to be deemed a ferry
service.

Economic

Increased certainty and reduced consenting
costs for applicants wishing to establish a
ferry operation

Reduced road congestion will result in lower
costs in relation to roading improvements
and maintenance.

Potential reduced travel time for all
travellers resulting from less congestion and
the provision of quicker water based-options
for some residents, resulting in cost savings
to the wider community.

Social & Cultural

Health and social benefits deriving from less
private vehicle use.

Park and ride and
public transport
facilities as
restricted
discretionary25 and
permitting bus
shelters and walking
and cycling
infrastructure,
outside roads.

Environmental

The construction of Park and Ride and
public transport facilities could adversely
affect rural character or residential amenity
(resulting from traffic, general activity, and
associated buildings) depending on location
and design. The risk is low as built form is
also managed also by zone provisions.

The construction of ferry terminals could
adversely affect views to the wider
landscape from the Queenstown Town

Environmental

Increases the uptake of public transport,
which will reduce road congestion and the
effects on amenity, pollution, and liveability
that derive from that.

Requires that the effects of facilities on the
environment are avoided or mitigated.

Protects against the cumulative effects of a
proliferation of jetties/ terminals by avoiding
making all jetties more permissive simply on

water-land interface; and

Rural Objective 21.2.12.
regarding protecting and
enhancing the surface of water
through  managing activities
thereon)

Efficiency

An enabling rule is more flexible
than designating or spot zoning
areas for terminals in the
absence of insufficient
information.?*

4
The preparation of a Water-Based Public Transport Business Case has not yet commenced

25 Also refer to the technical notes entitled “providing for Public Transport and Active Modes” and “developer provision of Public Transport and active modes infrastructure” attached as Appendix 2 for
further background and discussion of the costs and benefits.
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Centre and landscape values elsewhere on
the lake edge if not well managed. Risk is
low as built form is also managed also by
zone provisions.

Potential effects on residential amenity from
traffic, activity, and pedestrians using public
transport infrastructure (e.g. noise, privacy).

Permitting walking and cycling trails and bus
shelters may result in infrastructure that is
inconsistent with council standards or which
is not well-connected. However, the risk of
this is low given they will need to meet
standards if a developer wants to vest them
and provided they are located in accordance
with Council’s network plans.

Economic

The Council will often incur a cost in
constructing such infrastructure, although
this is considered to be relatively minor
compared with the costs incurred by
increased road congestion

Social & Cultural

Less certainty to residents as to where such
facilities will locate than if the locations were
zoned or designated.

The construction of terminals on the lake
edge may detract from or displace other
recreational uses of the area.

the basis they may be used by a ferry
service.

Economic

Resulting increases in uptake of public
transport, cycling, and walking will improve
the cost-efficiency of the public transport
system and make providing the service
more cost-effective.

Increases in the uptake of public transport,
cycling, and walking will result in lower
costs in relation to roading improvements
and maintenance, especially given the
focus of provisions to target reduction of the
peak hour congestion.

Avoids multiple consents under the HTGA
rule and public facility/ Park and Ride rule,
reducing costs and confusion.

Avoids the need for consents for bus
shelters and walking trails, resulting in a
cost saving and potentially in the increased
provision of such infrastructure by the
private sector.

Improves visitor and resident experience,
which will result in economic benefits to the
wider community #.

Improves access to the Town Centre Zones
and other key commercial centres, which
will result in economic benefits to the
business owners and the wider community.

Social & Cultural

Enables a greater proportion of the
community to travel by public transport and
to cycle and walk, therefore resulting in
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social and health benefits.

Requiring bicycle
parking and End of
Trip Facilities for
certain activities of a
certain scale®

Environmental
None identified
Economic

There will be a modest financial cost and
opportunity cost (the inability to use the
space for some other use) to developers

At times, a consent will be needed to breach
the rule where alternative parks and end trip
facilities exist within close proximity or where
it is unrealistic that people will cycle to the
activity given its location, which will impose
a consenting cost on developers.

Social & Cultural

None identified

Environmental

Will encourage increased uptake in cycling,
resulting in less congested roads, higher
amenity, and lower pollution levels.

Economic

Will result in lower or deferred costs in
relation to having to expand the road
network.

Increases in the uptake of cycling, will lower
costs in relation to roading improvements
and maintenance.

The detailed assessment matters will limit
the cost of consents for breaching the rule.

Will result in less road congestion, which
will reduce travel times, resulting in
economic benefits to the wider community.

Social & Cultural

Will encourage increased uptake in cycling,
resulting in health benefits.

Will result in less road congestion, which
will reduce travel times, resulting in social
benefits.

6 Also refer to the technical notes entitled “Standards for Cycle Parking and End of Trip Facilities” and “Providing for Public Transport and Active Modes” attached as Appendix 2 for further

background and discussion of the costs and benefits of the provision of such facilities.
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Table 7
provide

. Issue 4 - Localised congestion, safety, and amenity issues in discrete instances due to inadequate parking, access, and loading space being

d onsite.

All policies, rules and assessment matters are relevant to addressing these issues to some extent. The proposed provisions of the Transport Chapter that are most

relevant

Relevan

to these issues and give effect to the most relevant objectives (29.2.2 and 29.2.4) are:
Policy 29.2.2.1
Policy 29.2.2.5
Policy 29.2.2.12
Policy 29.2.4.6
Policy 29.2.4.7
Policy 29.2.4.9
Rules:
requiring a minimum amount of accessory parking to be provided in all zones other than the Town Centre Zone;
making offsite and non-accessory parking restricted discretionary activity; and
managing the design of parking and loading spaces, vehicle crossings, and access.
Schedule 1 insofar as this influences the location/ separation of accesses onto roads, depending on the classification of the road.
Schedule 2 (interpretive diagrams).
t provisions in other chapters:

Policy 27.2.1.1 requiring subdivision to be consistent with the Code of Practice

Rule 27.4.1 requiring that all subdivision obtain a discretionary activity consent27

Rule Costs Benefits Effectiveness & Efficiency

Minimum Environmental Environmental Effectiveness

Parklzr;g Requiring 2 parks per unit in most zones, | ¢ In most cases, enables the long term | As for Tables 4 and 5 and, in

rates . . . . g e .
including for LDR Zone, this will encourage addition, these provisions will also be

7
Refer Footnote 19.
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people to continue to own 2 cars per household
and to drive to many destinations.

There will be some parking spillover (and
consequent congestion and amenity effects) as
the minimum parking requirements will not
always provide for peak times, or for higher than
usual rates of car ownership

Requiring 2 parks per unit in the ARHMZ would
mean that redevelopment or change of use may
be unfeasible or require alterations/ demolition
of heritable buildings in order to meet the MPR.
However, the risk of this is low given that the
sites are large, the maximum density and
building and hard surfacing coverage is low, and
any increase in consenting costs as a result of
breaching the MRP are low given that all new
building and alterations are restricted
discretionary activity regardless.

Economic

Imposes a cost on developers by requiring
parking to be provided which, at times, may be
in excess of what the current tenant/ owner/
activity requires.

Where parking requirements have been
increased, this will be a potential economic cost
to landowners/ developers and discourage
development, which may be a cost on the wider
community/ economy.

More cost, uncertainty, and potentially time
delays for those developing rental vehicle
businesses, in that a restricted discretionary

adaptability of buildings if the generic parking
requirement is provided, even if it is not needed
by the current applicant/ owner.

A relatively low MPR for offices (relative to other
District Plans) will help encourage workers to
use other travel modes which, given that offices
generate peak hour travel demands, will help to
relieve peak hour congestion.

A lower MPR for schools will discourage
students from being driven or themselves
driving to schools, which will help relieve peak
hour congestion and the amenity (social and
economic) costs of that.

Higher MPR’s for day care and hospitals aligns
these rules helps to address the effects of
parking spillover that have been experienced in
recent years.

Provided the Arrowtown Design Guidelines
(2011)* are adhered to, which require that
garaging be setback and that driveways be
single width then 2 parks per site will not
threaten heritage values and will be effective at
avoiding overspill parking on grass verges and
swales, which are identified as a key character
element of the area.

Economic

Focusing on relieving peak hour congestion in
particular will result in less cost in relation to
roading improvements and maintenance and
consequent economic benefits to the

most effective at:

Achieving the Objectives of the
(urban) residential and special
zones in relation to maintaining
residential character and
amenity;

Achieving the Objectives of the

business zones in relation to
character, quality, and/ or
amenity.

Specifically:
requiring resource consent for
rental vehicle businesses
provides Council with more
effective  enforcement  tools

through the RMA; and

the onsite loading exemptions
align with and will effectively
support achieving the intent of
the various Town Centre
guidelines, the Draft
Queenstown Masterplan (as
listed in Table 1), and the
Wanaka Lakefront Reserves
Management Plan 2014.

Efficiency

The benefits of imposing
relatively high minimum parking
requirement in those zones
where travel by modes other

8
Also refer to the technical notes entitled “Parking Advice” attached as Appendix 2 for further background and discussion of the costs and benefits.

Refer the Arrowtown Design Guidelines (http://www.gldc.govt.nz/assets/Uploads/Your-Views/Arrowtown-Design-Guidelines-Variation-1/Arrowtown-Design-Guidelines-Part-2.pdf)
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consent is more onerous than would otherwise community. than the private car are not well
be required for the activity in the zone itself. . . provided for will outweigh the
e Where parking requirements have been costs and be efficient

Social & Cultural

Requiring 2 parks per unit in many zones and
parking at key destinations that will generally
meet demands will continue to support
travelling by private car, resulting in health and
social costs.

reduced, this will be a potential economic
benefit to Ilandowners/ developers and
encourage more development, and wider
economic benefits to the community.

e Internalises the cost of storing rental vehicles to
the operator, as opposed to the community
subsidising those who opt to store/ park
vehicles on the street rather than have a yard.

Social & Cultural

Provides choice for residents to own and have
the capacity to park two vehicles if they desire.
This will be balanced with encouraging walking
and cycling, and public transport use through
the implementation of other provisions in this

Policies and assessment matters
provide more certainty as to
when less parking is likely to be
acceptable

The rules aim to enable efficient
land use and more efficient and
practical District Plan
administration, while mitigating
safety and congestion issues.
This means that some rules are
more lenient than national
standards or other national
documents or are simply slightly
different to those documents but

chapter. in each instance where this is
the case, the council is satisfied

Standards Environmental Environmental that:
relating  to i i i o a) There are no known safet
The rules for access locations are relatively Collectively, the rules enable efficient land use y

location and

more lenient, which may result in more vehicle

while avoiding adverse effects on traffic and

issues with the respective

ggcs::agsr;es of crossings and adverse effects on the pedestrian pedestrian safety and achieving an appropriate ODP rules;
loading ’ environment. The risk of this is low. Ieve_l 01;1pedestr|an amenity and quality of urban b) There would be significant
spaces, Economic design™. aqtr;irlmistr?tt.ive N d;fficcljjltigs
ki . , i with inserting the standards
2:;(;:893 The rules do not always align with the standard, Economic from such national
so applicants will need to apply for consent even Provides a high level of certainty as to whether documents into the plan; the
if they can meet the standards in a national a consent is required (and therefore efficient costs of which would
document (thereby incurring costs, time delays, processing and high level of effectiveness) outweigh the benefits of the
30

You are also referred to the report entitled Operative Queenstown Lakes District Plan Operational Standards Review August 2017, attached as Appendix 3

For example, the rules allow residential tandem parking but require a 5.5 m parking space between the garage and the street in such instances; enable shorter queuing lengths than would under the relevant
Standard for small-medium scale development; enable narrower private accesses than under the Code of Practice in certain instances; increase the size of loading spaces in line with best practice, and added
design requirements of vehicle accesses to improve the safety for motorists and pedestrians.
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and uncertainty)

The rules (such as those relating to gradient,
queuing, and minimum sight distances) are
administratively simpler and more certain than
the alternative of including the equivalent rule
from the relevant Standard.

Relying on the posted speed of a road, rather
than the operating speed may lead to accesses
etc. being designed and located too
conservatively (resulting in inefficient land use
potentially) or too liberally (resulting in potential
safety and congestion issues). However, there
is no evidence of such safety issues arising from
this rule.

Requiring that some carparks be lit in a manner
consistent with the Council’s Lighting Strategy
may result in administrative difficulties and
costs. However, similar difficulties exist if the
rule simply states that such carparks ‘must be
lit.

The minimum distance of vehicle crossings from
intersections for roads with a posted speed
between 70 and 100kmph may result in less
efficient subdivision and land use along those
roads as corner sites will need to be relatively
big to comply. However, the effect is minor in
that, with a few exceptions, these areas are not
generally urban.

Social and cultural

Where the rules are more lenient than the
standard, they may arguably result in safety or
congestion issues but there is no evidence of
this.

Removing the need for onsite loading on more
streets in the Queenstown Town Centre may

Avoids the administrative difficulties,
uncertainty, and costs that would arise from the
option of duplicating national Standards (e.g.
the queuing standard from AS/ NZS2890.1:2004
or the use of operating speed to measure sight
distance), which require detailed traffic
assessment in order to determine whether or
not a proposal complies or consent is needed.

Aligning definitions and diagrams (and,
standards where they are sufficiently clear and
certain) with those included in national
standards, NZTA’s PPM, and the QLDC Code
of Practice improves consistency and reduces
administrative costs.

Land use efficiencies will make development
more feasible and result in economic benefits to
developers and the wider community. For
example, the access widths of small scale
private residential lanes can be narrower than in
the Code of Practice and on-site loading spaces
are not required in many parts of the Town
Centres.

Social & Cultural

The standards will have significant safety
benefits to motorists, cyclists, and pedestrians.

standard providing more
site- specific or issue -
specific solutions;

c) The  national standards
would not assist in achieving
efficient land use or compact
growth.

Aligning many of the rules (e.g.
par) with the relevant national
documents provides for greater
understanding and certainty and
more efficient District Plan
processing.

Incorporating the Code of
Practice in Chapter 29 of the
District Plan avoids duplicating a
considerable amount of
information in the District Plan, is
readily available to public, and is
the most efficient way of
ensuring consistency between
the 2 documents in relation to
access design. This approach is
different to that taken it the reply
version of the stage 1
subdivision chapter 27 but is
considered the most effective
and efficient way of managing
access design in the transport
chapter.
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increase the need for on-street loading on those
streets and the removal carparks.
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13. THE RISK OF NOT ACTING

13.1. Section 32(c) of the RMA requires an assessment of the risk of acting or not acting if there is
uncertain or insufficient information about the subject matter of the provisions. It is not
considered that there is uncertain or insufficient information about the subject matter of the

provisions.
13.2. The issues identified and options taken forward are the most appropriate way to achieve the

purpose of the RMA. If these changes were not made there is a risk the District Plan would fall

short of fulfilling its functions.
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Appendix 1. Council documents referenced in the proposed Transport Chapter and/

or this S32 Evaluation

Document

NZTA Planning Policy Manual 2007

Plan Change 6 Decision (operative 2009)

Plan Change 8 Decision (operative 2009)

Queenstown Lakes District Plan Monitoring Report Section 14: Transport 2012

Wanaka Town Centre Character Guidelines 2011

Queenstown Town Centre Guidelines 2014

Wanaka Lakefront Reserves Management Plan 2014

QLDC Land development and Subdivision Code of Practice 2015

QLDC Subdivision Design Guidelines 2015

Arrowtown Design Guidelines 2016

Queenstown Town Centre Transport Strategy 2016

Arrowtown Design Guidelines 2016

Queenstown Town Centre Master Plan working drafts 2017

Queenstown Integrated Programme Business Case 2017 (QITPBC)

Queenstown Town Centre Business Case 2017

Frankton Business Case 2017

Wakatipu Basin Public Transport Detailed Business Case 2017

Queenstown and Wanaka Parking Surveys 2017

Wanaka Strategic Case Review Evidence 2017

Queenstown Lakes District Council Southern Light Part One - A Lighting Strategy and Queenstown
Lakes District Council Southern Light Part Two — Technical Specifications March 2017.




Appendix 2. Series of Technical Notes (2017) in relation to:

Parking

Developer provision of public transport and active modes infrastructure
High traffic trip generating activities

The national and regional policy context

Cycle parking and end of trip facilities

Providing for public transport and active modes.
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Technical Note

Subject: Parking Advice

Project: Queenstown Lakes District Council Transport Chapter Advice

Our file: NZ2217 Prepared by: Anthony Leung

Status: Final Issue Date: 18 October 2017

1. Background
1.1 Background to this Technical Note

Queenstown Lakes District Council (QLDC) has engaged MRCagney to advise on the strategic
direction for parking policy in the Queenstown Lakes District. This is intended to inform QLDC’s
drafting of parking provisions (rules, policies, and objectives) in the Transport Chapter of the
Proposed District Plan. The overarching proposed objectives and policies in Chapters 3 and 4 of
the Proposed District Plan (as furnished by QLDC) seek to achieve an integrated transport
network that is less reliant on private car use and more multi-modal.

The aim of this technical note is to provide strategic advice on the following parking matters:

e Advice on whether minimum and/or maximum parking requirements are justified in
certain zones or locations;

e Advice on continuing to not specify minimum parking requirements in the Town Centre
Zone; and

e Advice on rules or methods to hypothecate funds to build non-accessory shared parking
facilities in the Town Centre, i.e. dedicated off-street parking facilities (either public or
private)

This technical note contains high-level strategic policy recommendations that can inform and
guide the upcoming review of the parking sections of the District Plan and QLDC’s approach to
parking management and operations more generally.

The need for this technical note has also been influenced by a convergence of circumstances,
specifically:

e The ongoing review and development of QLDC’s Proposed District Plan; and

e The ongoing development and public consultation of the Queenstown Town Centre
Masterplan, which brings together the strategies and projects recommended in the
following strategic plans and documents:

0 Queenstown Town Centre Transport Strategy;

0 Queenstown Integrated Transport Programme Business Case; and
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o Wakatipu Basin Public Transport Detailed Business Case;

Now is therefore an opportune time to consider how the parking policies in the Proposed District
Plan might be drafted to better align with the QLDC'’s strategic objectives for the district.

1.2 Scope of work

As expressed in our proposal, the scope of this technical note does not include the detailed
drafting of specific provisions (e.g. rules), and the preparation of the section 32 report required
to support the proposed provisions, which are the responsibility of Vicki Jones of Vision
Planning.

The analysis contained herein is based on a desktop review of existing documents and our
previous professional experience, rather than site visits or in-depth data analysis

2. Policy and Document Review

In recent years, QLDC, in collaboration with partner agencies such as the New Zealand
Transport Agency (NZTA) and the Otago Regional Council (ORC), has developed several
strategic policy documents that address parking management and its implications for related
matters such as traffic congestion, town centre design, urban form, public transport, and active
transport. In addition, parking surveys are conducted annually to provide baseline information
on existing or emerging parking issues.

The first step in this project was to review high-level objectives and outcomes established in the
following QLDC or partner agency policy and planning documents, and surveys:

¢ Queenstown Town Centre Transport Strategy 2016;

¢ Queenstown Integrated Transport Programme Business Case 2017;
e Wakatipu Basin Public Transport Detailed Business Case 2017;

¢ Queenstown Town Centre Masterplan Working Drafts 2017;

e Queenstown and Wanaka Parking Surveys 2017; and

e Wanaka Strategic Case Review Evidence 2017

Tension may exist between the objectives of strategic documents, which must be identified,
explored, and reconciled prior to developing a coherent parking management strategy within the
Proposed District Plan.

In this section, we simply noted where the strategic documents promoted policy that was
considered relevant to parking, and second, identified issues affected or influenced by parking.

2.1 Queenstown Town Centre Transport Strategy

General:

e This is a transport strategy jointly developed by QLDC, NZTA and ORC for the planning
and delivery of transport policy and projects for the Queenstown Town Centre;
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e Itis guided by six overarching principles, which seek to:
0 maximise existing network capacity,
o facilitate freight,
0 improve transport-land use integration,
0 provide an attractive town centre for people and businesses,
o provide reliable, safe, and pleasant multi-modal access
0 acknowledge the contribution of transport in promoting health and well-being;

e The strategy adopts a series of recommended options, split into three time periods (short
((up to 2017/18), medium (2018/19 to 2024/25), and long-term (2025/2026 to 2044/45)),
and categorised into four inter-related areas: Parking and other end-of-trip facilities;
roads, roadsides and pathways; transport information; and, public transport services.
The recommended options and principles for the management of parking are
summarised below.

Parking:

Maximise the use of existing parking resources and increase parking turnover;
e Ensure parking complements improvements to cycling, walking, and public transport by:

0 Restricting parking availability for commuters and prioritising parking for short-
stay visitor parking (irrespective of whether they are residents or tourists);

0 Using parking revenue for transport improvements;

o Prioritising kerbside space currently used for parking for improving walking and
cycling and town centre functions;

e Parking measures which may impact negatively on the convenience and affordability of
car travel to the town centre for commuters will be mitigated by improvements to
alternative modes;

e QLDC will seek to maintain the supply of publicly available parking spaces at 2015
levels;

Implement a zone-based parking management scheme (Figure 2.1), involving:

0 Zone 1: Introduce parking charges and increase maximum stay to one hour for
on-street parking spaces, and prioritise short-stay parking in the off-street car
parks by removing leased parking and all-day parking charges;

0 Zone 2: Maintain the predominant P120 restrictions for on-street parking spaces,
remove leased parking, and price parking consistently for the off-street car parks;
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0 Zone 3: Test the introduction of time limits for on-street parking spaces on Gorge
Road (between Boundary and Henry Streets), and maintain the Boundary Street
car park’s role to service a mix of commuters, visitors, and campervan parking;

0 Zone 4: Apply a P180 restriction for on and off-street parking, with the option to
purchase coupons for long-stay parking for residents and other users such as
commuters and businesses;

e The changes proposed to time limits, pricing and reprioritisation of long-term parking to
short-stay parking are programmed to be implemented progressively in the short,
medium and long terms.

Figure 2.1: Proposed Parking Management Zones in the Queenstown Town Centre Transport Strategy

2.2 Queenstown Integrated Transport Programme Business Case

This programme business case sets out the challenges and opportunities facing Queenstown’s
transport system over the next 30 years, and presents a recommended integrated transport
programme to deliver projects that will address these challenges.

Identified Issues:

e Queenstown’s population has increased by 65% between 2001 and 2013 to reach a
resident population of 28,224 in 2013. Its population is expected to grow by 2.2% per
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annum over the next 20 years, reaching 51,000 by 2033 and nearly 60,000 by 2043,
under a medium growth scenario modelled by Statistics New Zealand;

Queenstown’s peak day tourist number is around 66,000 people currently, with an
average day tourist number of around 20,000. These tourist numbers are expected to
almost double by 2045;

Growth in population and tourism has contributed to economic growth. Over the last ten
years, employment growth in Queenstown and Wakatipu Basin averaged 4.1% per
annum compared with 1.2% per annum nationally;

Vehicle driver trips is the most predominant way of getting to work, with low vehicle
occupancy rates for commuting. A survey carried out in 2016 showed the private car
mode share for people entering the Queenstown Town Centre via Gorge Road or
Frankton Road between 7am to 11am on a typical weekday was between 82% to 88%;

Queenstown’s significant growth places considerable pressures on the transport system,
with increasing journey time unreliability by car or public transport currently being
experienced, and projected to worsen (in the absence of intervention) in the future;

A parking survey in April 2016 showed on-street parking occupancy in the town centre
was between 77% to 89%, off-street parking occupancy (excluding Man St Car Park)
was between 81% to 92%, and the Man St Car Park’s occupancy did not exceed 55%
due to the low utilisation of leased parking.

Recommended Programme

A Balanced Pubic Transport and Active Modes Focus programme was selected as the
Recommended Programme as part of the programme business case;

In relation to parking management, this involved developing and implement a parking
strategy between 2018 and 2020 to manage travel demand and encourage mode shift
that will:

o0 Set and enforce maximum parking durations in and around the central business
district;

o0 Set parking charges;

o Consolidate parking to improve access and mitigate unnecessary traffic
circulation;

0 Address residents’ parking issues;

The programme also recommends providing park and ride facilities between 2023 and
2025 to enable greater use of public transport. Locations include Frankton, Ladies Mile,
Jacks Point, Arrowtown and Arrow Junction.

2.3 Wakatipu Basin Public Transport Detailed Business Case

This detailed business case focuses on public