


Secondly, I see some seemingly encouraging statements about what might happen.
1 do not believe these to be anywhere near adequate to satisfy an issue that is so
critically important to a successful rebuild of the city . The rebuild is such a huge
event. | don't however believe that the plan shows the necessary daring or
creativeness that overseas cities have successfully implemented within their
existing infrastructure. If other cities can provide safe cycleways and enjoyable
people environments within the severe constraints that exist, then a draft plan such
as this for the rebuild of Christchurch (when starting from scratch) is nothing but
dismal.

To me, this plan looks cheap and compromising. It sends the message that a
successful city will be one that allows cars to get from one side to the other as
quickly and conveniently as possible. [t makes little acknowledgement to those on
low incomes who need to get around and are struggling at present, to use cheap and
reliable transport. The plan talks of increasing population density in the central
area but roads feature prominently, some with the traditional 50 kmh speed limit.
The speed limits that exist in Christchurch are frequently broken by a wide range of
vehicle types, as well as the ubiquitous “noisy” vehicle that we have come to
associate with the city . Without addressing these noise and safety issues it wili be
difficult to attract central city dwellers.

Please don’t get me too wrong, for its sins I see the plan at least as an attempt to
satisfy a wide range of people. And it should be an improvement on what cyclists
have had to endure in the past. But for a clean slate opportunity it could, and should
do ‘much much” better. Given that such a lot of the city rebuild appears to be more
about the careers and egos of a few significant people ( if you believe the media )
rather than the needs and the wants of the people, can 1 end by pleading that more
consideration be given to the citizens of Christchurch city and specifically those that
care about their health and the future health of our planet: The cyclists. More pain-
killers please.

Thank you for this opportunity.

Robert Fleming
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Page 5 “Transport”
"Otherstreets will provide for cyclists wherapossible.”
This is just not good enough. All streets should be safe for cycling.

Page 6(Transport Choice Figure)
It is disappointing to see the roads around the peripheryof the slow core as well as
Montreal and Durham left at 50km/h. I would prefer to see a defauit speed of 40 km/h
within and including the four avenues, with further reduction achieved in key pedestrian
areas through design,.

Page 8 “Walking”

It Is not clear what “priority” means. Does it mean pedestrians have right of way over
cyclists and cars as per the usual international meaning of “shared space”. The diagram
appears to show a wide car-free pedestrian area, with a conventional road in the middle.
It is unlikely that all drivers would graciously give way to pedestrians with this design (if
that is what Is intended). It is also unlikely that pedestrians would feel safe walking in
the middle section.

Please make it clearer that this concept means pedestrians have right of way, and that
the street design will ensure that cars are going to be kept to walking pace by design.

Page 10 “Cycling”
Where necessary, roads that are prioritised for cycling will have separated cycle fanes fo allow
safe routes for all users,

Remove “where necessary”, Of course any road “prioritised for cyclists” should have
physically separate cycle lanes (unless it is proposed to give cyclists right of way over
cars at all times on those streets, and lower vehicle speed expectations accordingly).
Also provide details of how intersections will be designed to minimize danger to cyclists
from tuning and entering traffic.

Other streets may also have improved, safer cycle facilities.

Remaove replace "may” with “will”, in line with the Christchurch Transport Plan and Draft
Central City Recovery Pian.Designs should be consistent with the Christchurch Transport
Plan and council design standards

Page 11 “Cycling Figure”

The proposed “key cycle routes” are also priority routes for various other modes, and
therefore appear to have little meaning. Two (Colombo and Worcester) are not even
continuous.

Many critically important cycle routes identified in the Christchurch Transport Plan are
not shown in this figure. In particular:

1. Armagh Street: (Which links well with the Hagley Park crossing)

2. Riccarton Ave: (A critical route for cyclists from N and W accessing the hospital
and the SE side of the city), needs physically separated on-road cycle lanes.

3. Harper Ave (Needs physically separated on-road cycle lanes)

4. All four of the four Avenues (need either separated cycleways or reduced speed)




Page 11 “Main Streets”

The lack of detall makes it difficult to comment on this concept. Are the streets expected
to be wide enough that cyclists can safely pass one metre from parked car doors, whilst
remaining one metre from the main flow of traffic? Or are cyclists expected to cycle in

~ the centre of the car lane?

If cyclists are expected in the centre of the car lane, then this needs to be made clearer
in the document, and it needs to be made clear that cars are only expected to go as fast
as the cyclists in front of them {15 - 30km/h in most cases).

If cars are expected to overtake cyclists, then there need to be designated cycle lanes
with ample width to avoid injuries due to opening car doors, or parking should be
removed.

Page 13 “Public Transport”

It is disappointing that there is no apparent interest In planning now to protect future
light rail corridors. Please include in this document where planned future light rail
corridors are to go, so that those streets are re-built built correctly now with future
population growth and changes in travel uses in mind.

Such a system should preferably include a loop architecture to avoid congestion at a
central node,

Page 13 “Car Travel”
"They will be enhanced over time as heeded to cater for increased traffic volumes.”

“They will provide the key vehicle access routes into the central city to service the majority of trips
to the Core on a daily basis.”

This plan clearly has not yet met community desires for a less car dependant city centre,
nor can it be considered sustainable or resilient. Car travel should be expected to reduce
over time, precisely because of planned changes to public Infrastructure priorities.

Page 17 “Parking”

Please remove the six public car-parks within the green frame. This will ensure that lazy
individuals will at least get a minimal amount of exercise getting to the CBD, whilst the
quality of space and life within the CBD will be greatly enhanced.

Page 18 “Parking”
“the number of vehicles overall within the zone consistent with the pedestrian-friendly focus, but
not to the extent that economic recavery iscompromised.”

The recovery of the core is not dependent on filling it with cars, it will be achieved by
making it a nice place to walk (including for those who drive to the edge and walk in).
Placing car parks right in the centre is unnecessary and undesirable,







Submission Christchurch Transport Plan 2013

This submission will illustrate the retention of five one-way streets and the inclusion of
Tuam St into the one-way network is detrimental to the four goals outlined in the Transport
Plan. '

As a prelude it is useful to consider the original reasons and historical context for the change from
two-way to one-way streets.

"one-way streets can be traced back to when streets’ sole mission was to move traffic into and
out of the downtown employment cenire as quickly as possible ..... Effectiveness of the network
was measured by the amount of delay a motorist would encounter on a given street

segment" (Walker, Kulash, McHugh 2000) This coincided with the 50's and 60's move to the
suburbs. Mini freeways. (Hopper)

Fortunately the goals of the Transport Plan demonstrate the desire to rediscover the inner city as
a community hub and for our streets to have a greater variety of functions. Streets possess the
capacity to enhance the quality of urban life. As central Christchurch and other cities have
discovered, the emphasis on moving traffic as quickly as possible has resulted in diminished
livability and population, struggling businesses, unattractiveness, vacant land and buildings, lower
property values and lower city rate revenues.

The problem is not with the goals of the Transport Plan but with the thinking that the one-way
street system will facilitate these goals. "lf the objective of the community was narrowly focused
on maximizing the speed and volume of cars on a street, there is reason o create a one-way
street. However, if the objective was to improve safety, comfort, convenience, quality of life,
economic heaith, and transportation choice, two-way street design is nearly always

essential" (Nozzi). The latest research is also demonstrating that although speed and traffic
volume is greater on a one-way, the time it takes for the motorists to reach their city destination is
not advantaged (Gayah 2012).

The world wide change from one-way to two-way

Many hundreds of cities woridwide have, and are successfully converting their one-way streets o
two-way (Hanka and Gilderbloom)} . "After decades of decline, targely linked with automobile
dominance, downtown economic revitalization emerged in the 1990's. One technique that
appears to be remarkabily successfut is the re-conversion of one-way streets to iwo-way streets”
Baco, Meagan (2009}.

Examples exist {Vancouver, Washington) where costly revitalization attempts resulted in the cities
belng as “dreary as ever", In desperation simple re-conversions to two-way were made - "How
could so small and inconsequential a change as turning a one-way street back into a two-way
street make a significant difference? Yet that is exactly what happened...” (Ryan Mc Greal 2009).
Where do experiences like this leave Christchurch?

Melbourne has demonstrated that the commitment to fostering public life has resulted in
revitalization data that far exceeds expectations {Streetsblog.org 2/8/2007). The one-ways in
Christchurch are a recognized deterrent to public space life. Melbourne has no one-way streets
only some narrow one-way lanes and Vancouver, Canada has hardly any and these will be
converted. Both cities are consistently rated as the most livable cities in the world and both are
economically vital.




There is an enormous amount of evidence on the positive effects of conversions to two-way:
livability, business, city revenues. So much so that cities that only converied some streets are
converting more. Tristan Hopper of the National Post , Canada 8/1/2012 remarked "the brief
shining reign of the one-way system seems to be drawing to a close"

The evidence has now become so substantial that many cities are not commissioning in-depth
analysis of the viability of conversions from one to two-way before proceeding "there is less
evidence of North American towns undertaking rigorous ...investigations into the potential
benefits of undertaking conversions [from one-way to iwo-way]. Rather it has become widely
accepted amongst urban regeneration practitioners that virtually all town center conversions to
iwo-way streets will be beneficial; it is more a matter of identifying the range of complimentary
tmprovements needed to catalyze the best returns from the conversion" { Dom Nozzi - Impact of
One-Way Streets 1/11/2009 )

Perth and Hobar! Australia are eliminating their one-ways. "Australia has been following the
advice of Jan Gehl. Gehl states "there is no argument for one-way streets except faster and more
raffic® " {John Calimente 'Does Vancouver still need one-way streets' 16/9/2010),

We have been following the one-way street issue since returning to Christchurch in 2000 from
Melbourne. It was very obvious that the demise of the inner city was the result of the one-ways. It
Is interesting that the consuitants employed to improve this situation since 2000 all recommended
convetting the one-ways but the recommendations were dismissed. Hobart and Perth however
have had the sophistication to productively use the advice.

The one-way re-conversion conversation has even started in Auckland. It was prompted by the
lower propetty values on one-way streets (therefore lower rates). It included an interesting
comment about Christchurch. "It strikes me that among the cheapest and most effective urban
design moves that Christchurch should do is not reinstate its awful one-way

system..." (transportblog.co.nz 12/12/2012)

"As urban improvements go , two-way conversions are remarkably cheap....Which might be why
cities around the world have even started pushing for complete one-way abolition * {Hopper
2012).

There are many many reports from some of the cities below of their successful re-conversions and
too many to include here. "The success of these efforts are increasingly being

documented"({ Walker, Kulash, MacHugh). Needless to say the reports must be positive to
account for the proliferation of new and additional conversions.

Santa Cruz report "One study surveyed 22 communities that converted their one-way streels
back to two-way. The vast majority of the communities repotted that the conversion was positive
for business development and none of the communities reported tangible negative ettects of the
conversion. Communities report improved business, increased investment in downtown, more
choices for travel downtown, increased pedestrian friendliness and a general feeling of improved
"livability", "quaintness", and "sense of community"............ Toledo, Ohio {pop:323,000):
Longtime vacant buildings are now being occupied or sold to developers for new shops and
restaurants” etc etc etc...

importantly these successes directly increase city rates revenue.




These are some of the cities that have/are converting one-ways to two-way:

Perth, Australia

Edmaonton, Canada
Regina, Canada
St Catharines,Canada

Hillsboro, Oregon
Berkeley,California
Toledo, Chio
Waukesha, WI

Baton Rouge

Oregan City, OR
Miami, Florida
Minneapolis, Minnesota
Fort Collins Colorado
Fargo

Okiahoma City,
Wichita,

Seattle, Washington
West Palm Beach, Florida
Buffalo, NY

Boulder, Colorado
CO.Springs, CO
Richmond

Holyoke, New Jersey
Denver, Colorado

St Petersburg, Florida
Washington, Ml
Woonsocket, Rl
Cedar Rapids, |A

Fort Collins, CO
Texarkana, AR

lowa City, 1A

etcetcetc

Hobart, Australia

Calgary,Canada
Ottawa, Canada

Norfolk, VA

Vancouver, Canada
Hamitton,Canada

NewHaven,Connecticut

Cincinnati, Chia - "priority number one"

Orlando

Chariston, SC

Green Bay, Wi

San Francisco, CA

Birmingham , Alabama
Lexington, Kentucky
Latayettie,IN

Vancouver, Oregon
Jacksonville, Florida

Syracuse

Lansing, Michigan
Gardnet, MA

Lynchville, TN
Chatancoga, TN
Lakeland, Florida
Dubuque, 10
Dallas, Texas

Sacramento, California
Hartford

Durham

Salina, KS
Colombus, OH
Defray Beach, FL
St Catherines, ON
Rochester, NY

Examples of feedback from some cities
Michigan City - "local businesses were favorably impacted by the change"
Tampa, Florida - to "improve overall efficiency" a further conversion (2007)

Taltahassee, Florida
Vancouver, Washington
Portland, Oregan
San Jose
Louisville, KY
Des Moines, |A
Austin, Texas
Albany, New York
Pensacola,
Santa Monica, California
Janesville, Wi
Hickory, NC
Walla Walla, Washington
Fairfax,VA
Wailuku, HI
Alma, Ml
Sheridan, WY
Cambridge, Maine
Danville, IL
Albugquerque, NM
Kansis City, MO
Danville, IL
Wyandotte, MI
Greenshoro, NC

Milwakee - "Milwaukee has been engaging in two-way conversions since the 1990's, with
indisputable results. The conversions have been popular with residents and business owners
alike"

Santa Cruz "the negative impact of the one-way street on retail sales and the downtown's
overall sustainability cannot be over emphasized....the benefits of a two-way.. are significant and
the notion is supported by extensive research and numerous examples of other cities that have
successfully implemented such conversicns” In addition to the above,

Lubbock,TX - "underwent ...conversion in 1295. The City Traffic Engineer wrote a paper for the
Institute of Traftic Engineers detailing the process and results. ...despile expectation of tratfic
calamity, the conversion went smoothly. In fact, Lubbock continued with other one-way
conversions ....reported that the change was well-received by downtown businesses"

And the list goes on......

Cities are not going to this troubfe without investigation and good evidence of success,




Citles report that it is both residents and business that want conversions and if there is some
initial resistance ii seems to come from e.g. "Many of these individuais are powerful local political
players. But Bauman said their arguments basically boil down to fear of change. The only other
organized opposition comes from parking fot owners downtown" (Angie Schmitt 2011). The AA
submission in March 2012 on Christchurch transport said "No factual analysis or justification had
been given for altering the one-way system". One would think that an organization such as the
AA would be informed of the research and evidence but clearly aren't. The AA however is likely to
wield considerable power. There are so many demands and pressures placed on planners so it is
understandable that the objective of 'a livable city' can be lost sight of.

The central issue is livability and everything has 1o be measured against this. When other things
take priority we end up with a city that doesn't work. One-ways are a glaring example.

Terry Cooke 10/6/2012 said "When cities push through all the fear-based objections and convert
back to two-way even drivers appreciate the benefits of a street system that actually lets you drive
directly to where you are going". McGreal (2009} comments "...which turn out to be so much
emply fear in those places where conversions are actually undertaken.”

We must remember that the normal way of traveling on streets is two-way. The one-way concept
is the radical, unfamiliar, unusual, difficult. and strange.

| suggest the above cities be contacted by the CCDU to get first hand information on the success
of these conversions to two-way before committing Christchurch to further wasted years of one-
ways. Glven what is at stake the CCDU has an obligation to get this right. Wilt the CCDU have
the courage o do what is right for Christchurch regardless of powerful political pressure.

The Christchurch situation

| have heard it said that Christchurch is different from all these cities so we could not expect
similar results and that is why Christchurch should not listen to consultants. This is ridiculous
when the consequences of the one-ways on central Christchurch have in fact been very similar to
those outlined in the literature.

Christchurch has had 38 years to demonstrate that the one-ways are a successful configuration
for Christchurch and it hasn't happened yet. It is reasonable to assume that if one-ways were
going to assist Christchurch's development it would have happened by now. Therefore a high
{evel of the burden of proof should be on those who think the one-ways are what Chrisichurch
needs for the future rather than on those who think the best configuration for the future are two-
way streets. Alan Ehernhalt (2008) said "When it comes to designing or retrofitting streets, the
burden of proof shouldn't fall on those whe want to use them the old-fashioned way. It should be
on those who think the speedway ideolegy of the 1950s serves much of a purpose haif a century
tater"

| will go through each of the goals of the Transport Plan and demonstrate how
the one-way system will be detrimental to the achievement of the four goals.

Goal 1: Improve access and choice

Literature repeatedly cites access as a priority reason for the conversions from one-way to two-
way. The literaiure discusses that where the central city is the motorist's destination then ease of
navigation using two-ways is more important than any possible time saved using one-ways
(Walker et al 2000). In addition, Gayah (2012) goes further and demonstrates that one-ways
don't save time.




"Seeing the destination but being unable to get there" was a common theme. Ease of navigation
was also important to developers (Behimann,Wichita 2012).

Gayah (2012) commented "These conversions are intended to improve vehicular access and
reduce driver confusion. Downtown visitors, whether they arrive by car or pubiic transportation,
prefer two-way street networks to one-way street networks because they are less
confusing...."this group are deterred by the confusing one-way sysiem and are less likely to
return'.

Literature states that visitors and those who frequent town the least, are the largest spenders but
this group often found the problems of one-ways so great that many chose not to go downtown.

"Service operations and professional offices also {not just retail) rely on a circulation system that is
easy to understand and to navigate" (National Trust for Historic Preservation 30/11/11)

A business on one-way St Aspah St opposite the new police station commented that they lost
many customers because the premises were too hard to navigate to. They knew the numbers
because their customers tend to telephone first.

There does not seem to be Christchurch data on customers that are being lost as a result of the
confusing nature of the one-ways and the numbers of new customers that would be gained. The
literature is consistent that patronage increases with the introduction of two-ways. Survey resulis
of Springfield Downtown "approximately 50% of community members surveyed Indicated they
would be more likely to visit downtown if there were less one-ways".

Two-way streets are in fact the normal way we get around. The malls understand the importance
of accessibility. Al roads to the malls are two-way and there have been no requests for one-way
access.

Christchurch has a tight street grid pattern which aids accessibility but this is limited under a one-
way system. The benefits of a grid pattern for iwo-way streets is discussed under the ‘efficiency!
objective.

A reason given for the Eastern frame is that there is too much land in the central city. The
west east streets between Madras one-way and Barbadoes one-way are isolated and very
difficult to access because the area is bounded by one-ways. Prior to 22/2/11 most land and
buildings were vacant. This progression commenced on the introduction of the one-ways.
The one-ways are a barrier (Walker et al 2000)} The problem with central Christchurch was
not that there was too much land but that the land was made sufficiently inaccessible for
business to function. Had these areas been accessible then development would have
followed. Investors and businesses are a cautious group and conditions have te be right
and this degree of inaccessibility is not good for business.

Making the streets look better in the new plan wilt not improve access and the deterrent for
business will remain (overseas experience of invigoration projects while keeping the one-ways
didn’t work). The area between Barbadoes street and Fitzgerald Ave was not as affected
because Fitzgerald Ave is two-way.

The poor accessibility inherent with one-ways is impossible to mitigate and the empty one-way
streets and those isolated by them are testament (Vancouver, Washington)

It is not just because there aren't any irees or amenities on one-ways that stops the
development. There are many streets that are equally devoid of trees and are unattractive but
business and people still do business and live on these streets. The problem for businesses is
the lack of accessibility

tn Christchurch the one-ways isolate the inner core creating an island. The literature frequently
referred to the barrier effect created by one-ways and the lack of connectivity. This is not healthy




for the inner core. It is also deterimental to the commercial development and livability in the area
between the four Avenues and the inner core. This will disadvantage patronage of the inner core.

The literature is clear about the access difficulties caused by one-ways:
| difficulties entering and exiting streets due 1o increased traffic speeds {(Nozzi 2005},
® two-ways create greater choice of routes and improve wayfinding - Oitawa (Hopper 2009)
m The one-way system of Tuam 5t and St Aspah streets mean fransit passengers must use
two streets to complete a return journey. Many references were made in the literature that
this is very unsatisfactory and negatively affects public transport usage (Walker et al
2000)). This was one of the reasons for the City of Perth removing their one-ways.

Many references were made to downtowns rightfully being a destination rather than a 'fiyover'
area.

A comment from Durham (2007} "t have to say that it (conversion to two-way) makes getling
around easier".

Clearly the most effective access to the city is a two-way system. Therefore the only possible
justification for a one-way system is through traffic. However if this hinders the city's revitalization
as a place for business and rehabitation then what is the point? Clearly other alternatives must
be found for through traffic if indeed it is a problem.

Objective 1.1: Balancing the network

The grid street system in Christchurch would allow the fanning out of traffic onto the most
appropriate streets rather than being funneled. This would lead to a more connected and
integrated feel within the 4 Avenues. All of the central city will then know what it is, which is the
'central city'. Currently there is a sense of a series of barriers/fencing that chops it up. This
integrated connected central city would exude a sense of confidence that it knows what it is. This
would encourage investment.

Prior to the earthquakes | would go to a site between Manchester and Madras St on Hereford St
and would leave using Manchester St to Moorhouse Ave. If Madras was two-way | would have
gone down Madras (which although had fast traffic and created a sense of being busy in fact
wasn't). Two-ways provide choice, accessibility, and the option of spreading traffic demands over
the grid.

The Transport Plan is attempting to balance the network with greater emphasis on other modes
of transport and considerable money will be invested in the bus system . But sacrificing livability
and economic vitality and revitalization for the sake of retaining the one-ways (for whom?} will
result in a wasted bus system. There will be few passengers. Compare this to cities that have
high central city livability and commerce e.g. Melbourne, and the fantastic well used pubiic
transport.

Objective 1:2: Use the existing road network more efficiently

Walker et al {2000) comments "In traffic engineering circles, however, the operational
disadvaniages associated with one-way sireets are becoming increasingly recognized”.

There is no description in the Transport Plan of what is meant by 'efficiency’. and similarly with
accessibility. | get the impression that how many cars a road can carry over a given time would be
the conventional view of accessibility and efficiency used by the CCDU.

Litman (2013} Includes "Efficient” in a list of some of the commonly used transport planning
terms that are 'unintentionally bias .

Litman {2013} states "How transportation efficiency is defined and measured can
significantly affect analysis results and therefore planning decisions™. Litman outlined five




efficiency categories: 1) conventional, 2) multi-modal transport planning, 3) accessibility - based
transport planning, 4} economic efficiency, 5) planning efficiency. On these measures the one-
way streets in Christchurch fare poorly: the deterrent effect on the use of other modes, access
problems for business and individuals, the economic inefficiency of having vacant land and
buildings on one-ways and those affected by one-ways and increased rates for all ratepayers,
and that one-ways don't suppori the strategic objective of Christchurch which is to support central
city commercial redevelopment and make Christchurch central city a livable inviting destination.
On these measures the one-ways are certainly not efficient. Gayah's research and other research
outlined in this report demonstrate that even under the conventional definition of efficiency, one-
way streets do not get moiorists to their destinations in the central city faster and the distance
travelled is greater than on two-way sireels,

Litman refutes the skepticism from people concerned that reducing roadway capacity will cause
congestion and reduce fravel speeds. He discusses how this can be achieved and uses cities in
which this has happened. Perhaps this is the fear that is preventing Christchurch from eliminating
the one-ways despite the mountain of evidence indicating that two-ways are the most likely
configuration for the achievement of the Transport Plan goals.

Litman also notes "in most developed countries demographic and economic trends are causing
motor vehicie travet to peak and demand for alternative modes to increase" It would seem that
fears that Chrisichurch will get overwhelmed by congestion are uniikely.

The City of Perth states "More one-way streets around the CBD are opening to two-way traffic as
part of the City of Perth's strategy to improve traffic flow and make the area more pedestrian
friendly." Perth obviously regards two-way streets as being consistent with efficient accessible
vehicle transport. It is hard to understand how the small city of Christchurch thinks it has got such
a major traffic congestion problem that it thinks a one-way system is so essential and that the
detrimental effects to business and to livability are worth it.

The City of Perth also state "One-way streets have: increased journey distances as drivers
negotiate the one-way network.....Studies show two-way streets reduce journey times for
drivers”.

The one-way streets increase travel distances (Walker et al) (Lum Kit Meng and Soe Thu in the
Journal of the Institute of Traffic Engineers, Singapore, in their 2004 paper "A microscopic
simulation study of two-way street network versus one-way street-network®).

Rick Hall of Hall Engineering indicated that backtracking or circuitous travel tends to more than
counter-balance any expected time saving benefits for motorists. Nozzi said that backtracking on
one-ways is more likely because higher average speeds leads to motorists not seeing his
destination until it has passed.

Current research demonstrates that trip time using two-way streets is no more than one-way trips
even though speed is less. It even goes further, Gayah and Daganzo (2012) " The irip serving
capacity of a one-way network can actually be increased when it is converted fo two-way
operation.... In this way, livability and efficiency objectives can be achieved simulianeously.”

The research of Gayah (2012) is included in more detail because it is up to date, is a high calibre,
and because the research is on the 'efficiency’ of one-way and two-way street networks. The
CCDU place significant emphasis on wanting an 'efficient’ transport plan and it seems that there is
an unintentional bias to assuming that one-way networks are more ‘efficient’. Even setting aside
the variety of other reasons why two-way streets are likely to lead to a more functional prosperous
and enjoyable central city, Gayah shows "Regardless of the size of the city, however, a one-way
to two-way street conversion should always increase the efficiency of downtown networks. Since
residents prefer two-way street networks for a variety of reasons, converting a one-way street
network to two-way operation can improve both the efficiency and livability of cities."

Gayah states that "The ability to move many vehicles does not reflect the ultimate objective




of any transportation network. The goal is to allow peopie to reach their destinations as
quickly as possible. The maximum rate at which people reach their destinations, also
known as the network's trip serving capacity, more accurately captures this objective. All
else equal, a network with higher trip serving capacity will serve vehicie trips with less
delay........... Therefore even though current research and conventional wisdom suggest that
one-way street networks are more efficient than their two-way counterparts, we show that
one-way street networks are sometimes less efficlent because they restrict the rate at
which people reach their destinations™.

Christchurch traffic engineers claim that travel times are shorter on one-way streets. This is
contrary to multiple research and to what Perth and other cities have found. Given this anomaly
an expianation of the factors that distinguishes Christchurch from the research and other cities is
a reasonable expectation.

Chiu et al 's {2007) research was also a technical analysis of one-way to two-way conversions that
only focused on capacity to move traffic and it afso demonstrated "the finding also suggest that
the two-way configuration could be desirable in alf considered criteria if carefully designed and
planned”

Research by Fang et al {2012) looked at traffic impacts for different flow configuration scenarios.
Hesults indicated that although speed reduced and intersection delays and stops increased in
the two-way configurations, the two-way configuration scenario could be desirable with careful
ptanning and design.

Baco (2009) states "One-way streets allow for greater traffic capacity and higher automobile
speeds, while two-way streets provide the same functionality, while also increasing pedestrian
safety and business visibility, essentials for successful downiowns®,

No wonder the experience of cities that have already undertaken conversions are successful. The
case study reports from cities seem to be consistently favorable.

i the above research and favorable reparts from cities were not correct it is reasonable to expect
that conversions would go badly but they have not and the large number of conversions gives
the resulis reliability.

In theory, it has been claimed, the disadvantage of converting a street from one-way o two-way
is a reduced ability to carry traffic. In practice this is usually not a problem with a grid-networks.
Sisiopiku et al (2008) referred to "exploiting the enormous capacity of downtown grids"”, If sireets
are converted as pairs, the total number of lanes avaliable remain the same. This has the
advantage of allowing motorists to by-pass a congested street and choose the adjacent street
praviding more choice. Walker et al (2000) commented on grids "this abundance of alternate
routes is an inherent advantage....This diversion begins to animate some of the downtown
roadways that were previously forgotten in the one-way system, making them more visible and
attractive for development". Richmond City downtown plan 2002 commented on how tight grids
pravide high levels of accessibility and traffic capacity and are very suitable for two-way streets.

Christchurch traffic engineers seem to be concerned that two-ways increase stop/starts
particularly for trucks and delivery vehicles. It is interesting that this seemed to be a
significant concern. The fact that businesses don't want to be on one-ways and there are
very few streets outside of the inner core that are not one-way did not seem to be a concern.
There is no point in worrying about delivery to a non-existent business. Businesses see
poor accessibility and exposure and fack of pedestrians and vitality as negatives but stop/
starts for trucks and delivery vehicles is never mentioned.

Clearly a two-way street configuration is efficient and appropriate. If there was a problem with
through traffic it is reasonable to expect this group to make some adjustments. Use of the very
close Avenues that have capacity for additional usage seems reasonable. Jeopardising inner city
livability, commerce and revitalization to ensure this group doesn’t have to make any adjustments




seems unreasonable. Of course travel through the inner city would still be possible it will just be
on normal two-way streets.

Objective 1:3: Managing the demand network by encouraging people to use a wider range
of travel options

Literature mentioned in other places in this report refers to the difficulties one-way streets pose to
pedestrian activity, cycling, and that transit passengers must use different streets for return
journeys. These difficulties reduce the use of these modes (Walker et al 2000}. In Christchurch
people rarely walk and cycle on one-way streets.

Goal 2 Create safe, healthy and livable communities

The hterature describing how one-way streets ruin fivability is enormous and it is so widely
accepted that | won't go into a lot of detail here. Difficulties include: connections with neighbours
and community, motorist speeds, pedestrian and cycling difficulties, particular safety concerns for
children, noise, lack of local business amenities because businesses become unviable, access
problems and reduced city rates revenue from these areas. These problems finally result in one-
way streets and surrounds becoming derelict and empty. This has been the Christchurch
experience.

Nozzi (2009) describes the following problems associated with one-way streets that result in
unsafe unhealthy unlivable communities:

Higher vehicle speeds on one-ways create the impression of excessive ftraffic volumes, even if
volumes are modest.

The increase in stress levels experienced by pedestrian, cyclists and motorists on one-ways
One-ways increase motorist inattentiveness. "Because one-way streets remove on-coming traffic,
"friction" is reduced and the motorist therefore has a lessor obligation to pay attention while
driving. ..."

One-way streets tend to increase motorist frustration, in part because the reduced "friction" of the
one-way creates the expectation that the street should now be entirely free of delays.

Higher speeds on one-way streets are frequently cited as negatives and vehicle speed is a major
factor in pedestrian injury and fatalities (Centre for Problem- Oriented Policing).

The City of Perth stated "Studies show two-way streets ...are safer for pedestrians because
they lower vehicle speeds.”

Although there is a significant amount of literature stating that one-ways are less safe particularly
for pedestrians and children, Christchurch traffic engineers claim they are safer. It appears that
old data (1966} has been used in this assessment. Consequently this claim needs to be
reexamined and the reasoning be made extremely clear.

| regularly observe motorists at the end of the light change cycle speed up and go through amber
and red lghts to get into the green cycle pattern.

"Every time | speak to someone about a problem street, it's always about a one-way" -
Gilderbloom, director of the Centre for Sustainable Urban Neighbourhoods at the University of
Louisville. (Hopper 2009).

Safety concerns with one-ways have been reported: “a May 2000 article in the Canadian Journal
of Public Health found one-way streets constitute an increased risk especialty for children
{ Wazana et al. 2000).




These points are highly relevant to placing the new children's playground on one-way Madras St.
The safely of children around this park is in jeopardy and the CCDU needs io take special note.

Richmond City commented on similar research. The complexity of two-way sireet interactions,
rather than being more dangerous as one-way street opponents would have you believe, are in
fact safer because drivers are required to focus on their environment, including pedestrians in the
intersection. The complexity of the intersection is in itself a safety feature as demonstrated by
Hans Monderman's Presentation CNU Transportation Summit 2007 .Richmond City views the one-
ways as a danger given they wanti to Increase residential devetopment in the downiown area.

Gayah commented on safety "Two-way Streets have also been found to be safer than one-way
streets, for several reasons. Although intersections of two-way streets have more conflicling
maneuvers, one-way streets correlate with decreased driver attention. One-way streets also allow
for higher travel speeds since signal timing results in less frequent stops for vehicles. Pedestrians
also prefer crossing two-way streets since drivers tend to travel more slowly on them and vehicular
conflicts are more predictable...... one-way street networks ....result in more vehicle miles traveled
{VMT}). Increased VMT means increased fuel consumption, emissions and exposure to accidents.”

Crossing two-way streets are easier for pedestrians because there are only 2 possible conflict
scenarios whereas there are 16 for one-ways (Springfield Study) (Walker et al 2000}

The safety concerns are very relevant to Christchurch given that more residential development is
the goal of the larger plan for the inner city. Qutside the inner core however a high number of the
streets are one-way.

Tuam Street is designated as a walking and cycling street as well as being a one-way.
Despite a proposed curb between the cycle path and the one-way vehicle traffic, the
sensation of the oncoming wall of fast unpleasant one-way traffic creates a perceived lack
of safety and anxiety. This deters walking, cycling and the general street desirability for
business and customers. Increased anxiety is also felt by motorists. "When other motorists
are driving faster, more impatiently and inattentively, one feels rushed e.qg. Will the guy
behind me be hostile if | slow down to...".(Nozzi)

David Ulan in the Press 17/1/2013 emphasized why having pedestrians at the heart of any
development is necessary {o a functioning street, community and city.

As the city planner for Lower Manhattan made clear. If a plan doesn't work at the level of the
pedestrian then it won't work. The one-ways don't work at the level of the pedestrian (even with
trees).

Motorists also like to drive through vibrant attractive areas. The literature commented on the
importance of the 'quality of the journey'. The speed at which molorists reached their inner city
destination was not considered the top priority (Walker et al 2000)). Enjoying the journey is an
important part of enjoying life (Nozzi). It seems that motorists as well are not entirely willing to
sacrifice livability for the perception (not real) of getting to their destination a few minutes faster.

Objective 2:1 Support recovery

Street life Includes business. What the Transport Plan fails to recognise is that the retention of
the one-ways will ensure those streets and those isolated by one-ways remain underdeveloped
because access remalns a problem no matter how 'beautiful'. Advertisements for lease or sale of
a commercial property emphasize access eg. The Press 15//2013 "with easy dual access from
Montreal St (two-way) and Orbell St" - notice the preference for the two-way section of Montreal
Stl.  More information is under the goal 'economic vitality',

No matter how 'beautiful', the unpleasant sensation to pedestrians of a unrelenting wall of same
direction traffic is very different to the variation produced by two-way. Foot traffic is required for




many of the businesses most suited to the central city e.g. Prior to the earthquake there were no
hairdressing salons on one-way streets except one beside the court that serviced those workers.

The importance of having pedestrian friendly streets for the recovery (of not just the inner core
but for all the area within the 4 Avenues) is supported by Litman (2013) who cites a body of
research that found shoppers who arrived by travel modes other than car spent more. The
literature consistently confirmed that two-way streets rather than one-ways facilitate other modes.

Walker et al (2000} comments "it is the occasional visitors to downiown who are often confused
and disoriented on encountering a one-way network.....But these occasional users are in fact the
customers that revitalized downiown are frying to attract”.

Recovery will be supported by healthy businesses in the inner city. Healthy businesses require
accessibility and customers. One-ways in comparison to two-way don't provide this. Recovery will
be supported by making the central city enticing and accessible to the public. More information is
under the 'economic vitality' goal.

If the one-way streets are converted to two-way the recovery will be supported by the
Christchurch City Council receiving very significant increased rates revenue from streets
that were underdeveloped due to being one-ways or being isolated by one-ways. Business
development in cities that have moved from one-way to two-way has been very positive and
city rates revenues increased.

When a building is constructed on a previously vacant site the council receives additional rates,
Eg. Montreal St north from Salisbury St corner has the potential to be prime retail and business
street frontage and can connect by lanes and courtyards to Victoria St. Currently however it is
mostly carparks. If Montreat St was two-way this street frontage would be developed and would
connect nicely with the residential area opposite. etc and provide an increase in much needed
rates.

If developed our Tuam St site would fetch $25,000 in rates but undeveloped $5,000.
Businesses don't want to be on a one-way, they are bad for business. If Tuam St becomes one-
way our site will be too difficult to lease. Our preference is the inner city but not at that cost.
Multiply these figures across the underdeveloped sites on the one-way streets and on the
isolated streets between Madras and Barbadoes St and lost rates could be around $20,000,000
per annum.

A comment to the Press 30/3/2012 in response to the CCC "H those one-ways stay, we will not
develop our own particular CBD site again, and the city can have another Wilson’s carpark®. This
was not us but ancther investor.

The city council relies heavily on collecting parking fees as a source of revenue. The increased
rates revenue from the new building could be used to reduce parking fees that currently put
people off the inner city.

The increased rate take could be a big driver for the city. This is what happened in Melbourne.
This lost potential is terrible and the cost to all the ratepayers needs to be justified.

Without any one-ways the area within the 4 Avenues becomes a fully integrated connected
functioning inner city that is likely to attract even more development. Currently the area between
Fitzgerald Ave and Barbadoss St is poor low grade commercial/residential with potential to greatly
increase its value hence more rates. The potential for higher grade residential, industrial
apartments is there because that is what we were planning prior to the decision to make Tuam St
one-way.

It seems that the intention in the Transport Pian is to make the one-way streets more attractive by
planting trees, erecting park benches and perhaps try to slow speeds. Lowering speeds however
removes the only advantage one-way streets had - that is the fast {as in speed not time)




movement of traffic. All the other disadvantages remain so what is the point in retaining them?

Doing pretty drawings of one-way streets e.g. Montreal St before and after photos in the
Transport Plan where someone is sitting on a park bench beside the road at right angles to
Montreal street facing the oncoming fraffic do not alter the basic problems of one-way streets:
accessibility, safety concerns especlally for children, a deterrent for business, significantly reduced
cily rate revenues, decreased livabllity. The designers seem seduced by the pretty pictures they
create but people are careful and the negatives of one-ways will still be apparent to potential
inner city residents and businesses and that will govern the success of the city's revitalization.

The literature described cities that invested very large sums on revitalization projects and
beautified their streets to no avait (Vancouver, Washington). In desperation the one-ways were
converted to two-way and the recovery commenced, "Converting three downtown streets from
one-way to two-way appears to have done what a multimillion-doilar mixed use makeover has not:
breathe life into the tired thoroughfares" Brettman (2009).

tan Athfieid has heen very involved in the creation of Wellington and it is an exciting neat
progressive cily. lan Athfield commented on Christchurch "Having a fast one-way system through
an area which is poorly settled doesn't help your settiement patterns, it's just as simple as that®.

Objective 2:2 Effective and integrated iand-use policy and plans

The one-ways do not contribute to the vision and goals espoused in 'Share an Idea’ of having a
busy vibrant livable, business friendly central city. The effects of the one-ways are so conirary to
everything hoped for and discussed for the central city that one wonders who the one-ways are
intended to serve. The one-way streets do not integrate with the vision.

Objective 2:3 Rurat roads

N/A

Goal 3 Support economic vitality

The literature is very clear that business deteriorates on one-way streets and prospers once
converted to two-way (Cooke 2012)(Wayland 2012). City revenues also increase. Municipalities
now recoghize the importance of the downiown tax base (Edwards 2011),

Conversion of one-way streets to two way is reported to be the cheapest method to rejuvenate
business' (Baco 2009).

The City of Perth claim "One-way streets have: defined unintended limits to urban development"”

“There is much evidence that two-way streets are good for business.....Cities large and small in
the US have been moving away from one-way streets primarily fo increase economic
development... (Terry Cooke 2012). “Denver, councillor - business is taking place here.... some
retaif corporations even have policies not fo locate stores on one-way streets ... " (Terry Cooke
2012).

Melanie Everstey reported "Switching one-way streets o two-way improves commerce downtown,
according to the American Planning Association in Chicago".

Shaffer 2010 reported "Over time it does stimulate development" In reference to to lowa cities
that did conversions.

Edwards (2002) commented "Perhaps the most important reason for changing the traffic flow of a




downtown street is to improve the economic well-being of the commercial district. A survey of 25
towns and cities that have converted....show they have experienced significant reduction in
vacant floor space....All of the communities surveyed reported positive results...and many
reported substantial private investments stimulated by the conversions that were coupled with
streetscape projects”.

Nozzi {2009) commented "As of January 2000 Ecologically Sustainable Design PTY Ltd (2005)
reporis that conversions in "22 cities across the USA ...the conversion was very positive,
particularly for business development”

The research of Leyland Consulting Group {2007} state "Research has proven that businesses
on two-way streets have a comparatively elevated tax base, command stronger commercial rents
and net higher real estate values, versus businesses on one-way streets....the improved
pedestrian safety and comfort afforded by a two-way traffic environment encourages shoppers to
patronize adjacent businesses by foot, creating economic synergy." Of course the higher real
estate values of two-way instead of one-way streets in Christchurch would directly improve the
rate revenues.

New Zealand has a problem with low productivity rates and often it is equated with working
harder however as Baco (2009) reported no other action increases economic vitality in a
city with the least cost as the conversion of cne-way streets to two-way. Mary Pogius in
Walkable Streets said "No single action could do more to improve the lives of downtown
citizens and business than the elimination of one-way streets.” Two-way streets also
increase city revenues from rates on new developments on underdeveloped land and
reduces the amount of costly development on greenfield infrastructure.

| contacted 10 business owners on Tuam Street late 2012 and the unanimous response to Tuam
Street becoming one-way was distress. One prominent owner said it would be "the kiss of death"
for his business. Expecting sufficient new businesses to take the plunge on a one-way street
even with beautification is unrealistic.

Gayah 2012 states "The current literature on urban street network design stresses that two-way
streets create higher levels of economic activity ...e.g.. two-way streets are better for local
businesses that depend heavily on pass-by traffic. Additionally, traffic signal timing on two-way
streets forces vehicles to stop more frequently than on one-ways giving drivers more exposure to
local businesses".

Hopper {(2012) states "Stower moving drivers on two-ways have reported discovering stores and
restaurants they never noticed befare”,

Nozzi (2009) reported that businesses are harmed by one-way streets ,in part due to lower store
front exposure as one direction of travel and the exposure from that direction is lost,

City of Fargo engineers 29/11/2011 stated "the conversion from one-ways to two-ways will bring
big bucks to downtown".

Stanley (2013) states "There are very few cities in the world where commercial activity survives on
a one-way strest".

Much emphasis in Christchurch is placed on removing any traffic congestion. Some congestion
however is seen by many as useful (Walker 2012). Edwards (2011) said "The success of
commercial districts need some traffic congestion so it appears busy... "Does it feel exciting?”
"Are there lots of people?" Shaffer {2010) reports "But congestion is the point, said Mark Weiler
founder of The Downtowner, a collective of downtown businesses.”

In fact few congestion strategies remain effective over time (triple convergence) because travelers
who previously avoided congestion notice the improvement and return to driving along the the
once-busiest routes (RAND Corporation research) (Downs 2004) . Only pricing strategies such as




congestion pricing resist triple convergence and manage congestion in the long run. Hence if
one-ways are claimed to reduce congesticn then it is expected to be short-tived and Christchurch
would be left with all the other negative effects of one-ways.

Downs (2004) further states on congestion "no large region can afford to build enough (road
capacity) io completely eliminate peak hour congestion" "should not be regarded as a mark of
social failure or wrong policies. In fact, traffic congestion reflects economic prosperity. People
congregate in large numbers in those places where they most want to be."

Objective 3:1 Easy movement of and access to goods and services

All the reports from cities that have done conversions to two-way reported consistent business
SUCCess.

The ease of navigation and access to businesses of two-way streets has been discussed earlier.

Nozzi (2009} reported that delivery truck logistics are complicated on one-way streets.

Goal 4 Create opportunities for environmental enhancement

Objective 4:1 Reduce emissions and invest in green infrastructure and environmental
enhancements

Conversions of the one-ways to two-way will enhance this objective.

Nozzi (2008) reports that one-way streets result in increased motor vehicle speeds and tend to
induce lower-value car trips that were previously discouraged by slower-speed travel. This induced
travel increases per capita motor vehicle travel, which increases air and noise pollution, and gas
consumption, thereby aggravating global warming.

Access using two-way streets results in lower travel distances compared to one-way, travel times
are not more than on one-way sireets and speeds are lower therefore fuel consumption and
emissions must be less.

That two-way streets are more livable is without dispute. If the planned attractive inner city
amenitles proceed and the one-ways were converted to two-way then more people can be
expected to want to live within the 4 Avenues. Higher density central living is accepted as more
environmentally positive.

Two-way streets will generate higher revenues for the city because previously underdeveloped
sites will be developed. This could provide more revenue for environmental enhancement i.e.
energy systems, public transport, public amenities.

The last two points are likely to slow the need for costly infrastructure in new greenfieid
developments.

Conclusion

This submission shows that the reason for the introduction of the one-ways 38 years ago is no
fonger relevant. It is now recognized that streets have broad societal functions and that these
functions have very far reaching effects on the development of economically viable livable

enjoyable central cities. The emptying out of central Christchurch by residents and businesses




has been facilitated by the one-way system and is testament that the one-way system is not the
system for the future.

Hundreds and hundreds of cities worldwide expertienced the same deterioration of their inner
cities and are successfully invigorating their cities by returning one-way streets to two-way.

This submission demonstrates that the one-way street network does not facilitate the goals of the
Transport Plan. One-way streets do not: facilitate access and choice, are not efficient, and do not
facilitate safe healthy communities.

Community and people are the backbone from which everything else flows. fn 1893 Jan Gehl
worked with the City of Melbourne on reinvigorating the city. Streetsblog (2007) refers to Gehl's
2004 assessment of this work it is the 'places for people' that are making Melbourne work and
are bringing about it's dramatic shift. It is these destinations that, despite greater difficufty in
accessing via the private automobile, are bringing people downfown, getting them to stay longer
and driving further investment”.

One-ways do not: facilitate business and economic vitality, the use of other modes of transport of
opporiunities for environmental enhancement.

How can one-ways facilitate recovery when they do not facilitate: access, safe healthy livable
communities and do not facilitate business?? If the traffic engineers and planners are not
listening or taking local business with them, how are they getting it right?

A major issue for Christchurch is the rates revenue required for recovery and beyond, yet prior to
22/2/11 Christchurch was sacrificing around $20,000,000 pa in lost rates. This loss is enormously
imporiant to ratepayers. It is also an issue for NZ tax payers who are financially supporting
Christchurch.

Given the evidence, the decision to retain the one-ways is puzzling. The CCDU claims it has done
modeling. The modeling however is questionable given the experiences of hundreds of cities.
Definitions of 'efficlency' can affect analysis results e.g. the mind set imbedded in the view
{Christchurch traffic engineers) that 'hairdressers are not an appropriate business for the central
city and that they shouid be in community villages where there are pedestrians’, is likely to affect
the modeling process.

It might be wise for the traffic engineers and planners to consult {perhaps even an audit of
the modeling) with traffic engineers and planners of cities (e.g. City of Perth) that have/are
doing conversions to see how they have dealt with the issues Christchurch thinks are the
impediments to returning streets to two-way. | think the public would think this a reasonable
approach given that Christchurch is going against current wisdom.

It seems there is an aititude that Christchurch Is different, that the research and the experience of
other cities is not relevant to Christchurch, Given how important this decision is, the public needs
to know precisely 'What is it about Christchurch which is so different?'.

The weight of the evidence against one-ways prompts the questions:

Then to whom or to what are the one-ways suppose to benefit?

What would convince the decision makers to change to two-way?7??

What are the precise levels of certainty over what variables is required?7?

Does Christchurch have to spend billions of dollars on revitalization projects and still have an
underdeveloped inner city to get some change????

The traffic engineers and planners need to explain in detail and present the data used to justify
retaining the one-ways. It is not goed enough to just claim one-ways are more 'efficient’ or there
will be teo much congestion. It seems reckless to jeopardize inner-city commerce, livability and city
revenues.




Finally, one-way streets are not the normal way we move. Instead of thinking we want something
that is different, think that 'we want something that is normal'.

As Lee Coulthard, Chair of the Vancouver, Washington Downtown Association put it best
"it's like, WOW, why did it take us so long to figure this out?"

Notes:

St Asaph street is emerging as a cafe, restaurant, bar precinct, and many are open to the street.
This area was envisaged in the blueprint to be the 'Fringe' and to be an entertainment hub. To
remain viable these businesses require pedestrians and high visibility. One-way streets however
create just the opposite.

Of course if two-ways are exiremely successful and lots of businesses and residences develop,
this would be seen as very positive. But traffic could also be expected to increase. The
proponents of one-ways would then argue that we must have one-ways to deal with this traffic. Of
course traffic would then diminish because residents and businesses would start emptying out
because the area wouid no longer be pleasant to live in, visit and business would cease being
viable because of poor accessibility. There aren't any problems getting across an empty city.

Johnson former cily councitor - Downtown Hillsboro said "had two-way sireets...back then
the area was bustling with... Residents then felt that traffic was becoming too
congested.... Traffic engineers said "We can fix that with one-way streets,” The
unintended consequence is it has slowly killed off the businesses......the
death of business comes slowly with one-way streets" (Parks 2011)
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6. Our inner city should have streets that people want to live on. Just walk down any two-way street and the
visual impact of cars coming from both directions, pedestrians and cyclists is a world away from one-way
waves of traffic. You will never get people wanting to live on one-way streets, they cut up the two-way
street system and render the city inside the four avenues unattractive inefficient and unsuitable for
residential development. This has been our ¢ity's experience in the past and it will not change while they
remain,

7. The inner city needs streets that developers and property owners want to invest in. The potential for
apartiment, high density living east and south of the green frames is huge. This under development is costing
the city and it's rate payers millions of dollars per annum in lost income while spending on new
infrastructure for green fields development doubles the pain.

While the group of five developers may want a one-way to their mall like vision of the inner core, they will
rue the day they cut out an environment that could have attracted high density living on their back doorstep.
Perhaps they should notice suburban malls haven't been calling for one-way street access! T'wo-way streets
work best for them.

We need streets that businesses want to be on. The hostile environment created by one-ways, cuts out vital
foot traffic and conventent access. If it is not enough to have higher cost in land remediation and
foundations, investors now have to contend with customer\tenant resistance for being on a one-way. Why
would you want to put your money into a one-way environment,

8. Our inner city needs to be productive and contribute to taxes and rates. Talking to traffic engineers, they
seem to have little data on the cost of one-ways to the community although there is ample cost analysis in
overseas studies to be used. Talking to businesses there seems to be over whelming agreement that they are
bad for business. It is clear from the lack of development on the existing one-way streets that developers
don't like them. The only group that scem to be wedded to them are traffic engineers and they seem to lack
data on how many people are put off visiting the inner city because of the confusing nature of one-ways or
the extra navigation they cause through missing a destination or not finding a convenient car park or the
confusion of being in a stream of cars going at or above the speed limit.

How many times do we need to circle a block of streets to go in an opposite direction when a simple turn is
needed on a two-way. So what is the true cost of lost rates and taxes in an undeveloped inner city due to a
destructive one-way street system? Efficiency is quoted in the city transport plan but [ have not been able to
obtain convincing data from traffic engineers, and overseas studies state the opposite, do they mean the
ability to get traffic through the greater city at the expense of the inner city or to make the inner city work
better? Perhaps they should quantify lost opportunity.

9. With regard to congestion, if fear of that is your main logic for staying with a one-way street system, have
you thought of making Fitzgerald Ave a more effective carrier of north south traffic? If you look at the the
city road map, Hills road runs into Fitzgerald Ave, so why not extend Fitzgerald Ave to Brougham St/
Southern Arterial Motorway. Then make Moorhouse Ave and Bealey Ave more effective by co-ordinating
traffic lights. Two-way inner city streets will always be feeders into the city and efficient carriers of traffic
so where is the problem.

Of course for the inner city, traffic is not necessarily a bad thing. Generally people are drawn to vital
energetic places. When [ have lived in other major cities I have always noticed busy two-way streets are
more likely to have cafes where people like to be seen. So treating traffic like the enemy can work against
making a city a vital place to work live and be entertained. You expect an inner city to be busy. Once one-
ways go, drivers will soon find suitable routes to get around the city. If the proposed stadium is seen to be a
problem, on the occasional nights it is used, a better location could be the old bus depot on Fitzgerald
Moorhouse Avenues or leave it where it is.

10. Few cities in the world would have put a gasworks beside our beautiful Catholic Basilica, then put a
one-way street in front of it, then put an ugly polytech carpark across from it. Perhaps the traffic plan could
treat it like the priceless treasure it is and give visitors to the city something truly special to see. Now that
parts of the Basilica will be retained, what greater tribute to a quake ravaged city could there be?
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Submission to Christchurch Central Recovery Plan

‘An Accessible City’
21 January 2013

Cycling

1. T SUPPORT the general direction of the section on cycling and the aim to encourage
safer cycling in the CBD. However much of it is very general and lacks specifics. This
gives me no confidence that significant improvements will actually happen to enhance
safer cycling in Christchurch. More hot air, or definite action to make cycling more
convenient, attractive and safer for the public, families and children?

2. ISUPPORT the aim to offer good connections from the wider city into the ceniral
city and the Core. At present this issue is one of the greatest failings for commuter
cyclists in Christchurch; the lack of safe separate cycleways running from greater
Christchurch into the hub of the CBD. Virtually nothing has been done in this regard
over the last 20 years and Christchurch, a perfect city for cycling, lacks the amenities
for safe cycling which one sees in many cities overseas. For instance what is going to
be done to make Ferry Road a safer main commuter route into the city? Not more
useless painted white lines on the road please!

For years what has happened in Christchurch is a lot of PR politics and fine sounding
aims, but little or no concrete action and resources devoted to improving commuter
cycling compared to other modes of transport. Fundamentally many commuter cyclists
are extremely disappointed, frustrated and angry by the lack of action by the
Christchurch City Council to improve safer cycling after having spent countless hours
making submissions year on year,

The recent 30 year CCC transport plan only paid lip service to safer cycling and sold
out ‘Share and Idea’ requests for improvements, although now the Council claims it is
going to advance four cycling projects (The Press 24/11/12). I am not holding my
breath as to how soon these will actually be implemented, as I do not think they are in
the next annual plan.

Personally I have given up on this Council with regard to cycling. There has been a
complete lack of leadership in providing what cyclists want; in fact just obfuscation and
refusal to put adequate resources into making a difference to cycling in this city.
Compared to Europe we are a pathetically undeveloped country in this regard!

3. I support the implementation of slower speed zones on routes designated for cyclists
as described in ‘An Accessible City’. However this will be a waste of time unless
enforced with cameras. I would be prepared to wager, going by past experience, that
hardly any restricted speed zones will actually be applied or adhered to because of lack
of political will.

4,1do NOT SUPPORT the retention of the one way systems in the CBD. These are
nothing but de facto motorways which do little or nothing to make cycling safer or
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These guestions reldte to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Cenfral Recovery
Plan (CCRP). This draft chapter and proposed changes to the Christchurch City Council’s District Plan replace
the Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www.ccdu.govtnz
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Summary of Actions requested:

Topic Action
1 Encouragement of active a. Separation of cyclists and pedestrians on key
forms of transport walking and cyciing routes (p9, 11) needs to be

specifically stated.

b. Make explicit reference in the final Plan to the
importance of perceptions of safety {not just
safety per se) (p8, 10).

c. Re-examine the suitability of “Main Streets” as
both Key Cycling Routes {p11) and main bus
routes (p15); Colomho St in particular.

2 Pedestrians as the drivers of a, Include a high density of pedestrian-friendly
husiness revitalisation features to allow easy crossing of “Main
Streets” (p12); see also 3a below.

3 Distributor streets as a. Make specific provision for pedestrians to cross
facilitators of car transport easily at places where people already gather in

large numbers (e.g., Madras St between CPIT &
Countdown shopping centre; pl6) or are likely
to gather in the future (the new stadium; the
health precinct; the redeveloped city library).

4 Mixed-mode as the way of a. Make specific provision that encourages people
the future travelling from far-flung suburbs to leave their

cars at the outer edge of the central city {in the
vicinity of Arterfal roads) and get on their hikes
or on the bus to get around the central city
(p15, 18).
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These questions relate to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP). This draft chapter and proposed changes fo the Christchurch City Council’s District Plan replace
the ‘Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete :‘his.submi’ssioﬁ form, visit the website www.ccdu.govt.nz
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These questions relate to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP), This draft chapter and proposed changes to the Christchurch City Council’s District Plan replace
the Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www.ccdu.govi.nz
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Accessible City Draft Chapter submission — Professor Simon Kingham - January 2013

What are your overall comments on the Accessible City draft chapter?

While there are a lot of good points in the Accessible City draft chapter, the chapter does not go far
enough. It will still leave us with a car dominated city and not the type of city that will allow us to be
resilient to many of the challenges we are already facing (climate change, peak oil, obesity
epidemic), and it will not lead to the type of city that The People want®.

We have a golden opportunity to make Christchurch a city the world looks at as an example of a
future proofed resilient city driven by innovative transport policies. The Accessible City draft chapter

as it currently is will not deliver this.

Are there any proposals in the draft Accessible City chapter that you particularly
like?
There are many good features to this Plan including:
1. The 30km slow core.
Priority streets for cycling, walking and public transport.
Encouraging through traffic out of the city centre and onto the four avenues.
The new public transport interchange
Pedestrian and cycling paths along the Avon.
Separated cycle ways on both sides of the one-way streets

® oA e N

Are there any proposals in the draft Accessible City chapter that you particularly
dislike?

1. Car focus. The chapter is still very car focused. It is as though climate change, peak oil and
obesity are still possible rather than real problems. It is far too easy to drive through and into the city
centre. There is virtually no impediment placed on vehicle access beyond a few slow (speed
reduced) routes. We need to actually close (to through traffic) a few routes and make them genuine
pedestrian and cycle priority routes..

2. Parking. There is an enormous amount of car parking right in the heart of the city. This is nota
sign that we want to get people out of cars and using public transport and bicycles. There should be
less parking; we want to make public transport and walking and cycling provide the best access.

3. Rail. It is completely ignored. If we don't include it now, it will never happen. This is too good an
opportunity to miss. There is more discussion on this below.

4. Speed. While | fike the slow core, it does not go far enough. At a minimum, every route
designated as cycle or pedestrian priority should be restricted to 30kmh, and ideally ail of the central
city should be 30 kmh. There is more discussion on this below.

5. Cycle routes. Many of the cycle routes are inconsistent. We know from the research referred to
earlier that people want separation from traific. We have a golden opportunity to provide this, and
we are not providing enough consistent well designed cycle infrastructure, There is more discussion
on this below.

2 The wida public feedback from the Share an ldea process was very clear in asking for a sustainable city with good

active and public transport.




Accessible City Draft Chapter submission — Professor Simon Kingham - January 2013

Is there anything else you would like to see inciuded in the Accessible City chapter?
1. Changes to Speed

Faster moving motor vehicles make cycling feel unsafe to people who don not currently cycle (see
research referred to on page 1). Slowing maximum speeds in the whole of the central city will
encourage more people to cycle. There is a wealth of evidence that shows that reducing the speed
of vehicles from 50km to 30km also significantly reduces the risk of a pedestrian or cyclist dying in a
collision with a car. In the UK reducing speed limits to 30km (20mph) is a growing trend and this
reduction has been described as "most cost effective way to improve quality of life"
(www.20splentyforus.org.uk/). We have an amazing opportunity to join this revolution.

Recommendation: Reduce the speed limit for the whole central city to 30km.

2. Better Cycle Routes provision

We know from the research that the barrier to substantial uptake of cycling is that people do not feel
safe. We need to make cycling feel safe and people will use the bicycle as a mode of transport. If
we don't do it now when we repair roads (the cheapest time to do it), then we are guilty of wasting
money. Swapping cycle lanes with parked cars is a very cheap option,

Recommendation: Ensure that the provision of separated cycle infrastructure in all repaired
roads is a top priority as it is the cheapest way to do it.

All cycle priority routes should have 30km limits. At the moment in the Plan they do not e.g. Antigua
St is a cycle priority route but does not have speed of 30kmh.

Recommendation: All cycle priority routes have to have 30kmh speed limits.

The cycle priority routes should be consistent with any likely cycle routes beyond the city centre. As
an example, Antigua St is designated a cycle priority routes. Logic says this should continue north
of Moorhouse to Brougham St and then onto Strickiand St. | don't believe this is likely. Logic tells
me that Selywn St is more kkely to be a cycle priority routes (it is quieter, and passes South
Intermediate School) and therefore it would make sense to use that route and link up with the cycle
route marked on Hagley Ave. This is an example | know. They should have been thought through
like this.

Recommendation: All cycle priority routes should link with likely routes outside the central
city.

3. Rail

Don't ignore it. Rail is viable and can be far cheaper than most people think. in Perth, Australia, the
cost of rail was comparable to that of building a lane of state highway®. If we ignore it now, we
ignore it for ever.

Recommendation: Seriously consider rail.

3 Please look at this presentation and associated documentation on the potential for Rail in Christchurch by world rail
and transport expert, Professor Peter Newman. http://www.geog.canterbury.ac.nz/peter.shtml
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Summary of Actions requested:

Topic Action
1 Encouragement of active a. Separation of cyclists and pedestrians on key
forms of transport walking and cyciing routes (p9, 11) needs to be

specifically stated.

b. Make explicit reference in the final Plan to the
importance of perceptions of safety {not just
safety per se) (p8, 10).

c. Re-examine the suitability of “Main Streets” as
both Key Cycling Routes {p11) and main bus
routes (p15); Colomho St in particular.

2 Pedestrians as the drivers of a, Include a high density of pedestrian-friendly
husiness revitalisation features to allow easy crossing of “Main
Streets” (p12); see also 3a below.

3 Distributor streets as a. Make specific provision for pedestrians to cross
facilitators of car transport easily at places where people already gather in

large numbers (e.g., Madras St between CPIT &
Countdown shopping centre; pl6) or are likely
to gather in the future (the new stadium; the
health precinct; the redeveloped city library).

4 Mixed-mode as the way of a. Make specific provision that encourages people
the future travelling from far-flung suburbs to leave their

cars at the outer edge of the central city {in the
vicinity of Arterfal roads) and get on their hikes
or on the bus to get around the central city
(p15, 18).
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Submission Form

These questions relate to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP). This draft chapter and proposed changes fo the Christchurch City Council’s District Plan replace
the ‘Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete :‘his.submi’ssioﬁ form, visit the website www.ccdu.govt.nz

Answer as many questions as you like, You do not have to answer them all,
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Q. Are there any proposals |n the draft Accessnble C ty chapter that you partlcularly Ilke?
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Q. Are there any proposé[s-in”the draft Accessible City iﬁ_hqpter that you particl:nl'i'iariy di,slike?_ '
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Submission Form

These questions relate to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP), This draft chapter and proposed changes to the Christchurch City Council’s District Plan replace
the Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www.ccdu.govi.nz

Answer as many questions as you like, You do not have to answer them ail.
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Submission Form

These questions relate to proposals it the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP), This draft chapter and proposed changes to the Christchurch City Council’s District Plan replace
the Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www.ccdu.govt.nz

Answer as many questions as you like. You do not have to answer them all,
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Submission Form VL

These questions relate to proposals in the draft An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP), This draft chapter and proposed chariges to the Christchurch City Council’s District Plan replace
the Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www,ccdugoving

Answer as many questions as you like, You do not have to answer them all.
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b. Motorists who currently drive to work because there isn’t a convenient bus service that gets them to work in
reasonable time. For example, the current timetabled journey for buses from Rangiora to Hornby is
approximately 90 minutes, which is too long for Christchurch commuters; a frain can make the same journey
with sevesal stops in less than half the thne, which is about the same as this group of commuters currently
achieves by driving, with all its attendant “hassles® and stress in peak-time traffic. (A commuler train removes
this driving stress, and enables commuters to read the morning paper, have an onboard breakfast/coffec or
access the internet through onboard wi-fi to start work whilst still iravelling to their office, none of which can
be done whilst going to work by car or bus!) Note: This category excludes car commuters who require their
car during the day for their own or their employer’s business; they are NOT candidates for public transport.

A market survey needs to be done urgently of all the car commuters in the above categories who travel into the
CBD and peripheral linbs that are rail-served to determine:

a. Why they use their cars instead of buses or cycling, and

b, Would a modern conunuter irain (complete with café bar, onboard wi-fi and bike compatiment) ieet their
need for fast, efficient and economical journeys to and from work?

This survey could be done through all the commercial offices and workplaces in the inner city and peripheral hubs
as well as in the ST & OS by mail-drop complete with freepost reply envelope to CERA. This should be funded by
the UDS counciis ineluding Environment Canterbury, and carried out as a malter of urgency,

Conclusion:
The bus companies already have a scat at the “decision-making table® through both Environment Canterbury and

the Christchurch City Council, It’s time that KiwiRail also had a seat at e same table to ensure fairer, more
balanced decision-making on public transport modes. KiwiRail recently appointed one of their local managers as
Liaison Officer with CERA and the councils to ensure that its ability to provide a modern commufer train service as
patt of an integrated public transport system for Greater Christchurch is not overlooked by the authorities. Some
members of the Rail-Can group met with him on 24™ January for a briefing on this issue, and were advised that he
has already had some initial discussions (with CERA at least) and represented KiwiRail's willingness atd desire to
be involved in not only the plannihg process but also the implementation of re-introducing a modern commuter
train service for Christchurch.

Q4: 1 would like to see “future-proofing” of certain transport corridors, both existing and potential, to allow a phased
introduction of a light-rail system in future on routes that cannot be served properly by a commuter train service on
the existing rail network; refer to Q3 answcer above. The introduction of such a system should be deferred until
after a modern commuter train service is established on the existing rail network and providing a service fiequency
that meets the needs of commuters/shoppers throughout the week. A future light rail system should NOT be
integrated with the cxisting historical tram network; the latter is for tourists and visitors to Christchurch, and in no
way meets the needs of comimuters and shoppers. Neither should a light rail systemy be introduced on routes that are
cutrently well-served by the Metro bus services, as this would be an unnecessary duplication of services, and a

waste of ratepayer funds,

Thank you for the opportunity to make this submission. Inote the requirement to publicly release all subimissions received,
and do not require my name to be removed from my comments. There is no information in my submission that I require to

be kept confidential for any reason.

---------------------
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Submission Form

These questions relate to proposals in the draft ‘An Accessible City’ chapter of the Christchurch Central Recovery
Plan (CCRP). This draft chapter and proposed changes to the Christchurch City Council's District Plan replace
the "Accessible City’ chapter of the CCRP and the transport provisions in Appendix 1 to the CCRP. If you'd like
more information before you complete this submission form, visit the website www.cedu.govt.nz

Answer as many questions as you like, You do not have to answer them all.

Q. What are your overall comments on the Accessible City draft chapter?
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Once I could travel fr om .
Wulpma to Christchurch by train
(dnd return).

As with inany riwal folk retived
or neat it, from north, south and
west, I've no desive to 11vc inthe

©ocity butl dlike to be able to
commute to events without the
hassle of driving and parking.

If Gerry Brownlee and Bol
Paricer want people torettrn to
the cily, their first priovity should
e to buy.the Addington Saleyar ds
site for a transport hub and get the

Waipara, Darfield and Ashburton
“lines going for comthuters. The
saleyalds are al eady linked to the
-rall system.

1 could even hire a bile and ride
from Addington through the pavlk

EE T

been convicted of ﬂ aud (Oct 6) AS:
a priest, he has broken one of the
10 flmdamental teachings of God,
the commandment that “thou shalt i
nof steal”, He should now be, :
deﬁdcked or at the ver, yleast hiave -
his hcence )\ ‘gyolied, Just incase he
mtends to L each again.

- CHARLES REDDISH -

. One tholsand new sections in
Kalapm, prought onto the rmiar ket
Dy the Cera legislation, medi
about 1600 exfra cdbs coming ito

. the commumty (Oct 7). Many of

those will be diiven to Chvist-
.churchasthe OWners ' place ¢ of _

-:--emplo)nnent

A classicinistaker egulally
- madle in Néw Aea]and is .

Papanm :

Buy“Auck'iand's trains

_those caty aages

Right place for hub e

" spaceis there for severa
plaifox 1ns for all points
~Thus celitred togett
undel cove; 1 ‘ail and b

’ off peai( peu ;
Tofteny teh empty buses hurt—
‘ -lmg downEst"' ¥ ]
“to Southshore and back and Tavé
wandered I busg compames gowld
- save fitel; yedics smog and help
“the planet by usmg 10 01 12 -seater .,
Sy

i '-‘

connectmn tothe Lyttel

there may be one 01O bt
ccnstl ucted and bus su_

The lavger buses would be used

at peak time$ ancl for school it
“but our neives would notbe
: aﬂ‘ecf:ed all and evew day y hiuige B

the su1tab1hty of the Ad(_l_m__gto -
Sale Yards site for a transporthub;
‘(July 4). The 1aﬁ is already there, i
allowing two orthret plaifoxm '

e oppomuunes fm destmatmns

Inhls wm thy aiticle aqve
of fram-rains for-Chr istchm
., muter services, Richar d'Wo :
- s inipossible 0 TN hams direr tly
* hetween Ranglora: {oany
" franspor thub at Mool
-11), He wiil be. please
¢ . jgtterio The Press [
© Hexrett, CCCproject man
. Blenhenn R, devxatl

usinv_ sleaders and thelegi al:-
i, or push,

acquir lng a significanty
Aucldand’s for thcommg st
‘passenger volling stock: Wwitl

relatively low:cost refurbi

R 5""-”(:

tio 31)‘“2" PR B

C!an_teibm v.

i)




771 Auckland SR 681 Aucklan_d _SH
772 Auckland SH 682 Auckland SR
773 Auckland SR 683 Auckland SR
774 Auckland SR 684 Auckland SR
775 Auckland SR 685 Auckland SR
T 776 Aucidand SR 686 Auckland SA
777 Auckland SR 657 Auckiand SR |
. 778 Aucidand SR 680 Aucltand SR
779 Auckland SR 690 Auckiand SR
[ — 780 , Auckland SR
ADC Trailer Cars : ADL Power Cars
No. Locatlon Livery | No. Location Livery
851 Auckland SH 801 Aucktand SRk
B&2 Auckland Sh 802 Auckland SR
853 Auckland SR 803 Auckiand SH-
854 Aucldand SR 804 Auckland SR
855  Auckland SR |'805  Auckland SR
858 Aucldand SR 806 ' Auckiand SR
857 Auckland SR 807 - Auckiand SR
868 Auckland SR 808 Auckland SR
059 Aucldand SR 808 Auckland " SR
860 Auckiand SR 810 Auckland

SR

B GLA-:)S ELI;GTHIG MULT[PLE UNHITS

L

D Class Tralley

Car{s) attached
Arbrlene BONA
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v Zealand cities could learn much from European public transport systems,
es DAVID KILLICK.

s neofthethings1
2 love about Europe
|| ishow easy itisto
get around without

acar. Hop oina

nd you can explore the
continent, from big cities
villages, You can whiz

1t 240km/h from ity to
eander through

:sque countryside, or use
nway to visit the towrist

-one has to worry about
ting, trafflc, parking or
You artive slapbangin’
ddle of a city — train
& are not hidden away on
#'s fringes, You arrive in
hape, and on time.
‘those places not
sted by train, you can take
5, bilke, or even a gondola
side of a mountain.
tried all these moides of
ort on a recent trip to
witzerland and Germany.
e"s public transpoxt
115 a joy.
contrast, New Zealand’s
red means of getting
1— the car — seems part
welessly outmoded way of
ag roocted in the 1950s,
say we have followed the
can and Australian
ich to transportation, but
a0t quite fair: it's better in
10se countries, In Sydngy,
i1 will whisk you fron the

airport to the cily centre in
about 20 minutes. There’s even
a futuristic monorail.
Melbowne has a free tram that
circles the inner city.

San Prantisco's historic cable
cars are A tourist attiaction that
is actually a practical means of
getting around. New York City’s
subway has been cleaned up,
and is fast and reliable,
‘Washington DC's subway is
immaculate and efficient.

And New Zealand? We seemn
to have ditched all development
of public transport, Some
railway lines have been-closed,
The only answer seemis to be
more roads. But they just get
clogged with cats, '

On a trip to Auckland Jast
year, it look me fonger to get
from the airport to the city than
it did to ily there from
Churistchurch. The reason:
roadworks. On anather occasion
a frlend reports having to fork
out $100 for a taxi, Pilots
couldn’t make it back to the
airport in time and Hights were
dclle)lycd. o

By world standards,
Auckland is not big, Of cowrse
this is absurd, Auclkdand should
haye had a light rail or subway
decades ago,

Wellington’s bus service is
excellent, and there is subutban
rail, although years of nfiflect-
and underinvestment following

wfﬁmjj‘M M@m [,

privatisation have resulted in a
system that is hardly world class,

Christchurch, however, is the
city where big improvements
could be made, Promotional
images of the city often show the
historic tram., A visitor from
another city could be forgiven
for thinking here is a handy way
to get around the city.
Unfortunately not, The tram
looks picturesque, but doesn’t
go anywhere useful, It offets
only a short ride for tourists.
Locals don’t use it,

One of the stupidest ideas
has been putting bus stops in the
middle of busy Hills Road. The
idea is to make it easy for buses
to get back into the traffic low,
but the end result is just more
congestion, .

The yellow, hybrid-electric
city shuttle buses are a good
idea, but limited. The green
Oibiter buses nking subiirban
shopping centres have been one
of the few moves that make
sense, We need more.

Here nve some ideas I believe
would improve transport in
Christchurely o
@ Expand the free city shuttle
— perhaps introducing a
minimuim charge - to conmest
the cily cenire with busy streets
such as Ricearton Road and
Papanuwi Road, .
@ Make the tram o 50
usefl; éven arouiid Hagley Pax

where

j:yéq‘i;‘?f&.’-w

avould be a start,

® Reduce the needlessly wide
grass beims and put in off-road
cycle lanes, Put power poles
underground.

:Create more transport hubs,
ig one close to the
enire, The cential bus
exchange was hopelessly '
overcrowded as soon as it |
opened.

@ I tramlines along the
centre of byoader avenues, What
a shame you can’t take the tram
to Sumner any more,

@ Expand the rail network to
colittect the city with outlying
areas, sich as Rolleston, West
Melton, Rangiora and
Ambetley, Railway lines are
already in place.

Yes, all these plans would
cost money, but the benefits
would be enormous; less inoney
spent on roads, less congestion,

. more independent regional

settlements and less sprawl, Oh,
and less fuel conswuned and less
pollution and greenhouse gas
emissions,

Impossiblet Well, they’ve
done it in Gurope for years, why
nothere! = Dip

e
METIL L D s

B DavidKillickis a Christchurch
journalist with aninterestin

* whan désign. He edits The Press's
i :AtHome supptement.

Bus lanes
people pr

years,
4/ able b
- < often
qaickly as vehic}
and road infrast
improved, But a
proliferated, ou
have stowed anc
retated discases
Just as peopl
suffering from I
the roading neb
slowly clopging.
In Auckland, on
know used to ea
and put on her)
wait to get onto
harbour bridge:
Shore subutb,
In Christchu
benefited from i
and nultiple exj
cent of residents
each day to get1
work. Many of t
otcupant journ
population, Ney
as much petrol ¢
cars as United S
Without goo
forethought, the
can diive peopl
cities rather tha
friendlier and n:
One of the w
Dnviromment G
the City Counci
encouraging pes
cars is to make t
reliable, enjoyal:
economical as p
priority for buse
aclieve this, It h
Hills Road and i
continue with C
Sotth and Papa
Chitistchywet
the best i Aush
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Dismissing commuter rail as a solution to Christchurch’s
traffic problems is off track, writes RICHARD WORRALL. -

he Govetnment )
anounced i the Budget

a major upgrade of
passenger rail seyvices in
Auckland and Wellington, and
gave regional councils the

litre régional-petrol tax to help
pay for public-transport
infrastructure projects.:

rail-funding plans, There is no
point in Environment Canter-
bury (ECan) asking for funding
when no plan exists to introduce
“any rail services linking Christ-
chiuwrch with some of ils growing
satellite toyms. Reporis comne
and go, but no action is talen,

Some, such as Geoff EIIiE ™
{Perspective, April 25), clalm a
commuter rail service svould not
De viable because most people in
Rangiora, Kaiapoi or Rolleson
do notwant to'go the central
city to work or shop, or for
etitertainment,

Towever, if outlying towus
had a high-guality conunuter
vail service that could take
people guiclkly, reliably and
frequently to the central city,

rather tlian having to battle
traffic congestion, it is more
likely they would want to visit
the central city, The rail
conridors can do this because;
unlile buses, they have their
own eéxclusive right of way
| separate fiony cars and trucks,
Also, the three vail corridoss
through Christchurch provide
access {o several major shopping
centres and eployinent aregs,
such as Sydenham, Addington,
Middleton, Sockburn and
Hornby, For example, a person
living in Rangiora could easily
-rateh a teain o Novthlands Mall

option of imposing 4 10 centsa, -

Unfortunately, Christchurch
did not figure in any commuter-

with integrated bus couneclions,

+ We need leaders
-with the vision’
to give people
“aviable
alternative to
long-distance
‘car commuting.
mall is almost right next to lhé
main north railwayline.
Sirnilarly, a person in Rolleston
could travel to Hornby Mall via
train, since Hornby Matl, tdo, is -

next to the railway line,
Critics claim committer ¥ail

o ] Ly iy
__ services are viable oily in cities

with very large, high-density
populations. They ate obyious!
unaware of the various fypes 6
rail-based passenger transport

_ oplions available, A dense net-

work of imderground railways,
such those in big Asian cities or
Loudon and New York are not .
thie type of rail services appro-

. priate for Chiistchurch.

Commnuter rail services and
the equipment they use are
designed for smaller cilies which

"cannot support undergronnd

railway systemns. '

"I'here are many cities with
poputations between 100,000
and 500,000 in Burope, and
growiig numbers in North
America such as Albuqguerque in
New Mexico, which have or ave -

.developing commiuter rail sex- ey
vices to owtlying tovns, someof ~ =

which are smaller than Rangiora
or Kalapot, =
Canadian Train manufac-

. turer Bombardier has sold more

than 250 of its Talent range of
diesel and electric railcars in the
last 10 years, which ave designed
snecifically for fower-density

. years wonld easily suffice,

Bl Richard Worrall isassoclate “
. editor of the Christchurch-based

As for demand, more than
110,000 fieople — tlie equi-
valent of the population of
Dunedin— pass every day
through or over the traffic choke |
points of the Sockburn round-
about and the three road bridges
over the Waimakarirh River,

Ifrail services could capture

' even just 20 per cent of that

market, that would take more
than 10,000 car inovements a -
day off those congested routes.
The market is nnot only large, but.
it is growing. R
. Paying for such a network
could be done in several ways,
starting witl) diverting money
from Jonged-for but futile
niotorway-building projects.
These only generate more traffic
-and even bigger traffic jams.
Also, rather than a petrol 1ax,
a more equitable funding system
-and a common technigue nsed
in the United States is the im-
position of a subregional sales
tax on goods and services sold N ’ G
within a region — 0.5% over 15 17

'

" The biggest handicapto - G 2.
“making commuter sail services o,
in Cantexbury a peality is thic . g;; {

itical will Lo yixake them
“happen, We dels ¥ 9
the yision to give peoplea viable 2 é
alie 7

i five to long-distance car .
_c___1_1_1_11_1,_|_t_i_11g._;‘ather.:tha_fjliea__c_lgrs _ "t

LY

ith

Uty

transport journal Profitable
Transport and Logistics. He hasa .
master's degree in transport
geography from the University of
Canterbury and a1 special interest
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\e are easily adapted for New Zealand's rail network, But for them to be

ful than driving to work, and give more leisure time at day's end.

(2 These modern units can
have on-board wi-fi eonnec-
tions enabling conniuters fo
access the internet while on
ihe way {o work, soniething
you can’t do on a bus or when
driving a car.

» 1 These trains are fitted with
automatic couplers that also
connect electrical and ale’ sdy a fast service to
brake systems, sojommg a Ashburton, Timarii oy
two-car set to a threescai set, %Kaﬂcoma.

drivei while eighit buises

twice as long as modern
huses, saving future

also be used for longer

, for instance at Rolleston
Junction, takes only a few
seconds,

[ Beoiomic aspects: An eight-

under-utllised at peak
commuter thnes, most of
KiwiRail's fireight trains

coach DMU requires only one
require eight drivers. Moderi
TMUs have alifespan at least
ratepayers imoney. They can

distances outside peal times,

0 The preseiit iracks ave :

move dt night, and ﬂleh tvo
passengel traing depalt early
momlng and return late
evening,
CI'Fhere’s no hieed to lay new
tracks excepttoreinstate the *
passing loops at Papanui and
aiapoi, and reinstate the
double track northiof
Rolleston to near Templeton
(about gkan) to facilitate
passing coal trains froin the
Wesl Coast, which ian 24/7
and have high priority.
QA Introduction tine for DM
trains would be 18to0 24
months, against several years
for a Hightyail system that
serves all the necessary hubs,
"The DMUs would sevve all the
outer stibwrbs and satellite
towns inunediately on
entering service,
[ With a top speed of 1601;11111,
plus a dedicated right-of-way
without other vehicles to slow
their progress, am oflern,
high-speed DMU coitld shave
atleast 15 minutes off the
commnuie times from
Rolleston and Rangiora tothe
city. Compare that result with
more than $30 million spent
on bus lanes, for anet
refuction in travel thne of
only 42 seconds.

The cost of, say, six DMU

{:1 ansport system, but itis not

Better than
driving: The -
interiorof a
similarunit.
On-board wi-fi
connections
canenable
commuters to
accessthe
interneten
route towark,

cantdoona
bus or driving a
car,

sets (3 x two-car and 3 x three-
car nriits), plus reinstating
stations on the rail network is
likely to be considerably less
than the $410m budgeted for
the lightrall route between
the CBD and Canterbuty
University,

" his writer Is not opposed
toalightyail system for
Christchurch, It is aneces-
sary partof our futtwe publlc
the right place to star{ for: the
1easons glven;

Amodern, high-speed
DMU service on the existing
rail networl will benefit a
future Iight-rail system by
gelting commuters used to
uslng rail services.

If you agree with this
approach make a submission
tothe Draft Central City Plan
in support of it by bpm on
Triday, September 16.

[ Chris Gunh, the sonof a
stationmaster, was ratsed in the
precincts of raitway stations. He
fas used suburban trains in
Dunedin and Wellingtan, and
researched urban passenger
systems. For more on the Seattle
siceess story, find thelinkon
press.conz in the Opinion section.
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of -many -vesidents 1o Ut et
suburbs and the need. to rebuild
the central city, we how have
more options for 0 ,
abolt -the 111et10p011tan ‘area
eﬁiolenﬂy and in- comfort =

options that nios > ‘
fothefu}l

‘Sheu,e an Idea pmgl_ ity ; Bl
gluded the fonnatlon of the .‘._ OINIEISS1000)
reconstruction’ o plan, - and. trate :
writers of: letteis to:the ed1t01-’ '?-I’IOCBSSGS =
ave much interested in it. - profile. Howev
Light rail is the foeus. of {:Of the earthgn
"debate because Mayor Parker - Vigorous
has made it part of the new:city - Wider ie
plani_and he has set officidls to - In the'.
work on it. But anothet option.. EQan has
was laid ont in- Satmdays;-_ than = com
Press -'by the " Institute of = i
Atehitects. Their focus is. on
cupgrading the existing heavy-' ;
rail networl: that stretches into B i
the ‘outlying - suburbs- and’ ;
satellite towns, “and linking it to
- the cepiral: busmess disty i
~All ‘this s conslstent with -,
Chiistchurch’s history, which. .
is marked by an early commit: -
ment fo pubhc i anspmt andits -4
evolution " from ~horse: (hawn

trams: to diésel buses. Contro- thiat hrig the sumeN:
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It is not just traansp@t‘t@rs who yearn for rail

as the solution to Christchurch's commuting

demands. MiKk CREAN looks at the case for
ncﬂ against brlngnng light rail to the Mainland,

3 ominuters park their cars
in the secure area and
Dboard the sleek craft
waiting at Rauglola 5

===1 swish new raibway station.
The eleciric vehicle sweeps quietly
away, reaches a cruising speed of
120knih, and glides to a stop, right on
time, at Kajapoi, More passengers,
their tickets alveady franked at
teunmals, enter the spacious craft
and it sweeps off once more.

After brief stops at Belfast, Red-
wood and Papanui, the artichlated
vehicle imoves off the rails., 1ts diesel
engine takes over and powers it along
the hus-only lang in Papanui Road.

All the teaffic lights turn green at
s 1ppmach, and 20 minutes after
eaving Rangiora, it draws into the
' new bus exchange by Victoria Square,
: The future of Christ_church com-
muter transport or pie in the sloy?
W Such visions are-exercising the
‘., aminds of transport planners and
vshaping as an issite foi the coming
local ~government elections,

" Press articles on rail, light-rail and
monorail for commuter transport
always stiv a lively reaction, Now the
passion in letters to the editor is being
matched by fervour on the political

“will crawl to'a standsti

hustings from seasoned campaigners |
Bob Parleer and Denis O'Rowke. .~

. What are voters to make of it?
After all; they are paying: for -
mvesngat:ons into coinmuter
transport options. Most recently, a
tean of Chuistchiurch Gity Council
and Bnvironment Canterbuty (ECan)
technical stafl toured Australiai cities
to assess transport modes.

The options are;
[ Use existing rail coiridors.

{1 Build newhgl;t yail uacks similar

to tam tracks.

1 Build an elevated (mOJlokﬂll)
system or sunken {subivay} system.
0] Buhance the bus system,

{1 Combine some of the above.

ECan’s passenger transport port-
folio chairwoinan, Nicky Wagne1,
says the Austvilian tow showed “all
options are very expensive’.

Rail systems cost hundreds of
millions 6f dollars, and building one
may be 10 {imes more costly than
enhancing bus sérvices.

Doing niothing would be even
more costly. Cheistchurch’s popu-
Jation will yeach 500,000 by 2040,
Traffic voliimes on arterial roads are
increasing 4 per cent a year, The city
unless new

Clean efficiency: people want reliable, quick, 'c_os.,t-effect'we public transport:

. motorways, by idges and streets are

+budlt. Anid that is not counting the
enviroiimental and health costs of
motor-vehicles butning ‘depleting
fuel veserves and car crashes.

Wagner says the Australian touy
demonstrated most modes of com-
muter trauspoxt. Chijstchurch is
Tucky to beable to learn from the
Australian ex1mples Tt al¢o has the
nevly operative Urbaii Devel:)pment
Strategy to guide p}amung for city
growth, Now is the tinie to stuike.

However, Wagner ¢
against focusing on transport 1
Such a focus can lead toth
Feople with romaiitic and §

eelings about rail, or by thabe whb
have experienced a successfil system
in another country and are enthiis-
fastic about transplanting it here.:

The debate must start by con-"
sidering what people want in public
transport. BCari’s copsultation has
shown they want it to be reliable,
quicl, accessible and cost-effective,
For acity t ‘that sprawls over a mostly
flat terrain, that neans a network

system with an accent on fexibility,
she says.

The network may inclade a rail
backbone, but will use other mmodes
too. The key is dedicated transport
corridors for whatever vehicles are
used, Andthat means land prirchases,
which is where the costs start to'rise,

RCan’s studies show that if -
existing vailway Jiries are to be used,

they will need to be double: uacked_ . B

with a nesy teack built beside the
present one, as TraniRail lias prior
rights to ¢xisting track for fr reight and
long-distance passengey traius,

That will be a major cost. Add to
that the price of focomotives, car-
riages and stations, Studies estimale
the cost of 4 116w locomotive at $6in;
compaved to $300,000 for a new bus.

“It is impoxtant not toraise
expect'ltions about rail,” Wagner
says, “Itis cheapm only ifyou fill up
the trains,’

Howevet, lichird Warrall,
Chiristchur ch‘based assocmte editor

Crossing the tine: a rail sys
Chnstchurch cannat afforc

of Pr oﬁtable Trauspost an
who has 4 raster’s degree
poit geog: aphy, says the i
on trains mustbe balancec
the Jower 1iauing costs, T

“alonger life-span. Over 20

labou, operational, maint
repair costs are many time
rail than for buses,

‘Worrall suppouts a rail
Christchurch, perhaps usii
developed frain-tram hybt
that can also 1w on roads.
nesw track-laying method ¢
Liverpoo] University redus
significantly.

Much opposition {o rai
on studies that show insuf:
demand. Worrall says thes
arc flawed, as they use curs
patronage figires to calcul
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Multimillion-doftar plans  to |,
bring - commuter “rail - services .
back “fo Christchurch “and its
satellile towns ‘are being revived
aftér the Government's buyback
of ihe national rail networl, :
Christchurch  Mayor  Bob
Parker has made the retwn of
commuter -raill services to
Christchuweh one of his “most
important  and  determined”

could cost at least $250 million.

Parker” has seized on the
Goverment’s $665m  deal to
buy Toll’s rail and ferry network
as & chance to Kickstart
passenger rail in Canterbiuy,
connecling the city centre to
Lytticlon, Rangiora and Rolles: 33
ton on eyisting iracke

0205 FiuAry
ON TRA cn‘!y

1000 1o 62 ) %[
L

aelk to fulire
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He believed rail services fron
Lyttelton, Rangiota and Rolles-
ton would cut commiiter traffic
on main  roads into Chuist-
church, but it was “too eatly iv
the process” to say haw it woul¢é
be funded, - _

Traffic congestion, particn:
larly in the north of the city, is
expected to worsen as popu-
lation  increases, particalarly
with the new Pegasus Town.

A Transit New Zealand study
last yeai showed some roads
were more than 10kmy/h slower
in rush hour thai ‘in 2006,

. The Sockburn roundabout
section of Main South Road,
Russley Road Detween Mem-
orial Avenue and Sawyers Arms
Road, and Main Norith Road
arouig} the Northlands Shop-
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Submission to

An Accessible City

Christchurch Central Recovery Plan 2013

An Accessible City

He Taone Watea

Nigel Rushton



Introduction

Paragraph 3 of the Accessible City Plan states:

"We want to make sure An Accessible City is true to its title. The
transport system needs to be affordable, resilient, environmentally
sustainable and practical. The streets, cycleways and walkways
also need to work well with the buildings and public spaces to
create great places."

In addition the Minister is quoted at the document's launch as
saying: “Cathedral Square would become largely pedestrian only
and the overall speed limits within the CBD's core would be
reduced to a maximum of 30km/hr.

He says there will be emphasis on the development of attractive
walkways linking to Hagley Park as well as separate cycleways
and cycle-priority streets in the CBD.” (Radio New Zealand News,
15th Nov 2012).

These comments sound wonderful to an active transport
practitioner such as myself but after many years of seeing
Christchurch going backwards | remain cautious while
trying to be optimistic.



The earthquakes has given Christchurch a rare
opportunity to create something truly magnificent.

Something that can be the envy of the world, where
the most talented will want to come and live.

Like many residents,
I wish to be part of a successful rebuild.

Whatever is built, residents will have to live with it
for the next hundred years. I hope what follows will
help us get 1t right.



During the last 5 NZ winters I have spent

three months each year in Japan.

Here are some of my random observations
of that country...

What follows 1s neither right nor wrong,
better nor worse,

it 1s just the way they have done it.

What follows offers ideas on how to achieve
the document’s stated aims.



A way forward
for the Christchurch rebuild?

Examples from Inagekaigan,
KaihinMakuhari & Chiba.



Location and Environment
Inagekaigan (where | stay) is located on the
eastern shore of Tokyo Bay, between Tokyo

and Narita Airport and near to Chiba City.



Inagekaigan and KaihinMakuhari are planned, purpose-built towns built
since WWII on reclaimed land. A situation we almost find ourselves now.

Chiba City is a prefectural capital, similar to our provincial capital cities.

Reclaimed

KaihinMakuhari Q)

land © Inagekaigan

The yellow shaded area is land
reclaimed from Tokyo Bay during
the the post-war boom.




The Transport Network

The rail network
include 3 separate lines (black) that
run between Tokyo and Chiba City.

KaihinMakuhari Q)
Inagekaigan

The road network .
include motorways (green) and Chiba O
numerous arterial roads (yellow)

as well as collector and local roads.

Distance KaihinMakuhari
to Chiba is approx 10km




Road Network

Motorways

Their motorways are similar to ours,
the main difference is they are tolled.



Arterial Roads

This is the main toll-free road round eastern
Tokyo Bay and a typical arterial route.
Note the electronic information signs,

wide path and no on-street parking.



Collector & local roads

are not always Utopia!
(this in the old part of
town built before cars!)



Open road speed limit is 50kmph
progressively reducing to 40 and 30 on
approaching the central city. Only on
motorways is the limit 100kmph.



Note 30kmph speed limit sign,
already in place for many years.

| support the proposal to reduce the
speed limit in the slow core to 30kph.



Public Transport Network

Short and long distance services are
co-ordinated, frequent, economical and punctual.
They are heavily used by the public.



Almost all Japanese urban areas
have a common central city design,
built around a main railway station.



Adjacent to which is always a taxi stand...



...and a bus station

Everything is made convenient
for the travelling public.
No compromises.






Chiba is unusual with a monorail.

(but it is considered a white elephant and
therefore not recommended)



Some cities have trams and light rail,
such as Toyama (but not Chiba).

Many of the students who died in the
CTV building came from Toyama.



All light rail schemes have
their own corridor.

Note the red bus lanes,
and no on-street parking.

| support the retention of
the bus priority lanes.



| support the omission of light rail from the Plan.

Follow the man in

the yellow vest. They are expensive to build,

inflexible to run and
dangerous for people on bikes.

Trolley buses would make a
more sensible option.



Physical Environment

Experts at the Share an Idea project
warned that Christchurch risks
becoming a hollow “doughnut city”.
The key to the recovery’s success is to build high & medium density

residential housing inside the Four Avenues, especially in the under-
developed southern half.

Well designed housing projects within walking distance of the central
city would also help to address the city’s cronic housing shortage.

Encourage early development through wise incentives and subsidies.

Such development would provide greater and more sustainable
economic benefits to local businesses than a little used stadium.

The proposed stadium will enhance the doughnut effect and likely to be
a financial disaster, similar to the one in Dunedin.

The following pages show what needs to
be done to avoid the “donut effect”.



Inagekaigan

built in the 1960s on
reclaimed land.



Inagekaigan Sengen
Shinto Shrine dates
from 9t Century.

' Pre-WWII

Today

Once on Tokyo Bay
shoreline, it is now about
2 kilometres inland.



Nearby this housing complex was built in the
1960s to accommodate government employees.

Inagekaigan Town Centre and Station.

1



Inagekaigan is surrounded by
similar complexes.

This one comprises...
27 blocks x 5 storey
4 to 8 units per floor

1 & 2 bedrooms, open plan
kitchen/dining/lounge.

Sold off into private
ownership in the 1990’s.

Probably 80% of the
apartments remain
owner/occupied.

Over 90% occupancy.

Maintenance and
management is overseen by a
residents’ committee.



Japan seems to have avoided the
social problems of similar
complexes built in UK.

A shared walking/cycle path runs
past the back door that goes all
the way to Tokyo, Chiba and
beyond. All done 50 years ago!

Residents must pay fees
for their car and bike
parking space.
(Seen to left)

Still functional and well
maintained even though
they are now quite dated.



A As well as these complexes, all the tall
partments. .y g .
I buildings in the background are apartments.

Inagekaigan Town Centre and Station. Apartments.

| /K



Park & Ride has a completely
different meaning to NZ....



And some of the bikes parked at Tokyo
Disneyland Station (near KaihinMakuhari).






KaihinMakuhari

is a modern city with a few
distinct high-rise buildings.



Developed in 1980s as a hi-tech, low
cost overflow/alternative to Tokyo City.



An example how the area south and
east of The Frame could look in 20207



Could central Christchurch
look like this by 20207?

Is height limit a valid restriction if
standards are high enough and
buildings attractive?









Walking and cycling infrastructure

What CERA does here will indicate it’s real commitment to
active transport. If it is inadequate it will confirm it is still
very much stuck in its car-centric past.

To justify the investment in adequate active transport
infrastructure, it is important there are enough people
living within walking and cycling distance to use it.

With higher foot traffic the streets will become safer and
the need for car use and parking reduced.

The following are examples of urban and recreational
active transport infrastructure.



Urban Paths

Probably 80% of Japan’s
urban paths are shared.



To succeed shared paths need
to be an adequate width.
Too narrow will cause conflict
and increased accidents.



The wide paths and slow speed of people
cycling means there is little conflict.



Although this one might be a
little wider than our needs!









Although shared paths are now segregated
(since 2010), many people tend to wander at will.



The combined population of
KaihinMakuhari and Inagekaigan
is similar to Chch.

Chiba City has 1 million people.

Higher density allows for better
quality public and active transport
options and infrastructure.

The entire ground floor of these
high-rise apartment buildings
comprise of bike parking.



This shared path is part of a network
that connects Inagekaigan with
Chiba City, Tokyo and beyond.



Recreational Paths

This one runs alongside
the river for 100km.



The one that ran alongside the
Avon River was too narrow.



And are mostly used by
recreational cyclists!



1) Walking / Cycling | 2) Low-powered
Shared path vehicle lane

Fast and Slow Cyclists

This is a possible solution to the
problem of providng for
fast and slow cyclists, and
pedestrians.

1) Shared Walking/Cycling Path,
(max speed of 10kmph?).

2) Low-powered (or two wheeled)
vehicle lane.
Used by mopeds, scooters
(up to say 100cc)
and “fast” cyclists.

Note no on-street parking.




Other infrastructure

Toyama (mentioned earlier) also has a
bike rental scheme similar to Velolib.



Numerous public conveniences are
provided (and do not get vandalised).



Covered sitting areas would be nice
in the frame and along the river.



Lights at pedestrian crossings.

| support countdown

indicators that have a
reasonable time cycle.







We need an event similar to the Summer Streets or Ciclovia
in other cities around the world where streets are closed to

cars and residents enjoy a pedestrian-only environment.
This one goes on for 3 days.




A good event would be to

close-off the area around

the Santa Parade for the
whole day.



Is the greatest physical barrier to a
city built for people rather than cars.

“Normal” people will only use cycle infrastructure when they
perceive it is “safe”.

On-street parking adds to the perception of greater danger and
discourages “normal” people from riding bikes.

When the road corridor is not wide enough, on-street parking
should have the lowest rank in hierarchy.



Off-street car parking.

| support providing more off-street parking if
it addresses business and driver concerns.






Parking buildings do not need to be ugly.
They could be open to creative design
competitions and/or unusual cladding

such as solar panels.



When someone buys a car in high
density zones they must show they
have off-street parking for it.



Although we’re probably
not ready for it yet.



One way streets

The main reason for the retention of the one-way system is
based on economic forecasts. While these are large in number
the percentage difference is quite small.

CERA wants to retain 75% of the one-way system.

Another compromise is to consider reducing it to 50% by taking out one of
the two pairs of north-south routes. This would help to reduce the
business-as-usual perception in the community.

If helping emergency services to make a speedy response is a serious
consideration for the proposal, then move them onto one site and create
an emergency response precinct that can easily access the remaining one-
way system.

Two possible options:

1) take out those that run past the parks (Madras and Montreal Sts)
as they are currently like a race track.

2) remove the eastern or western pair of streets

On streets wide enough and those with 30kmph speed limits or less, cycle
lanes should not be needed. This was true in the bus priority lanes.



On-street Parking

Cities in Japan in general have no on-street
parking. It completely changes the environment.






New Zealand on-parking

We need to train our drivers to a
higher skill level than we do now.



A thoroughfare such as a street or road is
for the movement of people. Stationery
vehicles undermine that purpose.



On-street parking obstructs up to
40% of the width of a thoroughfare.
It is an inefficient use of a public resource.



| support the removal of on-street
parking in the slow core and that it
becomes the lowest heirarchical priority.



If a business needs parking outside their
shop to survive they are in the wrong place.
We should not support them in their folly.



This environment was created by secret negotiations between
CCC engineers and the adjacent shop owner after politicians
had signed off the bus priority scheme of which it was part.
When decisions have been made, staff should not be allowed
to change them without notifying affected parties.



This sort of driver shows an unacceptable
level of disrespect for other road users.



On-street parking is part of the
problem, it is not a solution.



The driver of the blue courier van threatened to kill me
when he saw | took a photo of him double-parked.
| reported it to the company twice but didn’t get a reply.
Nor is there much point in telling the police.



Culture Change
Education and Enforcement

it is more than about the physical infrastructure.

A less obvious but necessary change is that of political leaders to
signal a move away from the car-dominated society we have
become. The Accessible Plan doesn’t really go far enough.

This may not be in this plan’s brief but it is related in that it will
affect the level of success of the rebuild. Christchurch presents an
excellent opportunity to start the process.

This is about providing real transport choice for ordinary people. A
choice they currently do not have, due in part to the implementing
of mis-guided, ad-hoc laws and flawed policy.

This requires high-level policy changes by central government.



In NZ there is a culture of
carelessness. Too many
sentences for killers of cyclists
in road crashes are too lenient.

1980’s Japan had similar anti-social
driver attitudes to those in NZ now. A law
change in the 1990’s resulted in strict
penalties leading to behaviour change.

Motorists are required to give way to
pedestrians and cyclists. No scurrying
across the road in fear of one’s life!

Drivers are automatically considered at
fault if they are involved in an accident
with someone walking or cycling.

Financial redress is severe.



Culture Change
Political

It has been a creeping change but we have arrived at a point
where people not using motorised transport are considered
second class.

It manifests itself in many ways, from public education and
safety, law enforcement and penalties, through to spending on
infrastructure.

To address these imbalances there needs to be a period of
time that active transport is given a status equal to or above
that of motorists.

It is not unusual for the dominant user or culture to become
complacent and disregard those they think of a lower standing.
Sometimes they do not realise such a situation has developed.

The following shows the need for a change a
sustained period of time.



It must be difficult for politicians to justify approval for
the funding of an activity when it seems the headlines
are all about drug-taking cheats and law breakers.

This is not for or about them.



The infrastructure is for

use by ordinary people...



In New Zealand those people have
been forced into their cars by
poorly thoughtout legislation...



We need to reduce and remove
barriers to people wanting to
use active transport.



The mandatory helmet law and a failure to support and

protect people riding bikes in general has resulted in a
public perception that it is a dangerous activity...




And no parent will deliberately
put their children in harms way.



We shouldn’t need to drive our
children everywhere because the
environment is unsafe.



Overseas research (Denmark) indicates in
the right conditions up to 50% of the
population would use alternatives to

motorised transport.



Many women do not ride bikes
in NZ because of “helmet hair”.



Politicians have a history

of giving the community things
they don’t want.

The follow survey is an example.

It was conducted perhaps 10 years ago and clearly shows
support for better AT infrastructure.

Politicians instead gave us the far more expensive Cashel
Mall upgrade which the Feb 2011 earthquake turned it into a
waste of money.

That support for active transport continues to this day as
shown in the Share an Idea and other plans and projects.



Assessing Ratepayers
Preferences

A Presentation for

Prepared by Opinions Market Research Ltd



Importance of Major Infrastructure Projects

B not at all important O not very important O neither important nor unimportant B quite important B very important

improvements to city's major road netw orks, to reduce traffic
congestion

extending the cyclew ays netw ork, both on-road and off-road,
to encourage increased cycling and safety

purchasing land to provide for green links, conservation,
reserves and drainage

developing new sw imming and aquatic facilities to meet future
suburban needs

urban regeneration projects to redevelop and revitalise key
areas in the city and suburbs

landscaping and improvements to the Avon River in the central
city

Botanic Gardens improvements including visitor centre and
new glasshouses

redeveloping and upgrading the City Mall

Base: Total Sample: 410



Culture Change

Management

NZTA is also in need of attention, in recent years it has:

Closed its active and public transport sections

Refused to provide any funding for the cycle path alongside
Chch’s Southern Motorway requiring CCC to pick up all the costs

Declined to provide a direct cycle route across the Waimakariri
River on the Northern Motorway, requiring people on bikes to
take a detour round two sides of a triangle.

Declined support for the Old Waimak Bridge clip-on.
Withdrawn support for cycleways throughtout NZ.

Been obsessed with RoONS, something non-motorists are unable
to use.

Was prepared to build dangerous infrastructure for cyclists at the
Memorial Ave/Russley Road intersection upgrade.



CCC/SCIRT/CERA also have a terrible record of
considering the safety of people walking and cycling.

From what danger does this fence
protect the public? Yet they are
required to walk in the road.



Does this safety fence make the
environment safer for this pedestrian?



This situation has been like this for a year.
Why is the footpath on the left closed?
Because pedestrians are of a no priority.



| gave up trying to communicate with CERA
because | always felt like | got the brush-off.



When Ferry Road was
resurfaced last year, CCC left
the cycle lane untouched



This footpath remains closed
even though it is safe to use.



But it is not safe to go round it...
so one must cross 6 lanes of traffic
twice to get to where you want to go.



Safety management is incompetent.



Latimer Square at Christmas.



It is perfectly alright to block the footpath
because pedestrians don’t matter.



It is perfectly alright to park our cars
on the grass anywhere you like.















It is this lack of consideration and poor
management seen in the previous slides that
causes me to doubt that we will get a city
built for people and not cars.



Me?
Inner-city resident,

8 weeks inside the Red Zone.

World-famous author and publisher of hand-
made works of art and reference.

Red Cross Meals on Wheels volunteer.
ICECycles big bike fixups volunteer.
Advocate for better cycle infrastructure.

Car-less. Non-professional layperson.



Also completed two 4,000km bike rides through Japan that included time
as volunteer in the tsunami affected area. But that 1s another story!

2011 bottom to top ride.



The 2012 Four Corners Journey fg’jﬁ‘ﬁfjﬁ

Distance: 4,000km

Finish 16t July
D A LA
Nosappu Misaki
Hokkaido

Finish 8th August
Narita Airport, Chiba

Tokyo
PRI =
Kézakihana Fly 19" May
Tokyo to Kagoshima City
Start 21st May
EZIRERS
Sata Misaki,

Kagoshima






Conclusions

In general | support the “An Accessible City CCR Plan”, it
promises more than anything previously. While it might be a
genuine attempt at change it isn’t bold enough. It still has too
much of the Transport Agency’s backward focus on the 1960’s
and not enough on preparing for the community for the 2060’s.

A central city with an emphasis on Active Transport (AT) as
described in the document ticks so many positive boxes for the
community and individuals alike. It is surprising it has taken so
long for politicians and officials to see the benefits.

While The Plan is an improvement on what we had
before, | still think it is not bold enough.

It is still a too car-centric document.
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28 January 2013

Submission on Christchurch Central Recovery Plan — An Accessible City — Transport Provision

1. Barrier Free NZ Trust

Barrier Free NZ Trust has been in existence for 20 years. The Trust provides education, technical
expertise, research, publications and advocacy on accessibility in the built environment.

Territorial Authorities, architects, disability sector, health and social workers, occupational
therapists, designers, engineers and many others attend our courses and use our checklists and
publications. Many attendees continue on the assessment and training pathway which we provide
to become accredited Barrier Free Advisors.

By built environment, cur work involves all public places and spaces and includes transport,

Throughout the past 20 years we have been contracted to provide accessibility consultancy on a
number of national projects and of most relevancy is our work on Matangi trains in Wellington,
transalpine trains, and the new trains currently being developed in Auckland.

It is with this lengthy background in educating and publishing on accessibility that we provide the
following submission.

2. Accessibility

Scale of the re-build - Due to the large scale of rebuiid required in Christchurch, there is a unique
opportunity for Christchurch to fully implement provision for access as required in the Human Rights
Act, Building Act and in the Convention on the Rights of Persons with Disabilities. In particular, that
all persons must have the right to access all public spaces and places, in the same way as everyone
else and to live and participate fully and that we must identify and eliminate obstacles and barriers
to this happening.

Future-proofing - The document for consultation, prioritizes ‘future-proofing” the transport system
in Christchurch. We expect that in time a Human Rights case about how the Building legislation does
not meet the Human Rights obligations will be taken in New Zealand and that such a case has the
potential to chailenge and change current access legislation and regulations. We currently have
building regulations which when foliowed still aliow inaccessible buildings to be constructed and
consented.  Christchurch has the unique opportunity to future proof the city, by following both
current legislation and best practice. Best practice has been developed by disabled users of the
environment.

The Accessible Jaurney — begins at home and follows a user through that journey to the place of
visit and back to home again. An accessibility assessment follows the stages of an accessible
journey. The assessment provides comment on compliance to regulations, best practice according
to functionality and recommendations for future work. Most importantly the access assessment

1
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takes an overview of how each of the stages of the accessible journey impact on each stage and on
the user. An access assessment is a minimal cost, with considerable potential for disabled users of
an environment.

Safety — an accessible journey which has been designed for all people, including those with a
disability is safer to ali users, including those with a disability.

Economic Sense — Christchurch is aiming to be an attractive place for people to live, work and visit.
Persons with disabilities are estimated to be over 20% of the New Zealand population. Many visitors
to New Zealand are older persons of which many have a disability of some kind. If barriers in the
physical environment restrict the number of users, there is lost revenue and this objective will not
be met.

Meeting the objective — Christchurch an Accessible City
We recommend the following changes to wording and the resultant change to planning:

Recommendation 1 - Accessibility page 5, paragraph 1
Replace ‘a more accessible’ with 'a universally accessible’

Recommendation 2 — page 5, paragraph 2
Replace ‘greater accessibility should occur” with “universal accessibility will occur as public
buildings, roads and footpaths are rebuilt to meet current regulations and best practice’

Recommendation 3 — page 5, paragraphs 3 and 4

Replace in its entirety with:

‘All building work must comply with the Building Act 2004. Compliance with the New
Zealand Standard NZS 4121:2001 Design for Access and Mobility -~ Buildings and Associated
Facilities will ensure all new building work meets Building Code requirements and ensures
persons with disabilities can work, live, play, visit and learn in the same way as anyone efse.
Whilst NZS 4121 is not yet mandatory, CERA and Christchurch City Council are committed to
ensuring universal access to all of the rebuild. To ensure our commitment eventuates, all
building work will comply with NZ§ 4121 as a minimum.’

Recommendation 4 — page 5, paragraph 5

Replace with:

‘by ensuring that independent accessibility assessment/audits are a mandatory part of the
building consent process at the concept, design and construction phases of projects. In
addition, developers and service providers are encouraged to include a Barrier Free NZ Trust
audit is conducted at each of the three stages and as part of their service delivery.

3. General Comments on the Draft

3.1 Barrier Free NZ Trust access assessments/audits at the three stages; concept, detailed
designh and consent will be occurring for all public places and spaces in Christchurch. The
CCDU have made this commitment.
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The objective of a vigorous access audit is to ensure both compliance to legislation and
consideration of the usability for disabled users.

An access audit can be conducted of all aspects of the accessible journey, from home to the
place of visit (including transport vehicles, stops and pathways) to home again. An access
audit is not restricted to a building or a park.

Access audits are being conducted to ensure buildings and parks are accessible. If the
transport system within Christchurch presents barriers through poor design and service
provision, the emphasis on accessibility in the public place will have been wasted and the
design will have restricted the number of persons with disabilities who can access that place
{in the same way as everyone else).

Recommendation 5 — Accessibility assessments are conducted of all major works within the
Transport provision plan.

3.2 Our experience has shown us that there is considerable risk to disabled users of an
environment when there is an interchange of pedestrians, buses, cars and cyclists. To
minimize this risk and maximize the potential and safe usage of a transport area, we
recommend an access assessment is conducted with consideration of those with either a
physical, sensory and psychological impairment.

Recommendation 6 — Accessibility assessments are conducted for all major works.

4. General Comment

Barrier Free NZ Trust has been commissioned by the Earthquake Disability Leadership group {EDLG)
to write a guidance document to the use of NZ5 4121.

The instruction for the writing of the document is to include reference in the document to new and
existing guidance material available on access, changes to design through modern technology,
changes in regulations impacting on access and any other relevant comment which will assist users
of the Standard.

The Standard is 12 years old and some within the disability sector were concerned it may be out of
date. The disability sector and Councils have contributed both financially and content to this
document, it has their endorsement.

The EDLG, disability sector and the Trust advocate for the use of NZS 4121, and the guidance
document and checklists available in this recent publication, along with mandatory accessibility
audits, if universal accessibility is a requirement, such as is mentioned in this document.

The new document:
Barrier Free Requirements for Quality Accessible Built Environments {currently in draft
form)
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Best practice quide to implementing the access requirements of the NZ Building Act 2004.
Amalgamating best quality detaif in NZ54121:2001 deemed to be compliance document for
PWD’s.

Single reliance on Council processing and consent staff for ‘compliance checks” will not achieve the
tevel of accessibility Christchurch appears to be aiming for. Building Consent staff is restricted by
interpretation of the legislation and regulations only. They do not have the scope to make
recommendations on best practice. The Building Code and NZS 4121 can be chosen between and
unfortunately that choice is often taken with littte consideration on the disabled user, it is usually a
financial choice.

BCA staff has a number of priorities, of which access is just one.
However, a Barrier Free NZ Trust access audit is independent, inexpensive, and informed and will
ensure maximum probability of an accessible place and space and will likely assist the passage

through the processing and consent stages.

An accessibility assessment will “future proof’ Christchurch and provide for a safe, accessible journey
for any user in Christchurch.

Barrier Free NZ Trust would welcome any opportunity to discuss our submission further or to
present in person should that be required.

Lorraine Guthrie
CEQ Barrier Free NZ Trust




SUBMISSION ON: CHRISTCHURCH CENTRAL CITY RECOVERY PLAN — AN ACCESSIBLE CITY

By: Lincoln University Professor (Emeritus) Transport, Christopher Kissling, FCILT, FRAeS

Introduction

There are many features of the transport plan {An Accessible City) which { fully support including the slow core, a
hierarchy of streets, prioritising of routes for different travel modes, emphasis on pedestrians in the inner city, and
discouragement of through traffic via the centre by making the Avenue’s box a high performance set of streets /
boulevards., There are detalls in design that will doubtless be addressed at the implementation stage. It is acknowledged
that a series of fand use decisions have already been made. “An Accessible City” plan must take these as givens.
Nevertheless, the manner of implementation of the transport projects to give effect to the vision of the Central City
Recovery Plan can be conducted in a way that can influence how land use developments take place. Transport in this
stage of Christchurch’s history should not just be seen as a derived demand, but very much as a planning tool that can be
used to help shape demand not just for the central city but also for the wider metropaolitan region.

Sequencing

As this integrated plan will be implemented over a number of years, with the time span dependent upen budgets
available to different agencies, it will be important to ensure that stages are undertaken in a sequence that does not lead
to unintended short term outcomes.

As a principle, enticing change in behaviour through attractive experience is to be preferred to draconian actions
and directives. Carrots rather than sticks will help educate the users.

For instance, the improvements needed for the Avenue’s circumferential box ta cater for high volumes of
continuous traffic flow {minimal stop-start}, should be introduced prior to imposing the slow core zone and
modifications to some of the one-way streets. The modelling undertaken indicates traffic will get displaced to
the Avenues by the slow core. The Avenues need to be ready to receive the diversions.

Change induced through rising frustration is a function of poor planning and implementation, but change in the
direction wanted through good design of the facilities to support the change is a much better tactic.

Protection of transport corridors
In the post earthquake situation and government buy out of land parcels from land owners, care must be exercised to
reserve sufficient transport corridor space needed for a scalabie transport system for the future.

Reservation of corridor space for the extension of the main line rail network into the heart of the city should be
included in the package now. That should be the first phase in the revitalisation of passenger rail commuting for
Christchurch. The fink into the heart of the city is a prerequisite for creating an attractive rail-based service for
longer distance connection to the inner city and its attractions from the peripherai settlements around
Christchurch.

This reservation shouid ailow for the use of “train-trams” that can run swiftly on the mainline system and as
slower moving streetcars. The corridors may initially cater for bus trains on the primary PT routes into the central
city, but be convertible to fixed rail.

The ability to create a rail ring around the central core in the future should be allowed for in land use planning.

It may not be necessary to use existing street space for this purpose as other alignments could be used as part of
rebuilds covering the airspace above the transit corridors, allowing for excellent access to station platforms from
many premises that are part of these integrated development complexes. Such an alignment could reduce the
need for slow street running.

The “Accessible City” document is silent on the use of mainline rail passenger transport. Prudent planning and a wel
considered sequencing of multi-modal transport improvements that encourages integration between the various modes
(eg rail/cycie and park&ride), is needed. The present inclination is to rely solely on buses for Public Transport in
Christchurch. The experience in other parts of the world should be heeded as modern rail-based systems are proving to
be very popular and energy efficient.




Energy Audit

The “Accessible City” document has been developed using some good modelling tools. However, one form of
comparative analysis has not been attempted and should be. That is to assess the energy consumption associated with
alternative scenarios. Conservation of energy, especially oil-based fuels, can save New Zealand millions of dollars. It s
prudent to assume energy supplies will be an issue in the future. On page 14, immediately above the heading “Heritage
Tram”, there is the statement that “Energy efficiant and environmentally friendly options will be considered.” This is a
weak statement as decision makers in the future can “consider” but not necessarily “implement” energy efficient
options. Rather than “considered”, say instead, “implemented as a preferred option”.

Parking

Parking policy still seems to favour the all-day parkers receiving significant discount in reserved areas when compared
with short term on street parking. This will not help wean them from their private cars in favour of PT. On street parking
should be very cheap for short term occupancy, and rise significantly the longer a vehicle is parked. Parking buiidings
should give preference in prime locations to short term 1-2 hour parks with all-day parking relegated to the least
desirable parking bays. Attraction of people driving their own vehicles to shop and conduct other business in the central
core needs areas of free parking similar to the free parking provided at suburban shopping malls. The focation of off-
street parking to service the activities in the slow core will therefore be a critical element in the implementation of
parking policy. Parking policy could adversely affect the overall thrust of the “accessible city” philosophy. Use of modern
information and communications technology to assist people searching for a park should be strongly encouraged to
reduce unnecessary traffic circulation. This should apply to private parking firms as well as for those managed by the
Council. Future proofing by way of aiding electric vehicle recharging while parked is fully supported.

Commercial vehicle access

in the rebuild of central Christchurch, buitdings should be designed to accept delivery vehicles off-street and not
necessarily at street level. This means sufficient allowance needs to be made for turning and manoeuvring. Delivery
vehicles should not cause blockage to other traffic. Delivery times should not have to he confined to unsociable times of
low congestion outside narmat business hours if access is well planned. Christchurch has been presented with a unique
opportunity to cater better than in the past for commerciat vehicles; especially as whole-of-block projects are favoured in
the rebuiid.

Bus Interchange

Page 13 of the document mentions “The area in and around the Bus interchange can also cater for inter-city coaches,
airport transfers and taxis.” A fully integrated system must ensure this happens. Therefore to say “can also cater” should
be strengthened to say “will also cater”. The main interchange and secondary super stops on the bus network should aiso
be designed to allow for integration with rail-based Public Transport (PT) in the future.

Shuttle Bus

There is a strong case to continue the central city hybrid shuttle bus services as a means of distribution other than
walking. As good as walking might be for health reasons; there is a significant segment of the population needing the
type of service provided by such shuttle huses which help tie the slow core together. Christchurch needs to be ali-age
friendly and supportive of access for physically impaired citizens and visitars.

Conclusion

t wish to discuss these matters further with those now responsihle for implementing this “An Accessible City” plan,
drawing on my Jong experience as a transport analyst. | am pleased that a number of the ideas | supported in the
professional consultation phase of this plan preparation have survived to become key elements in the CCRP. fam
conceited enough to think I can still offer good advice and provide constructive feedback as the present generation of
professionais in various disciplines grapple with having to produce both workable and innovative solutions in a very short
time frame. Antecedent planning processes that gave rise to the existing buiit and now “munted” environment had the
luxury of greater time to model and consult. This present transport component of the Christchurch Central Recovery Plan
is good but it can be made even better in my opinion. What it must do is provide a high leve! of certainty on shaping the
future land use/transport system so that private investment can proceed with confidence.

Thank You for the opportunity to make this submission,













A statement of intent to discourage private vehicle use in the central city, especially
for commuting - it sounds like blasphemy in Christchurch, but feaving the car at
home when travelling into the city centre should be the easier option.

Link Central City routes easily and directly to the wider cycle network. Add this to the
map on page 11,

Where cycle lanes share road space with car lanes, they need to be wider as traffic
volumes and/or speed increase.

Provide for cycling through, and bike parking in, the Square.

Ensure intersection treatments within the central city and at the four avenues are
adequately setup to assist the smooth flow of pedestrian, bicycle and public
transport movements.

Buses need priority where ever possible {(not just where ever practical) so that it is
faster to take the bus and therefore more appealing.

Put strong breaks into the Inner City Streets to discourage motorised traffic, retain
through ways for pedestrians and cyclists. Develop neighbourhood greenways. (see
http://cyclingchristchurch.co.nz/general-a2b-by-bike/vancouver-neighbourhood-

greenways/ for more detail)

Make car parkers jealous of bike parkers — provide secure, safe easy bike parking and
make it a condition not a suggestion, that new buildings not only provide, but
priorities bike parking spaces.

Specific Changes and Projects required to successfully enable mode choice:

e Existing separated cycleways along North and South sides of Riccarton Ave -
through Hagley Park — must be kept.

e Extend the cycling route at Kilmore/Fitzgerald/Avonside intersection to the
east of Fitzgerald Avenue along Avonside Drive.

e The proposed two-way Salisbury Street provides a much needed east/west
cycle commuter route for the north east corner. The route located on the
northern side of the Avon River will be popular with recreational cyclists and
should remain.

e The South side of the Avon River needs some form of cycle route too.

e Designate Armagh St as an east-west cycling route. This is/was a very busy
route already and needs to be maintained at the very least, if not upgraded
to a prioritised cycle route.

e The proposed contra flow cycle lane on Tuam Street unnecessarily congests
pedestrians, cyclists, cars and busses on a 50 km/h arterial. Move the cycle
lane to Oxford Terrace and through to Lichfield Street. This easily ties into the
cycle routes on High/Ferry, Antigua, and Hagley.




e Convert the eastern side of Madras to separate contraflow cycle lanes and
footpaths with a 30 km/h limit. With CPIT, the stadium and residential
planned for this area safety and amenity considerations require this. Cars
retain access. Mode choice, even encouragement is supported. A major
north/south cycle commuter route is provided. Cars will also have Fitzgerald
Avenue and Montreal Street. Pedestrian access to the central city’s vibrant
café and shopping is encouraged.

e Provide a mid-block pedestrian crossing on Madras between Moorhouse and
St. Asaph to safely provide for pedestrian desire lines to shopping and
eateries. These will also be needed at other key points on other streets.

e |Increase vehicle capacity and encourage cars to the four avenues by closing
some cross intersections and providing only ‘left in/left out” side roads.

e Thisis alongterm plan. Include a mechanism for community inclusive review
and updating.

e Provide a timeframe and prioritised actions so the community can effectively
consult on both.

e Travel planning is wholly missing and an important congestion and mode
choice tool.

e Funding for pedestrian, cycling and public transport infrastructure needs to
be allocated ahead of other transport projects.

Overall Considerations

e Keep cars and parking on the periphery. Provide shuttles to and around the
central city.

e Save us from high rates by making active and public transport the easy and
obvious choice. All car parks must pay for themselves, by either being cheap
to build or expensive to use, or both!

e Provide multiple direct and unobstructed routes to encourage people to
make cycling more attractive than driving.

e Acknowledge and provide for the 60% of current non-cyclists who would like
to cycle, “the interested but concerned”.

e The slow core is a good start, but 30 km/h needs to be enforced for it to
work.

e This plan is completely meaningless if funding is not made available and
specifically allocated to active and public transport modes.

e Mode change can only be achieved by making non-car modes more
appealing, which is achieved by improving the non-car modes, but also by
making car travel more difficult/costly.




Priorities:

e Start talking to the community. We must be involved, empowered even, at
every level and step. Freely sharing information and ideas will improve all of
our skills and expertise. Together we can implement a 1,000 day plan which
will bring real transport mode choice to Christchurch.

e Take up the opportunity to provide cycle commuter and recreation routes
early on to pioneer central city revitalisation

e Prioritise cycling infrastructure as a requirement in all projects

e Implement Christchurch Transport Plan and work with community to improve
and align cycle links

e Apply CCC cycling infrastructure design standards to central city

We do not expect and should not need to be involved in every detail. When
government takes the time to develop plans and prioritise projects in collaboration
with the community how to sort the details will become obvious.

*What are your overall comments on the Accessible City draft chapter?*

Share an Idea was very clear in asking for a sustainable green city with good active
and public transport.

We were glad to be asked to share our collective wisdom and insights. We even
hoped we would be listened to. Neither the central city blueprint nor this transport
plan have supported community needs and expressed desires.

People do want shopping and café dining. Some of us would like to live in the central
city. Both are more attractive without the hazard, noise and pollution of vehicle
traffic.

The quakes took away much. Let’s seize the opportunity to build a city which
acknowledges the new conditions and constraints of our changing worid.

If Christchurch is to retain and attract the people we need we must offer them a city
designed for the future. An affordable and attractive city which meets people’s real
needs first.













Central City Lanes {pg 23) Support for the creation of new lanes and creation of existing lanes. The
conversion of ‘Dawson Street’ to ‘Dawson Lane’ is consistent with the proposed Central City Lanes
Policy 7.9.7

Other recommendations

CYCLING

Al “key cycling routes” in the central city should be dedicated and separated. Having regard to the
"Possible cycle lane options" in the Draft document, it is submitted that the least degree of

separation should be via a physical kerb.
PUBLIC TRANSPORT
Bus route arrangements which:-

e  “consolidate” 40 routes to 7,
e follow a “hub and spokes” maodel,
e  byimplication increases the number of bus changes required by passengers to reach any

given destination

Are likely to make bus transport markedly less appealing and result in a significant decrease in bus

patronage

it is considered important that a commitment be made, now, that as the rebuild progresses, energy
efficient and environmentally friendly inner-city transport methods will be implemented (for
example, incremental reintroduction of shuttle services or adoption of a route flexible, small scale,
"toastrack” style people and their parcels mover, likewise to be introduced incrementally as the

rebuild progresses).

With regard to the yellow Shuttle bus, consideration be given to its immediate return and alternative
routes considered to ensure best use of resources given the changing inner city population, location
of tourist accommodation and attractions.

Widening of Manchester Street by 9 metres, between Lichfield and Armagh Streets, in order to
facilitate formation of that street into a boulevard, is supported. It is submitted, also, that widening
by 4.5 metres further north than that, as far as Salisbury Street, warrants careful consideration.

CAR TRAVEL

Conversion of one way to two way: Two-way traffic brings life to the city and one-way encourages
people to travel through the city. The broad principles that support converting one way streets to
two-way streets are consistent with the four goals of CCDU’s transport strategy to:

improve access and choice
Create safe, healthy and liveable communities
Support economic vitality

k.

Create opportunities for environmental enhancement
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Risks associated with retaining Montreal/Durham one-way:

a)

Durham St puts heavy traffic volumes along the riverbank {Cambridge Terrace) from
Gloucester St to Lichfield St. This makes an unpleasant edge for the most central part of the
proposed new Avon River Park by creating noise, and fumes along its western edge and
making crossing to/from the River Park difficuit on that western side.

Montreal St has different but equally bad negative effects, in this case that traffic separates
the Art Gallery from the Arts Centre, and detracts from Cranmer 5¢ through noise, fumes
and restricted access around the edge of it.

Risks associated with retaining Barbadoes/Madras one-way:

a}

Approximately 2/3 of Barbadoes/Madras streets are through residential areas and one ways
on residentiai streets do not enhance the quality of urban life nor create liveable
communities. This has been given as one of the reasons for conversion of Kilmaore and
Salisbury from one-way to two-way.

The new eastern frame is bordered on the eastern side by the Madras one-way. This makes
an unpleasant edge for the entire eastern edge of the eastern frame by creating noise, and
fumes and making crossing to/from the residential area difficult.

Risks associated with conversion of Tuam to one-way:

a)

In light of the forgoing, it is submitted that Tuam Street (a} remain two way and (h) not be
widened. In this context it is further submitted that to make Tuam Street, in particular, a one
way, in tandem with Lichfield street, would seriously undermine the intended role of the
four avenues.

For example, to set Tuam Street up so that it will be a major access way into the city for both
vehicles and buses from the west would be likely to result in much of the vehicular traffic,
currently coming in from the west via Moorhouse Avenue but intending to travel through /
around the city, coming in, instead, via Tuam Street because it presents an easier pathway
for travel through faround the city than Moorhouse Avenue,

Such a result would appear to be contrary to the goals and objectives these Draft provisions
are intended to achieve, as well as to the objectives underpinning the status of the four
avenues as "major arterial” routes.

A single maximum speed within the four avenues, for example 30 k/m

A single maximum slower speed within the four avenues is likely to encourage increased travel by
cyclists and pedestrians while reducing travel by motor vehicles as envisaged within the draft plan.
Combined with the conversion of one-way to two-way it would discourage through traffic in the city
centre and create a more liveable, safe and economically more viable city centre. Such a speed limit

is both clear and simple as well as being relatively easy to control and monitor.

Professor Simon Kingham who has been extensively invelved in Transport policy and research
recently conducted a study that showed that safety was the most significant issue for potential

cyclists. Reducing the speeds wili make people feel safer:
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“Faster moving motor vehicles make cycling feel unsafe to peopie who do not currently cycle.
Slowing maximum speeds in the whole of the central city will encourage more people to cycle.
There is a wealth of evidence that shows that reducing the speed of vehicles from 50km to
30km also significantly reduces the risk of a pedestrian or cyclist dying in a collision with a car.
In the UK reducing speed limits to 30km {20mph} is a growing trend and this reduction has
been described as "most cost effective way to improve quality of life”

— ‘Accessible City Draft submission’ (2013) Professor Simon Kingham, Cantenéury University, pg 3

A single maximum speed would include all roads streets, terraces, places and avenues (including
Hagley and Rolleston Avenues but not Riccarton or Harper Avenues), that lie within the region of the
Christchurch City precinct bounded by the ‘Four Avenues, viz. Fitzgerald, Bealey, Deans and
Moorhouse.

CROSS SUPPORT FOR A SINGLE SLOWER SPEED WITHIN THE FOUR AVEN UES:

e Murray Britt

e  SPOKES - support a slow core and request that it be extended

e Simon Kingham Professor of Geography and Director of the GeoHealth Laboratory,
University of Canterbury

e Victoria Neighbourhood Association

t request the travel time impacts for a single maximum speed in the four avenues to be made public.
PARKING

It is submitted that the provisions allowing for carparking of up to 50% of the defined floor area
within the core of the city, regardless of whether the floor area in question is Commercial {office),
Commercial {retail} or Residential, is too liberal in the sense that it could too easily result in
outcomes being seriously at odds with goals and objectives related to the desire to generate a
people friendly city.

At the very least it is submitted that lesser percentages for carparking be provided for Commercial
{office) and Residential.

Further, it is observed that the Draft proposal to have carparking buildings scattered around the core
of the city is less suitable to the stated goals and objectives than ensuring that these facilities be at
the outer edges of the core.

It is submitted that provisions for carparking be seen as complementary to the advocated
commitment to an incremental reintroduction of shuttle services or adoption of small scale
"toastrack” style inner city transport.

Treating these as complementary serves:
a} to clarify the appropriateness of carparking facilities being kept to the outer edges of the
core and;
b} points to an cutcome that should be more consistent with the goal of a achieving more
people friendly and less vehicle dominated spaces within the city core.
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Amended Submission on Draft Christchurch Central Recovery Plan

“An Accessible City”

Murray Britt 2 February 2013

1)

2

Central Christchurch Speed Zones

Traffic flow is likely to be maintained at a steady flow where the rules governing speed
are kept to a minimum. A situation in which maximum speeds can suddenly change
from 30km/h to 50 km/h as proposed in the Draft for Consultation is uniikely to support
a steady traffic flow particularly as motorists continue to search for the quickest way to
and from the central city.

On page 6 para 1, the inner zone maximum speed is recommended as 30 km/h.
Outside this zone, the maximum speed is recommended as 50 km/h, ie the status quo
but with some 50 km/h streets being "managed at a slower speed to fit with the
surrounding environment”. The following statement, * The streets will be designed to
support the intended speed environments” merely suppotts the vague nature of the
thinking in this part of the Plan. A simpler, and in my view, more sensible plan that
properly acknowledges the safety needs of all who fravel in the city might be to have a
single maximum speed of 30 km/h for alf roads streets, terraces, places and avenues
{(including Hagley and Rolleston Avenues but not Riccarton or Harper Avenues), that lie
within the region of the Christchurch City precinct bounded by the ‘Four Avenues, viz.
Fitzgerald, Bealey, Deans and Moorhouse. Such a speed limit, while not orthodox in
New Zealand, is both clear and simple as well as being relatively easy to contro! and
monitor. Importantly a 30 km/h maximum within the Four Avenues is Ekely to
encourage increased travel by cyclists and pedestrians while reducing travel by motor
vehicles as envisaged within the draft plan.

One way streets inside the Four Avenues

Ever since architect lan Athfield argued for abolition of the one-way road system within
Christchurch, there has been considerable argument among the Christchurch citizenry
as to the value or not of the system. My view is consistent with the views expressed by
Athfield, as well as by international town planners and urban architects from Gehl
Architects, who prepared an urban design report to the CCC in 2010. That view is that
the current system simply creates north-south and east-west bypasses for
Christchurch. And | thought that our approach with New Christchurch is to make it an
exciting vibrant city and not a city without people. Not only has this ‘by-passing’ of
Christchurch been a daily occurrence by many for a number of years, but is being done
at considerable speed. Regular monitoring of speeds for exampie along Barbadoes
Street will show that along some sections of the street, such as between Bealey Ave
and Salisbury St, speeds often reach 70-80 kmv/h, ie well in excess of the current 50
km/h limit. In order to improve levels of safety for all who use the streets in the central
city | have proposed a 30 km/h limit in the region bounded by the Four Avenues — see
Section 1. it may then be that motorists for whom the intention is to bypass the central
city are likely to opt for a Fitzgerald Ave journey where the maximum speed would be
as now, 50km/h. And it is a relatively straightforward task to use automated traffic light
systems to stow traffic to a maximum 30 km/h along all sections of the one-way system
as elsewhere. A bonus is that everyone will have an unambiguous understanding of the
rutes governing vehicle speed in the city.

Alternatively, the angst generated, particularly among many inner city residents, by the
existence of the one-way system would targely disappear if the streets in the one-way

system were changed to two-way streets while still being subjected to an upper speed

timit of 30 km/h.













Representing: Michael Ogilvie-Lee, Resident of Christchurch City and MD of
OLT Properties

Proposal: Traffic and Parking for 'An Accessible City'

The Christchurch Central Recovery Draft Plan for an ‘Accessible City’ is by and large a good plan. It
looks to achieve an attractive streetscape that successfully incorporates a higher level of choice
across all modes of transport. Whilst the plan is very good it is important to realize that it is not only
the attractive streetscapes, environmenta! enhancement and livability of the pian that is important.
These things have been very well addressed. Another goal that is at the heart of the plan and is
crucial to the success of the CBD is the economic viability of the new city. To establish whether the
ptan has taken this sufficiently into account one needs to look at the access and the parking. These
two factors will be critical to the success of the businesses within the CBD.

Access

Christchurch offers unique chalienges in regards to the access due to the Avon River which creates a
natural barrier to the North and West of the CBD and the Square, which further reduces car access
to the North. Because of this | believe that access needs to be optimized aiong the roads available.
The plan goes some way towards doing that, however considering cars account for 72% of travel
done in Christchurch, with Cycling accounting for 4% and public transport 3%*, my only criticism, is
that there is insufficient emphasis on the importance of car access, particularly through Manchester
Street .

{ am concerned when | hear that private car access through Manchester may be impeded or
discouraged and feel that impediments such as a service lane, cobblestones or the lack of widening
where Manchester meets Armagh St and the Avon River, are short sighted and fail to recognize what
a critical access point this street will be. It is important to note also that current projections have
Christchurch traffic increasing by 40% by 2041 brought about by a population increase of 25%*.
Coupled with the ageing population and the radial, low density nature of Christchurch, the city’s
reliance on cars and using them to access the city is only going to increase. Looking at the plans, | am
concerned by the fact that the single vehicle lane in each direction is bound by a pavement which
will cause delays when people park, and when there is a breakdown. This formation also gives very
little flexibility in future as demands on our roads increase.

This is a unique opportunity for the council to give appropriate importance to Manchester Street as
an access point by widening it and designing it in a way that maximizes thoroughfare for private
vehicles and minimizes the congestion. | am supportive of the proposed greenery, boulevard feel
and the green effect of the trees on Manchester Street, but would like clarification that Manchester
Street will always remain accessible by private vehicles and would like to see a discussion plan
around how this street can be designed to optimise access to the CBD by private vehicles. | believe
there should be a serious discussion around the widening of the bridge where Manchester crosses
the Avon River at Armagh Street, because we foresee significant bottlenecks at this junction. f am




also quite adamant that there needs to be two lanes accessible by cars. This can be done by either
sharing the bus lane between cars and busses or by moving the trees out of the parking lane and
onto the pavement and making the parking lane a transit lane at certain times and parking at other
times. This is the suggestion that will have the least impact on the current projected plan

Parking

72% of travel in Christchurch is by car and 85% of travel is done for either shopping or a social
outing®. Because of this, parking is going to be essential to the viability of businesses within the CBD.
Currently there are no details on parking available. The plan has attempted to estimate the parking
buildings that will be built, but my understanding is that of the six parking stations within the Retail
district, only Antony Goughs is confirmed. There is also no distinction made between private and
public parking, which is important because many parking spaces buiit, would be done so to
accommodate the developers tenants, without providing any space for the public. The councils
provision for up to 50% of the gross leasable floor area, will encourage private parking and is a
positive initiative, however it will not necessarily benefit those looking for public parking spaces.

We would like to see a detailed analysis of public parking in the form of a discussion between the
major land owners in the retail district and the CCDU team responsible for the planning. This analysis
should attempt to specify actual buildings, the number of parks in each building as weill as
independent estimates of the number of public parking buildings and spaces required. Asa
preliminary step | think that a note in the final plan is required to demonstrate that more detailed
discussion is required, followed by a series of co-ordinated meetings between the CCBA and other
major parties and the CCDU transport team.

Thank you for your consideration

*
Christchurch Transport Strategic Plan — Available at
cce.govt.nz/thecouncil/policiesreportsstrategies/transportplan/index.aspx






















Buses are proposed to ride mainly on 2-way roads. This has several advantages: inbound and outbound bus stops
are close together and buses are not travelling on roads prioritised for cars, which improves traffic fiow for both buses
and cars. Therefore, | support this idea, provided that cyclists are separated from buses on those streets that are
also streets prioritised for cycling. Cyclists and buses don’t go well together on the road. For a cyclist, both passing a
bus and being passed by a bus are unpleasant and potentially dangerous. Because buses stop frequently, “leap-
frogging” {a bus and cyclist repeatedly passing each ofher) is common when both are sharing a stretch of
road. “Leap-frogging” is frustrating and dangerous for a cyclist. In the draft plan, there are several roads that are
prioritised for both cyclists and buses. On these roads, having a cycle way that is completely separate from the bus
route is, in my opinicn, non-negotiable. This needs to include provision for the cyclist to pass the bus on the left hand
side when the bus is stafionary. Without this, the road cannot honestly be called a road that is prioritised for cycling.

There has been a vision of a city that is safe and accessible for all, regardless of the mode of transport used. While
"An Accessible City" contains many good ideas and plans, the current draft does not deliver this vision when it comes
to cycling. | strongly urge you fo use this amazing opportunity to actually deliver this vision, for people using all
modes of transport, including cycling.




Submission on the CCDU Transport Plan January 30th 2013

Submitter:  Wendy Gilchrist
Chair Victoria Streetscape Committee

The Victoria Streetscape Project Committee has enjoyed an excellent relationship with the
CGCC while collaborating on streetscape enhancement for this important District and looks
forward to advancing these plans this year

1. The Transport Plan states that Victoria St is to be:
¢ a slow road - 30km hour
e a lkey walking link from the Avon River
e a priority for bus transport and cycling but not cars
e a key cycling route
« a local distributer Street providing efficient access for vehicles
¢ a “main” street
e with enhanced streetscape / local character
e supporting mixed use development and retail
o prioritized for walking and cycling
e vehicle through traffic will be discouraged
Bus Services are to be high frequency along consolidated routes every 10 minutes

The desire to create a pedestrian and cycling friendly slow Street attractive to tourists and
shoppers and discouraging through traffic contradicts the intent to include Victoria St in the
high frequency consolidated bus service.

| make the following submissions regarding Victoria Street:

1. That the bus routes designated for Victoria St be rerouted onto the nearby one
way systems of Montreal St and Durham St with the creation of at least 2 pedestrian
lane ways through to Victoria St

2, The Tram could be introduced with Victoria St being included in a Cultural
precinct line due to it's heritage and the possibility of developing the clock tower
into a memorial to the 22 Feb earthquake (the time of the quake being immortalised
on the Clock)

Historic Victoria St is the gateway to the Central City from the North and will be in close
proximity to the new Convention Centre (and the hotels that will follow) and the Cultural
Precinct. It also currently houses the Christchurch Casino. It is therefore a retail /
hospitality and business district that will be a tourist destination as future visitors spili out of
these facilities.

Victoria St also links with the Avon River Precinct (walking / cycling / tourism) through
Victoria Park at it’s Southern end

It also has historical significance as one of only two diagonal streets in Christchurch (the
other being High St) with unique Triangular green spaces, the Clocktower, and being a
significant market area during Colonial times

Victoria St cannot be all of the above if it is also to be a high frequency bus route with a
bus every 10 minutes









when the bus is stationary. Without this, the road cannot honestly be called a road that is prioritised for
cycling.

There has been a vision of a city that is safe and accessible for all, regardless of the mode of transport
used. While “An Accessible City” contains many good ideas and plans, the current draft does not deliver
this vision when it comes to cycling. | strongly urge you to use this amazing opportunity to actually deliver
this vision, for people using all modes of transport, including cycling.







Michael also made clear that the Minister had expressed urgency in implementing plans, urgency
which precludes community involvement. Clearly, a fast road to nowhere is preferred to an
intelligent journey to where many in Christchurch would fke to go. Inclusive empowered community
re-building is the first victim, the community of Christchurch the next.

Christchurch ratepayers and New Zealand taxpayers cannot afford the plan as presented. Expensive
parking garages on high cost inner city sections, a one way system which will continue to erode the
value of central city real estate — lowering rates income, and the continued over dependence on
fossil fuelled transport leads to economic exhaustion and decline,

In addition to support for Spokes submission this submission calls for the draft plan to be opened up
to genuine empowered community involvement.

Provide workshops where:

e Transport professicnals can present on world best practice for community rebuilding and
transport systems

e CCDU can disclose the assumptions and actual figures which led to the plan’s
recommendations

o Budgets, schedules and prioritisation of projects can be evaluated and set

e Time can be taken for the community to have an effective voice in deciding its own future

e In addition include diverse community groups in overseeing the plan’s implementation to
assure that the goals and priorities set by the community are met.

It is not enough to:

e Solicit comments on a plan which is lacking in details, priorities, actual projects, budgets,
how it will be funded, expected cutcomes, etc.

e Offer pre-packaged power point presentations to groups as adequate.

e Nebulously state that ‘key stakeholders’ or ‘stakeholders’ will be included when what is
meant is that the necessary coordination with NZTA, ECan and CCC will be a part of
implementation of a dictated plan.

This has not been an empowering consultation process where the community has an opportunity to
reasonably take in, process and comment effectively on the issues to be decided. Whatever legal
definitions may be trotted out to rationalise this process, it has not been democratic.

This is fundamentally a process which is designed to legitimise a fundamentally flawed transport
plan. :
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Submission on the Christchurch Central Recovery Plan: An
Accessible City

1 February 2013

introduction
This is the Royal New Zealand Foundation of the Blind (RNZFB)’s submission on the
draft chapter, Christchurch Central Recovery Plan: An Accessible City. The RNZFB

appreciates the opportunity to comment on this draft, and would further welcome any
opportunity to speak to this submission.

Royal New Zealand Foundation of the Blind

The RNZFB is New Zealand’s main provider of sight loss services to people who are
blind or have low vision. The RNZFB's vision is empowering and supporting New
Zealanders who are blind or have low vision to ensure that they have the same
opportunities and choices as everyone else.

The RNZFB advises government, business and the community on inclusive standards
to ensure that people who are blind or have low vision can participate and contribute
equitably. The RNZFB also provides its members with the adaptive skills they need to
lead independent lives.

The RNZFB has 1200 members living in the Christchurch region, and more than 11,500
nationwide who are blind or have low vision, including many who are deafblind.

Besides the direct benefit to the RNZFB's membership, building an inclusive, accessible
Christchurch for people who are blind or have low vision will benefit a much wider
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population. VISION 2020 NZ's recent Clear Focus estimated that in 2009, almost
125,000 New Zealanders aged 40 years or over had vision loss, including around
12,000 who were blind. This is estimated to increase to 174,000 people with vision
loss by 2020, including 18,300 blind people.

Comments on An Accessible City

This submission highlights recommendations to ensure that An Accessible City includes
disabled New Zealanders, particularly those who are blind or have low vision.

The RNZFB supports the development of roads, walkways and public transport services
that are accessible and efficient for all. People who have impairments need to be able
to move freely and easily throughout Christchurch like everyone else, and this includes
the availability of a transport system and urban environments which are fully accessible.
It is essential that the needs of people with disabilities, both physical and sensory, are
acknowledged and incorporated into an inclusive transport system.

The RNZFB are pleased to acknowledge the commitment to creating an accessible
Christchurch. We believe that compliance with New Zealand Standard 4121 Design for
Access and Mobility — Buildings and Associated Facilities should be a mandatory part of
Christchurch City policy rather than regarded as one method of compliance. The
RNZFB also recommends adhering to RTS 14, Pedestrian Planning and Design Guide
and the RNZFB's Accessible Signage guidelines to ensure a fully accessible city.

There are some areas of the proposal that we would like to be further explored in terms
of accessibility for those with vision loss. Previous submissions from the RNZFB
regarding accessible transport in Christchurch have covered these issues, such as our
submissions to the Christchurch Draft Annual Plan in May 2012 and the Draft
Christchurch Transport Plan August 2012, as well as various submissions regarding
transport in the Canterbury region. We are concerned that the recommendations we
have previously made have not been fully addressed within An Accessible City,
although we do acknowledge a small increase in the bus routes travelling through the

central city.

Public Transportation

Hubs and interchanges

There is a lot of work still to be done to ensure public transport is accessible for
everyone in Christchurch. This includes a focus on the hubs and interchanges that have
already started operating without having the supporting infrastructure. Interchanges and
transport hubs create additional challenges for Christchurch citizens who are blind or
have low vision and present further difficulty for those who are deafblind. The design of
the main interchange is paramount and all relevant disability groups should be
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Taxis

Many RNZFB members will use the Total Mobility Scheme to travel around
Christchurch. It is a very accessible form of transport, particularly when needing to
attend appointments. The RNZFB is pleased to see taxis included within the scoping
phase of the design and would like further consideration of drop off zones for the
general public which are accessible and well thought out.

Bus lanes

The figure of Manchester St on page 14 shows bus lanes in the centre of the roadway.
This will require safe crossing points where pedestrians have priority, as this design will
create conflict between pedestrians and cars.

Shuttles

Shuttles are one way of increasing access with more frequent accessible stops, but will
still require transfers. Provided the planning and design is carried out with the proper
consultation, shuttles could offer a good solution to accessing the CBD from the
Avenues.

Road hierarchy

The RNZFB supports the street design which prioritises multiple bus routes and would
encourage consideration of more bus stops on routes.

Street design should also include cyclists within the roading environment, keeping
footpaths for pedestrians. The RNZFB discourages shared footpaths as they create
mode conflict between cyclists and pedestrians, particularly when the speed of the
cyclist is not restricted. The onus, as with a vehicle, should be on the cyclist to slow
down and give way to pedestrians. Children, as well as those unable to see or hear
cyclists approaching from any direction, may step out in front of cyclists and other faster
moving wheeled devices. Painted lines do not make these shared footpaths any safer,
nor do bicycle bells that are out of the hearing range for many older people. We support
following a road hierarchy (page 5) that minimises mode conflicts.

There will always be conflict points where the cyclists and pedestrians must cross, such
as at intersections, so design needs to be consistent and logical for both modes.

Parking

Research has shown that on-street parking does not increase spending in shops. The
RNZFB recommends that only accessible parking is prioritised and that public and
workers have parking facilities from which to walk to their destinations, meaning there
will be a flow on affect for the retailers. This would mean that not only would there be a
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Christchurch City Council has previously consuited with intemational experts on what is
accessible and also attractive for the city.

Information on public transport should also be made accessible on the Ecan website by
conforming to Government Web Standards 2.0. This will enable blind and low vision
travellers to independently plan their journeys. The RNZFB is happy to advise on
website accessibility.

Smart technologies

We note that there is reference to smart technologies to complement street signage.
We recommend that any new smart technology has universal design and accessibility
as key design principle. If an integrated ticketing system is planned, we would urge the
Christchurch City Council to consider integration with Total Mobility swipe cards.

Recommended specific changes to the District Plan provisions

Page 23 Add the word accessible to the first bullet point

4586 Can there be a linking statement that an accessible path of
travel should be provided against the building line?

2.4.4 (e) design of Can it be added under ‘are able to be detected by the visually

cycle parking impaired’ that they are not placed within the continuous
facilities accessible path of travel (capt)?

2.4.15 page 34 - Can the requirement to put more controls in place to ensure
pedestrian safety vehicles crossing footpaths are required to give way be added?

In a pedestrian friendly city the pedestrian should not be
required to give way to vehicles crossing the footpath. All of the
features noted are important to provide information and visibility
to all pedestrians but should not then provide drivers with the
impression the pedestrian must give way.

3.2.20 Can the extent to which the access disrupts the capt be added?
3.2.21 (b) Add comment of need to ensure the capt is kept clear
3.2.22 Can design features to ensure visibility for drivers and

pedestrians be added and linked to not interrupting the capt?

3.2.23 Add in the need to ensure pricrity for pedestrians (and all
footpath users if a shared path).
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Summary
The RNZFB recommends:

Compliance with New Zealand Standard 4121 Design for Access and Mobility —
Buildings and Associated Facilities is regarded as mandatory, along with
adhering to RTS 14, Pedestrian Planning and Design Guide and the RNZFB'’s
Accessible Signage guidelines.

The design and infrastructure of any transport hubs or interchanges are fully
accessible, and plans to eliminate or minimise challenges faced by those who
have a sight impairment are developed and implemented through consultation
with relevant disability agencies. Refer to Appendix I.

Ali public transport information is accessible, including signage and wayfinding,
real time scheduling systems with auditory announcements, braille and large
print information at bus stops and web content which complies with Government
Web Standards 2.0.

Public transport is increased, including an increase in bus stops, and walking and
cycling is further encouraged, rather than the current emphasis on access for
private cars.

Integration of all modes of public transport is a requirement - buses, taxis and the
privately owned heritage tram network should interconnect and be accessible.

Shared footpaths are discouraged - street design should also include cyclists
within the roading environment.

Prioritise accessible parking.

Shared spaces designed in consultation with relevant disability agencies to
ensure accessibility.

Traffic signals are included in the CBD to enable safe road crossing for all.

Any new smart technology has universal design and accessibility as key design
principle.
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Appendix |

interchanges and transport hubs:

Hubs will need to be very well designed to allow a person who is blind, deafblind or
partially sighted to get from one bus to the next safely and independently. It is essential
that experts from appropriate agencies and consumer groups are consulted in the
design and processes to get it right from the beginning.

Hubs will increase travel time and number of buses required to get to destinations —
many of our clients rely on these to get to work and other daily living activities so may
increase use of taxi's (and therefore total mobility vouchers).

The Hubs will result in more multiple bus stops that are extremely difficult for our
members and others less mobile or with low vision or reading issues to use. When you
cannot visually identify the approaching bus and need to enquire from each as to
whether it is the correct bus you end up missing the correct one as it may not stop or
have left the platform before being identified. This currently happens with the existing
hubs and on stops on main routes where two buses are approaching the stop. For
those with dual sensory loss (i.e. deafblind) communication to find out how fong the wait
will be and where the bus is arriving (unless it has a designated position) will be an
issue. How will people communicate? Wili road crossings be required? Will there be
knowledgeable staff be onsite to assist (as in Britomart), will there be both auditory and
well designed visual announcements, will it be platform based as was the old bus
exchange so people travel to a designated position as the bus arrives, will there be
easy access along the hubs and position of bus doors identified?

Infrastructure at hubs is important, particularly if passengers are waiting a long time
between buses then they should be equipped with toilets, safe warm waiting area where
accessible announcements are made (separate to platform announcements), visible
real time information available, and easily identified assistance staff available.

Flagging or signalling buses on multiple stops such as hubs and interchanges is very
difficult if not impossible. The drivers will not be able to see along the length of the
footpath — nor will people waiting including our clients. Bus number cards will not be
helpful where there is a parked bus blocking the view of other buses arriving. For those
who are deafblind this is not a possibility.

For those who are deafblind how will they be assisted to get from one bus to another to
complete their route when previously they travelled the route either on one bus or had
an easy interchange in the central city? How will your staff communicate with these
passengers?

Signalised road crossings need to be installed where a crossing is required to ensure
those who are blind, partially sighted and deafblind are able to determine when to safely
cross the road. These must be at the hub not further up the road as all people will take
the quickest route to the next bus.
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Bicycle locking fixtures distributed throughout the inner city. Cyclists

will want to go to all parts of the inner city, and will want to be able to
lock their bikes outside shops they are visiting. An excellent model here is
Hastings, which provides footpath-mounted fixtures shaped like skeletal
bicycles — both practical and aesthetic.

Portland (USA) provides “cycle corrals” outside popular places (e.g.
cafés).



Priorities:

o Start talking to the community. We must be involved, empowered even,
at every level and step. Freely sharing information and ideas will
improve all of our skills and expertise. Together we can implement a
1,000 day plan which will bring real transport mode choice to
Christchurch.

e Take up the opportunity to provide cycle commuter and recreation
routes early on to pioneer central city revitalisation

o Prioritise cycling infrastructure as a requirement in all projects

¢ Implement Christchurch Transport Plan and work with community to
improve and align cycle links

o Apply CCC cycling infrastructure design standards to central city

We do not expect and should not need to be involved in every detail. When
government takes the time to develop plans and prioritise projects in
collaboration with the community how to sort the details will become obvious.

*What are your overall comments on the Accessible City draft chapter?*

Share an Idea was very clear in asking for a sustainable green city with good
active and public transport.

We were glad to be asked to share our collective wisdom and insights. We
even hoped we would be listened to. Neither the central city blueprint nor this
transport plan have supported community needs and expressed desires.

People do want shopping and café dining. Some of us would like to live in the
central city. Both are more attractive without the hazard, noise and pollution of
vehicle traffic.

The quakes took away much. Let's seize the opportunity to build a city which
acknowledges the new conditions and constraints of our changing world.

If Christchurch is to retain and attract the people we need we must offer them
a city designed for the future. An affordable and attractive city which meets
people’s real needs first.









Cycling (page 10).

I submit it is nearly impossible to make a meaningful submission on
cycling as there is no indication given on the width of the cycle lane
and the pedestrian footpath. There is no indication that these
illustrations are in correct scale or that they are artists impressions.
A cursory glance suggests the combined footpath cycle is the same

width as two cars.
Main Streets (page 12)

“... They will be designed to match local character of the individual
streets...”

The document gives no indication how this local character will be
defined. | request in this submission the “local character” refiect the
heritage and history of the particular street with appropriate
interpretative signage.

Public transport (page 13)

Bus Interchange

The iliustration indicates though the text does not acknowledge it, that
the listed (former) Civic Offices, former Millers Department Store
(163- 173 Tuam Street) will be demolished to make way for the Bus
Interchange. '

| object most strongly to the demolition of this heritage building. |
reqguest the current design as indicated in the image be discarded
and a new innovative design developed where the (former) Civic
Offices is retained. A CERA official is quoted in the Press as stating
that the former Civic Offices are to be demolished so clearly a plan
exists where the intention is stronger than "possible” as guoted in the
document.

Christchurch has by any measurable standard lost a significant
amount of its Central City heritage and it is totally unacceptable that
what remains, is at risk to Government initiated demolition because
more innovative Urban Design solutions were not sought - especially






heritage and it is not acceptable that what is left, is at risk to
Government initiated demolition.

I submit that the retention of existing Heritage Buildings be of the
highest priority and that any proposed designs /planning be altered to
achieve this outcome.

I submit that if any proposal in this document results in the demalition
of character, historic or listed buildings then if should be
acknowledged and stated clearly in the consultative documentation. If
such details or possible outcomes are left out then any submitter
might conclude that CERA/ CCDU are not engaging in meaningful
consultation.

I note that | cannot find any reference to a Heritage Policy in this
document and submits that a comprehensive statement shouid be
included stating the policy and how the Accessible City conforms to
this policy and where it differs and an explanation why it is at variance.

Car travel (page 16)
‘Bealey, Fitzgerald, Moorhouse, Hagley and Deans Avenues will
continue to act as major arterial roufes...”

The Accessible City Document is filled with many images of proposed
designs yet no mention is made of a commitment to retaining the
current landscape design of Christchurch’s iconic tree lined streets /
avenues nor are there any details on rectifying or greening the
current treeless Moorhouse Ave.

| submitss that the tree lined avenues / streets are part of
Christchurch’s heritage and a commitment made, and protections
should be put in place to retaining them in their current form.
Emphasizing their purpose as major arterial routes puts at risk such
retention as in order to improve traffic flow, additional lanes, turning
lanes (slots) etc may be seen as necessary, to the detriment of their
present character.

In addition | submit a plan be made for Moorhouse Ave to match the



treelined illustrations so prevalent in this document

Wayfinding (page 19)

| endorse the use of bilingual signage English and Maori in the
“Wayfinding systems”.

| also endorse the proposal for “information routes and signage” which
recognise and reveal Tangata Whenua associations, history and sites
of significance.

| submit that a similar equal commitment be made to recognize
Christchurch’s European colonial history, associations, history and
sites of significance (including recently demolished significant heritage
buildings).

Comment: The image of the indicative signage {(page 19} has only one
language, which subverts the intention and efforts of those involved in

this section.

| also submit there is one striking omission in this Wayfinding section:
There is no doubt "smart phones” are now common and the internet
wi-fi world exists, so provision should be made for this or at least
acknowledged.

It is conceivable that the future need for signage and visual clutter will
be reduced in this new interconnected world.

Appendix: District Plan Changes:

| submit that any new proposed Plan changes should be clearly
detailed in the documentation put out for consultation. | have found in
the few proposed plan changes of interest, that numerous proposed
changes have already been implemented (mostly mid year) to the
District Plan. (We crosschecked the proposed changes with the online
plan at the Christchurch City Council web site) Considering the date
when this document was released, it was unhelpful that Planning
Changes that had already been implemented were included in this
document.






Submission on the CERA / CCDU Accessible City Chapter

Full name Clare Suzanne Simpson
Postal Address Withheld under section 9{2)(a)
Emaif

My submission focuses primarily on the cycling implications of the Accessible City

chapter; | also comment on aspects of active travel.

The rationale underlying my comments is to maximise people’s physical and mental
health by active, non-polluting, non-stressful travel experiences, and thus encourage

good stewardship of our city’s resources.

Are there any proposals in the draft Accessible City chapter that you
particularly like?

o Streets prioritised for cycling, walking and public transport.

e The 30 km per hour slow core.

» Encouraging through-traffic to use the four avenues.

¢ Pedestrian and cycling paths along the Avon.

» Designing intersections to ensure priority and safety for cycling.

o Cycle parking at bus exchange and super stops.

e One-way streets with separated cycleways on both sides.

e Improved way-finding signage.

Are there any proposals in the draft Accessible City chapter that you
particularly dislike?
¢ Continued extensive covenience for motorised vehicles; this is a bacward
direction in terms of future-proofing.
o The emphasis on expensive taxpayer subsidised inner-city car parking.
Privatise car parking
e Continued outmoded and inferior infrastructure for commuter cyclists.
Separate the vulnerable movers from the invuinerable.

e Lack of covered, well-designed, conveniently-placed bicycle parking.



Is there anything else you would like to see included in the Accessible City

chapter?

More bike parking outside key venues and along blocks — recommend 4 bike
racks per car parking space on the streets; if you are to encourage people to
ride rather than drive, they will need well-designed and convenient bike-
parking factilities.

Covered, secure, well-designed bicycle parking in all ‘car’ parking buildings
and at bus station and hubs.

Weatherproof (heat / cold) bus shelters at every bus stop.

Lots of covered footpaths / walkways within the CBD to encourage people to
walk around the area rather than drive around for convenient parking.

Keep cars and parking on the periphery and provide regular, well-designed
shuttle services to and around the central city.

Make active and public transport an easy and obvious choice.

Make driving a difficult option by restricting road choices, reduce parking,
charge for CBD entry.I

Use this rebuild opportunity to proactively assist the community in shifting to
sustainable, healthier active transport options.

High quality cycling infrastructure with separated or off-road paths to get
everywhere easily.

Where cars and cycles must share roads, either remove all on-road car
parking, or widen the carparking to include the width of an open car door, and
place the cycle lane further out; this may necessitate reducing the width of the
car lanes. If a road is too narrow to accommodate these users safely, don’t
aliow these users to share that road.

Provide separated pedestrian and cycle paths along the full jength of the
Avon / Otakaro and make them link well to the city and to wider networks.
Provide multiple direct and unchstructed routes to encourage people to
commute by bicycle. Sign post these in an obvious manner.

Devise four conceptual route-maps in the manner of the London Underground
map, once each for walking, cycling, bussing, driving. Display and distribute
these accordingly. You could launch a design competition to do this, then
commission the winners to refine them as a partner with the CCC.

! See http:/iwww.ted.comitalks/jonas_eliasson_how_to_solve_traffic_jams.htmi



e Have areas within the CBD slower than 30 km/h where people are going to
school, using buses, dining outside, outside venues such as theatres and
publs.

e Create Neighbourhood Greenways, through routes for pedestrians and
cycles, not for vehicles,

¢ Bring peace to Hagley Park by redirect Riccarton Road traffic to Bealey and
Moorhouse Avenues. Make the road that goes through Hagley park a haven

for strolling and for people to associate.

Priorities
o Take up the opportunity to provide cycle commuter and recreation routes
early on to pioneer central city revitalisation.
¢ Prioritise cycling infrastructure as a requirement in all projects
¢ Implement Christchurch Transport Plan and work with community to improve
and align cycle links

e Apply best-practice cycling infrastructure design standards to cenfral city

What are your overall comments on the Accessible City draft chapter?
It is a step in the right direction. Be bold and gc beyond what is here. Be courageous
and visionary. Make Christchurch a point of difference in the world. We don't want to
be the same as other cities anywhere else. Innovation and novelty will attract people.
Nobody wants to work, live, or recreate in an unhealthy, noisey, and inaesthetic
environment. Cars do not bring tranquility, relfectively, creativity, and a sense of

wellbeing. Maximise a sense of wellbeing for all citizens and visitors.









Q. Is there anything else you would like to see included in the Accessible City chapter?
A clear rationale for the plan - see attached submission.

A demonstration that the plan will achieve its intentions to revive the city centre, and that it makes good use
of public resources, both finance and the extraordinary powers arising from the earthqualkes.

Support by technical analysis, available to public and professional scrutiny.




Commentary by John Shrewsbury on
‘An Accessible City’

Draft for consultation of revised transport chapter in Christchurch Central Recovery
Plan, Christchurch Earthquake Recovery Authority, November 2012

Commentator

I am a Chartered Engineer through membership of the UK Institution of Civil
Engineers. I have practiced transport planning and traffic engineering for almost forty
years, specialising in research and modelling. I am awaiting examination of a doctoral
thesis at Canterbury University; the research into relationships between land use and
travel demand was sponsored by NZTA.

I have acted as Assistant Traffic Director for London, advised the UK’s National
Audit Office, and worked on projects for the Asian Development and World Banks. I
have worked in the UK, Malta, Dubai, Thailand, Indonesia, Australia and NZ. For two
years I was the senior transport planner at Christchurch City Council responsible for
traffic and transport modelling,

I am a member of the Transport Planning Society, the Transport Statistics User
Group, the Chartered Institute of Logistics and Transport (CILT) NZ and the
Institution of Professional Engineers New Zealand (IPENZ) Transportation Group.

information & Discussion

My main comments are based on the printed document, also available on the CCDU
website. [ received a copy at the A&P Show, and then twice asked for any supporting
technical analysis without receiving a reply. [ missed the presentation and seminar for
the IPENZ Transportation Group on 4™ December, but I received notes from it and
submitted a draft of my comments to the committee compiling IPENZ’s response, and
to a group of my peers including officials in CCDU. I would generally support the
IPENZ group’s detailed responses to the Draft’s proposals.

I attended the presentation to CILT and the N7 Planning Institute on 25" January
2012. It recognised some of the issues I raise, stating that there are technical working
papers, including public transport and parking, not available to the public on the
websilte.

A few days previously, I had received a copy of some of the slides shown, in response
to a submission drafted for the AA by Malcolm Douglass. I strongly support the first
two items of that submission:
1) the need for an integrated, comprehensive transport plan for the commercial
core as a whole, not just the anchor projects; and in particular
2) to plan for parking.

I have added a technical addendum of matters raised by the presenter’s passing
comments and summary Powerpoint slides, some read off a screen, They cannot be
well-considered or coherent responses without access to the underlying technical
papers.
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The absence of such material limits the level of discussion with professional groups
such as IPENZ, knowledgeable in these matters. Is the AA to be allowed to look
under the bonnet of this glossy and expensive product? For better or for worse, we
will have to live with it for decades if not centuries; we can’t trade it in once the
concrele sets,

Opportunity and challenge

Central Christchurch has a lot of road space already, and demolition presents further
opportunities. However, the demands of many movements by different modes and for
different purpose can quickly take up this space, at least at some critical points,
particularly if space is dedicated to a particular movement, mode, purpose or
objective.

Similarly, this draft plan, together with the wider plan for rebuilding the centre and
the underlying District Plan, has a broad scope, envisioning most that is desirable in a
city centre and its transport system, and encompassing most of the matters that need to
be considered. There are also special powers available for rebuilding the CBD.

What special powers are available for rebuilding the CBD? How are they being put fo
good effect through this plan?

The cleared space and special powers present a challenge that go beyond making a
generation of planning decisions in a short time, or even co-ordinating landuse and
transport, or private and public investment, for a coherent outcome. The plans
envisage a traditional city centre of the type that developed in an age of public
transport.

In this age of private transport, the dominant and successful forms of retail and
commercial activity, which characterise a city centre, are the shopping mall and the
business or retail park.

Is current planning practice oriented to the mall and business park?
Does this plan
i) address the needs of a city centre rather than a mall or business park
i) rise fo the challenge of recreating a city cenltre in competition with them in
a car-dominated ftransport system?

One half of the story
Geetting there is half the fun, being there is all of it!

As a transport plan, the draft’s scope within the four avenues can tell only half the
story, since the majority of the city centre’s catchment lies outside. The catchment for
commuting, which determines peak demands for movement to and from the centre,
extends beyond Christchurch City into Selwyn and Waimak, and there are even wider
catchments for Christchurch’s role as the prime centre of the South Island, and a
primary gateway and destination in NZ.
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With this limitation and a brief for recovery of the central area, it would make sense to
concentrate on the needs of the core, and work outwards towards its connections with
the rest of Christchurch, leaving room for adjustment to serve the wider catchment.

At the heart of the matter is the separation of pedestrians and vehicles. In the main and
more modern rival to the city centre, the shopping mall, this separation is almost
absolute, to a degree to which the Draft shows no commitment. (Page 8 “Some streets
may be for pedestrians only ...”)

This turns broadly on two aspects, passengers and freight. The function of retailing is
to bring the two together.

At the densities of activity envisaged for a city centre (i.e. retail and service) there is
not enough kerbside space on the frontage of premises to park private vehicles for all
the customers and employees. Attempts to provide such space results in the shopping
mall and retail or business parks. A city centre must have off-street parking.

This off-street parking presents the opportunity to concentrate private vehicle tratfic
and direct it away from pedestrian activity. Capital and management costs, including
circulation space and wayfinding, also favour concentration. Cars will be the majority
of vehicles accessing the centre, generating the major flows and demands for capacity.

The delivery of goods presents a different set of problems; the need to access all
premises by some vehicles, perhaps large, is hard to avoid, even in rare or special
circumstances such as emergencies, removals or rubbish collection. Delivery of coach
parties and their luggage to hotels and disabled access present similar demands for
direct vehicular access to premises. Once vehicular routes are provided, it is difficult
to limit their use for vital purposes. The right of proprietors to drive into their
premises may influence their decisions strongly.

Patterns of Layout

Hierarchy

This is the theme that binds the Dratt’s colourful body of vision and aspiration with
the dry statutory amendments of its appendix. It even precedes the dutiful obeisance
to (disabled) accessibility.

Specifying four types of roads is like specifying four types of rolled steel joists for the
rebuilding. While it may incorporate good sense and practice, it does not lead to the
best engineering solution that will stand up, or the best architectural/planning solution
that makes one glad that it does.

Although coloured lines on a plan look nice, the joints are critical to an effective
systen1. To the traffic engineer, these are junctions; to the transport planner, they are
the interfaces between modes, at car parks and bus stops, and the interaction between
transport and its foundations in land use.
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There are more organisational logos on the cover of the document than there are road
classes. Is this the hierarchy that really needs clarifying to produce a centre for
Christchurch where it is better to stay than to drive through?

Commercial interests

The rebuild depends on attracting developers to invest. A key attractor to retailers ts
footfall (not wheelroll}, so it would be well to maximise distances walked within the
retail core as well as the number of walkers. However, punters are no fools, and are
likely to vote with their feet (on accelerators) when faced with a need to walk long
distances just to reach their destinations. The softer arts of planning are required to
make them happy to walk around the retail centre.

Parking lies at the interface between private and public interests, as well as between
the key modes of walking and cars.

One-way / two-way

There has been much discussion of one~-way and two-way streets. Like red and green
traffic signals, they are tools for managing vehicular traffic, and not an end in
themselves. Broadly speaking, a given volume of traffic produces the same barrier
(lack of gaps for crossing) and the same noise and nuisance whether it is one way or
two way. Distinctions within this lie in the realm of detailed traffic engineering and
signal phasing, a level of detail that does not appear in the Dratt.

Zone system

If vehicular movement within the core is to be minimised, there should be
consideration of traffic patterns such as the ‘zone’ element of the zone-and-collar
system used in Nottingham UK and elsewhere. In this, the core is split into separate
zones, with little or no vehicular routing between them. Entry(ies) into, say the
northwest zone is from the northwest, and the exit(s) is to the northwest, so only
traffic with business within the zone enters into it.

Collar system

If on-street queuing is to be minimised in the core for the benefit of the environment
(rather than minimising driver delay), there may be a good case for a collar system, to
displace queuing to less sensitive locations.

Grade separation

An above-ground pedestrian level was tried in the old city, including the bus station,
but did not appear successful apart from the food court opposite and linked to
Ballantynes.

Rather than move pedestrians off the ground to be out of the way of vehicles, goods
delivery can be above ground level, as in Keighley, W Yorkshire, UK. The bridges
between blocks above pedestrian streets are remarkably unobtrusive. It requires a
coherent plan for the whole of the core, or substantial parts of it, and cannot be left to
piecemeal development.

Grade separation is an ideal for public transport interchanges, but tends to separate the
public transport from other core activities.
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Streets & lanes
The Draft commends the development of lanes for walking and for goods delivery.

So while these primary transport functions within the core are directed to the narrow
lanes, how is the generous street network being used? As a drive through, drive in,
outdoor coffee shop!

Area of the core

The zoning in Map 4 (transport zones) has changed in the latest Draft. The core is
now consistent with that of Map 1 (Central Business & Mixed) of the full plan, and
extends west across the river and the Durham/Cambridge one-way distributor route.
These present a break in a single, compact commercial core, and the Inner Core
Streets of the previous Map 4 (and Map 6 frontages) provide a better definition of
this. The Inner Zone on the latest map extends to Hagley Park, including the cultural
precinct, but leaves a rather lopsided zone. Expansion of the commercial core may be
better directed to the south and east frames, which is one of their roles, and the
transport plan should accommodate this.

Outside the core

The further a road is from the core, the more the traffic that it carries to the core will
be determined by the location of the traffic’s origin, and the more difficult it will be to
separate modes effectively. The core is the place to concentrate on separating modes.

Modes

The main body of the Draft addresses transport mainly by different modes.

Walking

With the notable exception for some disabled people, addressed at the very front of
the Draft, walking is the ultimate mode for every visitor to the centre.

Walking has to be a viable mode within the centre to support its function of
comparison shopping and multiple calls for diverse or special purposes. If it is not,
and people drive between calls, we do not even have a mall; we have a retail/business
park,

Walking should be a desirable mode within the centre, part of the benefit of visiting
the centre, and an important part of its unique attraction. Part of the end, not just the
means.

Walking will not be the sole or main (in modelling terms — maybe not very pc) mode
for the majority of visitors to the centre. Even with a hoped-for residential
densification within the four avenues, the majority of the centre’s catchment will lie
beyond common walking distances.

There will be less walking outside the core, and it will be less important to its
functioning. It is still desirable to promote it to support the centre.

The walk links shown on page 9 are almost exactly where they shouldn’t be for the
core activity of the centre. Most are peripheral to the core; to the south they are
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separated by a 50 kph main distributor, and to east they are on the opposite side of the
north-south PT route. They play a recreational role, useful in supporting the core, but

not unique to it or enabling its prime function. The cross routes through the centre are
where the PT services should be.

It appears more important to separate pedestrians from public transport vehicles than
from through car traffic.

Two of the three pictures for walking (page 9) show lanes. None show moving or
parked vehicles.

Cycling
Although cycling has a larger catchment than walking, this will still limit it to a
minority of arrivals in the centre, and hence for any travel around the centre.

Cycles are more friendly to pedestrians than motorised vehicles, but where motorised
vehicles are excluded, cycling’s very flexibility and quietness can bring it into conflict
with pedestrians.

Cycles are relatively undemanding of roadspace, whether in motion or parked,
encouraging a good density within the centre.

To encourage cycling, cycle parking should be under cover and at least as close as any
non-disabled car parking (not like that outside the library next to CCC’s Rebuild
Central office in Lichfield St)

Car

Because of the size and low density of the centre’s catchment, a major proportion of
arrivals in the centre are likely to be by private vehicle in the foreseeable future. Their
flexibility makes them most difficult to attract from other centres or dispersed
developments, and their demands for road and parking space makes them hardest to
accommodate within a compact centre, particularly while retaining their advantages.

What is the difference between 30kph, cruising, and kerb-crawling?

Public transport

Public transport has the ability to deliver large numbers of people using relatively
little roadspace; one busy bus-stop can handle as many people as a kilometre of
kerbside parking.

City centres developed from the ability of public transport to deliver people to a
central point from a wide residential catchment.

City centres have died from the flexibility of private transport to deliver people to
dispersed locations. The proportion of attractions in its centre diminished as
Christchurch grew and became car dependent.

As mass transit, public transport depends on density to provide adequate patronage.
Christchurch’s suburbs lack density, and there are currently no exclusive routes for
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public transport travelling to the centre to give it competitive advantage. Any
advantage for public transport has to lie in its access (penetration) of a dense and
attractive centre.

There is a symbiosis between public transport and a city centre. Even though public
transport is only a service, its effective operation may be critical to the viability of a
dense centre. If so, the prime bus/PT stops and (the) station should be closer to the
centre than the great majority of short term parking. This in its turn should be closer
than the high volume or through vehicle routes serving them, to separate this traffic
from the pedestrians in the cenire.

The more I look at it, the more I feel that only Colombo Street can provide an
effective, competitive PT service.

Grant Smith of Gabites Porter suggests that the Central Area may not attract enough
employment to support a bus service based on a central area bus interchange,
particularly in the next five to ten years.

Parking

Where there is parking, there cannot be full separation of vehicles and pedestrians.

A single, desirable parking space can generate an inordinate volume of traffic, with
far more vehicles seeking to park there than can ever do so. On-street parking and
small car-parks will similarly tend to generate traffic movements from search patterns.

Shared parking, not dedicated to particular premises, minimises the total amount of
parking space needed to meet peak demands, particularly when they arise at different
times from different purposes, ¢.g. commerce during the weekday, shopping at
weekends, and leisure in the evenings. It encourages single vehicle movements into
the centre to make multiple calls on foot within the centre.

If the core is to act as a single destination for parking, it is better to have parking
available on the side of the approach to minimise traffic through and around the core.
If the core does not act as a single destination, it would be better to plan it as a
business or retail park.

Large public cornerstone projects present an opportunity to plan, provide and control
parking.

As a tourist destination, the needs of two types of large vehicles need to be
considered: campervans and coaches.

Signage & Readability

The previous and proposed layouts of the core, with two-way trafficked streets across
them, are very simple and readable for vehicular traffic. However, such readability
imposes a high price on the other objectives the street network has to support.




An Accessible Cit Commentar

Zone systems and concentrated parking simplify signing, including dynamic signing
of vacant parking spaces. High-tech (ITS) can mitigate some of the problems of
parking dispersed among small car parks and on street, but not all. The visitors who
most need clear signing are the most valuable — tourists and infrequent visitors to the
high-level speciality attractions.

Clear direction signing for moving vehicles is difficult enough to achieve without dual
languages. The inclusion of Maori (or any other language) must be justified on
grounds of safety and efficiency, set against a doubling of the sign size and the
amount of information that needs to be comprehended quickly, particularly when half
the material is either unfamiliar or only trivially different. (Based on personal
experience in Wales and Scotland.)

Direction signing for vehicular traffic is rarely a blessing to the urban landscape.

For a forward looking city, there is probably a better case for Chinese than Maori on
direction signs.

Thirty kph is still too fast to learn a language while driving a vehicle and being
friendly to pedestrians.

The PC that matters in signing a city centre are the public conveniences.

There is a good case for including Maori as NZ’s unique heritage in interpretative
signing, to enhance the value of being in the city.

Smart in-car navigation may allow a sensible, personal choice of language; keep it off
big dumb public signs.

Plan for a city centre

The draft directs more effort into separating modes on the roads approaching the core
than in the streets and lanes of the core itself.

In the core, the draft does not appear to provide a plan, as in locations on the ground,
for car parking or service vehicle access. It does not furnish the wherewithal to do so
through either clear policy or specific design criteria. This level of planning, co-
ordination and leadership might be expected from the developer of a mall or a
business park; instead it is abdicated to individual site owners. This approach seems
unlikely to produce a well planned business park, not even a mall, let alone a city
centre.

A successful city centre operating at some level as a single cohesive entity requires a
greater degree of planning for common services than this draft provides. Roads and
streets are naturally a common and usually a public service. Whether provided
publicly or privately, car parking depends on this service, and should place the
greatest demand on it in the core.
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Major car parks, located to serve the core’s activities, should determine the location of
distributor roads, rather than vice versa.

The government and NZTA are making full use of their powers and revenues to
completely remove frontage access from vehicle routes (RONS), even where this is
difficult and costly (e.g. John’s Road). Their efforts to remove vehicle movements
from the most critical of frontage, in the city’s centre, are feeble in contrast.

Similarly, special powers invoked to break and enter into residents’ homes are merely
used to impose a 30kph limit on two-way through traffic — little more than a school
Zone.

Two-way through traffic remains over much of the 19" century street networlk, still at
higher speeds than envisaged then.

The Network Plan for London’s Priority Routes called for individual consideration of
every metre of kerb space for parking or servicing. At some stage the new city
centre’s parking and servicing needs the same attention. It would be best as a single
stage, co-ordinated with the rest of the planning of the centre. The draft does not
provide it.

The re-drafting of this transport chapter separate from the rest of the plan does not
speak well for its integration (has anything changed in the rest of the plan?) Anchor
projects and precinets are located; parking and servicing isn’t, so the road system
can’t be.

The addition of 30kph signs and coffee tables does not alter the role of Christchurch’s
road network and city centre as desiccated car parks.

Feasibility of a city centre

The very feasibility of rebuilding a city centre in a car-dominated transport system is
unproven. It is beyond the scope of the transport plan alone, though a cenire’s ability
to compete for car-borne trade is likely to be critical.

The density of activity needed for a successful centre may also require a substantial
and effective public transport system, which is likely to have a symbiotic relationship
with a single central core.

Releases of land to compensate for losses in red zones, as emergency measures, or 0
influence the property market, have not been chosen with the support of a city centre
in mind. This is a matter for planning developments outside the four avenues.

Technical Addendum

Technical matters arising from the presentation to CILT. Without access to source
material or working papers, these comments cannot be fully considered. Headings
refer to slides presented, as far as possible.




Multi Criteria Assessment (MCA)

In considering different environmental, social and economic effects, there have to be
value judgements which are ultimately a matter of public policy. They may be
reduced to technical matters by standardising methodologies based on those values,
such as economic values of travel time and road crashes. The objectives and outcomes
for the CBD are still open for public debate, so the weights applied in the MCA and
the judgements they represent should be made set out clearly.,

The presenter to CILT said that the MCA involved a number of disciplines, and was
not just thrown together by traffic engineers. I have seen a similar exercise dismiss a
good idea for the wrong reasons, without considering the problem it was intended to
address. This was despite the presence of many disciplines. It would be good to
expose the workings of the MCA — if it is so good, the traffic engineers of IPENZ
have much to learn.

Option testing- total travel time and vehicle operating costs
Oh Grandmother, what big costs you 've got

Despite the large annual costs, the range between schemes is only about 3%2%. This
might also arise from every traveller to the centre:
e catching a red light instead of a green;
e finding a free parking space in the second or third street rather than the first; or
e walking to catch a bus on Manchester Street, rather than Colombo.
(Even with the vertical axis scaled, there is some cause to get in a Huff about it)

Through traffic (siide of Daily CBD/non CBD traffic...)

My main concern with network patterns is that all those considered, whether one-way
or two-way, provide direct through routes across the centre within the 4 avenues,
encouraging through traffic which is undesirable. The analysis gives me much
comfort, and is plausible from my experience of the dispersal of traffic flows.

However, it is based on the Christchurch Transport Model (CTM), which is purely
synthetic. lts distribution model, which determines trip lengths, is complex, possibly
incomprehensible, and founded on dubious assumptions.

Given the importance of the issue, [ would suggest an independent check on the
ground-truth of these findings. It might be provided by:
e assigning the observed travel demand matrix from which CTM was built;
e the previous Christchurch Transport Studies model, developed separately; or
e examination of pre-EQ turning movements on and off a through corridor.

It will be hard to interpret post-EQ observational data without further reliance on
modelling.

CBD traffic on Brougham St seems low from my experience of CTM, which showed
extensive dispersal of traffic from the Southern Motorway, and little traffic continuing
onward on Brougham much east of the centre. This might be explained by traffic
destinating in Sydenham rather than within the 4 avenues.































The plan’s unstated but evident view that commuter cyclists can either put up with inadequate or non-
existent infrastructure on high speed arterials and distributor streets or congested low speed routes
shared with pedestrians and vehicles.

*Is there anything else you would like to see included in the Accessible City chapter?*
e Keep cars and parking on the periphery. Provide shuttles to and around the central city.

e Save us from high rates by making active and public transport the easy and obvious choice. Building
16 parking garages is simply too expensive.

o Use this rebuild opportunity to proactively assist the community in shifting to sustainable, healthier
active transport options.

e High quality cycling infrastructure with separated or off road paths to get everywhere easily. Work
with and connect to CCC’s network.

e Prioritise Armagh Street as an east-west cycling route.

o Convert the eastern side of Madras to separate 2-3 metre contraflow cycle lanes and footpaths
with a 30 km/h limit by CPIT and the stadium.

e Continue Tuam Street cycle lanes to both the east and west and hook up with network or prioritise
St Asaph Street for cycling per CCC’s plans.

s Provide separated pedestrian and cycle paths along the fuli length of the Avon/Otakaro well linked
to the city and to wider networks.

e Provide multiple direct and unobstructed routes to encourage people to commute by bicycle.

e Acknowledge and provide for the 30+% of non-cyclists who would like to cycle, “the interested but
concerned”.

e Cycle parking which is secure, frequent, plentiful and well located.

s The slow core is a good start, but 30 km/h may be too fast for comfortable and inviting shopping,
dining, cycling and meandering.

o Neighbourhood Greenways, through routes for pedestrians and cycles (and monility scooters), not
for vehicles.

o Bring peace to Hagley Park, redirect Riccarton Road traffic to Bealey and Moorhouse.




Priorities:

= Start talking to the community. We must be involved, empowered even, at every level and step.
Freely sharing information and ideas will improve all of our skills and expertise. Together we can
implement a 1,000 day plan which will bring real transport mode choice to Christchurch.

o Take up the opportunity to provide cycle commuter and recreation routes early on to pioneer
central city revitalisation

e Prioritise cycling infrastructure as a requirement in all projects

» Implement Christchurch Transport Plan and work with community to improve and align cycle links

Apply CCC cycling infrastructure design standards to central city

We do not expect and should not need to be involved in every detail. When government takes the time to
develop plans and prioritise projects in collaboration with the community how to sort the details will
become obvious.

*What are your overall comments on the Accessible City draft chapter?*
Share an Idea was very clear in asking for a sustainable green city with good active and public transport.

We were glad to be asked to share our coliective wisdom and insights. We even hoped we would be
listened to. Neither the central city blueprint nor this transport plan have supported community needs and
expressed desires.

People do want shopping and café dining. Some of us would like to live in the central city. Both are more
attractive without the hazard, noise and pollution of vehicle traffic.

The quakes took away much. Let’s seize the opportunity to build a city which acknowledges the new
conditions and constraints of our changing world.

if Christchurch is to retain and attract the people we need we must offer them a city designed for the
future. An affordable and attractive city which meets people’s real needs first.
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will have required substantial subjective and qualitative inputs) are suspect and should be peer
reviewed by cities that have converted and /or international researchers who have studied these matters.

In conclusion the transporl plan is very disappointing. It is glaringly obvious that it has a timid
approach to walking and cycling, The main reason for this appears to be the constraints imposed by
having to work around the one-way street system. The severe negative effect of one-way streets on
business and residential activity has been well researched. Cities that have converted froin one-way to
two-way streets have revilalised their stagnant cities and streets. It is bizarre that Christchuich is
planning to implement a plan contrary to a large body of evidence.












P.0.BOX 1126
CHRISTGHURCH 8140

_ NEW ZEALAND
www. farrymeadiramway.org.nz

Operatingthe
FERRYMEAD TRAMWAY,
269 BRIDLE PATH ROAD,
FERRYMEAD, CHRISTGHURGH

30 January 2013

Christchurch Central Development Unit
Canterbury Earthquake Recovery Anthority
Private Bag 4999

Christchurch 8140

Dear Sir

The Tramway Historical Society (THS) thanks you for the opportunity to make comments to CCDU
on the consultation draft of the Accessible City chapter of the Christchurch Central Recovery Plan

published in November 2012,

BACKGROUND
The THS was established over 50 years ago and its objects include:

“To preserve tramcars and relics, archives, records and other items relating to
tramway systems and fo foster the preservation of South Island wrban tramway
infrastructure......

To foster an intelligent interest in tramways and other urban public fransport including
cooperation and/or affiliation with organisations having similar aims or interests, and to
advocate for urban transport and transport heritage.

It has a well established operating fram and trolley bus museum at Ferrymead Heritage Park and
through its snbsidiary the Heritage Tramways Trust (HT'T) is the supplier of six of the seven trams that
operated in the city prior to the 22 February 2011 earthquake.

It is currently storing at Ferrymead four of the city trams that had been left stranded outside after that
event and a fifth more recently transferred from the tram shed in town. Following a fund raising
campaign which included significant funding assistance from the City Council, the Society has
constructed a storage building for these trams until they are able to return to the city. The IITT has
recently commenced repair work on some of these trams in preparation for their return to town,

The THS/HTT in partnership with the licensed tram operator, Christchurch Tramway Ltd (CTL) is
also in the final stages of completing the restoration of a former Invercargill tram which was required
for stage 1 of the tram extension and which would have been in operation by now if it had not been for

the earthquakes,
COMMENTS

1. General

The Society considers that as far as it goes this chapter generally augments the balance of the
Christchurch Central Recovery Plan as adopted in July 2012. That plan had been very “light” on




transport issues, much more so than the City Council’s draft Central City Recovery Plan from which
the July plan had been developed and it is good to see some more detail now included. We are
concerned however that the existing central city heritage tramway, and its almost completed first stage
extension, is only given very brief mention (a single paragraph on p. 14), with little acknowledgment
of its value in assisting regeneration of the central city other than as a visitor attraction. We are also
disappointed that there is now no reference to future rail options for the city, whether they be heavy
rail (trains) or light rail (trams) which had featured in the CCC documents. Our concerns are
developed further below.

2. Tourism Significance of the Heritage Tram

The heritage tram has been an important feature of Christchurch and Canterbury touvism - it has been
a point of difference compared to other parts of NZ. The tram was designed to get people to spend
more time in the city as an attraction itself and as a link to other aftractions and it did this very
successfully. It became an “icon” of the city, from its appearance on postcards to its frequent use in
advertising and promotions fo represent Christchurch. It was continuously being photographed by
visitors and locals. While the draft Accessible City chapter does briefly acknowledge the tram as
noted above, we consider the plan needs to give greater emphasis to the slgnlflcancc of the tram as
part of the central city scene, both pre and post earthquake.

It is accepted that the tourist offering and hence the role of the tram will be different when it resumes,
post earthquake. There will less of old Christchurch to see, but the tram, itself part of the City’s
heritage, can have an expanded role in delivering people (locals as well as visitors) to the “new”
atiractions (including those related to the earthquakes) of our rebuilt central city, as well as to many of
the key existing attractions. The current route Links key surviving and under repair precincts which
include: Cathedral Square, the Cultural precinct (Worcester Boulevard from Cathedral Sq to the
Botanic Gardens), North Hagley Park events area, Victoria Square, New Regent St/Cathedral Junction,

Some of the proposed new attractions (e.g. Convention Centre (and hotels), Performing Arts Precinct,
Te Puna Ahurea Cultural Centre, the new Central Library and part of the Avon River Precinct are also
on or are very close to the existing tram loop and the planned and partly completed extension will
deliver tram passengers to the Retail Precinct, the Innovation Precinct and be in quite close proximity
to the relocated Bus Interchange, a refurbished SOL Square and the new stadium. Other yet to be
developed attractions could (and should) be sited on or near the tram route.

3. Local Use of heritage tram

This was an issue that arose through the “Share an Idea” consultation and was noted in the Council’s
draft central city plan, proposing greater local use of the tram by integrating it into the public transport
system. This issue has not been acknowledged in the draft Accessible City chapter. The previous
paragraph to the tram discussion on p.14 talks about inner city public transport but makes no attempt
to link this with the tram as an option and seems to preclude it, despite the tram (with either heritage
or more modern vehicles) being an “energy efficient and environmentally friendly” option.

We note however that to date the tram, unlike the public transport system, has been a self-funding
operation by a private contractor with no fare subsidy. The “tram tour” price was intended for tourist,
hop on hop off short term use and had to be set high for the operation to able to be self funding. Its
pricing is competitive with overseas practice, There has been an inexpensive locals’ annual pass
{which included the Port Hills Gondola) and we understand that this was intended to be more strongly
promoted when the extension opened. There may be contractual and other issnes to be resolved before
the tram could become part of the metro system and if priced accordingly (or made free) would require
a heavy subsidy, as was the case of the “free” yellow shuttles, and indeed most of the city’s bus

services.
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4, The tram as a catalyst to post-earthquake regeneration

As is evident from overseas experience the construction or reinstatement of a fixed rail tramway can
be a powerful tool to assist urban regeneration. Portland is perhaps the best known example, but there
are numerous others (e.g. New Orleans, Paris, London Docklands Light rail, Manchester), to name but
a few. These examples have demonstrated that significant investment in previously downgraded
“brownfield” areas has followed the decision to service the area by fram, with one of the keys being
the certainty and “permanence” that the provision of the tram inirastructure demonstrates.

The Society believes that the Christchurch City Council recoguised this in its 2009 decision to build
the tram extension (Stages | and 2) all the way to the CPIT and the R.C. Cathedral (Basilica), and
there was evidence of strong support for the project all along the route. The earthquakes have
devastated and emptied much of the central city and the Society suggests that the tram is now needed
more than ever to help stimulate its rebuild. In addition to the existing loop the extension passes
through key areas now requiring major reinvestment, including the Oxford Terrace Strip, City Mall
(High & Cashel Streets), High Street, and the East Frame and Innovation Precinct including Poplar
Lane in the almost completed extension (Stage 1) area, plus reaching CPIT and the Basilica precinct in
Stage 2.

But for the earthquakes Stage 1 would be in operation by now and work on Stage 2 would have been
underway. The Basilica, either as a relic or as a restoration in progress is likely to be a significant
attraction for visitors and locals alike. For the new stadium the tramway (unless it had many more
vehicles) would not be able to cope with transporting crowds to and from major events, but if the
stadium were to become an atiraction at other times (e.g. incorporating a sports museum, as has been
done at the Melbourne Cricket Ground for example) then the tram would provide a good link from the
city centre including other central city precincts, attractions and accommodation. Depending on future
plans for Poplar Lane, this might suggest moving the line closer to Madras Street and from there to
continue to CPIT and return as before via High Street. Future options could include the use of modern
as well as heritage tram vehicles.

5. Slow core, pedestrian friendly central city

The Accessible City chapter embraces the concept of a slow central core and an inner zone limiting
speeds to 30 kph and this is supported by the Society. All of the existing tram loop and Stage | of the
extension are within this inmer zone and the Society believes that both the heritage tram and modern
light rail are a better “fit” in a pedestrian/slow street environment than other vehicles. The heritage
tramn does not travel fast, is a good “wraffic calmer” and indeed in “shared zones” (with pedestrians) is
limited by legislation to 10 kph (Land Transport (Rode User) Rule 2004 - 5.7 Speed limits for light
rail vehicles ). This good fit was well demonstrated on the existing route in the pedestrian only areas
of New Regent Street, Cathedral Junction, the Square, Worcester Bridge and the slow streef Worcester
Boulevard. An extensive public consultation process in 2006-7 confirmed that the tram would fit well
into the Cashel and High Street pedestrian malls, and the tracks were laid as part of the mall
refurbishment which followed. Modern examples of tram only slow streets in this part of the world
include Bourke and Swanson Streets in central Melbourne, and part of Jetty Rd, Glenelg, in Adelaide.

The Society suppozts the key cycling routes in the central city as shown on the map on page 11 with
the possible exception of High Street between Hereford and Cashel Streets being a pedestrian (plus
tram (one way) street. The Council has previously rejected providing for cycles (other than cycle
stands) in the central city pedestrian malls.  The only street where there have been some issues
between cycles and the tram (the tracks) is Armagh Street where in three places the tram track moves
in to the side of the road at a shallow angle requiring additional care by cycles when crossing the
tracks and it makes sense not to include it as a key cycling route,

Page 3 of 5




6. Christchurch City Council Tram decisions

Since the publication by CCDU of the draft Accessible City chapter, the City Council, at its 22
November 2012 meeting resolved to undertake repairs to the existing route and to have it back in
operation as soon as practicable, See:
http:/fresources.ccc.govt.nz/files/TheCouncil/meetingsmunutes/agendas/2012/November/Council 22N
ov2012 UnconfirmedMinutes.pdf  We understand that repairs are due to get under way very shortly.
This decision means that the tram paragraph in the draft Accessible City chapter is out of date and
should be amended to reflect the current situation.

We also note in para 2 of the executive sumnmary of the Council report the following statement:

“It had been proposed for the report to also consider the completion of the approved
and funded tram extensions but it has become apparent there are a number of
outstanding issues relating to the Central City Recovery Plan and the role and
location of the tram as being extended. These need to be further discussed and
considered in conjunction with the Central City Development Unit of CERA (CCDU)
and Environment Canterbury and the further work on transport issues currently in
preparation.  Rather than further delay progress on repairing and reopening the
existing line, the current report focuses on the current operation with the tram
extensions to be the subject of a future report once sufficient information becomes
available.”

We had anticipated therefore that the draft Accessible City ehapter would have some rather more
detailed information about and support for the tram and suggest that this now needs to be addressed.
In addition to acknowledging its suitability within the “slow core” as mentioned above, it would be
good to see the tram in Oxford Terrace acknowledged as an element of the Avon River precinct and to
confirm the onter parts of the extension (Poplar lane and CPIT-Basilica), with a possible
reconsideration of part of the route to take it closer to the stadium as noted in para 4 above.

7. Support for light rail

The Society supported the thrust of the CCC final draft central city plan and its commitment to a rail
study and is disappointed that this has not been followed through in the Accessible City chapter of the
CCDU Christchurch Central Recovery Plan. We do note the FAQ response (“8. What abour the light
rail proposals?”) which snggests that this would be outside the scope of this plan. While
acknowledging that public transport (like all other transport and many other key elements of the
central city} does not start and stop at the Four Avenues, there is a once in a lifetime opportunity to
provide now for future transport options by identitfying corridors that penetrate the city centre at least
as far as the bus interchange betfore they are precluded or made too expensive by the rebuild. We
consider that this needs to be acknowledged in the plan now and a commitment made to expedite the
rail study and to follow this with any necessary corridor protection as soon as possible. We consider
that a mix of light and heavy rail for passengers (including the “tram-frain” concept) is a real
possibility for Christchurch in the future as an alterative to the continuing and increasing dominance of
the private motor car,

8. Conclusion and Snggestions
The Society considers that inadequate consideration has been given in the Accessible City chapter to

the tram and the opportunities it presents to make a positive contribution towards the regeneration of
the central city.  We make the following suggestions:
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30 January 2013

Christchurch Central Development Unit
Canterbury Earthquake Recovery Authority
Private Bag 4999

Christchurch 8140

Dear Sir,

Thank you for the opportunity to comment on the Draft “An Accessible City”
consuitation plan.

The Christchurch Tramway is part of the Welcome Aboard Group. The group
operates the Port Hills Gondola, Punting on the Avon, Caterpillar Garden Tours and
Thrillseekers Hanmer. The group, pre February earthquake, had a combined
patronage of 500,000 visitors.

Tourism is an integral part of Christchurch and the Christchurch Tramway has played
an |mportant part, being an internationally recognised icon of Christchurch. Since
commencing operation sixteen years ago, the Christchurch Tramway has integrated -
itself within the local community and plays an important part with inner city events
that Christchurch hosts, both local and international. The Christchurch Tramway
gives Christchurch a point of difference with its city tour, tourism charters and the
Restaurant Tram which is unique to Christchurch. The tram operation also piays an
important part in supporting the Tramway Historical Society’s restoration business at
Ferrymead. Customer numbers for Christchurch Tramway pre earthquake were
247,000 per annum.

In page 14 of the "An Accessible City” Christchurch Gentral Recovery Plan mention is
made that CCC will consider repairing and introducing the pre—-earthquake route as a
visitor attraction, but that some of the destinations on the planned extension have
been damaged and may need to be reviewed. The Christchurch Tramway employed
forty three staff, due to redundancies; the number currently sits at seven employees,

I am pleased to advise that the Council and Christchurch Tramway are already
working towards restoring the pre-earthquake route with start-up expected mid-2013,
We see the resumption of the Tramway assisting with the recovery of the central city
and ihe trams will provide a visible and public practical link between many of the key
precincts as they re-establish.

The extended tram route was only 4 months away from completion before the
February earthquake and we understand the track itself has come through relatively
unscathed. There is strong support in the business and lacal community to have the
trams back cperating and the extension completed. .

T ouTHLMeN

The Wood Scenic Line Ltd, PO Box 872, Christchurch B140, New Zealand Pr+64 3 366 7830 F+64 3 366 6943 infofweliomeaboard conz
vowyiwelcomeaboard.conz




Completion of the extension will act as a catalyst for business and property owners to
invest in the central city and wili:

1. Uphold our city’s reputation as a vibrant and worthwhile destination,
ensuring on-going support from international tour operators, and tourists
from overseas and from within New Zealand.

2. Raise morale and optimism among Christchurch residents. The Tramway
is a high profile Canterbury attraction and its reopening will be another
significant milestone. Additionally there are currently very few
entertainment options available fo residents within the city boundaries.

3. Henefit our local community both intangibly and financially with jobs,
facilities and attractions.

4, Combat the alaiming reluctance by four operators and cruise liners to
promote our city.

5, Give extreme importance to the survival of Christchurch and Canterbury's

tourism industry that visitors are attracted to stay for longer than one night
and The Tramway has a real ability {o achieve this.

The Heritage Trams were the largest tourist attraction in Christchurch and much
loved by the city. We believe the reopening of the existing route and completion of
the almost completed extension will greatly assist in the recovery of the city. Other
tourism operations also link to the trams through combination packages, bus tours,
Restaurant Tram, Punting on the Avon and business generated through the Cruise
Ship market.

There has been previous mention of the interface of the trams with the public
transport system be it light rail or other forms of transport. We support this and
believe the current extension would interface with other transport plans. The trams
are "clean and green” and efficient which is exactly what we desire the rebuilt city to -
portray. The trams are readily affordable for locals with the existing tram and
gondola annual pass available for $50.00 per annum. This will continue to be
strongly promoted.

Sadly much of the Christchurch heritage has been lost. We are blessed however
that we have trams dating back fo 1905 which are in such perfect condition. The
resumption of the trams supports the Herifage retention in the city but at the same
time will blend nicely with the high quality design of new buildings and assist with the
regeneration of the city,

The current route links Cathedral Square, The Cultural Precinct, the Museum and
Botanic Gardens, Hagley Park evenis area, Victoria Square, New Regent Street and
Cathedral Junction. The proposed new atfractions such as the Convention Centre, -
Performing Arts Precinct, Te Puna Ahurea Cultural Centre, the new Library and the
Avon River Precinct are close to the current tram route whilst the partially completed
extension will take passengers to the Oxford Terrace Strip, Innovation Precinct,
Retail Precinct as well as be in close proximity to the relocated Bus Exchange, SOL
Sguare and the new stadium. It would be sensible to develop other attractions near
ot on the tram route. ‘

We support the CCDU plans limiting speeds to 30kph, promoting pedestrian friendly
and stow street environment and the frams are a perfect fit having operated in shared
zones pre earthquake such as New Regent Street, Cathedral Junction, Worcester
Bridge the slow Street of Worcester Boulevard and are intended to operate in Cashel
and High Street Malls once the extension is opened. The proposed cycling route on




High Street between Herford and Cashel needs reviewing as it is currently a tram
and pedestrian one way street,

The Accessible City Plan needs to include more detailed information about and
support for the tram and the extension and possible interface with local transport.

We helisve insufficient attention has been given to the tram in the Accessible City
draft plan and strongly suggest the following:

a. The maps in the document show the existing route and planned extension.

b. Recognition that the Council decided to repair the existing loop so the tram
can recommencs operations as soon as possible and CERA's commitment to
helping facilitate an early opening. Support for the completion of the current
extension with consideration given to re routing closer to the new stadium. In
the short term, consideration be given to an abbreviated extension which
would cover Oxford Terrace, The Strip, Cashel Mali, High Street Mall, the
Catbedral whilst still linking with the current route.

C. Review the cycle map with a view to deleting High Street Mall as a cycle

Thank you for the pportunity to submit our views and we would be pleased to
discuss th ERA should we be able to assist.







I February 2013

Christchurch Central Development Unit
Canterbury Earthquake Recovery Authority
Private Bag 4999

Christchurch 8140

Email: transport{@cedu.covi.nz

COMMENTS ON ACCESSIBLE CITY CHAPTER, CHRISTCHURCH CENTRAL
RECOVERY PLAN

Equity Trust Pacific is the owner of a number of buildings in the vicinity of New Regent
Street, including the Pacific Tower (Rendezvous Hotel and residential apartments), and the
Cathedral Junction complex comprising over 20 retail outlets, two hotels on site parking and
80 residentiat apartments.

We would like to make the following comments to the CCDU on the consultation draft of the
Accessible City chapter of the Christchurch Central Recovery Plan published in November
2012. These are in relation to the section on pp. 13-14 - Public Transport and in particular
the final paragraph on p. 14 - Heritage Tram.

We have viewed the comments that have been submitted by Welcome Aboard Group and the
Tramway Historical Society and wish to support those, especially in relation to progressing
the repair and re-opening of the existing tram loop and completion and opening of the tram
extenston at least as far as City Mall (ReStart)

The two central city retail hubs which will lead the central city recovery are City Mall and
the New Regent street- Cathedral Junction precinct and it will be important to have legible
and user friendly linkages between them.

Frotn a developers perspective new development often gravitates around existing
infrastructure and buildings simply because there is a critical mass of amenities and
pedestrian traffic. Looking at the CBD there are very few areas that fall into this category
where the development environment is conducive to an early start. The area comprising New
Regent st, Cathedral Junction, Pacific Tower Hotel, Press building, Novetel Hotel and OGB
will be ready for public use in the near future and will represent a critical existing precinct
that needs to be encouraged to flourish and thus become a catalyst for nearby development.

The collection of divers buildings and operations can directly support the Cashel Mall re start
if pedestrians can be encouraged to connect with the two via the tramway. For many months
to come the city environment will present challenges for pedestrians and the tram is the ideal
means of moving them around.

With the opening of the Rendezvous and Quest hotels the anticipated visitor traffic in this
area is predicted to be in the order of 120,000 annually.













The plan lacks detail about the cycling infrastructure which means it is difficult to give specific feedback.
CERA should use the great ideas in the CCC transport plan which has cycling at its heart.

Specifically we would support:
- Matin arterial streets to provide separate safe lanes for cyclists
- Neighbourhood greenways to provide through routes for pedestrians and cyclists

- Painted cycle lanes on all routes where separated cycle lanes are not provided, to encourage traffic to leave
space for cyclists,

- More detail as to how cycling will be provided for along the four avenues and through the central city.
How will cyclists be kept separate and safe?

- Convenient cycle parking including a lock up facility at the Bus Exchange
Pedestrians

The central city needs to be a safe and easy place for people to move around by foot. The Plan needs to
support more pedestrian-only spaces, with wide footpaths and walkways that make it easy and safe to walk.

Light Rail

There is no mention of light rail options in the CERA plan. More work needs to be done on rail options. The
transport plan needs to safeguards the possibility of bigger public transport options in the future.

Accessibility
The plan needs to have greater regard for people with disabilities, especially visual and hearing

impairments. Creating an environment that is safe and inviting for people with disabilities to visit and move
around will enable a better experience for all people of Christchurch.




AN ACCESSIBLE CITY (INCLUDES CYCLING)

A SUBMISSION TO THE CHRISTCHURCH TRANSPORT PLAN 2013

Summary

The focus of this submission is to promote a better city for cycling and provide constructive critique
of the 2013 transport plan ‘An Accessible City'. The document proposes a balanced and accessible
city but lacks detail on how this will be achieved for cycling. Despite the primary order of walking and
cycling in the document, car strategy is more refined and detailed. If a balanced and accessible city is
truly the mission — then a detailed and networked cycling strategy is required to promote, protect

and prioritise cycling.

Key criticisms of this document:

From 1998-2001, Cycling was measured to be in decline by 13%. If ‘An Accessible City'
document doesn't address core issues of connection, protection and promotion of cycling can
we really expect to rapid growlh of cycling and provide a balanced mixed modal transport
network?

Buses, cars and pedestrians are provided with a range of dedicated routes within the
Accessible City plan, but cycling is only prioritised within the Green Frame and Avon River.
How is this batanced?

Dedicated cycle lanes are proven to drastically reduce injury by up to 90% on main streets
(refer Canadian research attached). Why are the majority of cycle |lanes proposed to still be
shared with cars and buses?

Christchurch's own Cycle Strategy 2004 shows that children and elderly often ride well below
the 30km/hr and therefore will be disenfranchised despite the slow core speed limit. How then
does this plan ‘encourage’ all ages to travel by bike?

In promotion of “a better city for cycling’

Cycling culture needs to be protected and encouraged and extended throughout the central city, with
connections to a broader network in the community.

KEY e deedicated cycle tracks (protected)
- — e = shased cycle lanes {with other modes)
Key cyeling routes in the central city e byeycle Hub {cycle parking)
o~ A
b 3
\ R 1
|

!

By Hamish Shaw, local architect and cyclist.
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Dedicated Bike Lanes Can Cut Cycling
Injuries in Half

EMILY BADGER 0OCT 22, 2012 COMMENTS

A major city street with parked cars and no bike lanes is just about the most dangerous place you
could ride a bike. All the big threats are there: open car doors, bad parallel parkers, passing cabs and
public transit. This is not a particularly novel scientific revelation, although research has found it to
be true. Things get more interesting when we compare this bad-biking baseline to infrastructure
actually intended to accommodate cyclists.

New research out of Canada has methodically done just this, parsing 14 route types — from that bike-
ambivalent major street to sidewalks, local roads with designated bike lanes, paved multi-use paths
and protected "cycle tracks" — for their likelihood of yielding serious bike injuries. As it turns out,
infrastructure really matters. Your chance of injury drops by about 50 percent, relative to that major
city street, when riding on a similar road with a bike lane and no parked cars. The same improvement
occurs on bike paths and local streets with designated bike routes. And protected bike lanes — with
actual barriers separating cyclists from traffic — really inake a difference. The risk of injury droyps for
riders there by 90 percent.

These findings come from a new study of cyclist injuries and
Transbortation behavior in Toronto and Vancouver just published in the American
p Journal of Public Health. The research will provide weighty evidence for
eng'j_l‘]_eers have advocates of dedicated bike infrastructure precisely because
10ﬂ believed transportation engineers have long believed the exact opposite to be
g true. For years, they’ve counter-intuitively argued that you’re
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actually better off learning to ride alongside cars than having your
own bike lane.

the exact
opposite to be

"That became a very often repeated philosophy," says Kay Teschke, a
true. professor at the University of British Columbia and the lead author
of the new study. She traces it back to a guy named John Forester,
who popularized the idea of "vehicular cycling" 40 years ago. Forester
famously argued against separated bike lanes in Palo Alto, on the
grounds that bikers should learn instead to behave like drivers.

Some spotty research followed on this topic that seemed to reinforce Forester’s idea: Biking in traffic
did appear to be safer than many of its alternatives. But the alternatives that rescarchers had to
examine in North America were unpaved routes, sidewalks, off-road and even mountain bike trails. At
the time, we had little of the dedicated commuter bike infrastructure many cities are just creating now.

" think a little bit of what happened was [engineers] knew this was counterintuitive, they knew the
few studies out there were not particularly well controlled or appropriate,” Teschke says. "But it just
further entrenched them.”

So along comes this new study. Teschke and her colleagues worked with five hospitals in Toronto and
Vancouver to identify adult bikers who were treated in an emergency room within 24 hours of a bike
accident. Over an 18-month period between summer of 2008 and fall of 2009, they identified 2,335
injured cyclists. Of that group, 690 were considered eligible for the study and agreed to participate.

The researchers excluded bikers who were fatally injured (there were two in this time period), those
who couldn’t remember or speak about their rides, or who had been injured off-road riding, trick
riding or racing. The study essentially focused on cyclists who were injured enough to visit the ER,
but not so battered that they couldn’t recall the details of the trip in question (Vancouver, by the way,
has a helmet law).

The genius of this study is that each biker was used as his her own control. On a map, the researchers
traced each route with the riders and identified where their accidents had occurred. A random
sampling of other points on those same routes was used to compare with the injury locations. That
means that the final results weren’t skewed by the fact that some bikers were male or young or drunk,
or that the weather was bad some days, or that some bikes themselves were wonky. The researchers
then visited all of these locations — about 2,100 of them — to classify them among the 14 route types.
And the final statistical analysis confirmed that, indeed, accidents happen when we don’t build (or
paint) cyclists their own infrastructure.

In the end, Teschke was still concerned about one other question: Are the safest routes the same
routes that bikers actually want to use? Several years ago, she conducted another study into this
question of preferences, using the same 14 route designations employed in the latest research.

"We were told in advance that young males and people who are experienced riders would tell you
they’d rather ride on major streets without bike infrastructure,” she recalls. "It turned out not to be
true. Everyone had the same order or preferences.”

So how did those preferences line up with this latest injury data?

"When my statistician finally finished doing the analysis for the injury study, I can remember sitting
at the desk, and my heart was just pounding because I thought 'what am I going to do if the injury
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results are the opposite of the preference results?" Teschke says. How can anyone advocate for safer
bike infrastructure if no one wants to use it? “Isn’t that going to be just awful for the present

situation?”

Teschke was relieved (bike advocates more broadly should be, too). Here the results of the two studies

are plotted on a single graph:

High
preferfa{\ce @ Dike anly path
(positive Multiuse path
rating) paved -
. Local strect
Multivse path O O designated bike rouic Cycle track @
unpaved ard traffic ealming
Locad street
W desigrated Bse route
L
c
v Major street
“gjj no parked cars acd bike lane @ @ Local street
Majos street
B ™
(oW Neutral " no parked cars sad shared
aj fane
..5. O Major street
O parked cars and Bike lane
o Mafar stroet
patked cars and shated [ane
Low o Major street Major strect
preferen ce with patked cars no parked cas
{(negative
rating)
I F F L |3 L )4 T ¥ T
1 0.8 0.8 0.7 0.6 0.5 0.4 0.3 0.2 0.1 0
Less safe More
safe
Route Safety, OR

The x-axis on the bottomn reflects the route-safety findings (“cycle tracks” or protected bike lanes have
10 percent of the risk of major streets with parked cars).

"That in my view is one of the most wonderful outcomes of this research,"” Teschke says. "People have

good gut feelings."
Will transportation engineers join them?

Top image: Amy Johansson /Shufterstock.com

Keywords: Toronto, Vancouver, Health, Injuries, Hospitals, Bike Lanes, transportation infrastructure
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Route Infrastructure and the Risk of Injuries to
Bicyclists: A Case-Crossover Study

| Kay Teschke, PhD, M. Anne Harris, PhD, Coner €. 0. Reynolds, PhD, Meghan Winters, PhD, Shelina Babui, PhD, Mary Chipman, MA,
Michael D. Cusimano, MD, PhD, Jeff R, Brubacher, MD, MSc, Garth Hunle, MD, PhD, Steven M. Friedman, MD, MPH, Mefody Monro, MPA,
Hui Shen, PhD, Lee Vemich, MSc, and Peter A. Cripton, PhDD

Bicycling is an active mode of transportation
with a range of individual and public health
benefits*® However, bicycling is underused
for transportation in Australia, Canada, Ire-
land, the United States, and the United King-
dom, constituting an estimated 190 to 3% of
trips, comparee with 10% to 27% of trips
in Denmark, Germany, Finland, the Nether-
lands, and Sweden.%~8 The reasons for low
bicycle share of trips are multifaceted, but
salety is one of the most frequently cited
deterrents,® " These concerns are well
founded: bicycling injury rates are higher in
countries where cycling [or {ransporiation
is less common 81212

To reduce bicycling injuries, the first step is
{0 understand the determinants of risk. Studics
in many English-speaking countries have fo-
cused on head injury reductions afforded by
helmets. ™7 However, helmet use cannot ex-
plain the risk difference because helmets are
rarely used in the European countries with
lower injury rates.®'®*® Typical route infra-
structure (physical transportation strzclures
and facilities) in countiies with low bicycle
share of {rips differs from that in counties
with high trip shares. In Germany, Denmark,
and the Netherlands, bicycle-specific infra-
structure is frequently available,?® so this is
a promising avenue for investigating injury
1isks. In a review of route infrashructure and
injry risk;*' we found some evidence that
bicycle-specific infrastruciure was associated
with reduced risk. However, the studies re-
viewed bad problems that have compromised
confidence in the resulis: grouping of route
categories that may have different risks, un-
clear definitions of route infrastrecture, and
difficulty controlling for characteristics of cy-
clists and for exposure to various route lypes.
Debates continue about the contribution of
route design to safety and about the safety of
various route types.!#1320.2!
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Objsctives. We compared cycling injury risks of 14 route types and other route
infrastructure features.

Methods. We recruited 690 city residents injured while cyeling in Toronto or
Vancouver, Canada. A case-crossover design compared route infrastructure at
each injury site to that of a randomly selected control site from the same trip.

Resuits. Of 14 route types, cycle tracks had the lowest risk {adjusted odds ratio
[OR} =0.%1; 95% confidence interval [Cl] = 0.02, 0.54), about one ninth the risk of
the reference: major streets with parked cars and no bike infrastructure. Risks on
major streets were lower without parked cars {adjusted OR =0.63; 95% Cl = 0.41,
0.96} and with bike lanes {adjusted OR =0.54; 95% Cl=0.29, 1.01}. Local streets
also had lower risks {adjusted OR = 0.51; 95% Cl=0.31, 0.84}. Other infrastructure
characteristics were associated with increased risks: streetcar or train tracks
{adjusted OR = 3.0; 95% Cl=1.8, 5.1), downhill grades {adjusted OR=2.3; 95%
Cl=1.7, 3.1}, and construction {adjusted OR = 1.9; 95% Cl = 1.3, 2.9).

Conclusions. The lower risks on quiet streets and with bike-specific infrastruc-
ture along busy streets support the route-design approach used in many
northern European countries. Transportation infrastructure with lowar bicyeling
injury risks marits public health support to reduce injuries and promote cycling.

Here we present a study designed to over-
conie these limitations.** We examined injury
risk of 14 route types using a casc-crossover
design in which injured participants served as
their own controls. The design compared route
charactetistics at the location where the injry
event occwred to those at a randomiy selecled
point on the same tip route wbere no injury
occurred. By randomly selecling the control
site in this way, the probability that a specific
infrastructure type would be chosen was pro-
portional to its relative length on the trip (eg,
on a 4-km tip, there would be a 25% chance of
selecting a control site on a I-km section that
was ont & bike path). Because comparisons were
within-trip, personal characteristics such as
age, gender, and propensity for risk-taking
hehavicr were matched, as were trip condilions
such as bicycle type, clothing visibility, helmet
use, weather, and time of day. This allowed
the comparisons to focus on between-site in-
frastructure differences.

{Am J Public Health. 2012;102:2336-2343. doi:10.2105/AJPH.2012.300762)

METHODS

The study was conducted in Lhe cities of
Toronto and Vancouver, Canada. At the time
of the study, Toronto bad a population of
about 2.5 miltion, 1.7% of trips by bicycle, 11
kilonzeters of bike lanes and paths per 100 6G0
population, snowy winter weather, and wam
summer weather. Vancouver had a population
of about 0.6 million, 3.7% of trips by bicycle,
26 kilometers of bike lanes and paths per
100 000 population, rainy winter weather, and
mild summer weather.” Although they do not
cover Lhe entire range of cycling infrastructure,
together they include most route designs
available in North Amcrica.

Participant Selection

The study population consisted of adults
{= 19 years) who were mjured during bicycle
riding and ftreated within 24 hours in the
emcrgency depariments of the [ollowing

American Journal of Public Hea'th 1 December 2012, Vol 102, No, 12



hospitals between May 18, 2008 and Novem-
ber 30, 2009: St. Paul’s or Vancouver General
in Vancouver; St. Michael's, Toronto General,
or Toronto Westemn in Toronto. All are teach-
ing hospitals based either in the downtown
core or a major business district; 1 hospital in
each cily was also a regional trauma center.
Research stail at each bospital identified
injured cyclists and provided contact informa-
tion to study coordinators in each city. The
eoordinator sent an introductory letter to each
potential participant, conducted a screening
phone interview for eligibility 1 to 2 weeks
fater, and aranged an interview if the individ-
ual was eligible and willing to participate.
Eligibility criteria were designed primarily to
ensure Lhat participants could retrace their
injury trip, and that they were riding in the city
using a cycling mode for which urban cycling
infrastructure is designed. They excluded the
following: those who lived or were injured
outside of Toronto or Vancouver or who had
no known address or phone number; those

TABLE 1-Definitions of the 14 route types

RESEARGH AND PRACTICE ’

who were fatally injured, unable to communi-
cale either because of their injuries or because of
language difficulties, or unable to remember
the injury trip; those injured 1iding on private
property or during a trip in which they were
trick riding, racing, mountam biking, or par-
ticipating in & cyitical mass ride; those who were
riding & motorized bike, unicycle, or tandem
bike; and those who bad already participated
in the study afier an ealier injury.

Study candidates who were not contacted
and recruited within 3 months of the injury
event were not included in the study. This
criterion reinforced the likelihood that partici-
pants could accurately refrace their injury trip,
but to provide a conservative estimate of the
participation rate, injured cyelists not included
for this reason were not counted as ineligible.

Interviews

Participanis were inferviewed as soon as
possible &fter the injury incident to maximize
recall {50% completed within 4.9 weeks, 75%

within 7.7). Trained interviewers, using a
structured questionnaire that took 25 to 45
minutes to complete, conducted in-person in-
terviews, The queslionnaire (htip://cyclingin
cities spph.ubcca/files/2011/10/Inlerview
FormFinal pdf) was pretested on 22 cyclisls to
ensure that the questions were clearly worded,
respandents exhibited willingness to answer
them, and trip routes could be mapped 1o
locate injury and control sites for subsequent
observations.

The primary purpose of the interview was
to (race the route of the injury trip on a city
map (scale 1:31 250) and note the injury site.
Distance traveled was measured using a digital
map wheel (Calculated Industiies ScaleMaster
6020 Classic, Carson City, NV). A control site
on the same roule was identified by multiplying
a randonily genterated proportion by the trip
distance, and then tracing the resulling distance
along the route using the map wheel. The in-
terviews queried the following: where the par-
ticipant was riding at the injury and control

Rolite type

Definition

Major street,? with parked cars
Mo bike Infrastructure
Shared lane
Bike lane

Major street,® no parked cars
HNo bike Infrastruciure
Shared lane
Bike lane

Local steeet®
No bike infrastructure
Designated bike route

major streels
Designated bike route with
lraffic calming

Oft-streat route

Mullivse path, paved
Multise path, unpaved
Bike path

Cytle track

Paved city street wilh et least 2 demarcated moving lanes of motor vehicte Uraffic, with parked cars on the cyclist’s side of the slrest
Ho bicycle markings on street surface, bike signage on posls may be present
Harkings on street surface indicating shared bike-HOV lane, shased bike-bus fane, or sharrows Indicating bikes and motor vehicles share space
Bike-only lane marked with sofid or dotted lines on street surface
Paved city street with at least 2 demarcated moving lanes of motor vehicle traffic, no parked cars
Ho bigycle markings on the street surface, bike signage on posts may be present
Mandngs on street surface indicating shared bike-HOV lane, shared bike-bus lene or sharows indicating bikes and motor vehicles share space
Bike-only lane marked with solid or doted lines on street surface
Paved city sbeet with no demarcated lanes of motor vehicle traffie; car parking may be allowed or not
o bike signage or markings on the street surface
Bike signage on lhe street surface or on posts, indicaling designated bike route; may have Bigyclist operated traffic signals at intersections with

Bike signage on the streel surface or on posts, indicating designated bike route; may have bicyclist operated traffic signals at Intersections with
major streels; traffic calming messures may include speed humps or bumps, baffic circles, traffic diverters, medians, of street width restrictions
via corner bulges or planters

Route that is physically separated from Uaffic, at least on straightaways between interseclions

Sidewalk or other pedestrian path Paved path meant for pedestrian use, either alongside city streets or away from slreels {e.g, In parks)

Paved path meant for nonmotorized use by pedestrians, cyclists, skaters and others, either alongside clty stieels or away from sireets (e.g., in parks)

Unpaved path meant for nonmotorized use by pedestians, cyclisls, skaters and others, either alongside cily streels or away from streets {e.g, in parks)

Paved path meant for cyclist use away from streels, (e.g., in parks)

Paved path meant for eyclist use alongside major streels, sepatated by a physical barier (.., a curb or bollards)

Hote. BOV = high occupancy vehicle.

%in this stedy, most local sireets were in residential areas.

December 2012, Vol 102, No. 12 | American Journat of Public Health

“Major streels included Lhe following streel types based or transportalion ergineering nomenclature: arterials (most with > 2 demarcated |anes); and collectors (most with 2 demarcated fanes).
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sites (e.g, street or sidewalk); temporary fea-
tures (e.g, conshruction) at each site; charac-
teristics of the tiip {e.g. time of day and
circumstances of the injury event); and pes-
sonal characteristics (e.g., age, gender, educa-
tion, houschold income, cycling frequency),

Site Observations

Data about route infrastructure at the injury
and contro} sites were collected during struc-
tured site observations (http://cyclingincities.
spph.ube.ca/files/2011/10/SiteObservation
FormFinal.pdf by trained personnel blinded to
site status. Observations were conducted at a
time that conformed as closely as possible to
the time of the injury tip (i.e, season; weckday
vs weekend; moming rush, midday, afternoon
rush, evening, night). The lollowing details
were recorded: type of street or path; whether
the site was at an intersection; presence of
Junctions, street lighting, or strectcar or frain
tracks; stope of the stuface (measured using
a Suunto PM-5 clinometer, Vantaa, Finland);
distance visible along the direction of travel
(meastred using a Rolatape Measure Master
MM-12 trundle wheel, Watseka, IL); counts of
cyclist and motor vehicle or pedestrian traffic
volume in 5 minuies; and average motor
vehicle traffic speed (5 vehicles measured at
normal traffic speeds, using a Bushnell Ve-
locity Speed Gun, Overland Park, KS). The site
observation method underwent pretesting
and revision at 16 sites, then reliability tesiing
at 25 sites by 3 observers, Variables pre-
sented in this analysis had raw agreements
(all 3 observers) of 0.74 to 1.0 and Fleiss’
x* for agreement beyond chance of 0.73
to 1.0.

Data Analysis

We used inferential analyses {SAS version
9.2; SAS Institute, Cary, NC) to examine asso-
ciations between the cycling environment and
the binary dependent variable (1 =injury site
or 0= control sile), using the following logistic
regression model:

(1 08lRs /(1 = )] = o xia By + 32
+oon + X BP’
where r; is the probabilily of injury for it
individual and j”‘ site, given the covariates xg,
Kijz o+ Xp- 1= 1, .., N; j=1 for injury site,
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TABLE 2—~Charactetristics of the Study Participants and the Bicycling Trips During
Which They Were Injured: Vancouver and Taronto, Canada; 2008-2009
No. (%)
Particlpant characterfstics
Male 410 (59.4)
Femate 280 {40.6)
Age, ¥ (n =685}
19-29 260 (36.5)
30-39 177 (25.8)
40-49 108 (15.8)
50-59 91 (13.3}
60-69 49{1.2)
270 10 {1.5%)
Regular oyclist (cycled 2 52 timessy) 608 (88.9)
Completed postsecondary diplema or degree 518 (75.9)
Employed 546 (79.1)
Income > $50 000 (n=610) 341 (55.9)
Trlp characteristics
Purpose
To/from work/scheol 287 (41.6)
Exerclse or recreation 177 (25.7)
Social reasons (e.g., movies, visit friends) 169 (23.0)
Personal business {e.g., shepping, doctor's visit) 126 (18.3)
Duarirg work §7 (2.5}
Timing
Weexday 531 {71.0)
Deylignt hours (i.., not dawn, dusk, er night) 535 {71.5)
Rainy or snowy weather 52 {7.5}
Distance, km
<2 249 {36.1)
2-<5 221 (32.0)
5-<10 138 (20.0)
10-<20 48 (1.0
220 (49
Proteclive gear used
Helmet 478 (69.3)
High visibitity clothing en torso 273 (39.6)
Injury event involved
Collision with mator vehicle 231 (33.5)
Coltislon with surface feature (e.g., slreeicar or train tracks, pothole, rock) 170 (24.8)
Colfision with route Infrastructure (e.g., post, cuib, planter, lane divider} 50 (7.2)
Collision with other person or animal (i.e., cyclist, pedestrian, skater, dog) 46 (6.7)
Fall while trying to avaid a collision 60 (8.7)
Fall in otier circumstances £33 (19.3)
Note. The sample size was n=630 (participants and Injuiy trips).
j=0 Tor control site. N is the number of indi- The primary analysis examined the associa-

viduals and p is the number of covariates. The  tion of injuries with route type. Site observa-
conditional likelihood method in Proc Logistic  tions were used to classify routes into 14
was used to estimate parameters By, ..., Bp. categories corresponding to those used in
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Injury Risks and Infrastructure

Table 4 lists the odds ratios {ORs) comparing
injury sites to randomly selected control sites
within the same trips, for all characteristics that
waere statistically significant in unadjusted or
adjusted analyses. We designated the most
freqquently observed route type as thereference
category: major streets with parked cars and no
bike infrastructure. All other route types had
lower injury ORs. The fellowing 5 route types
had significantly lower risks in the unadjusted
analysis: major streets without parked cars
and with no bike infrastructure, major streets

2340 | Research and Practice | Peer Reviewod | Teschie et al.

TABLE 4—Comparison of Route Types and Other Infrastructure Characteristics
of the Injury Sites to Randomly Selected Control Sites Within the Same
Trip Routes: Vancouver and Toronto, Canada; 2008-2009
Ho. Irjury Sites/No. Unad]usted OR Adjusted OR
Vatiable Control Sites {95% CI) (95% Cl}
Major street route, parked cars®

No bike infrastructure 155/114 1,00 {Rel) 1,00 {Ref)

Shared lane 0.78 {0.25, 2.41) 0.71 {0.21, 2.45

Bike lane 25/28 0.53 {0.26, 1.07) 0.69 (0.32, 1.48}
Major sireet route, no parked cars

No hike #nfrastnicture 112/118 0.85* (0.44, 0.97} 0.63* (0.41, 0.96)

Shared lane 13/12 0.66 {0.24, 1.82) 050 (0.21, 1.72)

Bike lane 35/46 0.47* (0.26, 0.83) 0.54 {0.29, 1.01)
Locat street route

No bike infrastructure 88/116 0.44* (0,28, 0.70) 0.,51* (0.31, 0.84)

Designated bike route 52457 053% (0.30, 0.94)  0.49* (0.26, 0.90)

Oesignated hike route with traffic calming 4947 05¢ {0.32, 1.07) 0.86 (0.35, 1.26)
Off-street roule

Sidewalk or other pedestrian path 52441 0.73 (0.42, 1.28) 0.87 (0.47, 1.58)

Mullivse path, paved 64/56 0.75 (0.42, 1.34) 0.79 (0.43, 1.48)

Mutiuse path, unpaved 12/11 0.63 (0.2, 1.85) 0.73 (0.23, 2.28}

Bike palh 21721 054 {0.20, 1.45} 0.59 (0.20, 1.76)

Cycle Uack 2/10 0.12* (0.03, 0.60)  0.11% (0.02, 0.59)
Grade, degrea

0 (flayy 245/312 1.00 (Ref) 1.00 {Rel)

<0 (downhill) 3337231 2.13* (1.51, 2.81) 2.32* {112, 3.13)

>0 {uphill) 182147 1.07 {0.76, 1.50) 1.13(0.79, 1.63)
Streetcar or lratn tracks

No 5407532 1.00 (Rely 1.00 (Ref)

Yes 150/98 34B* (2.14,5.65)  3.04* (1.80,5.11)
Construction

No 605/644 1.00 {Ref) 1.00 (Ref)

Yes 85/4% 2.05* (1.39, 3.04} 1.93* (1.27, 2.94}
Note, C1 = confidence nterval; OR = odds ratio. Analysls was performed via logistic regression, conditional un participant
injury trip, for each variable separately and in a muitiple logistic regression model.
®Parked cars on the cyclist's side of the street,

P <05,

without parked cars and with bike lanes, local
streets with no bike infrastructure, local
streets designated as bike routes, and cycle
tracks. Three other infrastructure character-
istics were significantly associated with in-
creased injury ORs in unadjusied analyses:
downhill grades, streetcar or train tracks, and
construction. ORs in the multiple logistic re-
gression model were very similar to the un-
adjusted estimates.

The following infrastruclure elements were
not significantly associated with injury risk: site
at an intersection (OR = 0.96; 958 confidence

interval [CT} = 0.76, 1.2); presence of junciions
(e.g., driveways, lanes) in the previous 100
meters (OR == 1.2; 95% Cl=0.86, 1.6); pres-
cnce of bike signage on inajor streets (OR =
0.80; 95% CI=0.55, 1.2); nummber of marked
traffic lanes, compared with none {2 lanes:
OR=12; 95% CI=0.79, 1.8; > 2 lanes:
OR=1.4; 95% CI=0.97, 1.9}; and distance
visible along the route, compaved with 20
meters or greater (<20 m: OR=1.20; 95%
CI=0.52, 2.8}. Note that these variables were
not included in the final model, so these ORs
are unadjusted.

DISCUSSION

Tn this study, route type was associated with
injuiy risk. Cycle tracks had the lowest injury
risk, about one ninth the risk of the reference
route type. Bike lanes on major streets with
no parked cars and off-street bike paths had
nearly half the risk of the reference. Route
characteristics other than bike infrastuclure
were also associated with risk reductions: quiet
streets {i.c, local streets); and no car parking
on major streets. Shared bike infrastructure
{shared lancs, multuse paths) and pedestrian
infrastructure had sinall risk redudions, and
none were significant.

These findings reinforce some conclusions of
our recent review: that husy streets are asso-
ciated with higher risks than quiet streets; and
that bicycle-specific facilities ave associated
with lower risks,***5% Many, though not
all, of the previously reviewed studics found
higher risks on of'street route types,* 72931
but this was not the case in the present study.
Our study did not include injury events sus-
tained during mountain biking; (his may ac-
count for at least some of the difference. Most
previous studies grouped off-street routes into
only 1 or 2 categories, typically sidewalks
and other offstreel routes. Our study was able
to differentiaic within these categories; we
found that sidewalks and multiuse paths pre-
sented higher risks than bike-only paths and
cycle tracks.

The higher risk estimates for undifferenti-
ated ofFsireet routes observed in previous
studies have been used to recommend agaist
bike-specific infrastructure in Canada and the
United States?® This point of view has had a
dominant inflluence on bike transportation
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lacilities in Norih Awmerica for the last 40 years,
and has resulted in the very difTerent infra-
structure available compared with continental
European courtries with higher cycling rates 203
Cydle tracks highlight the difference: they are
common alongside major city streets in the
Netherlands and Denmark, but rave in North
America, Australia, and the United Kingdon.
Cycle tracks had the lowest risk in this study,
statistically sipnificant despite their low preva-
lence in Toronto and Vancouver. Most studies of
cycle tracks elsewhere have shown risk reduc-
tions: in Montreal (relative 1isk = 0.72 vs nearby
sireeds), in Copenhagen (0.59 vs before cycle
track installation four calculation] and 1.10 vs
eslimates of expected infiuy rates), and in the
Netherlands and Belgium (0.10 and 0.83, re-
spectively, vs roundabout designs without cycle
tracks} 25203637 Relative risk estimates likely
vary because of differences in study design
(particularly mothods of adjusiing for traffic
volumes and exposure to risk) and differences in
comparisen infrastruciure.

An imporiant issue is whether safer route
{ypes are routes that cydists would prefer to
use. Figure 1 presents data on rouie safety from
this study and data from the Melro Vancouver
route preference survey that used the same
route classification.®* Many route types with
positive preference ralings were also among
the safest: cycle tracks; local sircets; hike only
paths; and major streets with bikes lanes aund no
parked cars. These provide a range of options
with potential to both lower injury rates and
increase cycling. This in fum may create a
positive feedback cycle because increased rid-
ership has been associated with increased
safety.1238-40

In addition to route type, 3 infrastructure
contpontents were associated with imjury risk:
downhill slopes, streetear or train tracks, and
construction. Two stdies have shown incareased
injury severily with increased grades.¥+2
Route grades may not seem maodifiable, but
bike routes can be located where grades are
low (eg., along abandoned rail beds). This
would also improve route preference because
steep slopes are a deterrent to cycling”
Streetear or train tracks were found to be
particularly hazardous to cyclists, a finding that
does not appear to have been reported clse-
where. There is renewed interest in street-
cars for urban transportation, so this resuit
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for Injury risk are plotted in reverse order.

High
preference ® Bike only path
(positive Multiuse path o
ratin paved
q) Local stseet
Multivsepath O O desigrated bileroute Cycle track @
urpaded and traffic <alming
Locaistreet
@© designated bke rone
v]
o
E_" Major street
ua_..) no parked cars and bike lane @ @ Local street
@ tAajor street
v jor stree
[a 18 Neutral © no parked cars and shared
QU lane
5 O Major street
o ) parked cars and bxe lane
o Major street
parked cars and shared lane
Low o Major street Major street o
prefe rence with parked cars no parked cars
(negative
ratlng) T T T T T T T T L) 1
1 0.9 0.8 0.7 0.6 0.5 04 03 0.2 0.1 4]
Less safe More
safe
Route Safety, OR

Soarce, Route preference data from 2006 Mebo Vancouver apinion survey.?*

Note. OR = odds ratio. Closed circles represent route types with positive preference rating and adjusted Injury OR < 0.6 {safest
route types). Open circles sepresent route types with negative or neutra! preference raling or adjusted injury OR 2 0.6.
“Sidewalk or other pedestrian path” was not Included because this route type was not queried in the preference survey. ORs

deserves consideration in broader transporta-
tion planning. The higher risk for construction
also has not been reported elsewhere; it sug-
gests tbat when construction sites impact
fransportalion coiidors, safe detours need to
be provided for cyclists. Other infrashucture
faciors examined in this study did not have
statistically significant associations with in-
juries, alihough most had associations in the
expected directions and deserve to be evalu-
ated in future studies.

Strengths and Limitations

A strength of this study is ils case-crossover
design. It allowed a direct focus on the route
environment, by lully controlling for personal
characteristics and olher factors that are stable
within a trip. The design also controlled for
exposure to the various types of infrastructure
by randemly selecting control sites from each
cyclist’s route.

Another feature of the study is that it used
detailed and objective site observations to

FIGURE 1—Route preference vs route safety of 13 route types: route safety data from the
injury study In the cities of Vancouver and Toronto, Canada, 2008-2009.

delineate a much wider array of cycling in-
frastructure than previous injury studics.
However, even with 14 route types, there were
types not observed in this study {e.g., rural
roads), and others that were grouped here,
but could he separated into finer categories

in citics where they are more convmon (eg.,
bidirectional versus unidirectional cycle
tracks). Because tbe cyeling infrastructure

was observed after the injury event, we cannot
be certain tbe infrastructure was exactly as
ocaurred on tbe injury trip. We expect tbis to
most greatly affect the results for temporary
features, like construction, and at sites where
tbe infrastructure changed within a short dis-
tance (within a block}, such that potential crrors
in site location would be consequential. Be-
cause site ohservations were made in the
identical way for injury and control sites and
observers were blind fo site status, we expect
any misclassificalion to be nondifferential and
{0 be more likely to bias risk estimates to the
il
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‘The resulls on the 14 well-defined and
detailed route types are new and ment inves-
tigation in other setlings. If confirmed, they
should be generalizable io cilies with compa-
rable route infrastructure and urban environ-
ments. Features of the Toronto and Vancouver
cycling environments were described in the
Methods section. It should be noted that the
infrastructure the injured cyclisls encountered
was likely weighted toward the urban core of
each city because the participating hospitals
were in or near downtown. This may explain in
part why major streets were so [requently
observed, although the range of route types
covered was stifl very broad. One hospital in
each city was a regionat frauma center, pro-
viding a wide geographic reach for the most
serious injlry evenls.

The study participants had very similar
gender, age, and trip distance distributions
to population-based samples of cyclists in
the 2 cities and in other North American
cities.”43343 Qur sample had a high pro-
portion of regular cyclisis (88%, vs 139% of all
cyclists in Vancouver}, likely because mere
[requent cycling provides more opportunity
for injury events.®*

As in all injury studies, only a segment of
those injured were included; in this case those
whose ihjuries were serious enough to result
in a visit to a hospital emergency department,
but not to cause death or a head injury so
severe that the trip could not be recalled. Only
2 potential participants were fatally injured and
26 of those conlacted could not remember
their route; it is possible that others who were
not successfully contacted may have been in
the latter category. By recruiling injured cy-
clists from hospital records, we were able to
include injuries caused by all kinds of crashes,
whether motor vehicles were involved or not,
thus encompassing a broad aray of injury
circumstances faced by cyclisis. By excluding
motintaitt biking, racing, and tvick riding in-
cidents, the study focused on the utilitar{an and
recreational cycling for which urban bicycle
route infrastructure is designed.

Conclusions

This study strengthens previous evidence
that route infrashucture (bike-specific facilities,
quict streets, gentle slopes, absence of shreetear
tracks} can be designed for primary prevention
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of injuries to cyclisis. As a public health ap-
proach, safer route infrastructure offers many
advantages: it is population-based and there-
fore benefits everyone, it does not require
active initiatives by individual eyclisis, it does
not require repeated reinforcement, and it pre-
vents crashes from occurring rather than pre-
verting injuries aller a crash has occured ™
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From: Ross Gray

Sent: Sunday, 3 February 2013 10:02 p.m.

To: transport (CCDU)

Subject: CPIT Studio Christchurch: bus exchange / former Millers building
Follow Up Flag: Follow up

Flag Status: Completed

Dear An Accessible City Team,

As a member of the audience in the foyer of the Civic Offices on Friday who heard the presentations from
architecture students at the culmination of Studio Christchurch Summer School, | would like to
recommend and thoroughly endorse the presentation which proposes that the former Millers building is
retained and adapted to encompass the new Bus Exchange. John, the student from Auckland has
communicated his innovative design with enormous skill and | sincerely hope that you will give it your
fullest attention when it is made available to you.

You will note that the submission from Mark Gerrard, Historic Places Canterbury Chair, urges that the
image in the document be replaced with a concept which retains the Millers building, the architectural
style of which is very well suited to a transportation hub: John’s proposal achieves this, boldly but

sensitively bringing the past and the future together. I'm sure it could work!

| offer this support for the proposal (and for others which also deal with the theme Memory of the Old City
in this location) as both heritage advocate and recent tutor in architectural drawing at CPIT.

My apologies for this late communication; | trust that you will be fully briefed in the near future.
Thankyou.

Ross Gray MFA (Dist), Dip Tchg, Deputy Chair Historic Places Canterbury
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