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1. EXECUTIVE SUMMARY
About this AMP

This Activity Management Plan (AMP) documents the condition, risks, liabilities and
improvements required so people can use the transport system with confidence for
the next 10 years and beyond. The transport activity has a budget of $152M for
operations and capital expenditure over the next three years with approx. $71M
subsidy from central government. Public Transport expenditure is expected to be
$33M with $9M programmed for Parking and the CBD. Nelson City Council has
prepared this AMP to outline our strategic options to meet desired levels of service,
value for money and funding requirements.
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1l raflic carnaras 1,137 off =fresd car parks 34 bt shakars
13 tepdback signs 12 real time informatian

The AMP is structured as a business case as required by New Zealand Transport
Agency Waka Kotahi (NZTA). This format enables NZTA to assess the funding
request of all councils in a consistent and evidence based way.

Problems, Responses and Benefits

This AMP discusses the problems (which are also the strategic priorities) facing the
Nelson transport network, the responses and benefits of achieving our desired
levels of service.
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Problems Responses Benefits

Lift specific maintenance and
Network resilience/road renewal programmes
maintenance

Resilience and security of the
network

Investigate resilience options

Reduce congestion and support

economic growth
Congestion / Economic

productivity Connect and expand active

mode network and safety
improvements
Healthy and safe people

Support land use intensification

. Inclusive access
Improve public transport

infrastructure and services

Environmental Impact / Climate

Change Implementation of speed

management plan and safety
improvements

Reduce CO, emissions

Strategic Context

This AMP aligns with both national strategic priorities and reflective of Nelson City
Council regional policies and strategies. The strategic direction of this AMP is future
focused and looks to address problems that will increase over time and continue to
impact the network in a significant way in years to come.

Strategic priorities of the Government Policy Statement for Transport 2024-34 (GPS
2024) are:

Economic growth and productivity

DmecC growth and creating

Increased maintenance Safety Value for money
and resilience
Increasing access to A focus on safer roads, Investment in transport must
markets and resilience on safer drivers and safer deliver better outcomes for
our state highway, local and wvehicles. present and future
rural roads generations of New Zealand

Strategic priorities of Nelson City Council Long Term Plan 2024 are:
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Priorities

+  Support our communities to be prosperous, connected, and inclusive
« Transform our city and commercial centres to be thriving, accessible and people-focused

» Foster a healthy environment and a climate resilient, low-emissions community

Key national policies and legislation influencing this AMP include:

- GPS 2024

Government
Policy Statement
on land transport
2024-34

- National Adaptation Plan and Emission Reduction Plan
- Land Transport Management Act 2003

Key Regional Policies influencing this AMP include:
- Long Term Plan 2024

- E Tu Whakatu Nelson’s Active Travel Strategy

Nelson Future Access Study

Nelson Tasman Future Development Strategy

Regional Land Transport Plan and Regional Public Transport Plan

Proposed Responses

Nelson City Council has prioritised 6 key activity areas as responses to address the transport
problems facing our city currently and into the future.
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Lift mainienace Connect amd
and ranewal expand the active
Programimeas mode nebeiork

Support land use Improve public implemant safaty
intensilication tranGpoirt improvements and
infrastructure and speed management
sorvices plan

Benefits and Monitoring

If Nelson City Council, in partnership with NZTA, can deliver meaningful improvements in these
response categories the community will see the desired benefits listed below. In order to ensure
progress is being made Council has selected a range of measurements to track our progress and
these are also listed below.

Measurement

Benefits
of success

Resilience and security of the
network

Number of unplanned road

closures and journeys affected

Reduce congestion and
support economic growth

Reducing VKT and emissions
tracking

Crash events and community

Healthy and safe people surveys

Census data for walking and

Inclusive access .
cycling journeys

City Centre economic

Reduce CO, emissions
measures
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The Programme

The responses are delivered via programmes that either align with NZTA funding categories,
are unsubsidised, or City Centre focused programmes. The drivers of cost escalations are
discussed in detail in section 4. Lifecycle issues for the programmes are detailed in section 8.

What it will cost

Budgets are allocated in the Councils Long Term Plan to fund agreed programmes from this

AMP as tabled below (excluding staff time, depreciation finance costs, vested assets, scope

adjustment). NZTA funding for walking, cycling, road safety, and project programmes will not
be announced until September 2024 so will require an addendum to the AMP at a later date.
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2021-24 2‘;2:;37 209194 go:;y
Account i c)./setasr T Account ig/seti" proposed
budgets budgets
Transport 83,339,806 | 152,383,960 5030 Roading Properties 378,459 253,572
5001 Subsidised Roading 42,667,556 76,050,187 Expenses 367,584 220,160
Expenses 17,908,445 14,174,208 Base Expenditure 343,359 113,616
Base Expenditure 9,316,595 11,383,880 Unprogrammed Expenses 24,225 98,685
Unprogrammed
Expenses 6,210,985 0 Programmed Expenses 0 7,859
Programmed Expenses 2,380,866 2,790,328 Capital Expenditure 10,874 33,412
Capital Expenditure 24,759,111 61,875,979 Renewals 10,874 33,412
Renewals 17,686,407 | 37,772,932 5505 Parking Regulation 1,796,449 | 2,134,777
Capital Growth 39,104 1,608,396 Expenses 1,796,449 | 2,118,229
Capital Increased LOS 7,033,600 22,494,651 Base Expenditure 1,796,449 2,118,229
5002 Unsubsidised Roading 11,953,188 29,060,846 Capital Expenditure 0 16,548
Expenses 5,932,446 4,809,388 Capital Growth 0 16,548
5510 Parking and CBD
Base Expenditure 3,670,258 3,900,183 Enhancement 5.715.504 | 9,296,056
Unprogrammed
Expenses 1,780,367 633,130 Expenses 5,356,726 | 5,864,219
Programmed Expenses 481,821 276,075 Base Expenditure 5,240,930 5,673,906
Capital Expenditure 6,020,742 24,251,458 Unprogrammed Expenses 4,753 15,338
Renewals 275,082 115,115 Programmed Expenses 111,043 174,975
Capital Growth 2,393,475 21,021,948 Capital Expenditure 358,778 | 3,431,837
Capital Increased LOS 3,352,186 3,114,395 Renewals 358,778 635,444
5560 Public Transport 15,085.199 | 32,873,080 Capital Increased LOS 0| 2,796,393
Expenses 13,056,455 27,956,975 5511 Millers Acre Centre 3,786,879 743,929
Base Expenditure 12,680,113 27,499,462 Expenses 480,555 653,133
Unprogrammed
Expenses 107,777 9,202 Base Expenditure 343,631 476,627
Programmed Expenses 268,565 448,311 Unprogrammed Expenses 67,389 92,025
Capital Expenditure 2,328,744 4,916,105 Programmed Expenses 69,535 84,481
Renewals 0 92,055 Capital Expenditure 3,306,324 90,796
Capital Growth 548,420 4,033,500 Renewals 50,716 64,855
Capital Increased LOS 1,780,324 790,550 Capital Increased LOS 3,255,607 25,941
5570 Total Mobility 1,656,572 1,971,513
Expenses 1,656,572 1,971,513
Base Expenditure 1,656,572 1,935,838
Programmed Expenses 0 35,675




2.1

INTRODUCTION

This Activity Management Plan (AMP) communicates the requirements for the
sustainable delivery of services through management of assets, compliance with
regulatory requirements, and required funding to provide the appropriate levels of
service over the long-term planning period.

The AMP is to be read with the Nelson City Council (Council) planning documents.
This should include the Asset Management Policy and Long Term Plan (LTP) along
with other key planning documents referenced at the back of this document.

The infrastructure assets covered by this AMP include roads and paths, public
transport, total mobility and all their associated assets and services. For a detailed
summary of the assets covered in this Activity Management Plan refer to figure 2-2
below.

These assets are used to provide transport services in Nelson.

The infrastructure assets included in this plan have a total replacement value of
$747M and a depreciated value of $503M.

This AMP has been written in the business case format and builds on the 2021 AMP.
It is the business case for subsidised funding from Council’s funding partner, the
New Zealand Transport Agency Waka Kotahi (NZTA), and guides Council’s transport
spending for the years 2024-2034 for subsidised and unsubsidised activities, as
updated each year by the Annual Plan, and the three yearly Long Term Plan review
cycle.

The AMP directs transport activities towards achieving Council’'s Community
Outcomes, within the context of the Council’s priorities, and reflects the long-term
view outlined in the Infrastructure Strategy. It is a tactical, locally focused
document. The subsidised programme has been developed around national and
regional transport funding guidelines, as indicated by the requirements of NZTA and
guided by Te Ringa Maimoa (formerly Road Efficiency Group REG), as well as the
Government Policy Statement (GPS) on Land Transport Funding and Arataki.
Arataki outlines NZTA's 10-year view of what is needed to deliver on the
Government’s priorities and long-term objectives for the land transport system.

Council acknowledges that Treaty of Waitangi obligations rest with the Crown and
seeks to uphold the mana of the Treaty of Waitangi Settlements for Te Tauihu by
continuing to build its relationship with iwi. There are numerous pieces of legislation
under which Council operates that recognise the Treaty of Waitangi and recognise
or acknowledge iwi and Maori.

Council believes that by working in partnership with iwi and Maori it will create
benefits for the whole community.

Transport Asset and Services Register

Nelson City Council is responsible for connecting people and moving goods across
Nelson. To do this well Council has a good knowledge of the network and gaps
where further work is required. Current status is listed below.
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Figure 2-1: Location of Nelson City Council transport assets

278km of road
* 94% sealed
* 6% unsealed

+

S1 Billion of assets

Figure 2-2: Financial and transport asset summary!?

TRANSPORT

Replacement
Value as at
June 2022

Depreciated
Value as at
June 2022

Carbon
Value

Data Reliability

Qty/Age
reliability

Condition

Performance

$$3$

Total Valuation

$1.01B

$766M

Property

Land for legal road
6,630,000 m?

Unformed road reserve

$262M

$262M

TBC

Reliable

Reliable

Uncertain

Pavements and surfacing
278km of roads, (259km
sealed and 19km
unsealed, 91% urban)

22 roundabouts

20 Road humps

$265M

$222M

TBC

Variable
reliability

Average

Variable
performance

| Transport Activity

i 222 million vehicle
¥ kilometres travelled in

2021/22

Unknown walking and

| cycling trips

N/A

N/A

TBC

Good

Average

Average

! The valuations in this table do not represent the significant additional investment that has been made in public
transport infrastructure as part of the eBus roll-out. This will be updated in the next asset valuation round.

NDOCS-1833911234-1388

Page 12 of 344




TRANSPORT

Replacement
Value as at
June 2022

Depreciated
Value as at
June 2022

Carbon
Value

Data Reliability

Qty/Age
reliability

Condition Performance

Structures

98 bridges (including
footbridges)

460 retaining walls
comprising 34,363m2 area

12km handrails

$45M

$103M

Not valued

$25M

$71M

Not valued

TBC

Good

Good Good

Walking and Cycling
380km of footpaths,
walkways, shared paths
and separated cycleways

14km of on-road cycle
lanes (refer pavements)

Seats

$62M

$27M

TBC

Good

Poor

Good Average

Average

Car parking

6 off street car park areas
48,812m2 (1100 spaces)

2 off-site leased car parks
(37 spaces)

(On street parking is
included in road assets)

$5.5M

$1.2M

TBC

Good

Average Good

Drainage
400km kerbs
65km Side drains

66km culverts and sump
laterals

6,752 sumps/other
drainage assets

$134M

$78M

TBC

Average

Good

poor Average

poor Uncertain

Environmental, City
Centre and Unsubsidised

390km of road verges
maintained for sightlines
and trimming envelopes
27 street trees
251,540m? street gardens

2,460m? rain gardens

600 hanging baskets/year

No valuation

No valuation

TBC

Good

Good Good

Environmental

1 Stock Effluent Facility

$0.41M

$0.35M

TBC

Good

Good Good

Traffic Services

5,948 streetlights

$54M

$28M

TBC

Poor

Average Average

NDOCS-1833911234-1388
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TRANSPORT

Replacement
Value as at
June 2022

Depreciated
Value as at
June 2022

Carbon
Value

Data Reliability

Qty/Age
reliability

Condition

Performance

Traffic Services
6,858 signs
Line marking, raised

pavement markers, and
edge marker posts

$6.7M

$0.2M

$3.3M

$0.17M

TBC

Good

Poor

Poor

Good

Average

Average

Total Mobility
6 service providers

1,386 registered users

N/A

N/A

TBC

n/a

Good

Good

Public Transport
1 service provider
350,000 trips/year

67 bus shelters and 181
bus stops

N/A

TBC

N/A

TBC

TBC

Good

Average

Average

Operational Traffic
Services

14 sets of traffic signal
installations

14 traffic cameras

33 electronic and driver
feedback signs

1 copper cable ring road
circuit, including spare
parts

$9.9M

$5.2M

TBC

Poor

Average

Good

City Centre

19 CCTV Police security
cameras (leased)

Miscellaneous street
furniture

$0.12M

$2.2M

$0.02M

$0.9M

TBC

Average

Average

Average

NDOCS-1833911234-1388
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Council funding

2.2 Strategic Framework
The relationship between the strategic planning documents that inform the AMP is
shown in figure 2-3.
A list of further regulatory and informative controls that shape delivery of transport
assets and services is given in Appendix B.
National Regional / Local
Other legislation, policy Land Transport Management Act Resource Management
statements, strategies and 0 | System incl. RPS/R5S
plans Government Policy and district plans
Statement on Land Transport | Regional and sub-
regional plans (growth,
Transport State Highway Long term Vision communty, economic)
Outcomes Activity and P
Framework Investment R Regional Public
Pz Framework Transport Plan
Local Government Rail Network
et Council Long Term Plans
Te Manatu Waka Programme Ten-year
/ Waka Kaotahi Government Budget transport
Regional Land HiEEEEEs National Land priorities
Transport Plan Transport Programme
Directs
Informs Climate Emergelncv Relief Fund
Input to New Zealand Upgrade Programme
| -
= Funding Other climate response projects Regional
I programme
Other crown funding
approvals
Waka Kotahi
funding approvals Delivery
|—> Continuous Programmes
Crown funding approvals Low Cost Low Risk
Improvements
Figure 2-3: Strategic Planning Framework
2.3 Key Partners

Key partners in the preparation and implementation of this Asset Management Plan
are shown in table 2-1 below. Of particular note is the developing relationship with
Te Ohu Taiao iwi and progressing to incorporate Kaupapa - iwi asset management

principles into future planning.

Council is developing work programmes in consultation with Tasman District Council
(TDC) and NZTA for state highway works. This includes regular meetings and
investment in the National Forward Works Viewer to have improved visibility of
alignment opportunities and issues and a joint road safety programme. The local
roads surfacing programme is delivered before and after the state highway
programme for efficient use of the construction season. The transport team works
closely with other teams in the Council and utility operators to coordinate

programmes especially utility and parks and events.

Council collaborated closely with NZTA and TDC during the development and review
of the road maintenance and electrical maintenance contracts resulting in a joint
electrical maintenance contract for traffic signals maintenance across the region
and transfer of Aniseed Valley maintenance responsibilities to the TDC contractors

NDOCS-1833911234-1388
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for efficiency gains. There are ongoing discussions for joint dumpsite locations and
management. The Nelson Stock Effluent facility continues to be jointly managed
between Council and NZTA.

Table 2-1: Key Partners/Stakeholders

Partners Contribution
Nelson City Council Mayor and e Governance guidance for developing this
Councillors Strategic Case

e Investor in land transport system

Nelson Tasman Joint Regional ¢ Regional and inter-regional transport strategic

Transport Committee including: and governance guidance

¢ New Zealand Transport
Agency

e Tasman District Council

NZTA e Investor in land transport system
e Senior Investment Advisors e Provider and operator of adjacent State Highway
o Road safety programme advisors network and partner in Boundary Agreement
o Public Transport programme e Regulator of use of the land transport system
advisors e Developers of the Nelson Future Access business
e Walking and cycling subject case that includes a Network Operating
matter experts Framework and arterial traffic modelling and

planning advice.

Te Tau ihu iwi e Partner for local government planning

e Environmental

e Cultural
WSP e Iwi consultant adviser
Tasman District Council Transport e Joint responsibility for delivering transport
Activity Management team outcomes in the Nelson Tasman region

e Regional network operating framework
e Public transport planning and delivery

Nelson City Council Utilities e Joint responsibility for drainage and freshwater
issues

e Dynamic Adaptive Policy Pathways (DAPP)
e Flood protection and secondary flow paths

e Alignment of forward works programmes

Nelson City Council Environment & e Joint responsibilities for freshwater and
Science team environmental outcomes

e Fish passage

Nelson City Council City e Planning for intensification and urban growth,
Development team FDS

e City centre spatial planning and city palette

Nelson City Council Environmental e Reducing transport-related emissions
Programmes Adviser (Transport and
Solid Waste)

NDOCS-1833911234-1388 Page 16 of 344



2.4

Nelson City Council Climate Change | e Climate change adaptation and mitigation
Champion

Nelson City Council Planning e Whakamahere Whakatiu Nelson Plan
development and implementation

Maintenance Contractors e Planning and delivery of maintenance and
renewal programmes

e Condition reporting and advice

¢ Maintenance Management plans

Other suppliers, contractors and e Condition assessments and advice

consultants « Condition and traffic reporting

e Specialist skills and advise as required

Council has collected transport-related feedback over the past three years as part
of engagement with its community through a number of methods on a broad range
of issues including:

- Residents Satisfaction Surveys

- E Tu Whakatu - Active Travel Strategy

- Service requests

- Urban Greening Strategy

- DAPP - sea level rise and adaption strategies (ongoing)
- Long Term Plan and Annual Plan

- Traffic and Parking Bylaw (ongoing)

- Road Encroachment Policy (ongoing)

- Flood recovery

- City Centre Spatial Plan - Te Ara 6 Whakatd
- Future Development Strategy (FDS)

- Nelson Parking Strategy and parking management Plans for Central City,
Tahunanui and Stoke

This community feedback has informed both the strategic direction and the detailed
interventions.

Value for Money

Council can compare expenditure for select subsidised transport activities on a
national basis using the Te Ringa Maimoa Insite tools.

Our total expenditure peaked in 2021-22 as a major Low Cost Low Risk (Capital
works) programme was delivered. This peak can be seen in figure 2-4 below. This
was timely to injected work into the local economy struggling with the effects of
Covid lock downs. A lack of staff resources however caused a drop in delivery for
the remainder of the 21-24 Capital works programme. This is not ideal for the local
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2.5

civil construction market who would prefer a more even distribution in order to
retain staff and equipment in the region.

For Maintenance, Operations and Renewals council was spending a similar amount
per kilometre of road to its peer group from 2019 to 2021. This dropped
significantly in 2022 as the road maintenance contract experienced delivery issues
and was subsequently retendered. This had a budget and delivery impact for the
21-24 period.

Nelson and all other councils in the peer group operate at expenditure above the
national average.

Cost Efficiency

Total expenditure/length Maintenance, operations and renewals
($1,000/km) expenditure/length (%1,000/km)
@ TA & Peer Group @ TA @ Peer Group
25-75th Mational %ile 25-T5th National %ile
570 524
560 $22
550 520
5 518
540 %16
30 514
520 o1
510
T4 |:] SE‘
50 56
2018 2019 2020 2021 2022 2018 2019 2020 2021 2022

Figure 2-4 Cost Efficiency

Delivery Structure

Service Delivery is through the transport team shown in figure 2-5 below with
support from capital projects, utilities, and wider council teams. Transport and
Parks have reciprocal arrangements to look after Parks hard surfaces and
vegetation and street trees on roads. Utilities and transport coordinate on forward
work planning, flood protection, secondary flow path and drainage issues that cross
road boundaries into private property. Capital projects deliver major works and low
cost low risk projects.

Transport is increasingly managed across regional boundaries especially with
Tasman and the local state highways teams. Many roles provide TDC services
jointly with Councils service delivery. Nelson and Tasman have a joint Regional
Transport Committee.

Figure 2-5: Delivery Structure
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2.5.1

2.5.2

Manager —Transport

Transport Administrator

Team Leader Team Leader Public Transport Operations Senior Engineer
Transport Activity Mgmt Transport Operations Supervisor Land Development

Roading Network Coordinator x| Safe & Sustainable Transport

Transport Analyst Engineer Land Development

2 Advisor

Senior Transport Planner ‘Contract Supervisor Projects Advisor — Roading

Asset Manager Senior Contracts Supervisor o Senior Contracts Supervisor

Transport Engineer

Professional Support

A wide range of professional services are engaged for the delivery of transport
services from condition surveys and assessments, modelling, procurement advice,
and investigations through to detailed design and construction supervision.
Specialised services are typically directly appointed within the scope of the NZTA
Procurement rules and project works are packaged and planned through the
Transport Procurement Strategy prior to releasing to market.

Contractor Support

Service delivery is through a number of supplier contracts as listed below. All
contracts will require review to realign deliverables to LOS where increased or
decreased to suit LTP budgets.

Road maintenance 2022-2027, with option | Operational performance

and renewals to extend measures aligned to LOS and a
governance structure. Renewal
work is measure and value

Electrical 2022-2027 Operational performance
maintenance measures aligned to LOS.
Renewal work and new works
are measure and value

Traffic surveys 2024-2029 Measure and value programme
delivery
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Line marking

2022-2024 with option
to extend

Measure and value programme
delivery

Roadside vegetation 2024-2029 Operational performance
measures aligned to LOS and a
governance structure

Street sweeping and | 2024-2027 Cyclic and on call emergency

sump cleaning

response

Footpath and
drainage renewals

New contract to be let
for 2025-2027 period

Measure and value programme
delivery

Pavement TBC Provision to tender site specific
rehabilitation or works if required
strengthening
Public transport 2022-2032 Scheduled services
services

2.6 Goals and Objectives of Asset Ownership and Service Delivery

Our goal in managing assets and services is to meet the defined level of service (as
amended from time to time) in the most cost-effective manner for present and
future consumers. Key elements are:
Providing a defined level of service and monitoring performance to know if
that is being achieved or when changes are required.

Managing the impact of growth through demand management and
infrastructure investment.
Lifecycle Management to developing cost-effective strategies for the long-

term.

Identifying, assessing and appropriately controlling risks.

Prioritising and developing value for money interventions to demand
pressures and problems.
Linking to a Long-Term Financial Plan which identifies required, affordable

forecast costs and budget allocation.

Key elements of the planning framework set out in this AMP are:

Levels of service - specifies the services and levels of service to be provided.
Future demand - how this will impact on future service delivery and how this
is to be met.

Lifecycle management - how to manage existing and future assets to provide
defined levels of service.

Financial summary — what funds are required to provide the defined services.
Asset management practices - how we manage provision of the services.
Monitoring — how the plan will be monitored to ensure objectives are met.
Asset management improvement plan - how we increase asset management
maturity.
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3. STRATEGIC DIRECTION

Nelson City Council has identified four strategic problems affecting the Nelson
transport system. They are:

Congestion /
Economic
productivity

Road Maintenance
Network resilience

Environmental
Impact / Climate
Change

These priorities align well with national and regional priorities which are discussed
below. However, there are local and national pressures on funding and resources
that will mean our response to the priorities and level of service achievement may
be over a longer period of time than our community would prefer. More information

on levels of service can be found in section 7. The key strategic responses to the
problems are:

Lift cifi ration : : o
It specilic opération, Support the active mode network, Support land use intensification
maintenance and renewal : : : S
with maintenance, renewals, with a focus on considering the
programmes to prevent transport : .
: . improvements and new place function of our transport
assets deteriorating faster than . .
connections corridors
they are renewed/replaced

Operate, maintain and improve
public transport infrastructure and
services including pavement
strengthening to accommodate
increased PT frequencies in our
lightly trafficked neighbourhoods

Implementation of Speed
Management Plan and associated
safety improvements.
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3.1 Informing Transport Strategy and Council Objectives

Council strategic drivers, values, and vision from the 2024 LTP are pictured below
in figure 3-1. The community outcomes provide a long-term focus for the decisions
and activities, and are a basis for accountability to the community. As such they
inform transport planning activities.

The strategic priorities and responses listed above stem from:

- the Councils overarching strategic framework which is reflected in the Councils
long term plan

- Regional Land Transport Plan
- Regional Public Transport Plan

- Range of other strategic policies and strategies, both regional and national
which are summaries below.

Vision

Our vision for Whakatl Nelson is a creative, prosperous, and innovative city. Our
community is inclusive, resilient, and connected - we care for each other and our
environment.

Priorities

. Support our communities to be prosperous, connected, and inclusive
. Transform our city and commercial centres to be thriving, accessible and people-focused

+ Foster a healthy environment and a climate resilient, low-emissions community

Community Outcomes

Our unique natural environment is healthy, protected

Ko t6 tatou taiao e hauora ana, e tiakina ana

Our urban and rural environments are people-friendly, well planned, accessible and
sustainably managed

Ko © tatou taiao a-tdone, a-taiwhenua e hoahoa ana ki te tangata, kua pai te
whakamahere, e toitid ana te whakahaere

Our infrastructure is efficient, resilient, cost effective and meets current and future
needs

Ko © tatou hanganga he pai, he pai te utu, he mea whakatutuki i nga hiahia o
naianei, o muri ake hoki

Our communities are healthy, safe, inclusive and resilient

Ko o tatou hapori e hauora ana, e haumaru ana, he mea whakauruuru, he aumangea
hoki
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Our communities have opportunities to celebrate and explore their heritage, identity
and creativity

Kei & tatou hapori nga ara hei whakanui, hei torohé i 5 ratou taonga tuku iho, tuakiri,
auahatanga hoki

Our communities have access to a range of social, cultural, educational and
recreational facilities and activities

E dhei ana 6 tatou hapori ki te whanuitanga o nga hanganga a-papori, 4-matauranga,
a-rehia hoki

Our Council provides leadership and fosters partnerships, including with iwi, fosters
a regional perspective, and encourages community engagement

Kei te tuku to tatou Kaunihera i te drahitanga, kei te whakatitina hoki i nga
ngatahitanga, i te tirohanga a-takiwa, i te tthononga a-hapori hoki

Our region is supported by an innovative and sustainable economy
Kei te tautokona t5 titou rohe e tétahi chacha toitl, auaha hoki

Figure 3-1: 2024 LTP Strategic Direction

3.1.1 Te Tauihu Intergenerational Strategy Outcomes

Nelson has 8 iwi groups. Their joint intergenerational outcomes are shown below in
figure 3-2.

Eight Intergenerational Outcomes

Te Taiao @ Te Rakau Taumata
The Natural World % Place

Putea Papa Whenua

3

Economy Infrastructure

& Te Tauihutanga % Rangatiratanga
Identity Leadership

Matauranga
Knowledge

Tangata
People and Communities

\@1
- ~

=

Figure 3-2: Te Tauihu Intergenerational Outcomes
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3.1.2

3.1.3

3.1.4

3.1.5

Nelson Tasman Future Development Strategy

The Nelson Tasman Future Development Strategy is a 30-year high-level strategic
plan that outlines areas in our region where there is potential for future housing
and business growth. The strategy also provides us with an evidence base to
inform the development of this AMP, in particular target areas of future growth to
ensure that supporting transport infrastructure is delivered at the right place and at
the right time as development/land use change occurs.

Emission Reduction Plan

Transport emissions need to reduce 41% by 2035 to fully decarbonise by 2050. To
reach net zero emissions by 2050, Aotearoa New Zealand’s transport emissions
need to fall 41 percent from 2019 levels by 2035, according to the pathway
modelled by the Climate Change Commission. This is currently a formal target set
by the Emission Reduction Plan. Beyond 2035, transport will need to be almost fully
decarbonised by 2050 for us to meet our target.

Not meeting these targets will have unacceptably high costs and impacts. If we
don’t meet these 2035 targets, we will need to find ways to make more rapid and
significant cuts to emissions, either by making more drastic changes to the
transport system later, or by shifting the burden onto other sectors of our
economy.

Council requires its maintenance contractors to monitor and report carbon footprint
and encourages improvement actions. Good lifecycle planning also contributes to
sustainability and minimising carbon. This is addressed in section 0 - Network and
Asset Management. This is a basis for asset management practices. The forward
works programme does not commit Council to traditional high carbon/high
emissions practices but identifies that the asset exists and will require maintenance,
renewal or improvement to sustain a LOS - where this is the desired outcome.
Disposal costs, reduction in asset valuation or LOS are alternatives. Technology and
options will develop with time and be accommodated in the delivery to reduce
Councils emissions.

Land Transport Management Act

The Land Transport Management Act 2003 provides the legal framework for
managing and funding land transport activities. The purpose of the LTMA is to
contribute to the aim of achieving an affordable, integrated, safe, responsive and
sustainable land transport system.

Government Policy Statement

The Government Policy Statement on Land Transport (GPS) sets the direction for
how money from the National Land Transport Fund is allocated towards achieving
the Government’s transport priorities. The 2024 GPS has and overarching strategic
priority of economic growth and productivity.

The supporting strategic priorities of increased maintenance and resilience, safety
and value for money all align Councils direction. These are key factors in the
maintenance, renewal and network and asset management programmes. Council is
developing a strong improvement programme to deliver value for money outcomes.
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What is the GPS? GPS 2024 strategic priorities

The GPS sets out the Government's The results the Government wishes to achieve from NLTF investment are expressed via a set of
priorities for expenditure from the strategic priorities. GPS 2024 includes an overarching priority of economic growth and

Mational Land Transport Fund (MLTF) productivity, supported by three equally weighted priorities

and how Crown funding complements

that investment. Economic growth and productivity

and frai

It also prowvides direction to local
government, KiwiRail and NZTA on the

type of activilies that should be

inchudad in Regional Land Transport Increased maintenance Safety Value for money
Pilans (RLTP), the Rail Netwark and resilience

Investment Programme (RNIP) and the Increasing access to A focus on safier roads, Investment in transport must
Notional Land Trampﬂd Programme markats and resdience on safer drivers and safer deliver betier ouicomes for
(NLTP) respectively. our state highway, local and vehicles. present and future

rural roads generations of New Zealand

Outcomes expected through the GPS 2024

Increased maintenance Value for m
. Economic growth and preductivity and resiliance Safety oney
* Reduced journey Smes and increasad +  Move lometes of the « Reduction in deaths + Better use of existing
travel time reliability road network resealed and serious injuries capadily
* Less congestion and increased patronage and rehabilitated each * Increased * Less expenditure on
on pubdic transport year anforcament temporary raffic
* Improved access o markets, amploymant + Fewer potholes managament
and areas that contribute i aconomic « A maosa roclont nekwork
growth
= More efficient supply chains for fresght
* Unlocked access ko greenfield land for
housing development and supporting
greater intensification

Transport plan for unlocking New Zealand's economic potential

A focus on delivery A focus on core business A focus on value for money
+ [Ensure activities promote GPS dalivery +  MNZTA to focus on core roles = i, build + Cost control and identify savings
+ Maximise use of new funding and and maintain the State Highway network « Ensure projects maximise benafits and
financing and delivery models + Stop programmes not aligned with GPS align with Government priofities
= More efficient business case process * Focus on services and users
+ Tight conirol on scope and cost *  New delivery models

= Efficiencies in managing road toling

Consideration of other revenue sources Increased focus on performance and MZTA to ensure that RCAs are following
and other funding and delivery models efficiency the Ministerial expectations in GPS 2024
+  Maximising NLTF revenue + Performance and efficiency plan + Ensure GPS expectations are applied to
+ Consider tolling for all new roads * Improve management of benefits & costs Road Controlling Authorities (RCAs) to
+ [Future revenue system * Improve asset management, business the extent applicable re the NLTF/ NLTP
* 10 year investment plan case and cost estimation
+ City and regional deals * Refocussed Road Efficiency Group

+ Drive accountability, delivery and value for

money

Councils priorities for active transport align with the GPS 2024 focus for value for
money - reduced maintenance demands, safety - reduced DSI for cyclists and
vulnerable road users increased resilience and as well as economic growth and
productivity. Public transport facilities give people options to travel differently for
short trips freeing up road space for economically sensitive trips and improving
travel time reliability in the face of population growth.

3.1.6 Regional Land Transport Plan

The Regional Land Transport Plan (RLTP) presents the priorities for the region and
is prepared jointly by Nelson City Council, Tasman District Council, and NZTA (for
state highways) to combine the respective Activity Management Plans into a
regional focus.

The AMP priorities and RLTP priorities align.
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3.1.7

3.1.8

3.1.9

The vision of the RLTP 2021-2031 is to have a safe and connected region that is
liveable, accessible and sustainable.

Regional Public Transport Plan

The Regional Public Transport Plan (RPTP) presents the regional operating
framework for public transport, and Total Mobility services. It is a six-year plan
jointly prepared by Nelson City Council and Tasman District Council. This AMP is
aligned with the RPTP.

The 2021-2031 RPTP underwent a substantial change with the inclusion of the step
change in public transport service, called eBus that was delivered in 2023. The
2024-2034 RPTP is being prepared at the time of writing this Activity Management
Plan and is envisaged to be only a minor update, but include a 1 year review of the
new eBus service.

Infrastructure Strategy

The purpose of an infrastructure strategy is to identify significant infrastructure
issues during the period covered by the strategy (which needs to be at least 30
years), the principal options for managing those issues, and the implications of
those options.

The 4 objectives considered in the 2021 infrastructure strategy that affect the
transport activity include:

- Increase resilience to natural hazards and climate change.
- Maintain, renew and upgrade existing assets in a cost-effective way.
- Provide infrastructure to enable growth and development.

- Maintain or improve public health and safety, and environmental outcomes.

Nelson Future Access Study

The Future Access Business Case seeks to provide a future-proofed transport
system which considers the needs of all users — whether they are behind the wheel
of a car or truck, on foot, going by bike, or using public transport. The Future
Access Strategy is closely aligned with the Nelson Tasman Future Development
Strategy which encourages a greater level of intensification rather than continuing
to develop on the fringes of the urban area.

A business case was published in 2021 that has guided transport system
investment proposed in this AMP for the local road network, but also includes
recommendations for NZTA for State Highway 6.

The Recommended Programme, designed with stakeholders, includes investment in
a range of different activities within Nelson City over the next 30 years. The
programme increases the availability of attractive walking and cycling paths and
public transport options close to areas of planned dense urban living, focuses on
reliable journeys to support regional economic development, improves safety for
everyone and makes urban neighbourhoods more liveable. Overall, the programme
when compared against the status quo of no NFAP investment will:
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e Have a core focus on shifting people to alternative modes to private vehicles by
encouraging the uptake of walking, cycling and public transport.

e Make it easier for people to choose to ride a bike, walk or catch PT. We
estimate we can shift 6-8% from private vehicle trips to other lower carbon
and healthier modes by 2048.

e (NZTA) Bring forward the replacement of the seawall along Rocks Road in
order to provide for the active mode corridor which has secondary benefits of
reducing the risks of climate change sea level rise and improving resilience of
this key freight route to the Port.

. (NZTA with some contribution expected from Council) Significantly improve the
amenity of the waterfront along SH6 Rocks Road by widening for walking and
cycling. Heritage and cultural values will also be respected through the design
of the upgraded facilities, and the appeal of the waterfront will be enhanced for
active mode users recognising its place as an outstanding landscape.

e Reduce greenhouse gas emissions by reducing private vehicle use. Our
modelling based on existing behaviours has forecast a 12% daily reduction in
CO2 in the first ten years increasing to 16% by 2048. Changing behaviours
outside of the modelling provides an opportunity to further achieve a much
greater CO2 reduction potential.

e  Prioritise buses through the use of priority lanes to maintain a 40 minute
journey time between Richmond and Nelson into the future. This builds on the
shorter-term investment in Public Transport Services as outlined in the NCC
Regional Public Transport Plan. This plan reduces fares, increases frequency
and the number of people living within 500 metres of a bus stop.

o Increase the overall accessibility between residential suburbs with the CBD,
hospital campus, schools and the waterfront with the completion of the key
walking and cycling networks. This includes 12.5km of new cycle paths plus
improvements to 6.5km of existing cycle facilities plus many new and improved
crossing points using refuges and signals to facilitate easier and safer crossing.

o Increasing CBD amenity and safety by reducing the number of private vehicles
entering, moving and parking close to the city centre during the commuter
peaks.

o Provide a strong focus on integrating land use and the transport system to
provide high-quality transport choices and a liveable city.

e Address safety issues on the network by targeting the high safety risk routes
on the two key arterials for all modes to achieve a significant reduction in
crashes resulting in death and serious injuries. This includes addressing
perceived safety risks as this is just as important as safety performance.

e  Make travel times for general traffic on SH6 and Waimea Road slower in the
order of 1-3 minutes but more reliable. These increases can be largely
attributed to the additional delay incurred by new traffic signals for through
traffic, however those signals will enable people to cross and access the
arterials easier and safer.
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3.1.10

The recommended programme of investment has a BCR of 1.6. The majority of the
economic benefits for the recommended programme are derived from vehicle and
public transport travel time savings across the network (64%) followed by the
health benefits from increased uptake in active mode trips (21%). Delivery of NFAS
is expected through the Minor works (LCLR) programme and stand alone projects
over $2M. Minor works projects would be prioritised along with all other network
demands across the city for funding and delivery. Projects over $2M require further
business case development to determine scope, timing, criticality and budget.

Delivered in Stages Implementation of the programme has been sequenced to
match the increasing transport demand and assist with value for money as follows:

. Near-term (Years 0-3) - The near-term programme focusses on optimisation
improvements to improve efficiency, connectivity and safety on the network.
Near term activities have a high priority with a lower cost and complexity for
delivery. Further reductions can be expected through the adoption of new
technologies such as EV'’s, and social changes such as technology that
promotes remote working reducing travel demand.

e Short -term (Years 4 -10) - The short -term activities further embed
optimisation improvements on the network with a focus on active mode
provision to capitalise on the significant number of short journeys within the
study area that could be shifted to alternative modes.

o Medium to Long -term (Years 11 -30) - The medium to long term
programme focuses on improving the efficiency of public transport journeys
across the network including the provision of priority lanes in select locations
on the two arterial routes, and continued investment to provide for active
mode trips.

The network will be monitored, and the programme has flexibility to be sequenced
overtime should the growth assumptions, transport demand or funding constraints
or opportunities change significantly.

In refining the proposal significant risks posed by consenting in the coastal marine
area, the degree of uncertainty in relation to sea level rise and earthquakes in the
long term (beyond 2050) were considered. The project scope excluded
considerations beyond 2050 for the current State Highway 6 corridor between
Tahunanui and QEII Drive. These three risks support the retention of the Inland
Route as a ‘Transport Corridor’ in the long term. Accordingly, included in the
Recommended Programme is retention of the Inland Route. The Inland Route is the
future long term resilience option. It would be considered only after the network is
optimised and the priority lane work is completed, and associated land use, parking
and transport price tension has been applied. The programme is shown graphically
on maps at this link.

E Tu Whakatu - Nelson's Active Travel Strategy 2022 - 2032

Creating a sustainable transport culture is a key priority in Nelson City Council's
2021-31 Long Term Plan, written after Council declared a Climate Emergency in
2019. Encouraging people to walk, cycle or use public transport is one of the
keyways in which we can reduce the greenhouse gas emissions associated with
transport. E Ta Whakatd - Nelson's Active Travel Strategy is part of a suite of
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3.1.11

3.1.12

transport and planning strategies that aim to support the zero carbon emissions by
2050 target.

E TG Whakatl - Active Nelson focuses on providing the framework and guidance to
change the way we travel. It includes a programme of investment in walking and
cycling over the next 10-15 years, that will change the way we travel so it is more
sustainable, reducing carbon emissions and private car use and has been used to
inform the programming of this AMP.

Te Ara 0 Whakatu - Nelson City Centre Spatial Plan

Te Ara 0 Whakatu - the pathway for Whakatu Nelson - is a guide to moving our city
centre and fringe further on its journey to becoming a people-first place, full of
dynamic activity and spaces people want to be. Te Ara 6 Whakatu identifies eight
actions which bring together our culture, environment, streets, precincts,
developments, places and links into one framework.

Arataki

Arataki is NZTA's long term strategic view of transport in New Zealand, including
Nelson. It particularly informs NZTA investment in the state highway network and
may be used to inform the National Land Transport Fund (NLTF) investment in the
local network. Arataki is available here:

The regional, Te Tauihu - Top of the South direction from Arataki is summarised
here:

The Te Tauihu — Top of the South focus areas from Arataki the most important
issues to be resolved over the next 10 years to make progress towards transport
outcomes are:

. Apply a multi-outcome approach to the delivery of programmes and planning.
This includes principles such as fairness, equity, safety, and light vehicle
kilometre reduction.

. Begin to reduce vehicle kilometres travelled (VKT) in a way that'’s fair,
equitable, and improves quality of life.

. Enable and support the region’s transition to a low-carbon economy.

. Maintain and improve the resilience and efficiency of interregional connections
to the North Island and to the west and east coasts.

o Improve access to social and economic opportunities, especially by public
transport, walking, and cycling.

) Significantly reduce the harm caused by the region’s transport system,
especially through improved road safety and reduced pollutants that are
dangerous to people’s health.

o Actively support, enable, and encourage growth and development in areas
that already have good travel choices and shorter average trip lengths.
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3.1.13

o Rapidly accelerate the delivery of walking and cycling networks,
predominantly through reshaping existing streets, to make these options safe
and attractive.

. Explore the potential for new and emerging technologies, such as on-demand
services, to improve access to social and economic opportunities.

o Better understand the impact of future economic transformation on travel
patterns and freight volumes.

o Explore opportunities to move to a more multimodal freight system with
greater use of rail and coastal shipping.

. Confirm how key resilience risks will be addressed over time, and work with
communities to identify plans for when to defend, accommodate, or retreat.

. Continue to implement road safety plans and programmes including those
focused for iwi Maori.

o Improve or maintain, as appropriate, physical access to marae, papakainga,
wahi tapu, and wahi taonga.

One Network Framework

Traditionally, roads and streets are considered as movement corridors only to get
us from A to B.

Many of our roads are constrained by existing infrastructure, we need to consider
how these roads can meet growing demand. A new national approach to classify
our transport networks has been created that enables better design, planning and
delivery of a modern transport system to meets the increasing needs of people,
businesses, communities and our climate. The One Network Framework (ONF)
recognises that streets not only keep people and goods moving, but they're also
places for people to live, work and enjoy. The ONF is designed to contribute to
improving road safety and build more vibrant and liveable communities.

As Nelson grows and its land use intensifies getting the balance right between
movement and place will become increasingly more important. Movement and
Place has many uses at the strategic network planning and development level, as
well as at the detailed project level. It marries network-wide and local
considerations. At its heart, the ONF organises transport links by their place and
movement roles into road and street types. The ONF is a tool to help establish
maintenance priorities, service delivery, network function, performance measures,
operating gaps and potential interventions for each road and street type. This is
illustrated in the high level graphic below.
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3.1.14

3.1.15

3.1.16

3.1.17

3.1.18

Consider the role roads and streets play
as Places (destinations in their own
right) as well as movement corridors

ﬂ Consider the current performance and
/ future view of the corridor

Classify modal networks for multi-modal
network planning, including ‘off-road’
routes

Putting people,
place and movement
at the heart
of planning and
investment

Shift the emphasis to the overall
movement of people and goods,
rather than vehicles

Councils progress in adopting the One Network Framework is in its infancy. This is
addressed in section 0. More information can be found in appendix C and at the
following link.

Nelson-Tasman Lifelines Vulnerability Study, 2016

The lifelines vulnerability study compiled by the Nelson-Tasman Lifelines Group
provides a summary of information on the vulnerability of Nelson and Tasman’s
critical lifelines infrastructure to hazards, including those resulting from events such
as earthquake and flooding through to hazards resulting from the increasing
interdependence of all infrastructure services. Infrastructure vulnerability can lead
to substantial community impacts with recent experiences during the 2011, 2013,
and recent Aug 2022 floods and slips providing ample evidence of this.

The lifelines study is due for review in the 2024-27 period.
National Policy Statement on Freshwater

Transport assets need to be maintained with consideration of the National Policy
Statement on Freshwater and Councils resource management plan. Fish passage
facilities have been added to many culverts where waterways cross under roads,
but recent floods and lack of maintenance mean these are now in poor condition. A
stocktake of facilities and condition and maintenance requirements is required to
create and sustain a programme to retain compliance with the act.

Waste Minimisation Act

Waste minimisation charges will be passed onto operators and ultimately the
council. These are increasing the minimum cost of providing base maintentance,
renewal and construction activities on the network.

Resource Management Act (RMA)

Council has obligations to manage the transport system within the requirements of
the RMA and holds consents where specific conditions are required. These are listed
in section 9.1.5.

Legislative Requirements
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The key pieces of legislation are listed below in Table 3-4: Legislation that
influences Transportation along with how it relates to the Councils transportation
activity. For the latest Act information, refer to http://www.legislation.govt.nz/

Table 3-4: Legislation that influences Transportation

Legislation | How it relates to Transportation Activity

Local The Local Government Act requires local authorities to
Government | prepare a ten-year Long Term Plan and 30-year
Act 2002 Infrastructure Strategy, which are to be reviewed every

three years. The Act requires local authorities to be
rigorous in their decision-making by identifying all
practicable options and assessing those options by
considering the benefits and costs in terms of the
present and future well-being of the community. This
activity management plan provides information to
support the decisions considered in the Long Term Plan

Land Defines how transportation is organised in New
Transport Zealand. This includes:

Management

Act 2003 ¢ Planning and funding of the land transport system;

Strategic documents;

National transport agency;

Regional transport committees;

Specifically, the funding of the Tasman local road
network by NZTA is defined by this Act.

Land This Act defines the types of transportation that can be
Transport undertaken on the Tasman road network and how the
Act 1998 system is licensed and administered.

Public This Act defines how public transport is administered,
Transport planned, funded and procured by regions throughout
Management | New Zealand. Tasman as a unitary the Council is

Act 2008 required to undertake this work.

Resource Sets out obligations to protect New Zealand’s natural
Management | resources such as land, air, water, plants, ecology, and
Act 1991 stream health. Resource consents draw their legal

authority from the Resource Management Act 1991.
Transportation has a large impact on the District and
work requires Resource Consents from time to time.

Building Act This Act is fundamental in the development

2004 and management of the transportation
structures such as retaining walls and
bridges.
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Legislation

How it relates to Transportation Activity

Public Works | The Public Works Act provides the statutory authority
Act 1981 to acquire and secure land for transport infrastructure.
Health and Health and Safety legislation requires that staff and
Safety in contractors are kept safe at work. There is onus on
Employment | principal to ensure that contractors are undertaking
Act 1992 & work in a safe manner.

2015

Utilities The processes and rules for coordinating work done in
Access Act transport corridors by utility operators, or that affects
2010 utility operators’ assets.

Land Transportation is an owner of significant length of the

Drainage Act
1908

drainage network. Some of which is located on the road
reserve and is part of the larger drainage network and
some of which is specifically to keep the road free of
surface water. This act outlines the responsibilities as
land owners and the local authority for drainage.

Te Tiriti o
Waitangi -
Treaty of
Waitangi

The Treaty of Waitangi is an agreement between Maori
and the Crown. Under Section 4 of the Local
Government Act 2002 local authorities are required to
‘recognise and respect the Crown’s responsibility to
take appropriate account of the principles of the Treaty
of Waitangi and to maintain and improve opportunities
for Maori to contribute to local government decision-
making processes’. Further sections of the Act,
particularly 77 and 81, detail the scale of requirement
for local authorities to seek contributions and
involvement from Maori in consultation and decision-
making processes.

3.1.19

NDOCS-1833911234-1388

National Planning, Policies, Strategies, Standards and Guidelines

Along with legislation, there are a number of other important documents that
influence the Councils transportation activities. These are listed below in Table 3-
5: National influences on Transportation along with how it relates to the
Councils transportation activity.

Table 3-5: National influences on Transportation
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Document

How it relates to Transportation Activity

Government Policy
Statement on Land
Transport

The Ministry of Transport triennial policy statement
details the Governments land transport priorities.
These priorities are used to assess programmes of
work that are put into the National Land Transport
Plan. Tasman’s transport programmes seeking funding.

One Network Road
Classification (ONRC)
and One Network
Framework (ONF)

NZTA’s ONRC is a system for measuring and classifying
the condition of New Zealand’s roads. ONF builds on
this by adding a place function. Both have been jointly
developed by the NZTA and Local Government New
Zealand (LGNZ) as a tool for moving to a consistent
Level of Service experience by customers as they
travel throughout the country and integrating land use
planning with the transport network.

NZTA Specifications,
Rules, Policies an
Guidelines

NZTA specifications, rules, polices and guidelines are
embedded in the management of the transportation
assets at the Council.

Austroads Guidelines
and Manuals

The Council uses Austroads guidelines and manuals to
guide best practice in design and specification of works
in the District. It is extensively used by contractors in
work undertaken for the Council.

NZTA safety
intervention guidelines

NZTA guides are Council’s in programmes and
initiatives around safety improvements.

National Policy
Statement on Urban
Development

The National Policy Statement on Urban Design
requires the Councils to remove car-parking minimums
from planning documents. This means that there may
be more pressure on existing parking.

3.1.20 What else is Council doing?

How Council delivers its services will play a key role in meeting emissions reduction
targets and building community resilience.

Acknowledging the need for urgent action, Council declared a climate emergency in
May 2019. Council adopted Te Mahere Mahi a te Ahuarangi Climate Action Plan in
2021, a living document which outlines what Council is doing to address climate
change over the next decade. In 2022, Council also began developing a Climate
Change Strategy, which will set the long-term direction and guide Council and
community investment in climate action.

Council is working with Tasman District Council on a regional climate change risk
assessment, which will build a comprehensive picture of how climate change will
impact the region.
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4. WHAT ARE OUR PROBLEMS

Nelson City Council is facing a range of challenges in achieving our desired levels of
service. Existing and future demand is increasing due to:

- Climate change and frequency and intensity storm events

- Changing urban form and spread

Regulatory costs, eg new waste disposal costs
- Labour market cost increases

- Congestion changing how and when works can be done to minimise negative
effects on customers

- Traffic management and safety management focus for workers and public

Aging population
- Aging infrastructure

Our 4 key strategic priorities have informed our problem statements.

Congestion /
Economic
productivity

Road Maintenance
Network resilience

Environmental
Impact / Climate
Change
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4.1

Strategic Alignment

Problem statements are assessed against the national, regional and local priorities.
Alignment between the problem statements and priorities is shown in table 4-2

below.
Table 4-1:
Environmental Congestion / Safety Network
Impact / Economic Resilience /
Climate Change Road
Maintenance
National Carbon Zero Act 2024 GPS 2024 GPS 2024 GPS
Priority Emissions
reduction plan
Regional Arataki RLTP Arataki Arataki
Priority RLTP RPTP RLTP RLTP
RPTP RPTP RPTP
Nelson-Tasman
Lifelines Report
Local Priority | 2024-34 LTP 2024-34 LTP Communities at 2024-2034
Priority Priority Risk Register Community
Outcomes

E TG Whakati -
Nelson's Active
Travel Strategy

Nelson Future
Access

E Tt Whakatu -
Nelson's Active
Travel Strategy

Nelson Future
Access

2024-2034
Community
Outcomes

E TG Whakata -
Nelson's Active
Travel Strategy

Nelson Future
Access

Nelson Future
Access
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4.2 Network Resilience and Road Maintenance

NETWORK
RESILIENCE AND

ROAD
MAINTENANCE

Problem statement: Network layout (single access routes and vulnerable
topography) coupled with historical under investment in maintenance and
renewals is resulting in network vulnerabilities and high maintenance
costs.

4.2.1 Drivers of Change - Road Maintenance

The costs associated with operating and maintaining the transport network have
come under increased pressure. Changes include:

Traffic management

e Detours and road closures during storms, planned works and unplanned
emergency events that force heavy commercial traffic onto roads that don't
have the pavement construction to accommodate it resulting in unplanned
repairs,

¢ Main Road Stoke and Waimea Road are increasingly being viewed as detours
for state highway closures with associated traffic congestion and heavy
traffic loading pressures on pavements and bridges,

¢ More work at night to minimise disruption (economic impacts and congestion
mitigation) but results in different materials needing to be used eg AC rather
than chipseal due to low overnight temperatures,

e Road closures to facilitate maintenance due to lack of safety zones especially
in our narrow hillside areas with an associated increase the level of traffic
management infrastructure and community communications required.

e Historic use of planted islands and berms now requiring extensive traffic
management to maintain worker safety zones

CPI

e The civil construction cost indices are tracking above the rate of inflation,
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e Waste disposal rules are driving the need to dump material at landfill and
incur fees not previously experienced in order of $250/tonne of waste

e New disposal cost levies from Central Government are being incurred
$10/tonne of waste material

Pavements and surfacing

e The new eBus service is placing heavy loads on roads where light vehicles
have previously permitted minimal pavement strength, including the arterial
network.

e Heavy traffic and highway detours on saturated pavements after the 2022
storm event caused rapid deterioration of previously satisfactory pavements.
The failures are not showing in the condition assessments for the AMP
because it has been too rapid. The 2024 assessments will collect this data.

e Pavement failures especially in the shoulders at bus stops are an emerging
problem that will require investment to continue to operate the service.

Consent Compliance
e Increased focus on freshwater management and noise
Network Growth

e Growth of the network requires more operating budget across the entire
activity including management, inspections, maintenance, operating and
renewal costs.

LoS

e The ongoing demand for higher LoS from our community creates a tension
between expectation and affordability for Council.

e One Network Framework (ONF) differential levels of service are yet to be
developed for the network

e Recovery works from the 2022 flood events ongoing into the 24-27 period.

e There are 15km of unsealed roads. These are at the extremes of the
network with long travel times between sites resulting in high operating
costs to maintain the unsealed network.

e Aging traffic signals and streetlights are requiring additional maintenance
and electrical compliance inspections to retain safety and LOS.

Structures

e Nelson has a steep and hilly topography. Council recognises 460 retaining
walls (34,363m2 area) as transport assets. These are aging and are
vulnerable to slips and land movement around the structure as occurred in
the 2022 event.
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e There are an estimated 2000 private walls on road reserve. Many are
becoming old with associated declining condition. This is a growing risk
problem for Council.

e Trafalgar Street Bridge and Poleford Bridge require extensive maintenance
to protect these structures.

¢ As shown below the maintenance, operation and renewal costs for the
Nelson network are above the peer group average compared by Te Ringa
Maimoa. However, Nelson is in the <90% urban peer group but has >90%
urban network with associated infrastructure operating demands and costs.
Understanding the costs and monitoring delivery is a factor in delivering
value for money outcomes.

Total Costs - MO&R costs, excluding emergency works - 3 year average (2020/21-2022/23)

B Dollars per km [l Dollars per lane km
540,000.00

532,000.00

524,000.00
Average per km $21,987.53

§16,000.00
verage per lane km $11,478 59

55,0000

5000

Auckiand Transport Christchurch City Invercargill City Kapiti Coast District Napier City Nelson City Palmerston North City Porirua City Upper Hutt City

Cost per km/lane km

Maintenance Operation and Renewal Peer Group Cost Comparisons 21-23

Improved asset data and condition monitoring have highlighted the historic
deficiencies in condition assessment, performance monitoring, maintenance and
renewals. For example: Improved data is allowing modelling of pavement and
surfacing to improve forward works planning and monitoring. This is discussed
further in the respective lifecycle programmes.

4.2.2 Drivers of Change - Network Resilience

Nelson’s central city area is bounded by the sea and low foothills. The Maitai River,
Brook Stream and York Stream flow through this area. Substantial parts of the city
are built on land reclaimed from the sea and historical foreshore. Because of the
close proximity of the Nelson foothills and the encroachment of development on the
flood plains and riparian margins, the stream and river catchments are relatively
short, narrow and steep leading to rapid storm water runoff and a risk of flash
flooding in higher intensity rain events. Extreme weather events can also cause
storm surges and rock fall along Rocks Road (SH6) leading to occasional road
closures putting significant pressure on the local road network as a detour route.

Much of Nelson’s coastal communities including the Central City area, Tahunanui
and Airport is currently susceptible to inundation and will be affected by sea level
rise in the future. Most of the community’s critical economic infrastructure is
located within the coastal environment, including arterial road links, the Port and
Airport, and potentially exposed to the effects of climate change.

Earthquakes are a major contributor to the high impact low occurrence risk to
resilience. The Flaxmore fault is located along the base of the Grampians, a group
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4.2.3

of hills rising steeply behind central Nelson and the Alpine Fault, overdue to
rupture, whilst not close to Nelson will have national level impacts including on our
Nelson community.

Tahunanui slump core Central city inundation area

King tide wave overtopping

Airport and
Tahunanui inundation

Nelson Region
NRME Hazard

Flaxmore Fault

Figure 4-1: Environmental Context (Source NRMP)

The Nelson transport system will need to adapt to climate change. The 2022 storm
event proved the biggest challenges are flooding of low lying areas, slips on
hillsides, river erosion and responding to heavy rain events whist also keeping the
city moving.

Increasingly frequent storms and associated damage to the fragile road network
are costly and disruptive to the transport system, including response vehicles
during a storm event with damage done and subsequent pavement damage from
heavy traffic on saturated roads. Trucks and machinery involved in the clean up of
slip material have contributed to damage on The Glen Road and Atawhai Drive.
Events are expected to increase in frequency and severity.

Causes and Consequences

The table below shows some of the causes of the problems and the drivers of
change. We have also identified what the consequences might be if the problem is
not addressed.

Cause Consequence

Road pavement condition is Risk of significant pavement failure is increasing.
deteriorating as a result of past Maintenance costs are increasing. Roads are getting
under investment and increased rougher and more cracked allowing water into the

traffic demand from heavy vehicles pavements. Higher design standards required for
and electric vehicles and temporary | regional and arterial roads increase the costs of

traffic management detours of reinstatement works. A significant future
vehicles onto local roads that are investment is required to maintain a steady state.
not designed for heavy loadings. Refer pavement programme.
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Lack of arterial route redundancy
during unplanned and planned
events. Regional roads only have
the state highway as an alternative
route if closed. Valley and rural
roads are single point of entry.

High temporary traffic management costs and
different methodologies to undertake any works
and significant network disruption resulting in loss
productivity and inconvenience.

Climate change and sea level rise is
causing more sever and increasing
frequency weather events that
damage the transport network

Network disruption resulting in loss productivity,
inconvenience and costs to restore the network.
The 2022 flood events caused $20M of damage to
the road network. Flood recovery work is ongoing
into the 2024-27 period.

Asphalt surfaces are built on poor
subgrades and insufficient
pavement for the increasing traffic
and vehicle loadings.

Premature failure of asphalt surfaces and high risk
to resurface without strengthening or rehabilitation
of the pavement structure. Surfaces are lasting less
than 10 years. Refer pavement programme.

Lifeline infrastructure at the ends of
network. Rural communities. Refer
Lifelines reports.

High demand for maintenance and resilience on low
volume and unsealed roads. Water supply dam and
treatment plans in Maitai and Brook Valleys

Aging assets

Bridges require increased maintenance due to age.
Poleford Bridge, Trafalgar Street Bridge and
Poorman Stream Bridge have major maintenance
demands to retain LOS in the 2024 - 27 period.

Old roads built by sidling fills are vulnerable to
slipping, eg Konini Street

$250/tonne Landfill costs and new
$10/tonne Waste Minimisation Levy

Less measurable work done as budgets are
consumed by dump fees

Culverted freshwater streams under
roads have been vested to transport
from utilities.

Condition assessments required to determine risk
for traffic loadings which have not previously been
forecast. New maintenance demands are a further
consequence risk.

Old culverts are undersized for
predicted storm event intensity and
poor secondary flow path options.
Culvert capacity and flood risk is
generally unknown.

This was evident at Glen Creek, Little Todd Valley,
Cable Bay, Glen Road and Tamaki Steps during the
2022 flood event resulting in road closures, debris
clean up, blocked culverts, damaged roads.

New rock protection, catch fences
and retaining walls added as a
result of 2022 flood recovery works.

New assets to maintain.

More complex infrastructure and
higher expectations of response to
storm events.

Increasing costs to respond to and recover from
events.

No designated disposal sites for
spoil material from slips and storm
damage.

High cartage costs to suitable landfills, Potential
double handling and temporary stockpile sites
required. Opportunity to investigate waste
minimisation and reuse options.
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4.3

4.3.1

Congestion / Economic Productivity

Congestion /

Economic
Productivity

Problem statement: Population and business growth is causing congestion
resulting in increased travel time and lost economic and social
opportunities.

Drivers of Change

Two key demand drivers for transport are the size of the population and the
economic activity within the region. For Nelson population is increasing although
that increase is forecast to slow and economic activity as measured by GDP is
trending up broadly consistent with the national rate. Details are discussed below.

Future Land Use and Development

The Nelson/Tasman region is growing. To accommodate that growth a Future
Development Strategy outlines a strategy of consolidated growth. A key
component of the strategy is prioritising a broad level of intensification within our
existing urban areas, particularly in Nelson. This intensification will take many
forms and will range from small-scale infill e.g. minor units/ additional units on an
existing site or within existing buildings, to attached housing developments in
existing neighbourhoods, and more comprehensive apartment developments on
larger sites within and close to centres and corridors.

With both areas acting as a single market, it is essential that any strategic
transport work be coordinated with TDC and NZTA as adjoining road controlling
authorities. This is currently achieved through having a joint Regional Land
Transport Plan.

Demographic Change

Nelson currently has an estimated population of 54,500 people. This is an increase
of 3.6% since 2018, and forecasts indicate ongoing population growth over the next
30 years with the rate of growth slowing over time. Under the medium variant,
which Council is using for planning, the population is projected to increase 27.8%
from its estimated base of 52,660 in 2018 to 67,308 in 2058.

The key demographic assumptions affecting future demand are:
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o Ongoing population growth over the next 30 years with the rate of growth
slowing over time.

. An ageing population, with population increases in residents aged 65 years
and over. The older population are over represented in Nelsons crash
statistics.

. A decline in average household size, mainly due to the ageing population with

an increasing number of people at older ages who are more likely to live in a
one or two person household.

GDP, figure 4-2, an indicator for travel demand, shows Nelson-Tasman in the year
to March 2022 was 5.6% up from a year earlier. New Zealand's GDP increased by
5.3% over the same period. Economic growth in Nelson-Tasman averaged 2.9%pa
over the last 10 years compared with an average of 3.0%pa in the national
economy as shown in the graph below. Annual Average GDP growth, 2001-2022 -
Nelson Tasman

o x\\u/f — /

Change 2008 2009 2010 20M 2012 2013 2074 2015 2016 2017 2018 2019 2020 2021 2022

Nelsgn-Tasman  21% 17  10% 22% 33%  12%  26% 21%  30%  36% 0%  40%  23% 1%  56%

New Zealand 27% 14% 0%  15%  24% 2%  28%  38% 37% 36%  35%  35%  25%  05%  53%
Figure 4-2 GDP trend

The Nelson Future Access project undertook extensive modelling of the transport
system to understand the level of congestion over time. It found that without any
significant transport system change:

e The journey time analyses suggest that the major north south arterials,
including both Rocks Road and Waimea Road, will be over capacity during the
PM peak period by 2048 with travel times more than doubling.

e Averaged over the three peak hours modelled (AM, Inter, and PM peak) the
total growth in travel demand is forecast to increase by 17% by 2028 and 51%
by 2048;

e The growth in travel demand results in a similar growth in total network vehicle
kilometres travelled as individual trip distances are not forecast to increase
significantly. The total travel time expressed in vehicle-hours travelled is,

NDOCS-1833911234-1388 Page 43 of 344


https://www.nzta.govt.nz/assets/projects/nelson-future-access-project/nelson-future-access-project-detailed-business-case-report-oct-2021.pdf

4.3.2

however, forecast to increase more rapidly than the distance travelled as the
links in the network become more congested in the future.

e The modelling also found that census data and traffic modelling shows 60% of
trips in the study area are local, 5km or less.

Rutherford Street was closed for utility upgrades during the 2022 flood events.
Similar closures are planned for Haven Road, Halifax Street, Washington Road
which create a risk for traffic impacts especially when detours and arterial traffic
are affected due to the lack of redundancy in the network. This is in addition to the
Nelson Future Access project forecasts.

Population and business growth is causing congestion resulting in increased travel
time and lost economic and social opportunities. This is particularly problematic for
Nelson where the local network has only 1 local road alternative parallel to the
state highway. Both roads carry high traffic volumes and are highly sensitive to
disruption as can be evidenced by recent sealing works on Main Road Stoke and
night works on Whakatu Drive. This sensitivity is driving demand to manage
disruptions increasing the cost and complexity of road maintenance, renewal and
construction activities.

Causes and Consequences

The table below shows the causes of the problems and the drivers of change. We
have also identified what the consequences might be if the problem is not
addressed.

Cause

Consequence

Ongoing population growth is forecast
over the next 30 years with the rate of
growth slowing over that time.

Congestion and variability of travel beyond the
peak hour leading to declining access to the City
Centre by car and public transport, and to the
Port for freight. In the afternoon the peak period
is between 3pm and 6pm reflecting the peak
hour spread beyond a typical 2-hour period.

Arterial road capacity is currently less
than the travel demands at peak times

Network disruption resulting in loss productivity,
user inconvenience and lost social opportunities.
Small delays cause major backup of traffic
across the network.

Low proportion of travellers using
public transport and active modes due
to their relative unattractiveness to the
private motor vehicle

High proportion of single occupant vehicles
causing network congestion.

Historic land use patterns and the high
car ownership rates

Vehicle dependant lifestyle and ongoing demand
for private car use.

Closure of state highway puts freight
and traffic volumes on local roads
causing increased damage

Higher maintenance costs shortened lives of
pavements.

Road maintenance, renewal and
construction works need to
accommodate high traffic volumes and
commuter demand

Added cost, complexity and risk to manage
worksites and available time frames to
undertake works requiring alternate
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Cause

Consequence

methodology and planning, eg: nightworks and
high cost of asphalt.

New buses and bus routes provide
higher frequency and EV to address
congestion issues

EV are causing pavement damage to roads and
bus stops that are in excess of current budgets
and programmes to repair

The local road planning hierarchy
(NRMP) does not match traffic
volumes, multimodal or place function
to the road classification

Roads are not built to meet the demands and
historical growth has blurred the original
function of some roads through changing use
and increased traffic volumes

Speed and safety are compromised on low order
roads by inappropriate vehicle demands.

Walking is becoming a more accepted
mode of transport for a wider range of
people and abilities

Increasing demand for high quality footpaths

High cost to renew footpaths due to urban and
customer demand changes. Changing crossfalls
to flatten footpaths is higher cost than like for
like renewal, changing driveway profiles to
achieve footpath priority and creating new
crossings creates higher costs. Widening to meet
user demands also increases costs.

Challenging economic conditions for
the City Centre business viability and
growth and more growth in Tahunanui
and Richmond

Higher demand for cleaning and maintenance to
support community space and business trading
environments. Public spaces detract and repel
customers and result in declining business
viability

City Centre footpath bricks are at end
of life and there are no matching
replacements

Bricks replaced through maintenance and
renewals do not match the original palette.
Bricks are uneven and cause tripping hazards
and affect the appearance of the city centre
affecting economic outcomes.

NDOCS-1833911234-1388

Page 45 of 344




4.4 Safety

Safety

Problem statement: Crashes are occurring at an unacceptable frequency on
the network affecting drivers and vulnerable road users.

4.4.1 Drivers of Change

No one wants to be affected by the trauma associated with a road crash. The
number of DSI crashes for the last complete ten years is increasing.

Older users are overrepresented in Nelson Crash data. The number of DSI crashes
for these users is highly variable but up to half of DSI crashes in any year involves
road users over 65 years of age or older and the trend is generally increasing over
time.

Safety is an important factor that influences whether transport network users are
prepared to consider active modes such as walking and cycling for trips within the
network. The number of crashes involving cyclists over the last ten years has
increased but remained relatively steady for the last five years.

The 2022 Communities at Risk Register shows Nelson crash rate is the same as
other territorial authorities, however Nelson is over represented in crashes at
‘intersections’ and ‘the elderly’. There is an emerging trend on driver distraction.
Cycle and motorcycle crash rates are still being monitored because of historic high
and medium risk trends.

The national focus for road safety is on the reduction of crashes that result in death
or serious injury (DSI). Figure 4-3 below shows the number of DSI crashes for the
last complete ten years. Overall, there is approximately 12 DSI crashes per year
with two years (2017 and 2018) where there was a significant increase above the
norm. The goal to reduce DSI crashes by 40% by 2031 looks to be difficult to
achieve with solely a business-as-usual approach of localised road improvements
and instead points to the need for whole of network solutions such as speed
reductions.

NDOCS-1833911234-1388 Page 46 of 344


https://www.nzta.govt.nz/assets/resources/communities-at-risk-register/docs/communities-at-risk-register-2022.pdf

DSI all users

20

18

16

14

19 fesesneesenneesesniesiiaaiens 4
10 o

Number of DSI crashes

o N b OO

2013 2014 2015 2016 2017 2018 2019 2020 2021 2022
Year

Figure 4-3: Number of crashes resulting in death or serious injury.

Older drivers are over represented in crash statistics for Nelson. Figure 4-4 below
shows the number of DSI crashes each year that involve a road user 65 years of
age or older. The data shows that the number of DSI crashes for these users is
highly variable but with up to half of DSI crashes in any year involving road users
over 65 years of age or older and the trend generally increasing over the last ten
years. This trend is not unexpected as this age cohort is growing faster in Nelson
than any other age cohort.

DSl crashes - 65+
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Number of DSI crashes
o
{
@

2013 2014 2015 2016 2017 2018 2019 2020 2021 2022
Year

Figure 4-4: Number of crashes resulting in death or serious injury with
users 65 years or older.

Safety is an important factor that influences whether transport network users are
prepared to consider active modes such as walking and cycling for trips within the
network. Active mode users are inherently more vulnerable as they do not have the
benefit of vehicle protection. As a result, it is a fine line between a crash resulting
in no injury or minor injury and one resulting in death or serious injury for these
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users. It is standard practice to consider all crashes involving these users rather
than just DSI crashes for motor vehicle users.

Figure 4-5 below shows the number of crashes involving cyclists over the last ten
years. Over time, the number of crashes involving cyclists has increased but with
the numbers remaining relatively steady at between 26 and 28 per year for the last
five years.

All cycle crashes

Number of crashes
{

2013 2014 2015 2016 2017 2018 2019 2020 2021 2022
Year

Figure 4-5: Number of crashes involving cyclists.

Figure 4-6 below shows the number of crashes involving pedestrians over the last
ten years. Over time, the number of crashes involving pedestrians has become
more variable in each year with an average of around 16 crashes per year over the
last five years.

All pedestrian crashes
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Number of crashes
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Figure 4-6: Number of crashes involving pedestrians
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4.4.2

Causes and Consequences

The table below shows the causes of the problems and why there is a need for

increased investment in maintenance and renewals: ie the drivers of change. We
have also identified what the consequences might be if the problem is not

addressed.

Cause

Consequence

Risk of Traffic signals failure and/or loss
of camera visibility of intersections

Uncontrolled intersection with high risk of
crashes. Signals faults or network faults cannot
be managed without onsite personnel.

High speeds and high traffic volumes
and parking demand and poor pedestrian
facilities in the city centre

The elderly, and pedestrians in the central city,
are overrepresented in crashes.

High traffic volumes and complexity at
intersections

Cyclists are over represented in the high cycle
crash rate at intersections especially at
roundabouts.

Older drivers are over represented in Nelson
crash statistics.

Suppressed demand for walking and cycling
especially among vulnerable user groups.

Complex environments and high demand
to protect workers and peds and cyclists
with Traffic control during roadworks

Increasing TMP costs affecting maintenance,
renewal and capital works costs

Traffic signs, markings and rails in poor
condition

Signs and markings in poor condition do not
provide the safety guidance when needed.

Sight rails posts are rotting at ground level so
may not provide support our guidance when
needed
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4.5

4.5.1

Environmental Impact / Climate Change

Environmental

Impact /
Climate Change

Problem statement: Climate change is having a negative effect on our
transport network the health, wellbeing of the community and natural
environment.

Drivers of Change

Transport (ICE) is our largest source of greenhouse gas emissions and is
responsible for 52 per cent of Nelson’s CO? emissions accelerating climate change
and causing environmental degradation. Council has a key role to work with the
community towards creating a resilient and low emissions future and implementing
adaptive measures to manage and minimise the risk especially in relation to sea
level rise, infrastructure planning, coastal inundation and flooding.

At a local level, Council has a key role to play by reducing its corporate emissions,
and supporting contractors reduce waste and emissions. This includes considering
the emission footprint of providing transport assets and services, supporting and
providing leadership on mitigation actions across the community.

Council has identified three areas as the biggest challenges for Nelson:

. Sea level rise: sea level rise is the most significant climate challenge for
Nelson as a large proportion of its urban infrastructure is coastal or low lying.
These areas will become more vulnerable to coastal inundation over time. Sea
level rise impacts on the state highway particularly affect the local roads and
network operations as is evident when Rocks Road closes during storms.

o Heavy rainfall and flooding events: higher intensity rainfall events means
Nelson will experience more regular and extensive flooding from streams,
rivers and stormwater overflows, which will increase the risk of landslips as
was evidenced during the recent 2022 flood events.

o Droughts and high temperatures: with a warmer climate, the temperature
of the water within our rivers and streams will increase and affect habitats.
Droughts will result in a higher risk of fires.
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Mitigation

Mitigation is about reducing greenhouse gas (GHG) emissions and enhancing
carbon sinks (sequestration to remove greenhouse gases from the atmosphere).
Council is committed to emissions reduction targets for its own activities in line with
government targets:

e Net zero emissions of all GHGs other than biogenic methane by and beyond
2050.

e 10% reduction below 2017 biogenic methane emissions by 2030.

o 24-47% reduction below 2017 biogenic methane emissions by 2050.

Aotearoa New Zealand’s first emissions reduction plan sets the direction for climate
action for the next 15 years and for transport a 41% reduction on 2019 levels by
2035 is required. It is proposed in order to meet this 2035 target the following
change at a national scale is required:

Reduced total kilometres travelled by the light fleet by 20%.

Increase zero-emissions vehicles to 30% of the light vehicle fleet.
e  Reduce emissions from freight transport by 35%.

o Reduce the emissions intensity of transport by 10%.

Adaptation

Adaptation is the process of responding to current and future climate related
impacts and risks. To manage these impacts and risks, Council is following the
Ministry for the Environment guidance and is using the Dynamic Adaptive Pathways
Planning (DAPP) approach. This means managing our assets in a way that makes
them more resilient, or in some instances, it may mean moving those assets.

Emission Reduction

Aotearoa New Zealand’s first emissions reduction plan sets the direction for climate
action for the next 15 years and for transport a 41% reduction on 2019 levels by
2035 is required. It is proposed, in order to meet this 2035 target, the following
change at a national scale is required:

o Reduced total kilometres travelled by the light fleet by 20%.

Increase zero-emissions vehicles to 30% of the light vehicle fleet.

Reduce emissions from freight transport by 35%.

o Reduce the emissions intensity of transport by 10%.

Emissions Forecast

Te Tauihu CO? transport emission model is shown below. We have used this model
to understand how changes to the transport system will change CO? emissions.
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Te Tau Ihu Marlborough-Nelson-Tasman emissions
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The bar on the right-hand side of the graph shows emissions based on the changes
forecast from our current policy settings included in strategies and policies like the

Future Development Strategy and E Tu Whakatd - Nelson’s Active Travel Strategy.
In summary this is 18% walk, 19% cycle, 13% EV, 25% reduction in vehicle trips,

and 1.3 vehicle occupancy.

The model indicates that significant more change will be required by users of the
transport system, and both central and local government to reach the 41%
reduction target by 2035.

4.5.2 Causes and Consequences

The table below shows the causes of the problems and why there is a need for
increased investment in maintenance and renewals: ie the drivers of change. We
have also identified what the consequences might be if the problem is not

addressed.
Cause Consequence
Transport (ICE) is our largest source CO? emissions accelerating climate change and
of greenhouse gas emissions and is causing environmental degradation.

responsible for 52 per cent of Nelson’s
CO? emissions

Councils maintenance, operation and
construction activities contribute to
emissions and waste production
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Climate change is expected to be the most
significant influencer on the land transport
system over the coming decade. Unpopular
interventions such road space reallocation to
enable public transport and active mode corridors
and road pricing via parking or congestion
charges are likely to be necessary to meet
targets set by Aotearoa New Zealand’s first
emissions reduction plan.

Road runoff is contaminated by toxins
such as fuels, additives, oil, and brake
and tyre residues. Contaminants from
bridge and drainage works can enter
waterways

Stormwater can be unnaturally heated
by the road surface.

Added heat and toxins from road stormwater
runoff contributes to water quality degradation
which affect people, plant and animal life.

Consent conditions and controls for bridge and
drainage maintenance activities add cost and
complexity.

Car ownership and use is ingrained in
our modern society.

Personal financial and social commitment to a
private vehicle mode of transport with a
reluctance to lose the benefits that provides and
enables.

Sea level rise impacts Nelsons roads

Increasing operating and maintenance costs,
changing renewal demands and more road
closures and emergency works as a result of
inundation.

More intense and frequent storm
events

Slips and floods requiring management and
remediation works
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Strategic Response
Response Options, Benefits and Performance Measurement

In order to address our problem statement and meet our expected levels of service
we need to take action to respond to our network challenges. Being able to respond
in a meaningful and impactful way requires additional funding but holds many
benefits for the communities. In this section we lay out our proposed responses to
the problems we face and how we will measure our success.

The chart below presents a high level summary of our proposed responses to our
problem statements/strategic priorities and the benefits of meeting the desired
levels of service. Further in this section we will discuss the metric we will use to
measure our success in these areas. Benefits and metrics are linked to the NZTA
benefits framework for land transport.

Problems Responses Benefits

Network resili Jroad Lift speuflclmamtenance and Resilience and security of the
etwork resilience/roa renewal programmes network
maintenance
Investigate resilience options .
Reduce congestion and support

economic growth
Congestion / Economic

productivity Connect and expand active

mode network and safety
improvements
Healthy and safe people

Support land use intensification
) Inclusive access
Improve public t rt
infrastructure and services

Implementation of speed
management plan and safety
improvements

Environmental Impact / Climate

Change Reduce CO, emissions

Figure 5.1: Summary of problem and benefits alignment
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Measurement

Benefits
of success

Number of unplanned road
closures and journeys affected

Resilience and security of the
network

Reducing VKT and emissions
tracking

Reduce congestion and support
economic growth

Crash events and community

Healthy and safe people surveys

Census data for walking and

Inclusive access .
cycling journeys

Reduce CO, emissions

City Centre economic measures

Figure 5.2: Measurement of the delivery of the benefits

5.1.1 Response Options

For each problem we face we need to choose a response, including to what level we
response. Response could include do nothing, and accept fewer benefits to the
community. Achieving more responses and level of service will require additional
funding but will provide greater benefits for our community, economic wellbeing
and resilience.

Delivery or response options through the transport programme is given in section
7. Response options for each programme fall into 3 categories:

e Option 1(A) - Deliver status quo with increased funding towards addressing
the problems and delivering the benefits.

e Option 2(B) — Do Minimum: current budgets from the 2021LTP. It was
quickly noticed that the 2021 budgets will be inadequate to continue to
provide current LOS because of increasing pressures on the network
identified as the AMP problems. Severe service cuts and prioritisation would
be required to manage most services within budget.

e Option 3(C) - Programme to deliver the desired LOS and address the
problems identified in this AMP. Dependent on increased funding.
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5.1.2 Resilience/Road Maintenance Options Considered

Refer to the Lifecycle Management chapter for the full analysis of the options. In

summary:
Option Benefit / Consequence Rank
1 (A) Status Quo LOS with Benefit: resilience and security of 2

moderate increase in maintenance | the network

and renewal budgets. Investigate | Manage short term network
resilience problems demands

Consequence: ongoing long term
maintenance costs and high renewal
frequency

2 (B) Do Minimum 2021 budgets Consequence: High reactive 3
maintenance costs. Asset condition
deteriorates resulting in poor level
of service and increased total cost
to bring back to acceptable level of

service.
3 (C) Increase Operations Benefit: resilience and security of 1
Maintenance and Renewal Budgets | the network
to maintain existing asset Least long term maintenance costs

investigate resilience problems

The preferred option is option 3 (C ): to increase the operations, maintenance and
renewal budgets to prevent asset conditions getting worse and investigate
resilience improvements.

The flow chart below illustrates the connection between the problems we face, our
preferred response, benefits from the response and how we will measure our
success.
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Network
Resilience/Maintenance

- Response:

| .
Increase surfacing programme

Increase in Expense: Increase pavement rehabilitation and
S35M over 3 years

heawvy maintenance
Structure maintenance and renewals

Investigate resilience improvementss
for single access roads

Investigate viable alternative routes

‘ Drainage improvements Little Todd )

Metric:

Value for Money--least long term cost to
maintain acceptable Lo

Less unplanned road closures and
journeys impacted o
A more resilient and connected transport

network
Increased resilience and security

Reduction in resilience risks

Improved community feedback

State highway detour route is fit for purpose _!

Congestion / Economic Options Considered

Option Benefit / Consequence Rank
1 (A) Status Quo Benefit: Reduce congestion and security of the | 1
Increase network capacity via | hetwork

growing active mode and Benefit: reduce congestion and support

public transport use, and economic growth

encourage lower travel Benefit: healthy and safe people

demand through education

. Benefit: Inclusive access
and parking control

Benefit: reduces CO2 emissions

2 (B) Do Minimum Consequence: journey times would 3
No new investment significantly increase by 2048 during peak
times impacting the ability for the city to
function both economically and socially.

3 (C) Increase network Benefit: Network resilience and security 2
capacity by new road building | Benefit: Improved options to manage
congestion and support economic growth

The preferred option is option 1 (A) Status Quo. Over the next 10 years, Council
proposes improvements made to its public and active travel networks. This will
make leaving the car at home possible for more and more people and at the same
time still enable travel by private motor vehicle for those that need it. Moving to a
sustainable transport culture doesn’t mean literally every commuter will bus, walk
or cycle to work, but by gradually increasing the numbers of people who can make
that choice, residents can gradually shift their focus to people and meet emissions
goals, while still providing a reliable road network for those that need it, for
business and freight.
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The flow chart below illustrates the connection between the problems we face, our

preferred response, benefits from the response and how we will measure our

success.

Congestion/Economic
Productivity

AN

Increase in Expense $15M
over 3 years

5.1.4

Ietric:

Improved PT and commerical travel time reliablity
Decreasa in single occupancy vehicles
Improwed community feedback
Improwved Economic activity for Melson and
City centre
PT fare recovery
Census travel to work statistics

Safety Options Considered

/_ Response: .
Connect and expand active mode network
Increase PT frequency and reliabilty
Support Land Use Intensification
Nightworks on arterial routes
Bus priority at traffic signals
Increase City Centre amenity servicing
Travel time messaging on arterial routes

Parking supply and management
traffic signals optimisation

Benefit:
Enable economic growth
More reliable travel times, espeically for commerdal

vehicles.
‘value for Money—-least cost to maintain acceptable Los
A more resiient and connected transport network
Improved customer experience

Option Benefit / Consequence Rank
1 (A) Status Quo including implementing Likely increasing death and serious 1
minimum speed management plan injury crash numbers over time

requirements and adequate TMP budgets,

increased cycle education programme

2 (B) Do Minimum Increase in death and serious injury 3

No safety improvement programme

Ongoing Road safety promotion
programme

crashes, declining perceptions of safety
and increased reliance on motor
vehicles for all journeys to avoid being
a vulnerable road user

3 (C) Implement Safety Improvements,
and increase Speed Management Plan
implementation over minimum
requirements and adequate TMP budgets
for maintenance and renewal activities

Reduce death and serious injury crash 2
numbers over time

Improved perceptions of safety
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The preferred option is option 1 (A): increased funding to provide adequate TMP at
roadworks sites, implementing select safety improvements project targeted at our
worse performing intersections, and implement the minimum Speed Management

Plan to meet community demand from the consultation process.

The flow chart below illustrates the connection between the problems we face, our
preferred response, benefits from the response and how we will measure our
success.

|'/ :

Safety

5 Response: .
Implement speed management changes

Increase safety improvements (intersections
and crossings)

Invest in school safety improvements

Projected Expense:

SaM Traffic calming neighborhoood
per year

Maintain signs markings sight rails and
safety barriers
retire high TMP roadside gardens
ongoing road safety promotion programme
increase cycle safety education in schools
traffic signals operation mtce and renewals.

More inclusive access
Metric: less cost to community for DSls

Reduced crash rates Community wellbeing - reduce trauma

. associated with road crashes
Improved perceptions of safety

Resilient and connected transport network

Increased resilience and security

Improved customer experience

5.1.5 Environmental / Climate Change Options Considered
Response Option Benefit / Consequence Rank
Status Quo Adjust programme to Modelling shows unlikely to meet 1

maximise delivery of climate change and | 2035 CO? reduction target
environmental outcomes including waste
management, contractor ev initiatives,
freshwater management, iwi
engagement.

Prioritise East West cycle connection

Delivery mode shift programmes plus
priority lanes to Waimea Road over
medium to long time period
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Response Option Benefit / Consequence Rank

2 (B) Do Minimum Modelling shows unlikely to meet 2

Current priority lanes programme 2035 CO? reduction target

starting in year 2024 and no new climate
change or environmental projects or
initiatives. Reduce LOS to absorb dump
fee increases and resource consent costs

3 (C) Increased Capex Programme for Council unable to afford or deliver | 3
active modes plus deliver priority lanes increased programme
early

The preferred option is Status Quo, continue to deliver mode shift programmes plus
priority lanes to Waimea Road over medium to long time period. These
programmes are challenging and costly to deliver and Council does not currently
have the finance and resources to increase the speed of delivery when balanced
against other priorities. In between times good outcomes can be achieved by
supporting contractor emission reduction and waste minimisation initiatives,
working with the community and iwi on environmental outcomes.

The emissions forecasts show that Council has limited ability to influence emissions
from transport in Te Tauihu due to the large component of Road Freight that has
few alternative to using the ICE. It also shows that significant more change will be
required by all users of the transport system, and both central and local
government to reach the 41% reduction target by 2035.

The preferred option supports ongoing improvement through forward planning and
contractor delivery programmes. This includes delivery of mode shift programmes
plus priority lanes to Waimea Road over medium to long time period.

The flow chart below illustrates the connection between the problems we face, our
preferred response, benefits from the response and how we will measure our
success.
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Environmental
Impact/Climate Chage

Projected Expense:

$15M over 3 years

plus priority lanes over 10+ years

WIBtTIC:
VET reduction

Response: .

Connect and expand active mode
network

Priority bus lanes on Waimea Rd
PT improvements
Ongoing adaptive planning

Protection of freshwater and land
resources

Ongoing and improved lwi

Benefit:

Congestion relief from mode shift
More inclusive access

Co2 emissions

Community health stats

Census walking and cycling journey data

Public transport fare recovery

Healthy people and evironment
Resource efficdency
Programme efficiencies and reduced impact on

network users and the environment
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6. LEVELS OF SERVICE

A key objective of this plan is to match the levels of service provided by this activity with the agreed expectations of our customers
and their willingness to pay for that level of service. These levels of service provide the basis for the life cycle management
strategies and works programmes identified in this Plan.

Levels of service can be strategic, tactical or operational. They should reflect the current industry standards and be based on:

. Customer Research and Expectations: information gained from stakeholders on expected types and quality of service
provided.
o Statutory Requirements: Legislation, regulations, environmental standards and the Council bylaws that impact on the way

assets are managed (e.g. resource consents, building regulations, health and safety legislation). These requirements set the
minimum level of service to be provided.

. Strategic and Corporate Goals: Provide guidelines for the scope of current and future services offered and manner of service

delivery, and define specific levels of service, which the organisation wishes to achieve.

o Best Practices and Standards: Specify the design and construction requirements to meet the levels of service and needs of

stakeholders.

. Strategic priorities

6.1 Customer Research and Expectations

Every year, Council undertakes a residents survey. This survey questions a representative sample of our residents about their
perceptions, experiences and satisfaction with the work that Council does. Figure 6.1 below show the relative satisfaction of
residents with the transport activity.

Year-on-year trends

% point increase [

built transport facilities)

Measure (% 7-10) 2022/23 decrease {2022/23- 202122 | 2020/21 | 2018/20 | 2018/18
2021/23)
Satisfied with overall performance 54% +3% 51% 43% 63% -
Satisfied with Transport {public transport and 38% 7% 459 30% 549 47%

Figure 6-1: 2022-23 Public Satisfaction Survey Results
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Opportunities and priorities

Priorities Maintain
dfransport
Higher Looking after the natural environment
*» . * Recycling services
Flood protection » :

*
Civil Defence Emergency
Management *
Parks and recreation
Responding to climate

change
+
L

Three Waters
infrastructure services

Importance

Cnmmur"u.ity facilities

dEommunity
development

Arts and heritage
*

Low priority: monitor
Satisfaction Promote

Lower

Priorities that Nelson City Council could address include:

*  Transport (including roading) and Flood protection are two community priorities that have
arisen for Nelson residents over the past 12 months. Comments show areas of particular
o concern for residents who were dissatisfied, such as overall maintenance of the roads, as
Priorities well as clearing the drains more regularly. Permanent fixing of potholes is another issue
mentioned by residents, along with the levels of safety on the roads.

*  Responding to climate change. 13% of the respondents have mentioned Dealing with
environmental issues and taking more climate action as an opportunity for the Council to
improve residents’ overall perception.

We recommend closely monitoring these measures, as if their impact increases they may push

Maonitor overall satisfaction down significantly.
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Figure 6.1 shows that transport is seen by Nelson residents as one of the most important services that Nelson City Council provides
but that satisfaction with the services is low relative to the other activities. This survey was completed following the 2022 flood

events which may have influenced the responses for transport and flood protection. However, council is prioritising road

maintenance and services as a result of ongoing poor survey results shown in the year on year trends. The full residents survey
report is available at www.nelson.govt.nz and using the search term “Nelson residents survey”.

6.2 Customer Levels of Service

Table 6-3 below summarises the customer levels of service that relate to the transportation activity in Nelson City. Details regarding
previous performance on these and other measures in the sections below.

Table 6-3: Customer Levels of Service

Confidence in

Level of Service 2024-27 Performance Target How Measured Meeting
Targets
Safety: The transport Reducing trend in the number of death and serious The number of crash events with one or more fatality or Medium
system is safe for all injury crashes, per financial year on the local road seriously injured person involved as reported from the Crash
people regardless of network from a 2020/21 base year. Analysis System (CAS).
transport C|’_10iCe or Reporting to include number of death and serious injury crash
demographic events and the number of casualties.
Excludes crashes on state highway, and
parks/private/commercial/car park areas.
Reduction in the number of crashes involving cyclists |Reported from CAS — the number of crash events with one or |Medium
on the network per financial year to achieve a more cyclist involved. Excludes crashes on state highway, and
reduction in DSI by 2031 from a 2020 base year. parks/private/commercial/car park areas.
Reduction in the number of crashes involving Reported from CAS — the number of crash events with one or |Medium

pedestrians on the network per financial year to
achieve a reduction in DSI by 2031 from a 2020
base year.

more pedestrian involved. The definition of pedestrian includes
person walking, on a skateboard, or on a small wheeled
recreation device, wheelchair, or mobility scooter. Excludes
crashes on state highway, and parks/private/commercial/car
park areas.
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http://www.nelson.govt.nz/

Confidence in

Level of Service 2024-27 Performance Target How Measured Meeting
Targets
Improvement in perceptions of road safety and uptake | Customer perceptions of safety questions in residents Medium
of active modes satisfaction surveys
Walking and cycling counts and census data for journey to work
statistics
Better travel options: Increase the percentage of walking and cycling to Increase in the percentage of walking and cycling to school and |Medium
People have access to a |school and work from census data work between the last two Censuses, measured from 5 yearly
connected transport Census data.
system that delivers o . o . .
tIZeir . urnev needs 80% of the footpath network by length has a condition | Measure is from the 2 yearly footpath condition assessments in |High
] ¥ rating of no worse than 4. accordance with the Apopo Fault Assessment and Condition
Rating Guide.
Annual number of bus patrons increases each year. Ticket sales and electronic ticketing data. Medium
Number of bus journeys that are on time. Number of |Bus tracking data Medium
instances where a bus service is late compared to
scheduled timetable
At least 53% of households in the Nelson built urban | GIS analysis of relationship between households and bus High
area are within 500m (7 minutes walk) of a bus stop. |routes.
Number and duration of resolved road closures urban |Te Ringa Maimoa reporting of unplanned road closures and Medium

Network resilience and
security

to be less than 2 hours and rural to be less than 12
hours

journeys impacted.

Appropriate capacity in event of system disruption
(including alternative routes, alternative modes,
alternative destinations) and percentage of high risk
high impact routes with a viable alternative

To be investigated

Economic productivity

Improving trend in Nelson economic metrics

Current Council economic performance monitoring contractor

Improving trend in City Centre economic metrics

Current Council economic performance monitoring contractor

Note there are
multiple complex
issues around
economic vitality
and transport is
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Confidence in
Level of Service 2024-27 Performance Target How Measured Meeting
Targets
just a small
factor
6.3 Technical Levels of Service

Table 6-4 below summarises the technical levels of service that relate to the transportation activity in Nelson City. Details regarding
previous performance on these and other measures in the sections below.

Table 6-4: Technical Levels of Service

Level of Service 2024-27 Performance Target How Measured Confidence in
meeting target

Assets are maintained in good More than 80% of all journeys are on smooth |Percentage of vehicle kilometres travelled (VKT) Medium
condition and operated in a way roads as measured by Smooth Travel on all roads classified as smooth where The

that contributes to quality Exposure in RAMM. owner type is Local Authority — from the RAMM
neighbourhood environments network manager report for the current year.

Assets are maintained in a timely Not less than 3% of the network is resurfaced |Based on road length of the network resurfaced High
and value for money manner every year. (Target 6.7% =% to accommodate |by contractors.
high cost of asphalt)

Surface condition index (SCI) Static or improving trend SCI through the Te Ringa Maimoa Insites Low
performance monitoring dashboard. Data from
RAMM
Pavement Integrity Index (PII) Static or improving trend SCI through the Te Ringa Maimoa Insites Low
performance monitoring dashboard. Data from
RAMM
Customer Service is delivered 70% of service requests responded to within Difference between time received and time closed |High
15 working days in the service request system
Increasing % of Residents are happy with Residents satisfaction surveys High

services provided from the 2021 baseline
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Level of Service

2024-27 Performance Target

How Measured

Confidence in
meeting target

The transport activity is understood |Asset management data quality score is no REG Data Quality reports. Low
and planned for appropriately less that 80 out of 100.
Increasing % of journeys to work and school |Journey reporting through census data for driving, | High
by public transport, walking and cycling or commercial vehicles, passenger, public transport,
working from home walking or cycling
Increasing volume of cyclists and pedestrians |Counts between 7-9am on Tuesday in March and |Medium
at peak hours on a weekday (Urban Cycleway |July measured annually at the Railway Reserve in
performance measure) Bishopdale, Main Road Stoke Cycleway, Atawhai
Cycleway, Whakatu Cycleway, Railway Reserve in
Stoke
Public transport value for money Static or improving bus patronage numbers Bus patronage data Medium
from 2023/24 baseline for new services
Static or improving farebox recovery Contract cost compared to fare income Medium
Car parking is used efficiently Target an 85% occupancy short stay parking |Annual snap-shot surveys and a 3 yearly Medium
as measured in the mid-week peak of comprehensive survey.
December every second year.
Emission reduction Community carbon emissions meet 2035 Emission model Low
targets
Contractor waste is reduced. Contractor Performance monitoring framework to be TBC

carbon emissions are reduced

developed

The national One Network Framework (ONF) introduces differential levels of service, where the services and standards on one road
group might be applied differently to another to right size investment. ONF development is in its infancy for the Nelson network so
differential LOS (dLOS) are not yet confirmed. Preliminary dLOS are suggested in Table 6-5 to aid monitoring and development of

the programme.
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Table 6-5 Operational Levels of
Service

Level of

Service

Service
Outcome

Work
Category

DLOS
urban

collector

and
Activity
Streets

DLOS
Main
Street
Civic
Space

DLOS
Rural

DLOS
Cycle

DLOS
freight

PT

Performance
Metric

How Measured

1 0,
opo1 | Sealed Service Safety impacted | WC 111 90 70 90 80 90 go | % Faults responded | o oontracts
Pavement Mtce | Delivery to in time
1 0,
Op02 Un§ealed Ser_vlce Safety impacted | WC 112 80 80 /° _Fal_JIts responded mtce contracts
Maintenance Delivery to in time
0,
Op03 :noc?tpath Health Trip Hazards WC 125 80 80 95 80 o .FaL.”tS responded mtce contracts
aintenance to in time
Routine Road condition % Faults responded
Op04 | Drainage Resilience is adversely WC 113 80 70 80 90 80 90 tg in time P mtce contracts
Maintenance affected
. Structure o
opos | Structures Service | ~ondition WC 114 | 80 80 80 80 90 95 % Faults responded | 100 contracts
Maintenance Sustainability - to in time
deteriorates
0,
Opoe | Emergency Resilience | Road closures | WC 141 | 100 70 80 80 |80 100 %o Damage post event
Response remedied specific
0,
opo7 | Network Safety Safety impacted | WC 122 | 90 70 80 80 80 % Faults responded | 100 contracts
Services Mtce to in time
Cycle Path Active travel % Faults responded
Op08 Maintenance Health discouraged WC 124 80 to in time mice contracts
. . Vegetation 0
opog | Environmental | Environmental | o C oo WC 121 | 90 80 90 80 80 80 % Faults responded | o contracts
Maintenance Sustainability d to in time
angerous
- . o
opto | PT facility Liveability Public transport |\ g4 90 % Faults responded | o contracts
Maintenance use decreases to in time
Operational . %Faults responded
Op11 traffic manage Safety Safety impacted | WC123 100 to in time mtce contracts
. Network o .
op12 | Networklasset | Service management | WC151 | 90 70 100 80 80 90 % programme TeRinga
management delivery delivered Miamoa Insites

costs increase
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6.4

Levels of Service Analysis and Performance

Detailed LOS analysis is given in the lifecycle management sections for appropriate
activities. High level LOS discussion on broad issues is given below:

Travel options

The 2018 census was the first that included questions regarding travel to school.
Prior census’ only asked about travel to work with information from household
travel surveys and the Nelson residents survey supplementing this to get an idea of
travel to school. With the inclusion of travel to school in the census, and to ensure
that the data is consistent, the census data from 2018 forward will be used to
measure both travel to work and travel to school. The results of the 2018 census
show that 20% of those working or traveling to school do so by walking or cycling.
Census data also reports number of people driving or passengers, private or
commercial vehicles to understand traffic origin/destination and vehicle utilisation.
The 2023 census data for travel to work and school is not available at the time this
AMP was written but will be reported in the 2024 Council Annual report.

Figure 6-6 below shows the total annual bus patronage numbers for the last
complete ten years. Between 2013/14 and 2018/19, patronage numbers were
steady at around 420,000 passenger trips per year. Numbers then dropped over
the COVID pandemic period before recovering rapidly to over 450,000 in 2022/23.

Bus patronage
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Figure 6-6: Bus patronage over time

To ensure that a large proportion of Nelson households have access to the bus
should they wish to use it, network coverage is an important consideration. The bus
system has, at the time of writing this AMP, just been changed to have a higher
level of service with higher frequencies and greater community coverage. There are
currently 86% of Nelson households within 500m of a bus stop.
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Climate Change

In response to the need to reduce greenhouse gas emissions the Nelson Active
Travel Strategy adopted in 2022 set a target of reducing the vehicle kilometres
travelled (vkt) in Nelson by 25% by 2035. This is more optimistic than the 20%
expressed in the National Emissions Reduction Plan. The collation of vkt data takes
time as there is a lag in the data it is inferred from. Therefore, at the time of
writing this AMP, the most up to date number is for the 2021/22 financial year. The
ten-year trend shows an increase of around 20,000,000km between 2012/13 and
2021/22 but with a minor dip because of the COVID pandemic when travel was
restricted at times. Step change in VKT in 2019/20 is due to data corrections.

Total annual vkt
230,000,000
220,000,000
210,000,000

200,000,000 ®

Kilometres

190,000,000
180,000,000

170,000,000
2012/13 2013/14 2014/15 2015/16 2016/17 2017/18 2018/19 2019/20 2020/21 2021/22

Financial year

Figure 6-7: Total annual vehicle kilometres travelled.

Determining a LoS for fresh water in relation to road run-off is difficult and is a
measure that needs to be developed with close consultation with Iwi. This work is
not complete and as such is listed as an improvement item for a future AMP.
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7.1

7.1.1

7.1.2

LIFECYCLE MANAGEMENT

Programme Overview - Lifecycle Principles

The lifecycle management plan details how the Council plans to manage and
operate the assets at the agreed levels of service (Refer to Section 4), deliver the
desired strategic direction and managing life cycle costs.

Programme Overview - Physical parameters

The assets covered by this Asset Management Plan are shown section 2. Transport
Assets and Services Register. All figure values and forecasts are shown in current
day dollars.

The age profile of the assets included in the relevant programme section below.
Data is from a combination of RAMM data, Te Ringa Maimoa and asset valuations.
Future improvement is required to develop the valuation module in RAMM to make
the valuations more accessible.

Nelson Network is 82% urban and 18% rural.

Rural vs Urban

@ Rural (49 km) @ Urban (222.3 km)
Figure 7-1: Urban vs Rural split for Nelson Roads, Te Ringa Maimoa

For NZTA reporting Nelson is in the <90% urban peer group. Other Councils in the
<90% urban mix are Auckland, Christchurch, Invercargill, Kapiti, Napier,
Palmerston North, Porirua and Upper Hutt.

Programme Overview - Asset capacity and performance

Assets generally meet their standard when constructed but can become deficient as
standards and demands change. Nelson has an aging and traditional road network
that is going to need management to deliver the benefits desired. Service
deficiencies, where known, are identified are from field inspections, RAMM data,
condition surveys or deterioration modelling and listed in the relevant section
below.

NDOCS-1833911234-1388 Page 71 of 344



7.1.3

7.1.4

Programme Overview - Asset condition

Condition is currently monitored by various means as described in each asset class
below. Where possible condition is measured using a 1 - 5 grading system? as
detailed in figure 7-1 below. It is important that consistent condition grades are
used to support effective communication.

Cond-|t|on Description of Condition

Grading

1 Excellent: only planned maintenance required

2 Good: minor maintenance required plus planned maintenance

3 Fair: significant maintenance required

4 Poor: significant renewal/rehabilitation required

5 Very Poor: physically unsound and/or beyond rehabilitation, safety concerns
so immediate action required

Figure 7-1: Condition Scale

Awareness of asset condition has improved which enables better decision making.
However ongoing improvement is required to ensure condition assessments are
accurate and up to date to inform the maintenance and renewal programmes.
Condition specific to each asset class is given in the following programme sections.

Programme Overview - Operations and Maintenance

Operations include regular activities to provide services. Examples of typical
operational activities include cleaning, street sweeping, traffic counting, power
supply, CCTV and traffic signals operation, asset inspection, and condition surveys.

Maintenance includes all actions necessary for retaining an asset as near as
practicable to an appropriate service condition including regular ongoing day-to-day
work necessary to keep assets operating. Examples of typical maintenance
activities include culvert cleaning, pothole repairs, asphalt patching, pavement
marking and equipment repairs. Maintenance also includes reactive works to repair
damage from users eg damaged signs which can be difficult to predict. Nelson
increased expenditure on Operations, Maintenance and Renewals in 2018 which
aligned expenditure with the peer group. Expenditure dropped in 2022 because the
road maintenance contract terminated early resulting in a gap in delivery. This is
now rectified with a new contract in operation. The peer group average is higher
than the national average. This is shown in figure 7-2.

2 IPWEA, 2015, IIMM, Sec 2.5.4, p 2|80.
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Maintenance, operations and renewals
expenditure/length ($1,000/km)
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Figure 7-2: Maintenance, Operations and Renewals compared Nationally
- Te Ringa Maimoa 2022/23
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Figure 7-3: Expenditure across all programmes (Operation, maintenance,
renewals, and capital improvements and minor works) - Te
Ringa Maimoa - 2021/22, per km and total expenditure

Total expenditure on Nelson roads peaked in 2020/21 when the minor works and
renewal programmes were used to sustain the Nelson economy through the later
stages of the covid lock down period, figure 7-3. There however was some
correction in 2021/22 when new programmes needed pre-implementation work
before they could be supplied to the market. This AMP aims deliver value for money
and resilience by improving the delivery pipeline so there are less peaks and
troughs, but also readiness for future funding opportunities because budgets are
not available in the current financial market. In addition to the co-investment
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expenditure there are small unsubsidised programme that is not shown in the
above graphed.

7.1.5 Programme Overview - Asset hierarchy

Current maintenance and operation contracts are set up on ONRC (One Network
Road Classification). This has been used for most reporting in this AMP where it
remains valid.

A | Total
Sealed | Unsealed | Lane J J :nua ota Percentage
ourneys | Journeys ourneys
(Km) (Km) | (Km) b b L of length
(M VKT) | Travelled (M VKT)

Arterial ‘ 5%

Secondary Collector ‘ 20%

Low Volume ‘ 22%

Table 1: Network Statistics for network length (km) and journeys travelled (Million vehicle km) by ONRC Class

Network % Length (km) & Journeys Travelled (veh km) Sealed v Unsealed Proportion

Regional

Arterial

Primary Collector
Secondary Collector ‘
Access

Low Volume

Not Required

160 60 20 20 60 100

I % Urban Km B % Rural km W % Urban Vkt [ % Rural Vkt BN Sealed (265 km) WM Unsealed (16km)

Figure 1: Network Percentage Length and Journeys Travelled Figure 2: Sealed v Unsealed

Figure 7-4: Hierarchy by ONRC - Te Ringa Maimoa 2022/23
7.1.6 One Network Framework

One Network Framework (ONF) street families are being introduced nationally as
the primary method of assessing asset hierarchy. A current hierarchy is identified
but the future state is yet to be consulted and agreed. Ultimately the gaps between
current and future ONF will be used in the asset operation, maintenance, renewal
and improvement decisions. Where ONF reporting is available it is used in this AMP.
Further detail on ONF can be found in appendix C.

7.1.7 Programme Overview - Forecast operations and maintenance costs

Forecast operations and maintenance costs are expected to vary in relation to the
total value of the asset stock, future demands and LOS for each activity class. If
additional assets are acquired or LOS increased, the future operations and
maintenance costs will need to increase. If assets are disposed or LOS decreased
the forecast operation and maintenance costs could be expected to decrease. This
is a change from previous AMP where a static value was used and varied every 3
years. This change will likely take some years to refine.

When Council commits to new assets (subdivision roads and capital project
improvements), they must be prepared to fund future operations, maintenance and
renewal costs. They must also account for future depreciation when reviewing long
term sustainability. Operation and maintenance costs are assessed through the
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7.1.8

7.1.9

consent process for vested assets and business case process prior to committing a
capital works project. Valuation, depreciation, interest and renewal costs are added
to the programmes post construction/vesting.

Options and details are presented per activity area in the programmes in the
following sections. All figure values are shown in current day dollars.

Programme Overview - Renewals

Renewal is major capital work which does not significantly alter the original service
provided by the asset, but restores, rehabilitates, replaces or renews an existing
asset to its original service potential. Work over and above restoring an asset to
original service potential is considered to be an acquisition (aka Capital works,
improvements, Minor works) resulting in additional future operations and
maintenance costs.

Renewal forecasting has been developed using the RAMM and valuation data in the
NAMS financial modelling tools. The Lifecycle Model uses RAMM and 2022 valuation
data to project the renewal costs (current replacement cost) and renewal timing
(acquisition year plus updated useful life to determine the renewal year). Condition
assessment are then used to prioritise the immediate programme. For our highest
value asset, the pavement and sealed surface assets the above lifecycle model is
complimented with a pavement deterioration model.

Expenditure on capital works, renewals and maintenance will be accommodated in
the long-term financial plan, but only to the extent that there is available funding
and these are shown in each programme. The gap between the forecast work and
the proposed budget is the basis of the discussion on achieving balance between
costs, levels of service and risk to achieve the best value outcome.

The AMP programme identifies the renewals required for the 30 year period to
improve transparency and forward planning. There is concurrently pressure to
create a low carbon low emissions environment to mitigate climate change issues.
Identifying the programme and budgets does not lock in the traditional high carbon
high emissions methodologies and materials. These would be migrated into the
programme as technology and options become available. This especially affects the
surfacing and pavement programmes but affects all other programmes as well.
Identifying the 30 year programme helps determine the baseline for carbon
emission for future measurement of performance.

Programme Overview - Renewal ranking criteria
Asset renewal is typically undertaken to:

o Ensure the reliability of the existing infrastructure to deliver the service it was
constructed to facilitate (e.g. replacing a bridge that has low load limit), or

o To ensure the infrastructure is of sufficient quality to meet the service
requirements (e.g. resurfacing).3

. Minimise risks where there is a high consequence of failure,

3 IPWEA, 2015, IIMM, Sec 3.4.4, p 3|91.
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. Manage/reduce operational or maintenance costs, and

o Have potential to reduce life cycle costs/extend life by more than 10years by
replacement with a modern equivalent asset that would provide the
equivalent service.*

o Deliver the benefits desired by the AMP.

The ranking criteria used to determine priority of identified renewal proposals varies
by asset class so is detailed in each programme section.

4 Based on IPWEA, 2015, IIMM, Sec 3.4.5, p 3|97.
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8. PROGRAMME LIFECYCLES

8.1 Surfacing

The following section shows how the preferred programme affects the surfacing
assets. Pavements are considered in section 8.2 but they are managed together.

8.1.1 Surfacing - Physical parameters

Most roads in Nelson are sealed as shown in figure 8-2-1.

Figure 8-2-1: Sealed vs Unsealed roads in Nelson

Sealed vs Unsealed

@ Sealed (264.8 km) @ Unsealed (15.6 km)

The age profile of surfaces are shown in figure 8-2-2 below.
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Figure 8-2-2: Age Profile of Surfaces

Typically surfaces have a 10-20 year lifespan, however asphalt surfaces on high
volume roads have not always been meeting this target. The prolonged age profile
shows there are either data errors within the surface age profiles or exceptional
service from some surfaces. Ongoing data improvement is required to improve the
age and remaining useful life profile of the surfaces for better programme
resilience, valuation and budget forecasting.
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8.1.2

Surfacing - Asset condition
Surface Condition

The surface condition of roads has deteriorated exponentially on bus routes regional
and arterial roads due to the 2022 flood events, detoured state highway traffic
during Rocks Road closures, flood recover traffic, and new eBuses on new bus
routes. The deterioration has been too rapid to have data collection for it. Data is
being collected in 2024 to understand and plan ongoing maintenance management
plans and renewal programmes.

Roughness

Roughness is expected to be higher on lower volume roads however as shown in
figure 8-2-4 below, Nelson roads have high roughness compared to other networks,
except for Regional roads. Accepting even higher roughness is yet to be considered
through ONF consultation.

85th percentile comparison

85th Percentile Naasra

s/ X X X X X

200

150

100

50

Regional Arterial Primary Collector Secondary Collector ACCess Low Volume

Classification

I Nelson City Council Wl Networks <90% urban [l Nelson Region [l National

V Acceptable standard x Not an acceptable standard

Acceptable
Maximum Roughness

Figure 8-2-4: Roughness source Te Ringa Maimoa 2021-22
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These results can be compared year on year from 2020 as shown in figure 8-2-6.
The 85% roughness of Arterial, secondary collectors, and low volume roads have
become worse and all other classifications have either remains static or improved.
Visual observations suggest a combination of the heavy commercial detours during
the August 2022 storm and the introduction of the heavier eBus in August 2023 is
causing a rapid uptick in the roughness of some pavements.

m 85th percentile trend
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Figure 8-2-6: 85% Roughness 2022-23 - Te Ringa Maimoa
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Figure 8-2-7: Range of Roughness by ONRC Category — Te Ringa Maimoa
2022-23

The median roughness of all roads, figure 8-2-7, is within the acceptable range,
however isolated locations are unacceptable. The median roughness of Regional,
Arterial, secondary collectors, and access roads have become worse. This is
expected to show up cleared when the data is next updated in 2023/24.

When compared by ONF categories the roughest roads are local streets and peri-
urban roads, as shown in figure 8-2-8.
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Figure 8-2-8: Roughness by ONF 2022/23 - Te Ringa Maimoa
Smooth Travel Exposure

Overall ride quality on Nelson Roads is less than the national average, but better
than our peer group. This is expected to show a decline when the new data is
loaded in 2023/24 due to the deterioration of the bus routes and arterial roads.
Ride quality can now be confidently compared since survey methodology was
improved in 2018 and traffic counting estimation was improved from 2020. These
results are shown in figure 8-2-9.
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Figure 8-2-9:Ride Quality on Nelson Roads compared Nationally (Te Ringa
Maimoa 2021-22)
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When compared by ONRC hierarchy as shown in figure 8-2-10 regional roads
provide the highest LOS for smooth travel and access and low volume roads the
least LOS, which is the expected dLOS outcome.
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8.1.3

The trend of percentage of travel on roads smoother than the threshold

Percentage of travel on smoothroads

Regional Arterial Primary Collector Secondary Collector Access Low Volume

BN Nelson M Networks <90% urban M Nelson Region I National

Figure 8-2-10: Smooth Travel Exposure compared nationally - Te Ringa
Maimoa 2021/22

Safety

Nelson roads are predominantly slow speed (less than 50km/h) and urban.
Consequently, slippery surfaces are rarely the primary contributing cause of road
crashes. However surface condition needs to be maintained to avoid contributing to
the safety problem.

Skid resistance was measured across the network in 2020 but is unlikely to be
repeated due to low risks.

Pavement Condition

Surface condition is highly dependent on the quality and condition of the underlying
pavement layers. Asphalt roads are especially susceptible, and most asphalt
surfaces done since 2014 are now due for renewal due to cracking and water
ingress to the underlying pavement. Some have only achieved 6 year lifespan and
the poor strength of the underlying pavement is a contributing factor. Only 3 of
27km of asphalt roads have a suitable underlying pavement strength to support
asphalt. Drainage improvement, materials (alternatives to asphalt, eg chipseals and
the design of that asphalt when used), pavement rehabilitations and pavement
improvements are options to be assessed for each site. Pavement condition is a
factor of resilience, especially for the arterial routes that act as detour options for
the state highway.

Surfacing - Link to Strategic Case

The activities have been considered according to their degree of alignment with
problem statements and strategic priority. These help shape the programme
options and delivery of the national, regional and local priorities.
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8.1.4

Problem Environmental Safety Network Resilience/ Congestion/
Statement | Impact/ Road Maintenance Economic
Climate Change

Priority for

this 3 1 p)

programme

1: Network Resilience: The surfacing programme has a strong link to the GPS for
maintenance and resilience. Well planned and timely programmes will improve
network and economic resilience.

2: Congestion/Economic: An improved public transport services, and electric buses,
will start in 2023/24 to provide a low emission service that will give residents an
option to reduce private vehicle use and reduce congestion. Well planned and
timely programmes will have economic benefits for the assets, users and Nelson
economy. This includes minimising traffic disruptions during works, longer lives
achieved thus less maintenance and less future disruption.

3: Environmental Impact/Climate Change: Road surfaces involve large quantities of
carbon materials and resources. To address the waste problem recycling is used
wherever possible in current programmes and are planned to continue. Industry
changes are being monitored for improvement options to address the
environmental impact but are not developed enough influence the AMP programme
at this stage. Regardless efficient resurfacing programmes are the best method to
address the environmental impacts.

Options for surfacing to deliver the preferred outcomes from the strategic case are:
Option A: the “current” budget scenario from the Modelling report

Option B: retain 2021LTP budgets and programme works within these budgets -
lower than the “low"” scenario in the modelling report

Option C: the “high” budget scenario from the modelling report

Surfacing Cost Service Risk

Cost service and risk of the options to address the problem statements is
summarised below in figure 8-2-12 and 8-2-13.

Service Cost Risk

Figure 8-2-12: Surface Maintenance cost service risk
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8.1.5

Figure8-2-13:Surface Renewals Cost Service Risk

The costs shown for option B, are the 2021 budgets. There is a high risk of safety
defects requiring attention and overspending budgets on reactive works.

Option A has been funded through the long term plan, however NZTA funding does
not fund the full renewal programme. Further evidence and analysis are required to
reapply for funding at a later date.

Surfacing Gap Analysis

Pavements and surfacing and drainage are interdependent for outcomes and value
for money. High quality high value surfaces (eg asphalt) on substandard pavements
result in increased roughness, reactive maintenance costs, and shortened surface
lives. Poor drainage allows water into pavements which results in surface failures
contributing to the resilience and maintenance problems.

Data improvement since 2020 has enabled deterioration modelling and better
forecasting of future renewal demands towards better value for money and address
maintenance problems. Maintenance management plans are under development.

Second coat seals are not subsidisable but occur outside the 224 certification
period. LDM and development contribution review are required to ensure
developers incur this cost when doing chipseals on new roads.

Artificial intelligence has become available to do road condition visual inspections
and maintenance programming. Efficient use is yet to be incorporated into the
programme.

Rejuvenation treatment is being investigated for new asphalts. These could extend
the useful lives of good asphalt surfaces, improving value for money and
maintenance outcomes. These will be investigated in the 24-27 period (options 1
and 3) to inform later AMP. Future materials and methodology for surfacing roads is
likely to change as low carbon, low emission materials become available. These
cannot be predicted and planned yet but would be migrated into the programme as
options become available. RAP (Recycled asphalt products) are now being included
in mix designs as a default, and where appropriate for the design mix.

Surface programme and model were developed prior to ebuses running on the
network. Future data and modelling will include this demand.
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8.1.6 Surfacing Operations and Maintenance

Operations include network inspections, condition surveys, and deterioration
modelling.

Maintenance includes minor to significant surface defect repairs and shoulder
repairs and preseal repairs. A minimum budget of $480k per year is required to
undertake basic pothole and temporary safety repairs. A budget of $300k has been
adopted in recent years for preseal repairs. A new budget for heavy maintenance is
required where rehabilitations are not justified but the maintenance problems need
to be addressed (refer pavement programme).

Specific Maintenance Operational Performance Measures are included in the
contract based on the RIMS Road Assessment Fault Assessment Guidelines. These
are varied as required through a governance board to deliver the LOS
requirements. These are currently based on ONRC road classifications and are to be
changed to ONF when agreed.

The maintenance budget scenario from the modelling report is shown in figure 8-2-
14. These are the modelled outcomes from the options. They have been adapted
for the AMP options budgets, to include some risk and an ongoing preseal
programme within the maintenance programme for all options. Option A is the
current scenario, and option 3 is the high scenario.

1500
=)
(=]
o
€ 10001 Budget Scenario
§ = | ow Budget
8 = Current Budget
E 500 4 Open Budget
.=
[1]
=

D .
2022 2024 2026 2028 2030 2032

Figure 1: Maintenance Cost based on different budget scenario - from

Modelling report.

Preseal budgets should increase proportional to the quantity of sites to prepare for
quality resurfacing however due to the failures occurring elsewhere on the network
preseal improvements for roughness on local and low volume road will be
minimised to direct budget to value for money outcomes elsewhere. Increasing
roughness on local and low volume roads is expected.

Crack sealing can be an effective short term method of keeping water out of
pavements. It however can be “not pretty” and generates complaints. Excessive
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8.1.7

use can create issues for cyclists and motorcyclists. It is an Opex expense so
generally is underfunded and cracks left open for water to get through into
pavements. Demand would be reduced by an improved resurfacing programme.

Surfacing Renewal

Historically Nelson has resurfaced between 3.7 and 8.1% of roads as shown in
figure 8-2-15. A low portion was surfaced in 2022/23 due to contract changes and
is expected to be rectified in 2023/24. The trend is a decreasing surface rate due to
increasing costs and inadequate budget increases. To achieve good lifecycle and to
keep SCI at current level modelling suggests at least 6.7% of roads should be
resurfaced annually. This is less than the GS suggestion of 9% resurfacing and 2%

rehabilitations per year. The Modelling report is attached in Appendix G.
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Figure 8-2-15: Historical Surfacing Trends

As shown in figure 8-2-16 chipseal typically lasts longer on Nelson roads than
elsewhere in the country. Nelson has good chip materials and low speed and little
heavy traffic on most chipsealed roads hence good longevity. There are however
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some data issues that might be showing this better than reality, so programming is

continuing to use theoretical lives while the data is validated. Changing traffic
composition, ebuses and electric vehicles may change this in the future.
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Qc Chipseal resurfacing average life achieved, four year average to
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Figure8-2-16:Chipseal resurfacing average life achieved four year average
to 2021/22

As shown below in figure 8-2-17 asphalt surfaces are not getting the life span
expected on Nelson roads. Asphalt costs about 10 times more than chipseal so
renewing these frequently affects the resurfacing programme and puts all roads at
risk due to deferred programmes. Reasons for premature asphalt failure have been
investigated and include a combination of inadequate maintenance (crack sealing,
rejuvenation treatment), inadequate drainage, poor pavement strength,
inappropriate material selection, construction methodology or design. Poor
pavement strength (curvature >0.2) is the main reason.

Figure 8-2-17: Asphalt Resurfacing average life achieved four year

m Asphalt resurfacing average life achieved, four year average to 2022/23
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average to 2021/22

Modelling shows that the Open scenario (budget to match demand) is most
effective at reducing the current surface age profile. The High scenario (option 3)
however also has an impact (but slower to achieve). The Age profile continues to
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8.1.8

Surface Age (Yrs)

get longer in the short term with the current (Amp option 1) and low (AMP option
2) scenario. These are shown in figure 8-2-18. The dotted line represents the
90%ile for each option.

Figure 8-2-18: Model Predicted Surface Age for different Budget Scenario
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Surface condition follows a similar profile as surface age for the modelled scenario,
as shown in figure 8-2-19. It will take approximately 10 years to slow the decline in
surface condition with the current scenario (AMP option 1). The low scenario (AMP
option 2) will continue to see deteriorating surfaces. Only the Open option
(unlimited budget to match demand) improves surface condition in the short term.
AMP option 3 - high scenario improves the condition in time. The dotted line
represents the 90%ile for each scenario.
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Figure 8-2-19: Model predicted SCI for different budget scenario

Surfacing Renewal ranking criteria

Condition data, maintenance data and the maintenance pool are used to inform the
forward works programme through Junoviewer modelling then validation on site.
Surfaces are generally replaced like for like except where high stresses and traffic
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8.1.9
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loadings can justify new asphalt, or chipseal is a consistent and adequate surface
for a local street or low volume road that has previously been asphalt. Resurfacing
is prioritised by ONRC/ONF, condition and resilience risks.

Surfacing - Summary of future renewal costs

Option 3 (high) is higher cost than previously budgeted as shown in figure 8-2-20
against the asset renewal demand. This has become especially demanded since the
2022 flood damage and introduction of ebuses.

Asphalt is estimated to be contributing a $2M per year impact on the resurfacing
programme. Changing to chipseal where possible will reduce this demand.

Main Road Stoke and Bolt Road will need rehabilitation within 10 years because the
layers of chipseal are unstable requiring milling and new basecourse preparation for
a chipseal. This could then encounter coal tar disposal issues as well. Further sites
are expected to be identified due to the age of the network.

The predicted 30year programme vs budget is shown in figure 8-2-20. Option 3
(preferred) budget best matches the forecast demand so best addresses the
resilience/maintenance problem for the network. The unfunded demand are sites
where theoretically the resurfacing date has passed. These sites are being identified
into the forward works programme and addressed.
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Figure 8-2-20: Surface Renewal Forecasts

The detailed Forward Works plan for 2024-27 is included in Appendix D but is
subject to change as monitoring data updated the programme.
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8.1.10

8.1.11

8.1.12

8.1.13

8.1.14

Surfacing - Acquisitions

Acquisition is primarily from subdivisions at a rate of 0.5km t o 2km per year.
These increase operating and maintenance costs and future renewal costs.
Typically, these are local roads with low demands.

Priority bus lanes are proposed through the NFAS in approximately year 10. These
will widen Waimea Road, and Rutherford Street surfaces by a lane width.

Road humps, (speed humps and raised safety platforms are proposed through the
capital works programme to address road safety. These will become new assets.
Planned acquisitions through project works are detailed in the LCLR and Major
projects section.

Asphalt surface designs rely on good pavement strength. Where this is poor and
asphalt is required additional asphalt depth is required. This becomes a new
pavement asset through the surfacing programme.

Surfacing - Disposal

Road surfaces will be reallocated to cycleways and footpaths through road space
reallocation over time.

There are no other disposal plans for surfaces.

Surfacing - Preferred Programme

Option A has been funded through the long term plan, however NZTA funding does
not fund the full renewal programme. Further evidence and analysis are required to
reapply for funding at a later date.

Surfacing - Procurement

Resurfacing and pavement maintenance is included in the Road Maintenance
contract let in 2022 with a minimum review period of 5 years. As the forward works
programme matures, forecasting and data confidence improve it is expected the
next maintenance contract can be tailored more closely to the FWP and pavement
needs.

As improvement projects are entwined with renewals more surfacing works could
be delivered by project procurement. This increases the demand to have a forward
works plan for pavements, and good management strategy to ensure a ready and
well resourced supplier market and value for money outcomes.

There is a new asphalt plant in Nelson. Having a second supplier will assist with
procurement options and resourcing of the surfacing programme in the future.

Surfacing - Risks

Refer also section 8.2 for pavement and surfacing risks.
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8.1.15

Surfacing - Improvement Register

Ref Im;_)rovement R.E e Who Current Status Timeframe Cost
Action Pillar
S1 RAMM data Systems | NCC/Maintenance |REG Score improved Ongoing Staff time
improvement contractor (include | from 68-95 but age
in future and life data requires
contracts) improvement and
validation on site
S2 Develop a Pavement Systems NCC underway - first

Management
Strategy and
Forward Works
Programme

NDOCS-1833911234-1388

10year programme
included in the 2024
AMP
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8.2 Pavements

The following section shows how the preferred programme affects the pavement
assets. Surfacing has been considered separately in section 8.1 but they are co-
dependent.

PAVEMENT STRUCTURE

Surface course

Subbase course l /
Base course

B

subgrade

8.2.1 Pavements - Physical parameters

The assets covered by this Asset Management Plan are shown section 2. Transport
Assets and Services Register.

The recorded age profile of the pavement assets are shown in figure 8-3-1 below.
The challenge with pavement assets is the unknown hence confidence in data is
poor. Council logs trenches when possible and records the data in RAMM to update
pavement records. Test pits are also an option but are expensive because of the
TMP and excavation work involved. Without a programme of validating pavement
data these remain as buried surprises as shown in figure 8-3-2 below where the
trench reveals clay over river run material under the seal layers.
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Figure 8-3-1: Age Profile of Pavements
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8.2.2

Figure 8-3-2: Clay pavement Iayerbelow the seal layer is revealed in a
utilities trench (Riverside Drive)

Granular pavements are valued for an 80 year lifespan, and structural asphalt
pavements are given a lifespan of 40years unless specific details are available from
detailed design.

Pavements - Pavement Condition

Condition is currently monitored through 2 yearly High Speed Data collection. MSD
was done in 2021 with a subsequent FWD test on the worst 15% of the network.
Future MSD/FWD testing is required to monitor pavement strength deterioration.

Pavement Condition surveys are now being undertaken on 100% of sealed roads to
inform the assessments. The methodology is expected to change with the
introduction of the consistent data collection framework, and use of Al is being
investigated.

Nelson pavement condition is lower than the national average and our peer group.
Pavement Condition affects surface condition, surface longevity and selection of
surfacing materials. Pavement condition compared nationally is shown in figure 8-
3-3.
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Figure 8-3-3: Pavement Condition Index (Te Ringa Maimoa 2021-22)

This shows an improvement in pavement condition which is a result of data
improvement not condition improvement. In reality asset condition is slowly
declining with time and inadequate budgets and inadequate intervention
programme and increasing traffic demand. This is expected to show up once a
trend of good data and condition surveys is established. Condition of local roads
were impacted during the 2022 floods and heavy traffic bypassed onto these roads
from the state highway closures. Rural and other roads were impacted by flooding,
slips and heavy vehicles during the recovery works.

Nelson roads have traditionally survived with little pavement works because the
traffic is predominantly cars and light commercials. This has changed with the
introduction of ebuses in 2023 and there has been an exponential increase in
pavement failures. The rate of failures has been too quick to have condition data.
This will be collected in 2024.

Structural Pavement Modelling shows expecting remaining life of pavement assets.
This did not model the whole network and did not include the new bus routes. New
MSD/FWD and modelling would be required to benchmark these. Site validation,
and economic assessment is required to confirm the structural model outcomes.
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pavement rehabilitation budget estimates from strucutral modelling
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Figure 8-3-6: Estimated budget requirements for structural rehabilitation
of pavements
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Figure 8-3-7: Pavement deterioration
8.2.3 Pavements - Link to Strategic Case

The activities have been considered according to their degree of alignment with
problem statements and strategic priority. These help shape the programme
options and delivery of the national, regional and local priorities.
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Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 4 2 1 3

programme

Options for surfacing to deliver the preferred outcomes from the strategic case are:
Option A: the “current” budget scenario from the Modelling report

Option B: retain 2021LTP budgets and programme works within these budgets -
lower than the “low” scenario in the modelling report

Option C: the “high” budget scenario from the modelling report

1: Network Resilience / Road Maintenance: Investment in road pavements is
aligned with the GPS for maintenance and resilience. Nelson’s road pavements are
not resilient: old, built to old standards, designed for low traffic volumes and
suffering from inadequate resurfacing. Well planned and timely programmes will
improve network and economic resilience.

2: Safety: Pavement faults can be a risk to the safety for users. They support
trafficable surfaces and contribute to safety outcomes.

3: Congestion/Economic: Any road works on the urban network, especially regional,
arterial and collector roads are disruptive to traffic flows. The traffic volumes,
especially heavy vehicles when state highway routes are detoured onto local roads
and new bus routes create more demand on the road pavements and surfaces. Well
planned and timely programmes will have economic benefits for the assets, users
and Nelson economy. This includes minimising traffic disruptions during works,
longer lives achieved thus less maintenance and less future disruption.

Maintenance and rehabilitations can require large TMP which (temporarily and
cumulatively) compound the congestion issues experience on Nelson Roads.
Compounded across the network this can become a permanent effect. Appropriate
interventions, and future proofed pavement designs are required to reduce the
frequency of these disruptions and deliver the benefits desired.

4: Environmental Impact/Climate Change: Road pavements involve large quantities
of materials and resources. Recycling is used wherever possible in current
programmes and are planned to continue. Industry changes are being monitored
for improvement options to address PS1 but are not developed enough influence
the AMP programme at this stage. Appropriate designs and material selection and
intervention decisions are the best method to minimise these costs.

The pavement programme will consider the DAPP process, coastal inundation,
erosion and river flooding risks. Council has not consulted, or developed a future
plan for the city, so programmes will not lead changes until property impacts, and
desired outcomes are agreed. There are expected to be updates in the 2024 AMP.
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8.2.4

8.2.5

Options bespoke to pavements to deliver the preferred outcomes from the strategic
case are:

Option 1: Modelled High Scenario
Option 2: Current LTP budgets

Option 3: Modelling High scenario, plus an allowance for bus stops, and an
increasing programme of structural pavement improvements.

Pavements - Surfacing Cost Service Risk

Test Levels of Service. Cost service and risk of the options to address the problem
statement is summarised below in figure 8-3-8. Operating and maintenance is
included in the surfacing programme.

- g

Figure 8-3-8: Pavement Cost Service Risk

Option A has been funded through the long term plan, however NZTA funding does
not fund the full renewal programme. Further evidence and analysis are required to
reapply for funding at a later date.

Pavements - Gap Analysis

There is a gap between valuation lifecycle and the real life expected from
pavements. A review is required. Some roads that are not expected to have future
traffic demands could have lifespan extended to 150years or more. Other roads
with high or changing traffic loads could have lifespan less than the predicted 40-80
years. This would let the predicted lifespan for a pavement, along with condition
surveys and analysis inform the forward plan.

There is a gap in LOS expectations that the ends of the network are hit by the
storm events, are typically low volume roads and single access routes, where
access priority is focused on high volume roads and utility lifeline routes. New NZTA
guidance is expected in the 24-27 period on this matter.

Waimea Road and Main Road Stoke need to be available to be detour routes for
state highway traffic when the highway closes for emergency events. This includes
freight that is not normal on these roads. Pavement strengthening for this design
traffic is required when sites are renewed.

Pavement rehabilitation costs are expected to be higher than the valuation budget
due to the presence in Coal Tar (requiring specialised testing, on site management
and controlled disposal) and other on site specific design issues.
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8.2.6

Pavement lifespans are dependent on good surfacing (waterproofing) and drainage.
These are covered in the respective programmes.

Electric vehicles are heavier than traditional petrol/diesel vehicles and are
damaging the pavements. The complete bus network could need to be
reconstructed in the 10 year period. This would cost more than current or forecast
budgets which have been prepared before detailed data collection and analysis is
available.

Previous pavement rehabilitations have been reactive when “just in time” becomes
“just too late”. The modelling aims to identify sites for maintenance monitoring and
rehabilitation prior to failure becoming a safety concern. Inadequate funding will
prevent the improvement in pavement management.

Pavements - Operations and Maintenance

Operations include network inspections, condition surveys, and deterioration
modelling.

Maintenance includes minor to significant pavement repairs. Specific Maintenance
Operational Performance Measures are included in the contract. These are varied as
required through a governance board to deliver the LOS requirements.

Rehabilitation of all roads is not financially affordable or feasible or required. Area
wide heavy maintenance programmes will be introduced through the maintenance
management plans as shown in figure 8-3-9.

Sufficient resealing to Minimise resealing to
maintain Pavement e[S O aximise the time to next
Condition / Level of Service pavement rehabilitation
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Figure 8-3-9 Pavement and surfacing renewal strategy
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8.2.7 Pavements — Renewals

Rehabilitations for the 24-27 period will be validated in 2023/24 with site
inspections, testing and NPV calculation. Sites that do not warrant full rehabilitation
will be considered in the area wide pavement treatment programme. The draft FWP
for is given in Appendix D.

8.2.8 Pavements - Renewal ranking criteria

ONF hierarchy Condition data, and maintenance data are used to inform the
pavements forward works programme. Where there are multiple sites competing
for inadequate budget rehabilitation, or heavy maintenance budget priority is
assigned by ONF as follows:

Priority for pavement ONF Comments

rehabilitation

assessment

1 Urban M1 State Highway detour route, bus, freight route

2 Urban M2 State Highway detour route, bus, freight route
PT 1-4 Bus routes

4 Freight 1 Generally covered by M1 and M2

5 Freight 2 Generally covered by M1 and M2

6 Freight 3, 4, 5

7 Rural Resilience improvements

8 Urban M3 Generally a secondary consideration to urban

design, land use and utilities if required

9 Urban M4, M5  Unlikely to occur

Pavement Rehabilitation Priority Ranking
8.2.9 Pavements - Summary of future renewal costs

Option budgets are shown against the forecast pavement renewal demand from the
valuations and lifecycle data in figure 8-3-10. Renewal forecasts based on age
profiles exceed the budgets proposed in any option. Rehabilitation budgets are
significantly less than the renewal valuation for future years. Management of the
surfacing and pavement programmes is required to protect the pavement asset and
minimise the risk of full renewal. Further work is required to consolidate a robust
future programme including reviewing the expected life and valuation of assets and
future alignment with condition data.

New bus services and shifting traffic lanes within the road corridor to accommodate
cycle, bus and pedestrian facilities may increase the incidents of pavement failure
due to increased and shifted wheel path loads. An improved process to predict and
accommodate this in the designs is required.

Future materials and methodology for pavements is likely to change as low carbon,
low emission materials become available. These cannot be predicted and planned
yet but would be migrated into the programme as options become available.
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8.2.10

8.2.11

8.2.12

8.2.13
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Figure 8-3-10: Pavement Renewal Forecasts
Pavements - Acquisitions

Acquisition is primarily from subdivisions at a rate of 0.5km t o 2km per year.
These increase operating and maintenance costs and future renewal costs.
Typically, these are local roads with low demands.

Utility upgrades can result in renewal of pavements and surfaces being vested with
transport. Improved processes are seeking to captured as built data in RAMM for
significant works.

Priority bus lanes are proposed through the NFAS in approximately year 10. These
are expected to widen sections of Waimea Road, and Rutherford Street pavements
up to lane width.

Pavements - Disposals

Road pavements and surfaces may be divested to cycleways and footpaths through
road space reallocation over time.

There are no other disposal plans for pavements.

Pavements - Preferred Programme

The preferred programme is option 3, an increase in the renewal budgets to suit
approved rehabilitation and area wide heavy maintenance programmes. Financial
summary is included in section 1.

Pavements - Procurement

Resurfacing and pavement maintenance is included in the Road Maintenance
contract let in 2022 with a minimum review period of 5 years. As the forward works
programme matures, forecasting and data confidence improve it is expected the

NDOCS-1833911234-1388 Page 99 of 344



next maintenance contract can be tailored more closely to the FWP and pavement

needs.

As improvement projects are entwined with renewals it is expected more pavement
works will be delivered by project procurement. This increases the demand to have
a forward works plan for pavements, and good management strategy.

There are now 2 asphalt plants in Nelson. Most pavement renewals are expected to
be structural asphalt on arterial roads so the new supplier will be available to price
for structural asphalt pavement works.

8.2.14

Pavements - Risks

Risks specific to the surfacing activity are:

Risks - Sealed Pavements

Identification

Analysis: Residual Risk

[}
O | g *E‘ Respon
o 8 ¥ _ | see.g.
- - : w
EVCRT Consequ Existing = g 23 Accept, | Treatments
ence Controls | 9| 99 | Reduce
(7] ~ 1=
c | = = , Share
o| | 3
(&) O
Deliver testing,
investigations and
Heavy vehicle Heavy . maintenance programme.
Road - High
pavement - maintenance of | 3 | 5 Reduce | Structural ac pavement
failure ) (15) : :
damage failures designs on arterial routes
Consider a pavement
strengthening programme
Consider all options
minimising excavation and
Managem pay management and
Coat Tar e.“t and Avoid . 3|5 High Accept | disposal costs when
disposal excavation (15) X )
costs required ($170/t landfill
cost, plus approx $45/t
handling cost
significant
pavement
failure occurs
before the
current testing
and Maintenance Deliver investigation,
investigation Road High testing, data improvement,
- programme 4 | 3 Reduce -
programme can | failure : (12) maintenance and renewal
. implemented
determine a programmes
strategy to
maintain and
renew
pavements and
surfacing.
Water ingress Drainage Improvement plan to better
causing Road maintenanceren High link drainage and pavement
- 4 | 3 Reduce .
pavement failure ewal and (12) maintenance. More
failure improvement surfacing.
the programme
to maintain and Reduce LOS to Deliver investigation,
renew the Lower fit within 3| a4 High Reduce testing, data improvement,
pavements LOS budget (12) maintenance and renewal
exceeds current constraints programmes
and future
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budget

availability
Unplanned Impact
closure of .
) on Port Investigate pavement
Vickerman . . - A
. and Maintenance High | Reduce, | failures, plan rehabilitation,
Street - Single S . i
shipping programme (12) Share investigate emergency
access road to . .
operation routes with Port Nelson
port (ONRC - s
Regional)
the programme
to maintain and
renew the Reduce LOS to Deliver investigation,
pavements Lower fit within High Reduce testing, data improvement,
exceeds current | LOS budget (12) maintenance and renewal
and future constraints programmes
budget
availability
Include
Land resurfacing/pavement
New subdivision . repairs in the development
development Medi I .
roads do not Road ; contributions policy and
: . - manual design um Share } -
achieve design failure s calculations to intervene
. and liability (9) .
life. during/ post second (house)
standards -
building stage of new
subdivision developments
asphalt
surfacing has . . Deliver investigation,
shortened life Road Maintenance Medi testing, data improvement,
: programme um Reduce ;
span due to failure : maintenance and renewal
implemented (9)
poor pavement programmes
integrity.
mcrease'd Ch'p Public - Medi .
resurfacing is . Communication Manage with
. complaint um Accept A
not publicly S Communications
s (10)
acceptable.
Poor quality of
road
reinstatement
work by utility
operators such
as trench edges The conditions
in high stress and bond
areas such as associated with Medi . .
wheel paths or Rc_)ad the road um Share Manage W'th Road Opening
failure - . Permit conditions
close to kerbs, opening permit (6)
trench minimise this
settlement and risk
cracking
allowing water
to enter the
pavement
layers below.
Large trenches
with high The conditions
_qual|ty back fill and b_ond . Improvement plan to better
in poor associated with . . : S .
Road High link major utilities projects
subgrades . the road Reduce
failure - . (12) and pavement renewal and
where opening permit .
. . L . maintenance works
differential minimise this
settlement can risk
then occur.
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Resurfacing . . -
- . . . Deliver investigation,
without major Maintenance Medi . .
. ) Road testing, data improvement,
dig outs to fix - programme 3|3 um Reduce .
failure ; maintenance and renewal
road pavement implemented (9)
. programmes
issues.
Precedence of
AC subdivision Public I Medi .
- . Communication Manage with
roads setting complaint 1|5 um Accept R
S communications
customer s (5)
expectations.
Maintenance Medi Deliver maintenance
Inadequate Road
. - programme 3 3 um Reduce | programme and pavement
maintenance failure ; ;
implemented (9) improvement programme
8.2.15 Pavements - Improvement Register
Ref :\m[:rovement REG Pillar Who Current Status Timeframe |Cost
ction
P1 Pavements data Evidence NCC 1%t modelling run Ongoing Approx $25k per
collection and completed. Further data year plus staff time
assessment improvement required
to inform next run.
P2 Develop a Systems NCC underway - first Ongoing Staff time
Pavement programme included in
Management the 2024 AMP
Strategy and
Forward Works
Programme
P3 Test pit pavements |Evidence NCC done but ongoing to Ongoing Approx $20k per
to determine if embed. Rates in new year for test pits
there is a mtce contract and and trench logs
pavement, depth working with plus staff time
and material projects/utilities to
problem. identify opportunities.
Further work required
to use this data to
undate the pavement
details and inform the
FWP modelling
P4 Update traffic Evidence NCC/traffic |To inform new contract |2023/24 Approx $50k
counting counting tender in 2023
programme and contractor
estimates
P5 Establish a five Evidence NCC Complete, pending WK | ongoing $80k per year
year high speed consistent data
data and FWD collection programme
testing contract advise
Prediction and System Am and Not started TBC Staff time and site
intervention design specific project
planning of teams costs
pavement issues
resulting from
shifting lanes
P6 ADMS data Systems NCC To suit ADMS roll out Approx. Staff time
standardisation 2026
project
P7 RAMM data from Evidence Asset QA processes being ongoing Staff time
major utility Engineer updated. Underway,
upgrades and project | Little Go recorded,
managers Hastings Street and St
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Improvement

Ref . REG Pillar Who Current Status Timeframe |Cost
Action
Vincent Street being
pursued.
P8 Review pavement Evidence Asset Not started Prior to 2024 | Staff time
life and valuation Engineer revaluation
based on and
condition/demand. Valuation
Review pavement Accountant
valuation
P9 Include Evidence Asset Not Started After Staff time
roundabouts in the Engineer roundabout
pavement NAMS upgrades
worksheets for
pavements
P10 |[Employ an Resources NCC New staff and contracts | Complete

experienced
roading engineer,
or invest in training
of existing staff

with external advisors
for pavement

deterioration modelling.
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8.3

8.3.1

8.3.2

8.3.3

8.3.4

8.3.5

Unsealed

The following section shows how the preferred programme affects the unsealed
roads.

Unsealed - Physical parameters

The assets covered by this Asset Management Plan are shown section 2. Transport
Assets and Services Register. Unsealed roads are included in the pavement
valuation.

The construction date and age profile of unsealed roads is yet to be updated where
roads have been rebuilt post 2022 flood event.

Unsealed - Asset condition

Roads are graded and gravelled as required so the condition is generally average.
Unsealed roads can be affected by weather events resulting in road closures and
isolated communities.

Condition of unsealed roads is not formally measured. Assessment would enable
better management of the assets.

Unsealed - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 2 1

programme

Maintenance is required to provide resilience of the unsealed network to provide
safe access to ends of the network, including resilience improvements and reactive
maintenance to address climate change impacts.

Unsealed - Surfacing Cost Service Risk

Sealing the unsealed network has been assessed and is not economically viable at
this time. Maintaining the current network remains the preferred option.

Unsealed - Gap Analysis

The unsealed roads are subject to washouts, slips and flooding during storm
events. Drainage works to mitigate some of these risks are considered in the
drainage and resilience improvement programmes.

The unsealed roads are at the extremes of the network requiring long journey times
for maintenance and grading. Costs currently exceed budget. LOS will need to be
reduced if budgets are retained or reduced.

Demand for sealing roads from subdivision development accessing unsealed roads
is currently low and assessed on a case by case application. Trigger and
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development contribution cost apportionment of sealing as a result of user demand

has not yet been determined.

8.3.6 Unsealed - Operations and Maintenance
Inspection and maintenance aims to provide a stable LOS and resilience for
unsealed roads.
Aniseed Valley Road is maintained by the Tasman District Council road maintenance
contractor to the Tasman unsealed road LOS.
8.3.7 Unsealed - Renewals
Renewal programme is limited to spreading replacement gravels. Pavement
reconstructions have not yet been considered.
8.3.8 Unsealed - Renewal ranking criteria
TBC.
8.3.9 Unsealed - Summary of future renewal costs
Unsealed roads are currently estimated to need renewal in 2037-40 based on
existing construction date and useful life data. This is shown in figure 8-4-3. Low
confidence in this data means these have not been adopted as programmed in
favour of an ongoing staged renewal plan.
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Figure 8-4-3: Unsealed Pavement Renewal Forecasts
8.3.10 Unsealed - Acquisitions

There are no plans to acquire more unsealed roads.
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8.3.11

Unsealed - Disposals

Unsealed roads have low user numbers but enough economic activity to retain as
public assets. Definition of the end point of some rural roads requires review. Roads
that taper to 1 user could be divested to the landowner either as land transfer, if
road is unlikely to ever ben needed, or formation deemed a driveway. Locations are
identified in the property section. These options require further assessment and
consultation before they can be considered further.

8.3.12 Unsealed - Preferred Programme
The preferred programme is to continue maintaining unsealed roads to a consistent
LOS, including spreading new gravels.
8.3.13 Unsealed - Procurement
Unsealed pavement maintenance is included in the Road Maintenance contract let
in 2022 with a minimum review period of 5 years. Aniseed Valley Road
maintenance will be directly appointed to the Tasman road maintenance contractor.
8.3.14 Unsealed - Risks
Risks — Unsealed pavements
Identification Analysis: Residual Risk
o - X Response
| 8| ®= e.g.
Event Consequence Existing g_ £ o g’ Accept, | Treatments
Description a Controls 0 ) 0 e Reduce,
e | = = Share
o | - =
(&) (O]
Ex city
residents that
move to the
country Public I Medium Manage with
without complaints Communications | 2 | 5 (10) Accept Communications
realising the
impact of
unsealed roads
Forestry Forestry
harvest management is
vehicles can . returning to the
Maintenance .
damage low . Medium Parks team
Road failure programme 2 | 3 Share A
strength ; (6) which is
implemented
unsealed roads expected to
in a very short improve sector
space of time. communications;
Crash risk Road S".‘fety
. . promotion
associated with
- programme to
unfamiliar deli
. . eliver
drivers/tourism N
and Traffic signs and High communications,
. Crashes . 4 | 3 Reduce network panning
recreational markings (12) - -
to identify
users eg
- treatment and
accessing walk
: management
and mountain options. speed
bike tracks; P > SP
reductions

NDOCS-1833911234-1388

Page 106 of 344




8.3.15

Unsealed - Improvement Register

REG

Current

Ref | Improvement Action Pillar Who Status Timeframe | Cost
U1l |As built pavement Evidence |AM and TBC ASAP Staff time
reconstructions in RAMM for Operations
2022 flood event works, if any
U2 |Start a condition assessment Evidence |AM and Some old |Pending Est $10k per
programme for unsealed roads Operations | historical |budget year plus staff
data time
U3 |Update construction date and Evidence |AM and Not 2024-27 Staff time
lives Operations | started
U4 |Determine pavement and Evidence |AM and Not 2024-27 Staff time. Could
formation rehabilitation needs Operations | started result in
pavement
renewal
programme
U5 |Determine growth and demand |System |AM and Not TBC TBC
for development contributions planning started
towards future sealing of
unsealed roads
U6 |Investigate divesting unsealed Decision |AM and Not TBC TBC
roads to adjoining landowners making |planning started
and
comms
U7 |Review carbon emissions, VFM Evidence | NCC ops Not 2024-27 Staff time
and resilience for unsealed road and AM started
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8.4

8.4.1

Drainage

The following section shows how the preferred programme affects the drainage
assets and services.

Drainage - Physical parameters

The assets covered by this Asset Management Plan are shown section 2. Transport
Assets and Services Register and includes kerbs, surface water channels, culverts
including inlets and outlets, subsoil drains, sumps and sump laterals.

The programme also includes road sweeping/sump cleaning to minimise materials
into the stormwater system, freshwater and coastal receiving environments.
Sweeping is also done to remove glass (etc) and slippery material off the roads and
paths and leaf matter in autumn to prevent the sumps becoming blocked. The city
centre receives a higher LOS for Main streets and Civic Places for road and footpath

cleaning.

The age profile of the assets, (drainage, subsoil drains, kerbs and side drains) are
shown in figure 8-5-1 below. All figure values are shown in current day dollars.

56,000,000
55,000,000
54.000,000

£3.000,000

52,000,000

51,000,000

1922
1933 -
1944
1966
1977
1988
1099
2010
2021

Ire]
@

1900
1911 4

. Total Replacement Cost (CRC)

Figure 8-5-1: Age Profile of Drainage Assets

Drainage assets are assumed to have a lifespan between 50-100 years, however
the quantity and age data is variable quality. Construction dates have been
assumed where missing based off surrounding asset age and type. Some data is
still known to be missing.
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8.4.2 Drainage - Asset condition

Drainage asset condition is generally known and good to average. The condition of
some culverts was downgraded to poor due to their capacity performance during
the 2022 (and prior) flood events, figure 8-5-2. The bulk of poor condition drainage
assets are on ONF rural roads, which also was reflected in the locations of most
damage during the 2022 flood events, figure 8-5-3. Culverts that did not cope in
the August 2022 flood event have been downgraded to poor condition eg Cable Bay
Road, Glen Road, Woodford, Bridgewater, Little Todd.

Condition Trend

50%

L —
a0 e ———

e /—/”;&’\\ _--"'"l\__
%

201718 201818 201920 2020121 021722 02223
@Exellent @Good @ Average @ Foor @ VeryFoor @ Mot Specified

Figure 8-5-2: Drainage condition over time by ONF - Te Ringa Maimoa
2022/23

Urban Rural

q

Figure 8-5-3: Condition of Drainage Assets by ONF Urban and Rural
Classifications — Te Ringa Maimoa 2022/23
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8.4.3

8.4.4

The condition of surface water channels (kerbs and side drains) is not well known
as shown in figure 8-5-4 below. Most rural side drains are not recorded in either
RAMM or Councils GIS system. Some have a duel function of being a land drain, eg
Glen Road.

Storm Water Channels

Conditions:

® Excellent ® Good ® Average ® Poor @ Very Poor @ Mot Specified

Figure 8-5-4:Condition of drainage Assets

Drainage - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 2 3 1

programme

Drainage is critical for the resilience of the pavement and surface assets; ie;
resilience of access routes for the customers. These are key factors of PS 3 -
resilience. Drainage is also the controlled activity to improve freshwater outcomes
to meet the NPSFW so contributes contributing to PS1, but is also a factor in
adaption, mitigation and resilience solutions for PS1. The drainage activity provides
small contribution to PS2 Safety.

Option 1: increased maintenance and renewal of drainage assets for capacity where
required including more subsoil drains.

Option 2: retain 2021 LTP budgets and reduced LOS to suit.

Option 3: option 1 plus more unsubsidised budget for management of land drains
adjacent to roads and a future freshwater improvement programme.

Drainage - Cost Service Risk

Test Levels of Service. Cost service and risk of the options to address the problem
statement is summarised below in figure 8-5-5 and 8-5-6.
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8.4.5

Figure 8-5-5: Drainage Maintenance Cost Service Risk

=

=

Figure 8-5-6: Drainage Renewals Cost Service Risk

Option 2 has been funded through the LTP for operation and maintenance and
option 1 has been funded for renewals.

Drainage - Gap Analysis

The 2021-24 renewal programme could not be completed within budget, resulting
in deferred works. Estimates and tendered costs are exceeding the valuation
forecasts to complete the same amount of work. This is contributing to the
resilience and maintenance problem.

Material from sweeping and sump cleaning operations cannot be disposed of at
contractors cleanfill sites from 2023. This is adding $260/tonne for landfill disposal
fees. 1000tonnes of material were dumped in 2023/24. Leaf material goes to a
composting facility when it can be separated from gravel and litter materials. If
budgets are not increased the sweeping programme will need to be halved to
remain within budget.

Kerbs are generally in good condition, however renewal is sometimes required to
improve the footpath asset. This is included in the footpath programme.

Sump laterals, owned as transport assets form part of the urban drainage network.
There are inadequate condition assessments to understand their contribution to
resilience, or maintenance or renewal requirements.

Management of flood flows in the urban area is an ongoing resilience problem.
Upgrading culverts, or managing secondary flow paths, access and safety are
required for value for money while addressing the resilience and climate change
problems.

2022-23 customer survey results show increased priority on drainage and clearing
drains. This is expected to be a result of the 2022 flood event. Funding will not
however deliver improved services. A reduction is required to remain within budget.
Customer satisfaction is expected to reduce.
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Photo Orphanage Creek in flood August 2022 at Woodford Land culvert

Resilience improvements on Cable Bay Road can be justified by NPV, however exact
scope and scale needs further investigation to determine the best value for money
interventions. Investigation is proposed through optionl (WC151) in the first 3 year
period to scope works for later in the 10 year period. Drainage work on private
property above the road could be part of the solution and requires negotiation with
the affected landowners which also requires time. Enner Glynn Road requires
investigation jointly with flood protection team to keep the river in its banks and
not scour the road as a detour before being committed to a programme.

Harley Street timber kerbs are recognised by Heritage New Zealand as some of the
last remaining original examples of timber kerbs and predate 1900. A solution to
renew the footpaths and retain the kerbs is a gap that is not yet resolved.

Drainage for resilience of the Railway Reserve at Bishopdale requires investigation
before it can be programmed. Some of the old railway formation is slowly slipping,
and other areas have poor connections between hillside drainage and the
reticulation system resulting in capacity issues alongside the cyclepath that impact
the path. The land is owned by NZTA.

Where a drainage activity is not eligible for NLTF it is included in the unsubsidised
programme. This includes drainage to manage water on road reserve outside the
formed area, and control of road water run off where it can be proven to be
impacting adjacent private properties and land drains. Because Council is a Unitary
authority, and the urban drainage catchment does not cover rural areas these fall in
a gap that would normally be covered by a Regional Council. It is appropriate that
transport manages these when they are adjacent to a road.
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8.4.6

8.4.7

8.4.8

8.4.9

Drainage - Operations and Maintenance

Maintenance includes street sweeping, sump cleaning, side drain and culvert
clearing to maintain drainage network capacity. Specific Maintenance Operational
Performance Measures are included in the contract based on the RIMS Road
Assessment Fault Assessment Guidelines. These are varied as required through a
governance board to deliver the LOS requirements. These are currently based on
ONRC road classifications.

Sweeping and sump cleaning costs have risen and this is affecting the delivery of
environment safety and resilience outcomes. Differential LOS will be used to
manage the risks across the network within budgets. 30% of the sweeping cost for
state highways is planned to be charged directly to highways locally.

Fish passage has been set up in road culverts through the Councils environmental
team. The most efficient team to inspect and maintain these are the transport team
through routine drainage inspections and maintenance. A budget has been included
in option 1 and option 3. New culverts also need fish passage included in the
designs to improve environmental outcomes.

Drainage - Renewals

Most drainage assets have acceptable condition. Capacity is however inadequate
(proved by 2011, 2018, and 2022 flood events) and many are at the end of their
theoretical useful live before the end of the 10 year AMP period. A renewal
programme is proposed with option 1 to renew under capacity culverts and
associate drainage assets (intakes, overland secondary flow path, flume outlets) to
reduce resilience risks, and minimise drainage maintenance costs into the future.

Good drainage can improve the lifespan of pavements. Pavements are more
expensive to maintain and renew. Subsoils are planned through drainage renewals
for maintenance and resilience benefits.

Konini Street is planned for kerb and sump renewals, in conjunction with the
utilities stormwater upgrade.

Little Todd Valley Road washed out in 2011, 2021, 2022 and minor damage in
2023. Washed out material lands under the state highway culvert and causes
flooding that blocks the highway in major events. $300k for drainage renewals and
secondary flow path improvements is included in optionl and has a positive NPV
compared to ongoing flood damage repairs. This included in the WC341
programme, minor works as a resilience improvement.

Drainage - Renewal ranking criteria

Renewal Ranking will be assessed off NPV considering condition, flood damage
costs/risks, and degree the culvert is under capacity from catchment calculations.

Drainage - Summary of future renewal costs

Designing new culverts to meet the updated Q100 flood capacity will future proof
the drainage assets for their predicted lifespan.
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8.4.10

Future urban drainage sump renewals will need to have deeper sump traps to
improve the freshwater quality outcomes to meet the NPSFW rules. These would
replace the need for sump filters.

The detailed Forward Works plan for 2024-27 is included in Appendix D.
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Figure 8-5-7:Drainage Renewal Forecasts - option 1

All figure values are shown in current day dollars. The spike in costs in years 2 and
3 for option 2 (from 2021 LTP) and year 9 for option 3 is the sump filter
programme. The unfunded renewals in year 1 require investigation and will be
included into the future programmes.

Drainage - Acquisitions

Acquisition is primarily from subdivisions at a rate of 1-4km of new kerbs and
associated sumps per year. Drainage asset acquisition is expected to increase with
raised platforms being the preferred safety intervention on the road network. More
sumps and covered kerb and channel are required to manage interrupted surface
water flows. These increase operating and maintenance costs and future renewal
costs. Occasionally assets are identified through utilities and transferred where
appropriate.

Water draining off roads can be a nuisance on adjoining private property. An
unsubsidised budget of $100k is has been adequate manage requests where this
nuisance is intolerable. It is managed reactively to install new drainage or surface
water channels and these then become part of the subsidised programme to
maintain.

Drainage programme includes new investment in subsoil drainage where this is the
lowest whole of life cost solution for a pavement site.
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A resilience programme is planned to address sites impacted by the 2022 flood
events. These could result in new drainage assets.

8.4.11

Drainage - Disposals

There are no disposal plans for drainage assets but occasionally assets are
identified for transfer to utilities where appropriate.

8.4.12

Drainage - Preferred Programme

Option 2 has been funded through the LTP for operation and maintenance and
option 1 has been funded for renewals. The renewal programme is shown in
Appendix E.

Reduced frequency of sweeping and sump cleaning will be delivered with increased
monitoring to keep planned services within budget and assess the cumulative risk
to resilience from flooding, environmental outcomes, or financial resilience of this

approach.

8.4.13

Drainage - Procurement

Services are delivered through current maintenance and sweeping contracts.

8.4.14

Drainage - Risks

Risks for the drainage assets typically appear through the emergency response and
pavement activities:

Risks - Drainage

Identification Analysis: Residual Risk
[}
g = i Response
5 8 % _ e.g.
Event Consequence Existing g_ < = g Accept, Treatments
Description q Controls 9|9 09 Reduce,
2| x < Share
o | =
o O
Global
New or Consent,
increased Increased sump filter Utilities programme to
controls to demand for programme High ) S Prog
- : e 3 5 Manage investigate SW treatment
meet new time cost and identified, (15) obtions
freshwater quality fish passage P
guidelines through
culverts
Poor
network Coordination with
resilience in Emeraenc Stormwater Utilities to
storm events gency . understand, map and
Unplanned response Medium
due to road closures lan 3 3 (9) Reduce manage secondary flow
surface ipm lemented paths. Unsubsidised
flooding or P programme of drainage
the road improvements on roads.
network
Reduced Coordination with
structural Emergency Stormwater Utilities to
integrity of Unplanned response Medium
3 3 Reduce understand, map and
the road road closures plan (9) manaage secondary flow
berms banks implemented 9 cary
and paths. Unsubsidised
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structures
due to
uncontrolled
surface
water run off

programme of drainage
improvements on roads.

Poor data for

increased risk
of storm water
pollution

secondary
flow paths,
affecting
surfacing Coordination with
and Emergency P
. Stormwater Utilities to
pavement Unplanned response Medium
. 3 3 Reduce understand, map and
maintenance | road closures plan (9)
' manage secondary flow
and implemented
) . paths.
integrity,
and
emergency
traffic
management
Downstream
flooding,
Inadequate pavement !Dralnage High Resilience investigations
road damage and improvement | 3 4 Reduce
. . (12) and programme.
drainage increased works
maintenance
costs
Downstream
flooding,
pavement Improvement item to
damage, .
. Maintenance . collect data on all
Inadequate increased Medium .
. : and renewal 313 Reduce drainage. Improve preseal
maintenance | maintenance (9) -
costs programme drainage and shoulder

mtce programmes

Refer also section 10 for risk register.

8.4.15 Drainage - Improvement Register

ID |(Description REG Pillar Who Current Status Timeframe |Cost

D1 |Improved drainage asset |Evidence Transport |Urban drainage June 2023, |Staff
data quality and age done for 3waters. for 2024-27 |time
records. SWC and drainage |AMP

data requires review
and gaps filled.

D2 |Improve condition Evidence AM and TBC management TBC TBC
knowledge of pipework operations |plan with utilities
connected to sumps, CCTV and flood
for condition, and protection
clearance.

D3 |Map the secondary flow Evidence Transport |Available through 2024-27 Staff
paths to inform and flood models time
emergency traffic utilities
management and
pavement programmes.

D4 |Consult and begin DAPP Communicate |Climate Consultation to start | Nelson Plan
climate change change in 2023/24 consultation
management process. and

planning
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8.5

8.5.1

8.5.2

Structures - Walls

The following section shows how the preferred programme affects the retaining wall
assets. It needs to be noted that not all walls are eligible for NZTA co-funding.

Structures - Walls - Physical parameters

The assets covered by this Asset Management Plan are shown section 2 - Transport
Assets and Services Register. Managing retaining walls on roads means an interest
in the Councils structures but also awareness of private structures on legal road,
and stability of unsupported banks.

The age profile of the assets, (Council retaining walls) are shown in figure 8-6-1
below. There is noted to be some misalignment between valuations and RAMM data
which needs to be reviewed. Rock rip rap protection between road or paths and
rivers and streams is not generally captured in the valuations. However there is an
increasing quantity of this, especially post the August 2022 storm event so capture
may need to be reviewed.

- . I ! I l : i : ‘ ‘ ‘ | I-II-III--I‘I n II
il ] i 3 E & i il 3 i g 2 5

Figure8-6-1: Age Profile of Retaining Wall Assets

2020

Walls are assumed to have a useful life between 30 and 100 years This needs to be
reviewed with the latest condition assessments.

Structures - Walls - Asset condition

Councils retaining walls asset condition is generally known and in good condition,
there is however demand for an ongoing renewal programme to sustain this
general condition. Principal condition assessments (6 yearly) reporting will be
complete in 2023/24. Initial reporting is shown in figure 8-6-2 below. Walls in Cable
Bay Maori Road and Arrow Street were affected by the 2022 floods are shown as 0-
5 remaining life, affecting the resilience of these roads.
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Figure8-6-2: Condition of retaining wall Assets (from 22/23 principal
inspections)
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8.5.3

8.5.4

8.5.5

Structures — Walls - Link to Strategic Case

Problem Environmental Safety | Network Resilience/ | Congestion/

Statement Impact/ Climate Road Maintenance Economic
Change

Priority for

this 3 2 1

programme

In Nelsons steep hillsides retaining walls are critical to the resilience of the road and
other lifeline utility assets that are buried within the road reserve and rely on roads
to access critical assets.

Option 1: updated renewal programme, includes works planned and deferred from
21-24, include more bank stability and resilience improvements in later years

Option 2: retain 2021 LTP budgets and reduce LOS to suit

Option 3: updated renewal programme, includes works planned and deferred from
21-24

Structures — Walls - Cost Service Risk

Cost, service and risk have been assessed for all structures including bridges,
handrails and retaining walls, subsidised and unsubsidised. Risk based maintenance
and renewal programmes are proposed based on service provided, safety,
resilience risk and growth demands. When necessary, budgets are transferred
between these to manage the most urgent demand if something changes.

Structures - Walls - Gap Analysis

There are estimated to be 4000 unclaimed private structures on legal road which
remain a gap and result in requests for repairs. A new Road Encroachment Policy is
being proposed and outlines Councils process to manage new applications. Existing
walls are a growing risk as they age. One wall is leaning out and being monitored.

Unsupported banks remain a gap and risk of failure. Cable Bay Road is one area
where these can cause unplanned closure to an isolated community. Resilience
options are yet to be investigated.

Bank stability has potential to affect Waimea Road the key urban connector at
Bishopdale hill where unstable ground above the road could cause the road to close
where there is not an alternative route, as shown in figure 8-6-3. This is a
resilience risk for Nelson.
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8.5.6
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Figure 8-6-3: Waimea Road slope stability vulnerability

Konini Street, downhill edge of road slipped in the August 2022 flood event and
Geotech investigations have identified the side cast fill construction as part of the
problem. Construction is similar along this road, so further areas are at risk and
require investigation prior to the utilities project planned for 2026. Many roads on
Nelson hillsides are built in this fashion so the extent of this resilience problem
maybe under estimated.

Rock Rip rap is not registered as a long term asset. It is an operating cost to top up
and restack to sustain the intended erosion control of banks. A lot of new rock was
added to the network for resilience after the 2022 flood event which increases the
maintenance demand and more banks may require protection improve resilience.

Succession planning is required to ensure no gap in structure programmes on
retirement of the current Engineer. The private walls, climate change, slope
stability and resilience issues mean demand for this role could to grow to 2 FTE
within the 10 year period.

Structures — Walls - Operations and Maintenance

Operations include network inspections. All inspections are done through the
subsidised programme to meet NZTA S6 standards. Consultant engineers undertake
principal inspections, and the road maintenance contractor undertakes routine
surveillance inspections.
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Maintenance includes drainage, vegetation removal, fixings and fastenings, and
graffiti removal as required.

8.5.7 Structures - Walls - Renewals

Renewals planned in the first 3 years, through option 1 are:

Jenner Road
Coster Street timber crib wall

#103.1 - Tosswill Road, wall and timber footpath

66 Tipahi Street - aligned with Tipahi/Motueka Street intersection upgrade

Suffolk Road wall - component replacement to address rotation of poles

Iwa Road catch fence

8.5.8 Structures — Walls - Renewal ranking criteria

Renewal Ranking is based on asset condition, criticality and ONRC. This is further

refined into subsidised and unsubsidised based on risk to road users.

8.5.9 Structures - Walls - Summary of future renewal costs

There are a small number or retaining walls due for renewal in the short term but
demand will increase with time. Currently asset age date does not align with

condition and condition will drive the renewal programme. Walls on roads that are
considered as private are not included in this programme.

Option budgets compared to expected renewal forecasts is shown in figure 8-6-2.
The detailed Forward Works plan for 2024-27 is included in Appendix D.
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Figure 8-6-2: Retaining Wall Renewal Forecasts
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8.5.10

Structures - Walls - Acquisitions

Private structures may be acquired as council assets if the Council agrees the
benefit favours the road, not private property. Enquiries may increase as the new
Road Encroachment Policy is consulted and adopted. These enquiries can be time
consuming to investigate and negotiate with the landowner. Additional staff

resource may be required.

New walls and rock protection have been acquired as a result of flood recovery
works including: Cable Bay, Brook Street, Maitai Road, Maitai Valley Road, Moana
Avenue, Atmore Terrace and new catch fences at Cable Bay Road and Moana Ave.
In the future more new walls are expected with future flood recovery projects.

New walls will be acquired through hillside subdivisions where required to support

roads.
8.5.11 Structures — Walls - Disposals
There are no disposal plans for retaining wall assets.
8.5.12 Structures - Walls - Preferred Programme
These are identified off the structure inspections and condition assessments. The
full FWP is included in Appendix E.
8.5.13 Structures — Walls - Procurement
Structure maintenance and renewal contracts are tendered as required to suit the
specific programme of works due to sometimes specialised skills required. Minor
routine maintenance is done through the road maintenance contract.
Retaining wall inspections are directly appointed.
8.5.14 Structures — Walls - Risks
Refer also section 8.6.14 and section 10 for the risk section.
8.5.15 Structures - Wall - Improvement Programme
Ref Im|.3rovement R.EG Who Current Status Timeframe | Cost
Action Pillar
RW1 |Confirm useful life Evidence |AM and Not started 2024-25 Included in
expectancy of structures inspections,
structures from 2024 operations staff time to
condition update
assessments records
RW2 | Quantify and record |Evidence |AM and To be done alongside 2023-27 Staff time
rock rip rap assets structures |the flood recover
operations |programme
RW3 |Identify and assess Evidence |[NCC Legal, | On demand as public 10+ year 1 new FTE to
private structures on Property enquiries identify sites |period manage
road reserve and of concern enquiries and
Transport investigate.
RW4 |Update Road Systems |NCC Legal, | New policy drafted and | TBC Est $50k plus
Encroachment Policy, Property ready for consultation staff time

especially for
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structures on road and
reserve Transport
RW5 |Develop a plan for Evidence |Engage Site specific 10 year TBC
assessing and consultant |assessments done for period
monitoring 2022 flood recovery. No
unsupported slopes comprehensive plan
started
RW7 |Improve Systems |NCC Investigate green walls | 10+ year TBC
environmental and and similar alternative |period
carbon outcomes options
from structures
programme

NDOCS-1833911234-1388 Page 123 of 344



8.6

8.6.1

8.6.2

Structures - Bridges

The following section shows how the preferred programme affects bridges.

Bridges - Physical parameters

The assets covered by this Asset Management Plan are shown section 2Error!
Reference source not found. Transport Assets and Services Register. Bridges
includes culverts with a waterway area more than 3.4m2.

Bridge assets are assumed to have a lifespan of 100 years, one bridge has been
extended to 120 years through strengthening and maintenance works. Large urban
culverts that convey streams under and along roads are currently transport assets
but are under review due to the Water Services Reform Programme. If they remain
with Council they remain part of the transport asset portfolio and the Flood
Protection team manage the waterway and drainage aspects. All bridges and large

urban culverts are shown together in figure 8-7-1 below.

Figure 8-7-1: Bridges including large urban culverts
Bridge - Asset condition

Bridge asset condition is generally known and good. This will be updated when the
2023/24 condition assessments are complete. Few large urban culverts however
have had any formal structural assessment and should be prioritised to get a
baseline on condition of these.

Poleford Bridge maintenance was deferred in 2023/24 and is the highest priority in
24/25 to maintain asset condition.

Concrete testing is required to determine remaining useful life at Poleford, Poorman
at Main Road Stoke and Hardy Street footbridge. They are planned in the same
year as Poleford maintenance works for efficiency of resources to undertake
assessments.

Arthur Cotton Bridge on Waimea Road, state highway detour route has speed
restrictions for heavy vehicles.This is a resilience risk for continued use as a detour.

Trafalgar Street Bridge is especially of note: It requires ongoing maintenance to
keep the water out of the concrete to minimise corrosion of the reinforcing. Without
good maintenance and load management (further posting to restrict heavy
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8.6.3

8.6.4

8.6.5

8.6.6

vehicles) renewal could be required as early as 2030. With good maintenance and
load management renewal is planned for around 2049. A new bridge is expected to
accommodate all modes of traffic, sea level rise and Maitai River flood capacity. A
transport study is suggested to confirm the traffic demands at this location to
confirm Trafalgar Street Bridge remains the “gateway” to Nelson, especially
considering Collingwood Street bridge is also approaching end of life in the same
timeframe.

Bridges - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/

Statement Impact/ Climate Road Maintenance Economic
Change

Priority for

this 2 3 1 4

programme

Bridges are critical for the resilience of the transport network and need to be
managed to maintain access through the effects of climate change. The reason to
retain the large urban culverts (pipes streams under roads) as a transport asset is
to protect this access function. Long term bridges could affect congestion, if load or
speed restrictions are required where capacity is also an issue eg Trafalgar Street
Bridge and Arthur Cotton Bridge on Waimea Road.

Bridges - Cost Service Risk

Cost, service and risk have been assessed for all structures including bridges,
handrails and retaining walls. When necessary, budgets are transferred between
these to manage the most urgent demand.

A programme of bridge inspections, maintenance and component replacement is
proposed to provide ongoing LOS and reduce risks for bridge assets and access.

Bridges - Gap Analysis

2 bridges with weight restrictions — Trafalgar Street and Collingwood Street. Arthur
Cotton Bridge, on Waimea Road has speed restrictions for heavy vehicles.
Maintaining these are critical to address resilience and congestion problems.

Succession planning is required to ensure no gap in structure programmes on
retirement of the current Engineer.

Bridges - Operations and Maintenance

Operations include inspections in accordance with NZTA S6 specification. The large
urban culverts require confined space procedures to inspect hence a large
additional budget per structure. They are however a risk to leave uninspected due
to the size and longitudinal traffic loading. All are on routes where heavy traffic can
be expected.

Maintenance of bridges, and all assets with potential effects on waterways need to
undertaken in accordance with the freshwater conditions of the RMA. Ensuring no
contamination (eg paint, paint flakes, concrete residue) enters the waterways can
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8.6.7

result in extensive shrouding and waterway bypass operations. Controls may need
to increase to comply with the NPS-FW and address environmental problems.

Maintenance includes signs and delineation, vegetation and gravel clearance, rock
protection when required, fastenings and bearings, and painting of steel elements.
Poleford Bridge requires repairs to concrete spalling and waterproofing of aged
concrete components. This work was planned for 2023/24 but deferred due to
budget constraints after the flood event. Trafalgar Street Bridge requires water
proofing.

Bridges - Renewals

Tosswill timber footbridge would be replaced when the wall is renewed. Whitby
Road timber footpath is also to be investigated for renewal.

There are no further bridge renewals planned for 2024-27 except handrails are
planned for renewal on Riverside footbridge and an investigation into the
replacement options for Manuka Street ford. A programme of other ongoing minor
component replacement is required to sustain asset condition, safety and resilience.

Other bridges that are being monitored and age suggests renewal is due on the 30
year period are:

o Cloustons - 2035
. Poleford 2036

o Arthur Cotton is due for renewal approximately 2037. This bridge requires
widening for the Waimea Road bus priority lanes so exact programming will
need to suit that project delivery.

o Trafalgar Street Bridge and Collingwood Street Bridges are signalled for
renewal approximately 2030 and 2056. Trafalgar Street Bridge is still in
reasonable condition considering age. The reinforcing is very carbonated. A
renewal date of 2045 could be achieved by sustaining a good water repellent
programme (beams soffit and deck). Footpaths every 3 years $5k, $150k for
full waterproofing every 10 years. These are large bridges, and their design
options have significant potential impact or benefit opportunities for the city
centre, transport connections, walking and cycling facilities, amenity and
Maitai River health. Planning for desired outcomes should start well ahead of
bridge renewal to ensure these opportunities are maximised.

o Beatson Road Bridge no construction date - investigate repaired 2019, still
has very bony old concrete which allows water corrosion of internal
reinforcing, needs regular monitoring, replace 2036. Investigate concrete
strength and integrity $10k plan for water proofing afterwards if all ok $150k.

o Nayland Road Bridge built 1949 replace 2029
. Gibbs Bridge built 1952 replace 2032
o Waterdale Way footbridge built 1950 remove 2050

o Poorman Stream Main Road Stoke built 1901 (oldest section) and extended
1956 strengthened in 2021 replace 2036
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8.6.8

8.6.9

Hardy Street footbridge built 1965. Narrow and a impediment to walking and
cycling. Replace 2045. Because concrete is cracking about steel supports.
Investigate concrete $10k.

Manuka Street Ford and install a footbridge or bridge

RHS sections on handrails of bridges replace - Riverside in next 3 years.
$80k.

Armco culverts Newman Drive built 1986, base repaired approx. 2014 replace
2046 Naumai base repaired 2021, replace 2040.

Timber bridges, Maire Street needs work replace 2030, Richardson Street
replace 2030, Marsden Valley Road replace 2035, Gracefield Street footbridge
built 2000 replace 2040.

Large urban box culverts. Some are identified for renewal by age in the short
term. Condition assessment, investigation and data updates are required to
determine the likeliness of these and adjust the programme to suit.

Vanguard Street culvert is under the cycleway, with vehicle crossings but in
poor condition, needs condition assessment.

Bridges - Renewal ranking criteria

Renewal Ranking will be assessed off the structural assessments, road hierarchy
and NPV assessment. Options including component replacement, heavy
maintenance, reducing speed and/or weight loadings are likely to need to be
applied before full renewal is justified. Trafalgar Street Bridge and Collingwood
Street Bridges already have some weight restrictions.

Bridges - Summary of future renewal costs

New bridges need to be designed to suit new flood levels and network
requirements. This will have a significant impact on the design cost for bridges
hence scoping is required well ahead of renewal programmes and forecast
estimates need to be updated as information is collected. Option budgets are shown
against the renewal forecast in figure 8-7-4.

The detailed Forward Works plan for 2024-27 is included in Appendix D.
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Figure 8-7-4: Bridge renewal programme at current valuation, incl large
urban culverts

8.6.10 Bridges - Acquisition Plan
New Bridges are planned or underway as follows:

Quarantine Road footbridge build 2024. Maitai Development is expected to include
a new footbridge at Gibbs Creek

Manuka Street is a ford but is being considered for renewal. This will require
investigation to determine network benefits of changing this to a bridge, closing it,
or making it a foot/cycle only connection.

Occasionally new bridges are acquired through land development. There are none
known but information sources are being improved so we get early indications of
these being planned for future planning purposes.

8.6.11 Bridges - Disposals

Saxton Creek culvert is being renewed in 2021-2024 period. This will replace the
existing road bridge and dispose of the footbridge at Main Road Stoke.

The timber footbridge at the intersection of QEII Drive and Trafalgar Street will be
investigated for renewal. Condition is declining, and it may be possible to replace
this with an at grade path.

8.6.12 Bridges - Preferred Programme
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The preferred programme is Option 3 and is funded through the LTP. This provides
for the ongoing inspections in accordance with S:6, maintenance as required, and

bridge renewals identified. The full FWP is included in Appendix D.

8.6.13 Bridges - Procurement
Bridge inspections are directly appointed to specialist assessing engineers.
Maintenance is currently either through the appropriate maintenance contractor or
directly appointed. Tendering a programme of work will be investigated when the
new inspection reports, and maintenance requirement are received.
Bridge renewals are tendered works.
8.6.14 Bridges — Risks
Risks specific to the Bridge programme include:
Risks - Structures
Identification Analysis: Residual Risk
o - Respon
= S| 2 se e.g.
Event . Existing - Accept, Treatments
Description onsequence Controls & 2| € Reduce
w| =| 99 |, Share
c Q - >
o X| 30
Ol d| O4
No staff High costs for Recruitment of
resource to consultants to . Y
Structural skills . staff to manage
manage manage and in house 4 | 5 | High | Reduce structures
structures deliver (20)
programme
programme programme
Bridge
?/(Iaalll::itre;réance Premature AMP programme 4 | 4 High Reduce Undertake
Po?eford, failure of bridge | for maintenance (16) maintenance
Trafalgar Street
Inspection,
. maintenance, . Coordination with
Bridges - component Medi
. flooding or Stormwater
constrain - replacement and 3|3 um Reduce s
bridge damage . . Utilities
waterways timely capital (9)
programmes
works
programme
Adaption,
mitigation or
retreat
. consideration of
Inspect in
. . the future
Catastrophic accordance with environmental
. damage to NZTA S/6:2015
Increasing - - . demands (eg sea
- bridge Bridge and other High .
severity of Lo 513 Reduce | level rise) needs to
structure. significant (15) :
natural events - go into future
Prolonged road | highway .
business cases for
closure structures

inspection policy.

structures, and
renewal, location,
scale and design
life of the proposed
options (incl status
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quo) adjusted
accordingly.

Transfer of

Communication
and negotiation

Policy review of
road reserve

. increased . - encroachments,
private walls to with private
) budgetary . and structures on
council structure owners High
. demands for Reduce | road reserve.
ownership as a . to accept and (12) -
maintenance . Investigate
result of manage their : .
. L and renewal quantity of private
investigations assets and
RS structures on road
liabilities
reserve
Structure Decline . Decline
Requests for S Medi L
upgrades or applications that applications that
new HPMV 2 um Share
limited HPMV have structure have structure
routes S (9) S
access limitations. limitations.
Include in Network
. planning
Z'eurtcl;rg:iln Medi considerations to
L user conflict Communications um Monitor | identify sites and
existing
(6) future
structures .
improvement
criteria
Unknown extent
of aging
concrete Inspect in
affecting Catastrophic accordance with Princial
structural damage to NZTA S/6:2015 ins egtions on all
integrity of bridge Bridge and other High P
L Reduce | structures and
structures, structure. significant (15) N .
) . - ongoing inspection
especially in the | Prolonged road | highway

- programme
marine closure structures
environment inspection policy.
and vested
utility culverts
Changing
conditions Catastrophic
between .

. damage to Inspection and . . .
detailed . h . Deliver inspection
. - . bridge Maintenance High .
inspections is Reduce | and maintenance

A structure. programme (15)
minimised by : programme
: Prolonged road | implemented
the routine and
. closure

maintenance

inspections.
Road closure Investigate repeat
and chemical . crashes to identify

. ) Emergency Medi
Vehicle crash /load spill cause and

Procedures um Accept .
damage clean-up. potential
. Manual (9) ;
Pollution of improvements to
watercourse reduce future risks
Maintenance Medi Deliver
Inadequate . .
. Road failure programme um Reduce | maintenance
maintenance ;
implemented (9) programme
Increased traffic | Increasing Include loading
loadings vehicle loading data and demand
limits put Desktop into structural
additional structural maintenance and
stresses on assessment when . renewal
. : High
bridges and loading rules are (15) Reduce | programme, so
culverts changed, and under capacity

posting of bridges
that do not
accommodate
new loadings.

bridges and
culverts are
identified and
monitored
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Catastrophic

Inspect in
accordance with

Principal

damage to NZTA S/6:2015 inspections on all
bridge Bridge and other High P
A Reduce | structures and
structure. significant (15) S .
: ongoing inspection
Prolonged road | highway
programme
Premature closure structures
failure inspection policy.
Lo . Inspect in
High inspection accordance with -
and NZTA S/6:2015 Principal
maintenance - ) . inspections on all
- Bridge and other High
costs and risk A Reduce | structures and
of significant (15) ongoing inspection
Structures remature/seis highway rogramme
approaching end Eﬂc failure structures prog
of useful life inspection policy.
Implement a
Stuctral | PRGSO | pnspecton e e and
failure due to 9 maintenance and High
structure(s) Reduce | renewal
earthquake or : renewal (15)
! and journeys programme to
landslide ) programme e
impacted meet and mitigate
structure risks
Adequate design
Design to comply and budget to
Inadequate Damage to with Building High Reduce comply with
design retaining wall Control Act (12) Building Act
requirements requirements and
site constraints
Principal
Unknown inspections on all
liability where a structures and
wall is not Current ongoing inspection
registered as a | programme to programme and
. roading asset, identify all road . improvement
Ownership of - L High
L and legal issues | retaining walls Share programme to
retaining walls (16) . ;
where a and undertake confirm private
resident is condition ownership
unaware that assessments responsibilities for
they have walls on road
responsibility reserve that are
not road assets
. Neighbouring . .
Bank instability Ezfaft;ctfacllnure. property Medi x\/e?rtllt;]c?u\:‘\z:h
below Mary Ann neighbourin building/resource um Share Iangowner fgr a
walkway rog ert 9 consent (9) solution
property conditions
Include safety
barriers and
Inadequate handrails as
barriers or structural items
handrails not and inspect in
complying with s accordance with High
Land Personal injury. NZTA S/6:2015 (12) Reduce
Development Bridge and other Inspection and
Manual or significant inventory and
Building Code highway ongoing monitoring
for structural structures and maintenance
elements inspection policy. programme
Rocks Road Annual Consider
chains - do not inspections prior High Reduce alternatives and
provide safety to peak periods (15) seek funding in

from falling for

Personal injury.

and renewal and

2024-27 work with
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pedestrians or
vehicle traffic
along Rocks
Road

maintenance as
required

NZTA for shared
responsibilities

Geotech stability
sites, Maitai

Road - river, Damage to Med
Walters Bluff - property, 3|3 (9) monitor
overslips, Iwa lifeline
Road - over disruption, Ongoing
slips, Cable Bay | personal safety | Inspections inspections
Refer also to section 10 for the risk section.
8.6.15 Bridges - Improvement Plan
Ref Im|_3rovement R.E S Who Current Status Timeframe |Cost
Action Pillar
B1 |Ramm ages are Evidence |AM/accounts|To be checked Before next Staff time
correct, valuations to full
be updated to match revaluation
RAMM 2023/24
B2 |Add urban box Evidence |AM and In valuations but not | 2024/25 Staff time
culverts to asset structures clear and to be
valuation and RAMM supervisor |confirmed post
water services
reform and
formalised
B3 |Validate structural Evidence |NCC, Desktop assessment |2024/25 Est $20k per
assessment of large consultant |[complete. Inspect large culvert
diameter stormwater and Utilities |post water services because of
culverts (Utilities) operator reform and review if confined
being retained spaces
B4 |Combine traffic System NCC Separate systems TBC Staff time
loading data and
structural programme,
so under-capacity
bridges and culverts
are identified and
monitored
B5 |Quantify and assess Evidence |Structures Riverside schedule |2023/34 Staff time
hollow section bridge supervisor |for renewal
handrails, for
structural integrity
against rusting from
inside
B6 |Initial scoping and Evidence |AM, Structures identified |To inform $20k per
renewal estimates for structures and scoping to be future AMP structure plus
bridges for renewal in supervision |done dependent on staff time
30 year period and external | staff capacity and
resources urgency
B7 |Staff resources: Only |Resource |Manager Not started 2024
one member of staff Transport
with the skills required and Solid
to supervise structures Waste
programme (who
could retire within this
AMP period)
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8.7

8.7.1

8.7.2

$2,000,000

$1,500,000

$1,000,000

Structures - Barriers

The following section shows how the preferred programme affects the handrail and
other minor structures except bus shelters which are addressed under PT
Infrastructure. Other minor structures with high amenity value are included in the
City Centre and unsubsidised programmes, eg Rocks Road Bollards.

Barriers - Physical parameters

The assets covered by this Asset Management Plan are shown section 2 Transport
Assets and Services Register. Handrails are typically associated with steps and
walkways and retaining walls. The rails dataset includes catch fences, bollards, and
holdrails associated with pedestrian refuges however the data associated with these
is poor. Handrails on bridges are included with the bridge asset.

The construction date for handrails are yet to be reviewed and currently reflect the
date asset was recorded in RAMM as shown in figure 8-8-1 below. Renewals are
generally done on condition - typically when damaged. All figure values are shown
in current day dollars.

$2,500,000

$500,000

50 % T T T T T I

20044
2017

1900
1913
1926
19394
1952
1965
a7
1991

[l Tota! Replacement Cost (CRC)

Figure 8-8-1: Age Profile of Handrail Assets
Barriers - Asset Condition

Handrails are generally in good condition. Some work has been undertaken to
upgrade existing rails to meet building code for safety from falling by adding a toe
rail and mesh. Some still need to be done. Hold rails and Aluminium handrails are
prone to damage so can require significant repair or replacement at short notice.
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8.7.3

8.7.4

8.7.5

Bl Average
Il Good
I Foor
Il Unknown
I Very poor
I Excellent

Figure 8-8-2: Condition of Handrail Assets

Barriers - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 1

programme

Handrails ensure safety from falling for pedestrian routes in steep terrain. They also
provide support for users to climb steps or steep grades so contribute to safety
They support walking and cycling use so providing for lower carbon emissions,
network resilience/alternative routes and user safety but impact is small so have a
low contribution to these problem statements.

No options have been assessed for handrails.

Barriers - Cost Service Risk

Refer bridges and retaining walls.

Barriers - Gap Analysis

Construction date, useful life and condition data are gaps that limit robust forward
planning for handrails.

Old handrails are being retrofitted to improve compliance with regulations but many
remain to be closed in and the retrofitted solution remains below standards.

Rocks Road bollards are a barrier along state highway 6 waterfront. The chain and
bollard fence is registered as a historic feature and maintained as such. It does not
meet any safety regulations and provides minimal protection from falling into the
sea. The chains and bollards are in a better condition following a renewal
programme in 2021. Ongoing component replacement is required until the fence is
replaced by NZTA as part of the Rocks Road walking and cycling and sea wall
upgrade. The fence is not subsidised through the NLTF.
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8.7.6

8.7.7

8.7.8

8.7.9

8.7.10

8.7.11

8.7.12

8.7.13

8.7.14

8.7.15

Barriers - Operations and Maintenance

Operations include network inspections and condition assessments.

Maintenance includes fixings and fastenings, painting, straightening and damage
repairs to handrails to maintain the rails in a safe condition.

Barriers - Renewals

There are no significant renewals planned except some require renewal at short
notice due to damage. Where possible costs are recovered from who did the
damage. When there is budget available older handrails are upgraded with a
bottom rail and mesh to improve safety and compliance with the building code.

Barriers - Renewal ranking criteria

Handrails have condition assessments and are renewed based on condition and
risk. These are scheduled for immediate renewal/repair when required.

Improved age data will help inform a long term renewal programme.

Barriers - Summary of future renewal costs

A small ongoing budget is proposed to manage the unplanned renewal
requirements when hold rails and barriers are damaged beyond repair.

Barriers - Acquisitions

Older installations continue to be discovered and added to the database as
acquisitions. Handrails, hold rails, bollards etc are otherwise acquired through
subdivisions and new project works.

New catch fences were required on Moana Ave and Cable Bay Road as a result of
the 2022 flood events.

Barriers - Disposals
There are no disposal plans for handrails or other minor structures.
Barriers - Preferred Programme

The preferred programme includes data improvement which is largely staff time,
inspections maintenance and condition assessments and renewals as required.

Barriers - Procurement

Maintenance of handrails and other minor structures is through appropriate
structural, or general maintenance contracts.

Handrail inspections are directly appointed through the structures programme.

Barriers - Risks

Refer also to structures section and risk register in section 10.

Barriers - Improvement Plan
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Ref ir:t?orzvement gﬁg r Who Current Status Timeframe | Cost
H1 |Update bollard, Evidence |AM and Incomplete. Improved 2024/30 Staff time
pedestrian refuge and operations |processes to include data
hold rail information on new structures, but
old asset data is
generally missing
H2 |Update condition Evidence |NCC, With structure inspection | 2023/24 TBC plus
assessments consultant |programmes Staff time
and Utilities
operator
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8.8

8.8.1

8.8.2

8.8.3

8.8.4

Environmental: Winter Routine and Minor Emergency

The following section shows how the preferred programme affects the winter
gritting, winter signage, and minor emergency (minor slips, crash event recovery)
services.

Environmental - Physical parameters

Roads prone to frost/ice are gritted in the winter, generally for about 15 weeks.
Signage is required for the gritting, and Manuka Street Ford and some low lying
paths have flood/high tide closure management plans requiring placement of
signage and barriers.

Sweeping, slip removal, detritus (graffiti, litter and fly tipping) and crash debris are
all removed as required.

Environmental - Asset condition

There are no assets as this is predominantly a service activity, but 6 shipping
containers were purchase to protect the public from uncontrolled falling slip debris
during the 2022 flood events. These are being retained and stored for future use if
required. They are available as a regional resource for TDC or NZTA, or wider NCC
use as required.

Environmental - Link to Strategic Case

Problem Environmental Safety Network Resilience | Congestion
Statement Impact/
Climate Change

Priority for this

programme 2 1 3

Option1: Increase Veg control budget to match estimate for current LOS (reduce
LOS if tender is over budget). Minor increase budget to meet demand for routine
emergency clean up, reactive and costs may still go over budget.

Option 2: 2021 LTP budgets and reduce LOS to suit, exceed budget for safety
related emergencies.

Option3: Increased demand for environmental maintenance and higher budget to
manage LOS demands for veg control and increased budget to match demand for
routine emergency clearing including higher dump fees being imposed.

Environmental - Cost Service Risk

Cost service and risk of the options to address the problem statement is
summarised below in figure 8-9-1. This includes the stock effluent facility and
vegetation control which are detailed separately in the AMP.
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8.8.5

8.8.6

8.8.7

8.8.8

8.8.9

8.8.10

Figure 8-9-1: Environmental Winter and Minor Emergency Cost Service
Risk, including vegetation control and stock effluent facility

Option 2 has been funded through the LTP. Cost increases for additional dump fee
costs have not been factored into budgets. This work is reactive so there is a very
high risk of costs exceeding budgets.

Environmental - Gap Analysis

There were no disposal sites available to receive the quantity of slip material from
the 2022 flood events resulting in temporary stockpiles and double handling of
material at additional costs. New sites are likely to have consent and ongoing
operation costs that have not yet been investigated, or budgeted for. This is
included in Minor and Major Event section 0 section of this AMP.

Rock for rock protection works was scarce by the end of the 2022 flood event
resulting in delays will quarrying filled the supply chain. Alternative methodology
has not yet been investigated to address scour sites, eg green walls, tetrapod
blocks.

Waste Minimisation costs are expected to impact this activity as dump site fees
increase of $10/tonne has been applied.

Environmental - Operations and Maintenance Plan

Gritting, emergency works and fly tipping rubbish collection are managed through
the road maintenance contract. Routine rubbish bin clearing is an unsubsidised
activity and covered in the solid waste AMP.

Environmental - Renewal Plan
N/A
Environmental - Acquisition Plan

If unsealed roads were sealed, there may be an increase in winter maintenance
required (eg gritting). This is yet to be investigated.

Environmental - Disposal Plan
N/A
Environmental - Preferred Programme

Option 2 has been funded through the LTP and will result in reduced LOS and high
risk of emergency management costs going over budget.
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Investigation is required for future spoil disposal sites, through WC151.

8.8.11 Environmental - Procurement
Services are included in current contracts.
Investigation of spoil sites would require a consultant planner and Iwi engagement
services. Estimated value means this would require tendering on the open market.
8.8.12 Environmental - Risks
Risks - Environmental
Identification Analysis: Residual Risk
(/] ~ Response
el 2 e
(] E -g-
Event e : % _g - E Accept, Treatments
Description Consequence | Existing Controls 5 % 5 2 Reduce,
2| x = Share
o | = =
o (O]

Increased inspections
personal High and adequate funding to
injury or 4 3 (1%) Reduce undertake cyclic rather

Tree or tree | property inspection and than unplanned

limb falling damage maintenance maintenance

Disease or

infection at personal . . .

stock injury or 4 1 Medium Accept mspectlon and
. . (4) maintenance

effluent property inspection and

facility damage maintenance

Accept budget will be

exceeded for reactive

emergency works.
V High Accept LOS will be
3 > (15) Accept reduced for cyclic works
Costs Reallocate budgets to remain within budget.
exceed where feasible, Reporting LOS gaps and
budget Financial accept over budget budget issues.
8.8.13 Environmental - Improvement Plan
- REG .
Ref | Improvement Action Pillar Who Status Timeframe
W1 | Investigate long term Resources | Ops Not started Investigation
spoil disposal site complete and
scoped by end
2027
W2 | Investigate security of Resources | Ops Not started 2024-27
rock supply for scour
protection/reinstatement
works
W3 | Investigate and consult Decision AM, parks, iwi, Included in the 2024/27
alternative scour making environmental Infrastructure
repair/protection and parks Strategy. Needs to
methods eg green walls be bought forward
into operational and
response planning
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8.9

8.9.1

8.9.2

8.9.3

Environmental: Vegetation Control

The following section shows how the preferred programme affects vegetation
control services. These are the subsidised core road maintenance services. Refer
also street tree and garden maintenance sections.

Vegetation Control - Physical parameters

This section covers roadside verge mowing, sightline clearance in the rural area and
maintenance of the vegetation clear envelope. There are no assets in this activity
class.

WW ROADLEVEL

Vegetation Envelope clearance
Vegetation Control - Asset condition

Control of roadside vegetation has been impacted by traffic management costs, to
remain within budget so condition has been deteriorating. An assessment is
underway in 2022/23 to quantify scope and condition to inform the ongoing
vegetation control programme to manage the health and safety risks and deliver
the required LOS.

Vegetation Control - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 2 1 3

programme

Vegetation control is predominantly done for safety, maintain sightlines and reduce
fire risk.
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8.9.4

8.9.5

8.9.6

8.9.7

8.9.8

8.9.9

There needs to be some increase in the envelope clearance programme to
accommodate the new bus routes introduced to deliver congestion relieve and
economic benefits. Reducing Glyphosate - environmentally friendly alternatives are
also options to address our environmental impact.

Management of fire risk and removing trees at risk of falling on road to reduce risk
of road closures partly addresses the network resilience problem statement.

Vegetation Control - Cost Service Risk

No significant budget changes have been funded through the LTP so LOS reductions
and greater transfer of risk to the Council will be factored into the programme to
keep costs within budget.

Vegetation Control - Gap Analysis

Nelson has used a flail mower with considerable health and safety provisions until
2023. Management of vertical road clearances without using a flail mower will be a
focus in the future roadside vegetation contract procurement.

Options for banks and road frontages that the council has health and safety concern
about maintaining but typically require the residents are unlikely to be resolved
with current budgets.

New bus routes require envelope clearance on routes previously been low priority.

Vegetation Control - Operations and Maintenance Plan

The Vegetation Control contract will be tendered in 2024/25. A survey is underway
in 2022-23 to quantify the vegetation control contract scope of work. Details will be
recorded and maintained in the future in RAMM. The new contract rates are
expected to be higher than current services so will compound the LOS reductions to
remain within budget

Vegetation Control - Renewal Plan
N/A.
Vegetation Control - Acquisition Plan

The survey of roadsides will determine the scope of the current programme.

The new public transport routes have identified areas where vegetation
management needs to be improved to give easier bus access.

Most new subdivision roads are urban, so do not introduce new vegetation control
requirements to the network. Urban greening however is expected to increase the
requirement for envelope clearance with time, unless standards are reduced.

Vegetation Control - Disposal Plan

The survey of roadsides will determine the scope of the current programme,
analysis of this may identify alternative methods or locations that do not require
vegetation management.
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8.9.10 Vegetation Control - Preferred Programme
Programme will be confirmed to suit the LTP budgets. This is expected to include
reduced LOS which can be confirmed after the new roadside vegetation contract is
tendered in 2024/25.
8.9.11 Vegetation Control - Procurement
The roadside vegetation contract is being tendered in 2024/25. The new contract
will be for 3 years with options to extend.
8.9.12 Vegetation Control - Improvement Plan
. REG -
Ref | Improvement Action Pillar Who Status Timeframe | Cost
El Ensure Contractors are | System NCC Addressed. ongoing Staff time
fully compliant with Parks Increased budgets plus est
Health and Safety, and and a requirement $70k per
Traffic Control and transport | of new contract. year contract
Corridor access costs
regulations
E2 | Survey all roads to Evidence | NCC Underway 2022/23 Est $30k
quantify the roadside Parks plus staff
vegetation and time
management transport
requirements
E3 Review sightlines at System NCC Addressed: added ongoing Included in
intersections and Parks as a schedule item cyclic road
amend any vegetation and to the road mtce rates
trimming requirements transport | maintenance and staff
contract so they time
clear of signs etc at
critical locations. Eg
stop/give way signs,
bridge end marker
posts, chevrons.
More to go into the
next roadside
vegetation contract
in 23/24
E4 Freshwater System NCC Reduce Glyphosate ongoing TBC when an
Improvement. See also Transport | use alternative
drainage, LCLR and and option
Network and Asset Utilities becomes
Management available
E5 | Include Vegetation System Transport | Policy development 2024-27 Staff time
Management Policy and is ongoing. Urban plus assume
direction in the next Parks Greening Strategy Parks have
AMP complete and budget for
referenced in consultant -
demand section of unsub

AMP.
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8.10

8.10.1

8.10.2

8.10.3

8.10.4

Environmental - Stock Effluent facility (SEF)

The following section shows how the preferred programme affects the stock effluent
facility.

SEF - Physical parameters

The stock effluent facility is part of a network in the Top of the South supported by
NZTA and the three councils (Marlborough, Tasman and Nelson). It was built in
2015.

SEF - Asset condition

The stock effluent facility is new and in good condition.

SEF - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 2 1

programme

The Stock Effluent facility provides road safety and environmental benefits by
giving stock trucks a place to empty effluent so it does not discharge onto roads
causing slippery surfaces and contamination or roadsides and waterways.

Option 1: An option where Council invests in new alarms and monitoring equipment
has not yet been investigated. A contingency budget of $200k is required in year 3
in WC221 if this is required.

Option 2: Current contract and operating systems.
Option 3: tender new contract, incl new controls operating system.

SEF - Cost Service Risk

Cost service and risk of the options to address the problem statement is
summarised in WC121 Environmental Maintenance.

Option 2 is recommended, because the current service agreement suits the
specialised alarm and operating system.

Cost
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8.10.5

8.10.6

8.10.7

8.10.8

8.10.9

8.10.10

8.10.11

8.10.12

8.10.13

Figure 8-11-1: Cost for Renewals of Stock Effluent Facility
SEF - Gap Analysis

The stock effluent system is recorded as one item in the asset register.
Interrogation of this is required to plan component replacement requirements for
the future.

Style of alarm system should be reviewed when these are due for renewal. The
current system uses the SCATS alarms compatible with wastewater monitoring but
do not allow alternative suppliers to become involved. This was highlighted as an
issue if 3 waters reforms took effect.

SEF - Operations and Maintenance Plan
Ongoing services.

SEF - Renewal Plan

None planned.

SEF - Acquisition Plan

None expected.

SEF - Disposal Plan

Nil.

SEF - Preferred Programme

Option 2 is funded through the LTP to continue to provide the safety and
environmental benefits required by this AMP.

SEF - Procurement

N/A.

SEF - Risks

Refer also Risk Register Section 10.

SEF - Improvement Plan

Ref
Priority

Improvement REG

Action Pillar Who Status Timeframe Cost

SEF1

New contract Service AM/Ops | Cancelled 2023-25 ahead of | Est $10k to get
separate from Delivery Water Services advise on

the Water Reform systems options
Services Reform and tender new
Programme. contract plus
staff time

SEF2

Identify asset Evidence | AM Not started | With tender prep TBC
components to new mtce contract
improve renewal
planning
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8.11

8.11.1

8.11.2

NDOCS-1833911234-1388

Traffic Network Services -Signs, Rails and Markings

The following section shows how the preferred programme affects the signs, sight
rails, hold rails and markings assets and services. Handrails are managed as a

structure - other.

Signs and Markings - Physical parameters

The assets covered by this Asset Management Plan are shown section Error!
Reference source not found. Transport Assets and Services Register. This

category covers assets and services on roads, walkways, footpaths and cycle ways.

High amenity assets are covered in the City Centre section.

The age profile of the assets are shown in figure 8-12-1 below. Markings are not
classed as an asset so are not included in this graph. All figure values are shown in
current day dollars.
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52,000,000
51,500,000
51,000,000
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Figure 8-12-1: Age Profile of Signs and Sight Rails Assets

Speed humps and raised safety platforms are assumed to be part of the traffic
services assets but have been excluded from the age profile because the data for

speed humps and raised safety platforms is very poor.

Signs and Markings - Asset condition

Signs assets are generally in good condition, however condition assessment are

generally out of date, so condition assessments need to be reviewed. There is poor

information on sign post, or supports.

2023
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Sight rails (including degraded guard rails) are generally in good condition, but the
posts are in poor condition.

Figure 8-12-2: Condition of Signs and Sign Posts
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Figure 8-12-4: Signs condition over time - Te Ringa Maimoa - 2022/23

The condition of the signs assets has been improving with time. However updated
condition assessments is required to confirm this result. Some are noted to be as
old as 2011.

Markings have not been assessed for condition as an asset. They are however
known to be in poor condition because costs are rising so the budget in the 2021-
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8.11.3

8.11.4

24 period has been inadequate to mark the whole network and there have been
supply issues between contracts securing pavement marking contractors to
undertake the work.

Signs and Markings - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 2 1

programme

Signs, markings a sight rails are installed for safety of road users (PS2). Signs and
markings for cycleways and pedestrians are also included in this activity addressing
PS1 by making active travel facilities more accessible and useable.

Option 1: Full remark of whole network on a 1-4 year cycle depending on ONF.
Signs maintenance increase to match contract rates for mtce and inspections for
current LOS. No planned renewals for 2 years then increased programme.

Option 2: 2021 LTP budgets for all categories and manage LOS to suit.

Option 3: Full remark of whole network on a 1-3 year cycle by ONF priority. Signs
maintenance increase to match contract rates for current LOS. More cycleway
marking. Includes a renewal programme for sight rails.

Signs and Markings - Cost Service Risk

Test Levels of Service. Cost service and risk of the options to address the problem
statement is summarised below in figures 8-12-5 and 8-12-6.

Service Cost Risk

i —

- —

Figure 8-12-5: Signs rails and markings Cost Service Risk for operation
and maintenance activities

NDOCS-1833911234-1388 Page 147 of 344



8.11.5

8.11.6

= =

Figure 8-12-6: Signs rails and markings cost service risk for renewals

Option 2 has been funded through the LTP with a significant drop in budget for road
marking in year 1 that will cause contract complications and safety implications on
the network if not re-addressed. Signs renewal budgets are increased over time
through the LTP.

Signs and Markings - Gap Analysis

Growth in the signs and markings assets are expected to exceed any savings that
can be achieved by rationalisation of these resulting in growth of the asset portfolio
to be maintained.

How bi-lingual signs will be introduced to the network is not yet determined. Option
1 proposes a moratorium on programmed renewals to allow time to plan for these
with local Iwi involvement.

Signs, posts sight rails and sight rail post conditions are not current, low confidence
in condition assessments.

All guardrails have been downgraded to sight rails because they don’t meet crash
barrier standards. There is no function data for sight rails. Investigation would be
required to determine if some should be guardrails and providing a vehicle
protection function. When sight rail posts need replacing the whole rail would get
replaced.

Parking signs are included in the signs asset. Separation, would be required to
accurately manage a subsidised and an unsubsidised programme.

Useful lives of signs is to be reviewed, eg ped crossings to be 15 years, give way,
stop and chevrons 20 years and name blades 30 years affects renewal programme
planning.

Assessment of long life marking options for the network has not yet been done and
maybe an option to address network condition and cost issues.

Signs and Markings - Operations and Maintenance

Maintenance of signs and rails is included in the Road Maintenance contract. This
includes renewals and inspections.

Line marking has been removed from the Road Maintenance contract from 2022
and new cyclic contracts are being started from 2023. Option 1 would allow more
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8.11.7

8.11.8

frequent marking in the future. Additional budget (option 3) would be required to
do markings more frequently and more cycleway coloured/green paint markings.

Each reseal site is reviewed for opportunities for upgrading markings or removing
markings especially on low volume and access roads. No stopping, and other
regulatory changes are frequently added to the network through the Traffic and
Parking Bylaw resolutions.

Coloured markings (green paint) are the lowest priority to remark.

Signs and Markings - Renewals

A small increase in renewals budget is required to manage the current damage

repairs going over budget without doing any planned renewals. Increased renewal
budgets are planned from 2027 once condition data is updated. Locations that have
vehicle crash risk need to be assessed for load capacity and may require
replacement with certified guardrail systems. This demand is reduced with the
lowering of speed limits.

Old sections of the cycle network do not meet current standards. Audits will be
used to identify and developed options to upgrade signs, markings, way finding and

barriers.

Signs and Markings - Renewal ranking criteria

Renewal Ranking will be assessed off the ONF hierarchy, NPV considering condition,
maintenance costs and safety risks. A prioritising matrix is to be created as the
condition and function data is updated.

Pavement markings are an operational cost but are considered as a renewal for
aspects of AMP. The desired renewal programming is shown in figure 8-12-7 below.

Remarking Frequency (Road Hierarchy by Year)

2022/23

2023/24

2024725

2025/26

Regional Roads

Regional Roads

Regional Roads

Regional Roads

Arterial Roads

Arterial Roads

Arterial Roads

Arterial Roads

Primary Collector
Roads

Primary Collector
Roads

Primary Collector
Roads

Primary Collector
Roads

CBD Roads

CBD Roads

CED Roads

CBD Roads

CBD Car Parks

CED Car Parks

CBD Car Parks

CBD Car Parks

Access and Low

Access and Low

Access and Low

Access and Low

Volume Roads Volume Roads Volume Roads Volume Roads
(Zones 1 & 2) (Zones 3 & 4) (Zones 5 & 6) (Zones 7 & 8)
Major Shared Major Shared Major Shared Major Shared
Paths Paths Paths Paths

Other Car Parks

Minor Shared
Paths

Other Car Parks

Minor Shared
Paths

Selected
Green,/Red Cycle

Markings
[Provisianal)

Selected
Green/Red Cycle

Markings
(Pravisional)

Selected
Green/Red Cycle

Markings
(Provisional)

Selected
Green/Red Cycle

Markings|
(Pravisional)
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8.11.9

8.11.10

8.11.11

Figure 8-12-7: Desired Cyclic Road Marking Programme
Signs and Markings - Summary of future renewal costs

The proposed renewal budgets are shown below in figure 8-12-8. Pavement
marking renewal demand has been shown (gen2), although it is not managed as a
renewal. Options assume the peak of renewal demands can be flattened into the
future.
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Figure 8-12-8: Signs, Sight Rail Renewal Forecasts (line marking is gen 2
and a renewal budget is not shown)

Line marking has been shown based on asset valuations but is not treated as a
renewal for budgeting purposes.

Signs and Markings - Acquisitions

New signs and markings are added to the network from subdivisions. cycleways
and parking management. The speed management plan is also expected to require
new signs.

Most other new signs and markings are added to the network through parking
regulation, cycleway project costs, and increasing LOS for cyclists. When there is
not enough maintenance budget the coloured markings are left to fade.

Signs and Markings - Disposals

Disposal of line markings are proposed long term by reviewing the LOS for low
volume and access roads to reduce the markings applied. Disposal would have no
cost if done through the resurfacing programme. Disposal otherwise as costs higher
than remarking costs (and associated pavement and surfacing risks) if removed by
waterblasting. Disposal by abandoning is an option and has no cost but will be
aesthetically less attractive as these fade so could cause some public complaint.
Leaving markings creates a safety issue, or additional maintenance cost to black
out so is not favoured.
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8.11.12

Signs and Markings - Preferred Programme

Option 2 has been funded through the LTP and will require drop in LOS to manage
the programme within budget. There will be higher risks associated with this
including safety and compliance risks as signs are not maintained and markings left

to fade.

8.11.13

Signs and Markings - Procurement

Maintenance of signs and rails is included in the Road Maintenance contract. This
includes renewals and inspections.

New cyclic pavement marking contracts are being tendered from 2023. Short
duration contracts allows the LOS variations to be adopted between contracts.

8.11.14

Signs and Markings - Risks

Risks specific to the signs and markings activity are:

Risks - Traffic Services

Identification Analysis: Residual Risk
]
) 5 Response
g = < e.g.
Bl Consequence A g‘ -'g '3 :::zz:l freatments
Descripti | T r
escription Controls g g = Share
o i o
(8} =
=}
O
Review budgets and
: make adjustments in
Increased Maintenance ) roaramme to
Inadequate | safety and renewal V High prograr .
. . 3 5 Reduce | maximise delivery of
maintenance | risk/personal | programme (15) i Ki h
injury implemented In€ marking where
safety would otherwise
be compromised.
Increased Maintenance ) Reduce LOS in all
Inadequate | safety and renewal V High areas to maximise
. . 3 5 Accept
maintenance | risk/personal | programme (15) focus on safety
injury implemented outcomes
Avoid water blasting,
. manage
Medium . 8
water 3 3 Manage | improvements/changes
) . (9)
blasting off Pavement Avoid water to occur before
lines failure blasting resurfacings
8.11.15 Signs and Markings - Improvement Plan
Ref |ONRC Pillar |Description Who Current Status Timing |Cost
TS1 |Evidence Useful asset lives in AM Done for AMP but not | 2024-27 |Staff time
Ramm and valuations, done in Ramm and
update to match what valuations
is being achieved, and
criticality
TS2 |Communicatio | Iwi engagement in bi- |Transport Not started. Delay TBC TBC
n lingual signs updates |operations |any programmed
renewals involving
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words till consulted
local Iwi
TS3 |Evidence Update sign, post and |Maintenanc |Process in Annually
railing condition e contractor | development
assessments in RAMM.
TS4 |Evidence Review function of rails | AM Not started 2024-27 |Staff time
and update RAMM/
valuation if need to
replace with guardrails
for site risks
TS5 |System Intersection safety. Transport To be reviewed 2021-24 |Staff time
Review site specific asset alongside speed
intersection controls managers | management plan
for appropriateness. and
operations
TS6 |System Review use of signs Transport Site by site with LDM Staff time
and markings as part |asset renewals. Overall review Cost
of network managers | joint policy with TDC implications
management. and to be written into TBC
operations |LDM review
TS7 |Evidence Relay active travel Transport ONF update will do 2023
mapping back into asset this
Traffic services for managers
cycle lane
management and
maintenance planning
TS8 |Evidence Network safety audits |Transport Not started TBC Requires
asset staff
managers resource
capacity
TS9 |Evidence Useful asset lives in AM Done for AMP but not | 2024-27 |Staff time
Ramm and valuations, done in Ramm and
update to match what valuations
is being achieved, and
criticality
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8.12

8.12.1

8.12.2

Traffic Network Services - Lighting

The following section shows how the preferred programme affects lighting services
and assets.

Lighting - Physical parameters

The assets covered by this Asset Management Plan are shown section Error!
Reference source not found. Transport Assets and Services Register. Streetlights
are on roads, walkways and cycleways. Aesthetic lighting and carpark lighting are
covered in City Centre and parking.

The age profile of the assets are shown in figure 8-13-1 below. The spike in 2018 is
the LED renewal programme. This data includes, Council owned poles, brackets,
switch gear and lanterns only. Shields, and streetlight cable circuits, and internal
wiring are not currently quantified or valued. Power and telephone company pole
renewal programmes can also affect lighting services where they host a streetlight.
All figure values are shown in current day dollars.

New streetlights will be added to the network in 2023-24 with the lighting of the
Railway Reserve.
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Figure 8-13-1: Age Profile of Streetlight Assets
Lighting - Asset condition

Condition data for streetlights is of average quality but programmes have been
included in the Electrical Maintenance contract tendered in 2022 to undertake
condition assessment programme. Pole condition testing is ongoing, but with
refined parameters from prior experience. Electrical compliance testing is
mandatory through the electricity supply regulations.
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As shown in figure 8-13-2 the number of excellent assets continues to grow with
the ongoing renewal programme. There however remains a large humber of assets

with unknown condition which need investigation to inform the maintenance and
renewal programme.

Condition Trend
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Figure 8-13-2: Streetlight condition with time - Te Ringa Maimoa
2022/23

As shown in figure 8-13-3 lantern condition is the most unknown, but some pole
condition is also unknown.

Series Light Condition m > Series Pale Condition m >
Aggregate  Count > Aggregate  Count

Il Excellent Il Average
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Il Unknown Il Good
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Figure 8-13-3: Condition of Streetlight Lantern and Pole Assets

8.12.3 Lighting - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/

Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 3 1 2

programme
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8.12.4

PS 2: Lighting is used in the urban area, roads without footpaths and rural
intersections for safety for road users to continue to address the strategic case.
Electrical compliance and pole integrity also remain key safety aspects of
streetlighting in a public space.

PS 4: Lighting is increasingly being requested on paths and cycleways to enable
more people to feel safe and use alternative modes of transport at night. This
especially has potential to help winter morning and evening peak traffic commutes.

Lighting of walkways and cycleways is frequently requested by users to extend the
accessibility to people wanting to walk or cycle these routes especially in the
evening peak period in winter when they would otherwise revert back to vehicle
use. Lighting the Railway Reserve (2022-24) has commenced this programme.

Dimming of streetlights could be introduced to reduce the emissions associated with
lighting (PS1). The Railway Reserve could be used as a trial site to gauge public
feedback and inform future energy saving light dimming steps to address the
strategic case.

Council streetlighting complies with the NZTA M30 specification so meet dark skies
standards and best lifecycle and emission standards to address the strategic case.

To address the strategic case and lifecycle programme 3 options are considered:

Option 1: inspection, maintenance and renewal programme based on assessed
asset requirements. Includes LED cleaning starting with a trial to confirm benefits.

Option 2: 2021 LTP budgets and adjust LOS to suit.
Option 3: Option 1 plus investigation of smart technology.

Lighting - Surfacing Cost Service Risk

Test Levels of Service. Cost service and risk of the options to address the problem
statement is summarised below in figure 8-13-4 and 8-13-5.

Option 2 has been funded through the LTP with increases for inflation.

Service Cost Risk

Figure 8-13-42: Streetlight Cost Service Risk — WC122 Street light
maintenance and operations
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8.12.5

8.12.6

8.12.7

Figure 8-13-5: Streetlight Cost Service Risk - WC222 Renewals
Lighting - Gap Analysis

Banding due to spacing of lights was identified as a potential issue with LED
lanterns and there was an improvement programme until 2022 to address some
gaps. Further gaps will only be addressed in exceptional circumstances or if safety
is proven to be compromised.

It is unclear if environmental dust and dirt affect the quality of light from the LED. A
cleaning programme was included in the approved business case but has not yet
been included in the LTP for a budget.

City centre heritage lights were not replaced with LED in 2017 because there were
no suitable LED options. Renewals are expected to commence in 2023-24.

Assess to the Railway Reserve in the hours of darkness was proven to be a gap for
low emission transport options and safety so addressed in 2022-24. More walkways
and cycleways need to be lit to extend the coverage to address the strategic case
emission reduction, congestion relief and safety.

Power and telephone company pole removal programme can be a gap resulting in
unplanned new streetlight poles or renewals.

Lighting - Operations and Maintenance

Demand increases when more lights are added to the network through either
Council projects (eg lighting walkways) and vested assets from subdivisions.

2021 LTP Operating and maintenance budget are not adequate so result in reduced
LOS and higher risks especially for network resilience and safety.

Council aims for 100% renewal energy sources from its power suppliers. The cost
to achieve further power savings needs to be assessed before committing to smart
technology.

Lighting - Renewals

The LTP budgets have been increased to renew the assets when structural or
electrical condition fall below the compliance criteria.

The recommended programme (option 3) increases renewal budgets to undertake
pole and LED renewals to suit the condition programme. Hence budget is proposed
to increase with time.
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8.12.8

8.12.9

8.12.10

8.12.11

8.12.12

Lighting - Renewal ranking criteria

Pole condition assessments determine condition and risk which determine the pole
replacement programme.

Lighting - Summary of future renewal costs

LED renewal is expected to need to commence approx. 2030 with the main
programme between 2035 and 2040. Because these were all installed at once
renewal could create a spike in the renewal budgets.

Renewal forecasts are graphed against the preferred and 2021LTP budgets in figure
8-13-6 below.
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Figure 8-13-6: Streetlight Renewal Forecasts — and option budgets
Lighting - Acquisitions

Acquisition is primarily from subdivisions at a rate of 100 lights and associated
infrastructure (cabling etc) per year.

The Railway Reserve is being lit in 2023-24. This will add 125 new lights and
approximately 6km of new cables to the network. Further lighting of walkways and
cycleways will all be done as acquisitions.

New streetlights are required through the minor works programme when a host
power or phone pole is removed and the light needs to be retained.

Lighting - Disposals
There are no disposal plans for streetlight assets.
Lighting - Preferred Programme

Option 2 is funded through the LTP, with more renewals and a trial of cleaning the
LED which will determine future benefits or costs before committing to this.
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8.12.13

Lighting - Procurement

Streetlighting services, renewals and improvements are included in the electrical
maintenance contract let in 2022 for a 5 year period.

8.12.14

Lighting - Risks

Risks - Drainage

Identification Analysis: Residual Risk
o X Response
e 3 2 e.g.
o g S €3 Accept, | Treatment
Event Conseauence Existing g_ £ ) g ccepy, reatments
Description q Controls ] o o0 Reduce,
2 X E Share
S = o
Electrical . Electrical
. Personal ) Medium compliance
Electrocution | . compliance 5 1 Manage .
injury . (5) testing, and
testing
controls
Inadequate Poor !lght_mg
: contributing
streetlights to low levels
that do not . Streetlight di Deliver
; of perceived | ; Medium h
comply with night time improvement 3 3 9 Reduce | improvement
Land 9 programme (9) programme
safety and
Development .
rate of night
Manual .
time crashes
Inspection,
testing, data
Streetlights recording ) Deliver
Inadequate or streetlight | and Medium .
. o 3 3 Reduce maintenance
maintenance | column monitoring (9) rodramme
failure for prog
intervention
needs
Refer also Risk Register section 10.
8.12.15 Lighting - Improvement Plan
Ref gm:f Description Delivery Progress |Timing Cost
SL1 Evidence |Lux survey on CBD Operations Not started |[23/24 $10k plus staff
footpaths and compare to time
NZS P6/P7 standards
SL2 Evidence |Check and fill gaps in Operations Started 2023-24
asset installation dates 2023
and useful life data
SL3 Evidence |Capture condition data in |Operations Pole testing |2024-27 Included in
RAMM against pole condition is contract rates
information captured in
a UDT. Links
to asset
data
required
SL4 Decision LED renewal prioritisation |AM/operation |Not started |2024-27 Staff time
Making and programme s
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SL5 Systems | Shift walkway lights to Asset TBC June 2023 Staff time
subsidised footpath Management, for 2024-27
programme (Year 1). Operations AMP

and Accounts
SL6 Service Undertake LED cleaning Operations Not started |2024-27 Est $20k plus
Delivery trials to determine if add staff time
benefit to light output

SL7 Service Continue to monitor the NCC ongoing Monitor Staff and

delivery smart technology NZTA/ contractor
requirements of the MOT time
community, for dimming direction
of lights at night or other
desired outcomes.

SL8 Service Develop a process for NCC ongoing. 2021-2023

delivery working with private Operations Got too
streetlight owners and the hard?
power supply company for
the operation
maintenance, renewal and
ongoing electrical
compliance of private
streetlights.

SL9 Evidence |Include Asset ongoing 2024-25
streetlights/vegetation/ management
street trees in forecasting [and
of new assets from subdivisions
subdivision works for and consents
future programming

SL10 Service Investigate electric Asset ongoing 2021-27

Delivery |charging for Electric Management
Vehicles (City Centre and Planning
activity GL)

SL11 Evidence |Include amenity lighting Asset complete
and Muller Fountain Management
electrical and lighting into |and
RAMM for completeness operations

(unsubsidised)
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8.13

8.13.1

8.13.2

Operational traffic services

The following section shows how the preferred programme affects the traffic signals
and electronic signs assets and services. Electronic signs include driver feedback
signs and school speed zone signs. Area wide local area traffic management
schemes, including speed control devices and threshold treatments can also be
managed under this NZTA work category but Council does not currently have these
schemes.

Operational Traffic Services - Physical parameters

The assets covered by this Asset Management Plan are shown section 2. Transport
Assets and Services Register. Traffic signals are considered a critical asset due to
the safety control they provide at high risk intersections. They are installed to solve
safety issues.

The age profile of the assets are shown in figure 8-14-1 below.
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. Total Replacement Cost (CRC)

Figure 8-14.1: Age Profile of Traffic Signals and Electronic Sign Assets

There is a spike in the acquisitions in 1997 because the traffic signals on the City
Centre ring road were all installed at the same time. This can be better managed by
breaking up the asset records to better plan for the lifecycle profile on the
components (eg signal lanterns have a shorter life than the signal pole). All figure
values are shown in current day dollars.

Operational Traffic Services - Asset condition

Cameras are generally in good condition but require renewal approximately every
8years to maintain the image quality and reliability required to service the
operations from Wellington. However the network connections that enable CCTV are
causing the cameras to fault meaning management of these sites is compromised.
Power supply cables to the signals are also due for renewal. Failure to renew cables
will increase the risk of power failures to and within sites.
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8.13.3

Council holds one set of spares for the mainframe but technical staff to maintain
this system may not be available if there was a fault. All ring road signals are
considered at risk due to this old system.

Control cabinets are an essential kit to protect the electrical and communications
connections to the signals and the signals controller. One has been vandalised and
will require replacement. The signal boxes do not have any external ports for
connection of a generator when there is a power failure. This means the site has to
be manned because of exposed electrical connections.

A selection of oldest poles have been structurally tested. These appear to be in
good condition.

All school speed zone signs need renewal because they are becoming unreliable.
Main Road Stoke installations are particularly problematic. They will need variable
faces to accommodate future speed limit change.

Driver feedback signs are all in good condition and there are enough to have some
redundancy and maintain services if repairs are required.

Operational Traffic Services - Link to Strategic Case

Problem Environmental Safety Network Resilience/ Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 3 1 2

programme
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8.13.4

8.13.5

8.13.6

Traffic signals are predominantly installed to address safety. School speed signs
and driver feedback signs are also aimed at safety. Signals also provide some
network resilience where main traffic flows merge or cross and benefit to
pedestrians and cyclists.

Operational Traffic Management - Cost Service Risk

Costs for operational traffic services are routine. Risks are associated with failure of
equipment if renewals are not implemented in time.

Operational Traffic Services - Gap Analysis

Gaps in the detailed knowledge of signals age, useful lives and condition continues
to make forward planning difficult resulting in a new renewal programme for the
cabling and cabinets from year 1 for option 1 and option3 to address discovered
condition issues.

Quality of CCTV imagery is affected by the old copper connections. This is affecting
the operation of traffic signal and arterial network monitoring services based in
Wellington. These contribute to problems statements 2 and 3 for safety and
congestion if not addressed. The cables at Hardy Rutherford Street are causing
faults and are in poor condition. The cabinet is in poor condition due to vandalism.

Operational Traffic Management - Operations and Maintenance

Operations include network inspections. Electrical compliance testing is mandatory
through the electricity supply regulations. Structural pole testing is being
investigated to start an assurance process around condition of the older signal
poles. Maintenance includes callout for faults, cleaning, painting of poles,
installation, relocation and downloading of data from the driver feedback signs,
replacement of consumables.

Wellington Traffic Operations Centre (WTOC) assists Council with 24/7 operational
management of the traffic signals. This service is provided across the Nelson
Tasman region at no cost to Council. Traffic cameras have been installed at
intersections to support their remove management.

Nelson City Council manages the Electrical Maintenance contract for traffic signals
across the top of the south including Tasman and NZTA sites. This has a staff
resource demand that is on charged to TDC and NZTA where possible.

School speed signs are also managed and monitored via an external agency to
ensure data capture is suitable for police enforcement if required.

If there was a regionally significant event affecting all traffic signals the priority for
providing temporary power and response are as shown in figure 8-14-4, thus these
sites are prioritised for external power connections in case a generator is needed.
Regionally significant state highway signals would take priority over local road
signals.
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8.13.7

8.13.8

Traffic Signal Priority

4015 S5HE / Lower Queen Street 1
4013 SHE / Bisley Ave (Tahunanui) 2
4002 Rutherford 5t / Hardy 5t 3
4011 Main Road Stoke / Songer St !
4019 Waimea Road / Motueka 5t 5

Figure 8-14-4: Regional Emergency Response and Temporary Power
supply priorities for traffic signal sites

Operational Traffic Management - Renewals

The Copper cable that runs around the ring road and control equipment held in
Civic House for the central city traffic lights is obsolete and faults at the
Halifax/Collingwood Street signals are being traced to this cable. Renewal by
swapping the signals over to the telephone network is underway as budget permits.
All signals on the ring road need to be transferred then the copper cable can be
abandoned.

Failures to pedestrian call buttons causes the phase to be activated when not
required, or noise issues or non- responsiveness. This is an ongoing replacement
programme now installations are aged and the buttons wear and fault.

Traffic signal site cabling has been identified as causing faults so programmed for
renewals, subject to budget. Estimated cost of $80k per site.

The future of the school speed signs is not yet clear because the speed
management plan has not yet been consulted. Current plan is to retain these and
upgrade them through the speed reduction implementation plan. They are
otherwise included in the renewal programme. Signs would be replaced with a sign
that can be programmed to display appropriate speed limit.

Operational Traffic Management - Renewal ranking criteria

Renewals are prioritised from asset condition and intersection criticality. Signalised
intersections are prioritised over electronic signs, which are prioritised over driver
feedback signs. Operational traffic management renewals are prioritised over other
renewals due to their safety outcomes.

LED require replacement when 30% of the diodes have failed. This is an ongoing
replacement programme across all signals sites now the installations are coming of
age where renewals are required. Refer Appendix E for programme.
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8.13.9

8.13.10

8.13.11

Operational Traffic Management - Summary of future renewal costs

Transferring the ring road signals to fibre communication system will incur higher
operating costs from service provider.

Cables and cabinet for the Hardy Rutherford Street intersection should be renewed
in 2024-27. And school speed signs should be renewed.

The exact LED renewal programme is yet to be developed based on expected life
and degree of risk of sudden bulk failures.

As shown in figure 8-14-5, refinement of the asset component records and useful
lives will greatly assist with forecasting the operational traffic services renewals.
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Figure 8-14-5: Operational Traffic Management Forecasts — and option
budgets

Operational Traffic Management - Acquisitions

New signalised intersections are planned for Waimea Road and Franklyn Street
intersection and Toi Toi Street Vanguard Street intersection and being assessed for
Haven Road/Halifax Street intersection for safety. A further set is likely for Tipahi
Street and Motueka Street intersection as permanent works following the streets for
people project.

The Nelson Future access project also includes signalised intersections and
signalised pedestrian crossings along Waimea Road in the medium term. These will
be added to the asset portfolio as acquired.

Operational Traffic Management - Disposals
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8.13.12

8.13.13

8.13.14

The copper cable around the ring road is determined as contribution to some signal
outages. Connection to fibre telephone network is required. This will abandon the
copper cable and inhouse framework. There is no known valuation for these assets.
There will be a disposal cost of approx. $1000 to decommission the redundant
system after change over is completed.

Operational Traffic Management - Preferred Programme

The preferred programme is ongoing operation and maintenance of the equipment
with renewals of school variable speed signs and traffic signals communications
equipment and cabling.

Financial summary is included in section 10.

Operational Traffic Management - Procurement

Council tendered the Electrical Maintenance Contract in 2022. The new contract is
for a 5-year term. The contract is multi-party and includes the maintenance and
renewal of traffic signals for Tasman District Council and NZTA state highway traffic
signals in the one contract.

Operational Traffic Management - Risks

Risks specific to the operational traffic management activity are:

Risks - Operational Traffic management

Identification Analysis: Residual Risk
] X
(%] k] 0 Response
isti § 8 @ [} Erith T Treatments
Eve'nt' Consequence Existing 2 g 3 Reduce,
Description Controls ¢ g 09 Share
Closure of
the Digital Scho((j)l SubDl ongoi
speed zones upply ngoing
Telerr'1etry are contract 13 Low (3) accept arrangements
website and unsupported
support
Failure of the
copper cable _
for thering | All ring road High Upgrade
d traffi signals are Spare parts 4 1 3 12 reduce connections to
road traffic out of action (12) fibre $25k per site
signal
system.
Electrical
Skilled compliance testing
Medium
Electrocution Pe_rsonal approved 5 1 Manage an_d controls,
Injury maintenance (5) skilled
personnel maintenance
personnel
. Maintenance Manage as
Increase in . .
) intervention uncontrolled
travel time . .
_ and increase to ensure Medium !ntersectlon an_d
Power failure in safety risk ongoing 3] 3 Reduce |r_\stall appropriate
or damage : operation, (9) signs except at
due to lights >
being 24hr _crltlcal a;set .
. day/7day intersections in
inoperable
week peak hour where
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maintenance Police appointed
service to as Pointsmen until
bring signals signals are
back into operational
service
Cable traffic Re-cable existing
cameras
Traffic independently . cameras and all
Power failure i Medium new cameras to be
cameras of signals to 2 Reduce .
or damage ; ; : (8) independent of
inoperable retain service .
. signals for power
in event of
. . and comms
signals failure
Inadequate Structural Inspect in prlnmp&)l
. . inspections and
maintenance | failure of accordance 3 Low (6) Reduce establish ongoin
of structural signal pole with NZTA - . going
. inspection
components or arm S/6:2015
programme
Maintenance
. Manage as
Increase in programme
) ; uncontrolled
travel time implemented. . . .
- . intersection with
and increase | When signals di . .
Inadequate ; ; . Medium signs or Police
. in safety risk | disconnected 3 Reduce .
maintenance ! . (9) appointed as
due to lights | install ; .
. Pointsmen until
being temporary .
. L . signals are
inoperable priority give .
- operational
way signs
Unanticipated Reallocate ] Ongoing
New Budget current Medium monitoring of
. . 3 Accept
technology Constraints improvement (6) technology
demands budgets developments
Skilled personnel
Crash event Maintenance ) g:\tj”s?dniﬁzlegdn of
damages Signals of signals, Medium : gn:
. ; 3 Accept intersections for
signals failure road code (6) .
: infrastructure
infrastructure rules
layout and
placement

Refer also Risk Register section 10.

8.13.15 Operational Traffic Management - Improvement Plan

Ref gm::: Description Who g:;:::t Timing
OP1 |Evidence |Identify and register AM and Not started 2024-27 |Staff and contractor
asset component install | Operations time est $10k
dates and life contractor costs
expectancy to break up
the signals asset
records for renewal
Op2 |Evidence |Include condition Transport Underway ongoing |Staff and contractor
assessments in RAMM  |operations |with Mtce time est $10k
contractor contractor costs
Op3 |System |Require electrical Transport Mtce contract |complete
maintenance contractor |operations |done and
to do payment claims included this
through RAMM
Op4 |System |Determine Policy AM and Included in TBC
requirements for on Planning the Road
site and off site electric Encroachment
charging stations Policy
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8.14

8.14.1

8.14.2

Cycleways

The following section shows how the preferred programme affects cycle assets and
services.

Cycleways - Physical parameters

The assets covered by this Asset Management Plan are shown section 2 transport
Assets and Services Register. Cycle facilities include separated cycle paths, shared
paths, bike stands, bike shelters, and bike service stations. Sign, markings,
barriers, lighting, drainage and vegetation to support the cycleways are covered in
respective programmes. On road cycle lanes are covered in the sealed pavement
programmes. Asset data includes the NZTA Whakatu Drive and Atawhai Drive
cycleway because these are managed and 50% funded by Council. Funding is split
with state highways by agreement before a FAR is applied.

The age profile of the cycleway paths are shown in figure 8-15-1 below. Cycle
stands, shelters and service stands are yet to be included in the valuation.
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Figure 8-15-1: Age Profile of Cycleway Assets

The Railway Reserve in Stoke was Nelsons first shared path and was built in 2000.
Cycle facilities before this date are old footpaths and walkways that have been
redesignated to allow cyclists to use them.

Any new cycleways or significant upgrades to cycleways that are not renewals are
included in the Low Cost Low Risk (LCLR) programme.

Cycleways - Asset condition

Cycle facilities are generally in good condition. The Railway Reserve in Stoke is due
for resurfacing approximately 2025 based on 25-year life but would be deferred
because condition is still satisfactory. There are sections of this where use demand
is higher than the facility caters for. This is being monitored and will inform the
renewal/improvement planning.
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8.14.3

8.14.4

Many cycle paths have poor functional capacity. These are poorly connected paths,
and footpaths and walkways.

Sections of Whakatu Path are in poor condition. Some is very coastal and subject to
tidal inundation.

Cycle facilities like service stations and bike shelters and bike stands are not
complete in RAMM. Their condition is generally good because these are new
facilities.

Bl Average
Il Good
Il Foor
Il Unknown
I Excellent

Figure 8-15-2: Condition of Shared paths and Separated cycle facilities
(includes NZTA Whakatu Drive and Atawhai Drive shared
paths)

Cycleways - Link to Strategic Case

Problem Environmental Safety Network Resilience/ | Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 1 3 4 2

programme

Separated cycle facilities are increasingly demanded by the public to allow them to
use low emission transport, for a safe travel option away from cars and pedestrians
avoid congestion. This addresses problem statement 1 and 4. Cycle infrastructure
can also provide some network resilience as an alternative route in an emergency
for walking or cycling modes.

Cycleways - Cost Service Risk

Increases in budget are required to address growing cycle network and provide a
consistent LOS for maintenance and renewals and keep cycling as an attractive
option to address climate change, environmental and traffic congestion problems.

Demand for cycle facilities is growing. High costs are not directly improving the
service delivery or risks due to the increasing LOS expectations from the growing
user base. Cycleway projects that are included in the LCLR programme are
addressed through site specific businesses cases and optioning.
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8.14.5

Cycleways - Gap Analysis

E Tu Whakatu identified the desired cycleway network. There are significant gaps
between the current network and the desired state. These are included in the Minor
and Major works programmes for investment. It is assumed that closing gaps is a
higher priority than renewal of current facilities, as long as current facilities are
managed in a safe condition. User numbers, and pedestrian/cycle mix will also
affect upgrade programmes for existing facilities.

Many old shared paths are 2m wide. This is less than the desired minimum but
unlikely to be remedied until the path is due for renewal or use demand requires
separation of pedestrian and cyclists.

CIPTED for isolated paths, at night has not been assessed. Some may require
improvement as user numbers grow. Others may require lighting, and will be
assessed following monitoring of the Railway Reserve lighting project.

The Railway Reserve require drainage improvement, and removal of high shoulders
for pavement and formation integrity and user safety. This has not yet been
investigated.

Cyclists use roads as any other vehicle. Speed and safety are being addressed
through the Speed Management Plan to maximise use of roads in the cycle network
and will require focus in the road safety promotion programme.

Electric cycles have increased the operating speed of cycles. This compounds safety
concerns already expressed by pedestrians on shared paths. Management of speed
of cyclists on shared paths, and enforcement of speed limits for cyclists on road is
yet to be determined.

Requests to make it mandatory for cyclists to use a cycle facility when provided are
yet to be investigated, for legality, practicality and enforceability.

Micromobility is not covered as a separated mobility group and has been included in
the cycle activity because of the speed differential compared to pedestrians. There
are however some differences and the public expectation of where these can be
used can vary. This conflict is expected to grow with more use of scooters,
skateboards and other recreational mobility equipment.

Skateboards, scooters and other recreational mobility equipment is currently
banned on the CBD streets. Continuing the provision to ban these users is being
consulted the traffic and parking bylaw. If a continued ban is supported then
alternatives, like mobility friendly road environment is required, especially in the
city centre.

The shared path through Nayland College connects Thetford Chase to the Whakatu
Cycleway. It also serves children accessing the schools from the wider areas. There
is no maintenance or ownership agreement with the school which would allow
Council to maintain and formalise this connection for general public use.

The shared path from Bolt Road to Whakatu cycleway is on Airport land. A land
agreement needs to be formalised for this to be maintained by Council.

NDOCS-1833911234-1388 Page 169 of 344



8.14.6

8.14.7

8.14.8

8.14.9

Whakatu Drive underpass at Poorman Stream remains a gap. Gravel buildup affects
the underpass more that the state highway, although the Bridge is a NZTA asset.
Gravel removal poses a risk to freshwater outcomes. There is no clear solution.

Development of cycleways that take road space continue to be contested in Nelson
for the loss of parking. Committing budgets when programmes cannot be delivered
continues to be a tension in the delivery programme. A new approach could be
adopted to resource the pre-engagement and urban design/planning before
developing more plans for cycleways. Cycleways require more commitment from
the community before being progressed for funding (Council and NZTA or other
sources) to minimise waste of budget and resources experiencesd to date.

The cross town links project to connect cyclists from Nelson East/Brook and Maitai
areas to the Railway Reserve and schools is expected to cost more than $2M. It
would require a detailed business case for NZTA funding (refer WC151 NAM).

Cycleways - Operations and Maintenance

Network inspections and maintenance of cycleways are undertaken through WC124
- footpath maintenance because most cycle facilities are shared paths also used by
pedestrians and there are much more footpaths than cycle facilities.

Sweeping of cycleways and walkways (normally shared paths), and maintenance of
bike parking and service stations are charged to cycle facility maintenance activity.

Cycleway projects included in the LCLR programme result in additional operations
and maintenance costs which will be incurred in the programme on completion of
these works.

Cycleways - Renewals

The Streets for People project is temporary works and will need permeant renewal
within approximately 5 years.

Sections of the Whakatu cycle path have been identified as in poor condition, and
subject to coastal inundation. Renewal on a new alignment of some sections is
required to sustain this facility.

Cycleways - Renewal ranking criteria

Renewal Ranking will be assessed off the asset condition, cycleway hierarchy and
use demand.

Cycleways - Summary of future renewal costs

Future renewal costs need to consider more separation of pedestrians and cyclists
on high volume routes and higher LOS expectations, so are expected to be higher
than valuation. Costs are shown as renewal costs figure 8-15-5 but may require
capital improvement budgeting instead.

The detailed Forward Works plan for 2024-27 is included in Appendix D.
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Figure 8-15-5: Cycleway Renewal Forecasts and option budgets

All figure values are shown in current day dollars.

8.14.10 Cycleways - Acquisitions

The minor works programme has a high focus on new cycle facilities because of the
gaps in the network and may not attract NLTF funding because of the direction of
the 2024GPS.

As shown in figure 8-15-6, many Councils in our peer group have enjoyed great
success delivering walking and cycling facilities because they have maximised
reserves and esplanade corridors whereas new facilities in Nelson are needing to
use the road corridors because the reserves path network is substantially complete.
Other councils are expected to slow as they meet the challenges of providing on
road facilities which will also help Council as the on road facility designs and
delivery is now becoming streamlined. Now that Nelson has a walking and cycling
strategy and action plan delivery of cycle facilities is only limited by funding,
consultation and resourcing.
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8.14.11

8.14.12

8.14.13

New and improved walking and cycling facilities
(Excl. low cost <51M, low risk)
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Figure 8-15-6: New and Improved walking and cycleing facilities — Te
Ringa Maimoa 2021/22

The Streets for People project is expected to create approximately 1km of
temporary cycle facility in 2023/24. This will become a vested asset and require
ongoing monitoring and operational maintenance until demand is confirmed and a
permanent solution is designed and built.

Connections to PT will result in new bike stands at bus stops. Cyclists are
demanding secure bike storage. What this includes, and ownership models are yet
to be determined but could result in facilities added to the cycleways asset portfolio
for operation, maintenance and renewal.

Cycleways - Disposals

The covered bike rack in Millers Acre would be removed for the bus interchange. A
new facility would be included with the bus interchange.

Cycleways - Preferred Programme

A step change in cycleway renewals would be introduced from 2029, which is earlier
and bigger than planned through the 2021LTP to address the climate change,
environmental and congestion problems. The preferred programme includes a
small increase in maintenance programme and more sweeping.

Cycleway projects included in the LCLR programme are listed in Appendix F.

Cycleways - Procurement

Maintenance of cycle facilities is included in the road maintenance contracts.

Renewals are tendered in packages of similar works including footpaths and
drainage.

Cycleway projects included in the LCLR programme are packaged for design and
construction tenders as appropriate to the works. Specific details will be developed
in the Procurement Strategy when funding is confirmed.
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8.14.14 Cycleways - Risks

Risks -Cycle Facilities

Identification

Analysis: Residual Risk
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= <) E _ e.g.
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assumptions ) .
and services data where possible customers
Public . The implications of
expectations .
L . increased levels of
of Transport Mitigation strategies - T
. X . ieh service, resulting in
Increasing safety, quality | vary depending on Hig .
3 4 Share increased
standards and the outcomes (12) )
. . expenditure are
environmental | required. .
fully recognised by
standards are -
: . Councillors
increasing
Consider aged
population,
Consider aged technology and
Poor level of population, mode share
Changed use . ) . .
. service for technology and ich considerations in all
requires Hig
- changed user | mode share 4 3 Reduce | asset management
different . : . . (12) L
. expectations considerations in all decisions.
infrastructure o
of network asset management Monitoring and
decisions consultation with
stakeholders and
customers
Crash risk .
. Awareness of Safe Safety audits at
Changed use associated . ieh .
. . Systems Approach in Hig appropriate stages
results in poor with change 5 3 Reduce i
all aspects the (15) of concept design
safety outcomes | of use layout -
. transport system and construction
or design
Inadequate road ConS|de_r aged
- population,
width to
technology and
accommodate
. . mode share
all desired Consultation and use ) . .
One mode or o : considerations in all
transport mode . of multi-criteria High
o user will need - . 3 4 Reduce | asset management
facilities analysis for business (12) -
to change decisions.
(footpaths/ cases o
) Monitoring and
cycleways/traffic ; .
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on footpaths of use layout .
. required
or design
Confusion,
Current design LOS and
standar(_:ls not sqfety risks Monitor design and - Include new design
appropriate for with imol : High q - h
different devices | competing implement guidance 4 4 (16) Reduce | guidance when
from Waka Kohati available
eg e-scooters and
and e-bikes incompatible
users
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8.14.15 Cycleways - Improvement Plan

?e ONRC Pillar Description Who g:::::t :lmefram Cost
C1 [Communication |Public and political Transport and TBC 2021-23 Est $300k
consultation about Communications for 2024- |for new
what urban form looks 34 AMP staff
like, with respect to resources
better environmental
outcomes and
responding to the
climate change
emergency and urban
intensification.
Improvement
engagement and
engagement practices
C2 |Resources New urban HR and team TBC TBC Est $200k
design/planning and leaders pa for new
consultation experts 2 staff
FTE resources
C3 |Evidence Add bike shelters, bike |AM/Operations Incomplete 2024 Staff time
stands and service
stations to Ramm and
valuations
C4 |Resources Formalise agreement AM and Path exists 2024/25 Staff time
with Nayland College to | Operations but no and
maintain and permit maintenance ongoing
public access path or ownership path
between Thetford agreements maintenan
Chase and Whakatu ce and
Cyclepath surfacing
costs
C5 |Evidence Better understanding of | Transport asset |Requires ongoing Staff time
Nelson’s specific cycle |managers ongoing
crash risks. monitoring.
C6 |Evidence Demand for cycle Transport asset | counting 2023/24 TBC
facilities across the managers options being
network. Cycle investigated
counting. for new
Traffic
Counting
Contract
C7 |Communication |Public-facing route Transport asset |underway. 2024 Staff time
maps. managers, And maybe
Operations and |through
GIS vehicle
control
bylaw?
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8.15

8.15.1

8.15.2

Footpaths

The following section shows how the preferred programme affects the footpath
(including walkway) assets and services. Shared paths are also used by pedestrians
but are included as a cycleway asset.

Footpath - Physical parameters

The assets covered by this Asset Management Plan are shown 2. Transport Assets
and Services Register. The portfolio includes the footpaths on SH6 through Nelson
urban area. Line marking, drainage and signs for footpaths are managed in the
respective programmes.

The age profile of the footpath assets are shown in figure 8-16-1 below. When a
construction date is not known, 1901 has historically been used. Approximate
construction and surfacing dates for these paths is yet to be reviewed. Footpath
assets include pedestrian refuges and crossings but there is poor data on these so
need to be quantified prior to the next AMP.

2 3

Il Tot=l Replacemen Cost (CRC

Figure 8-16-1: Age Profile of Footpath Assets

Asphalt footpaths are valued with an expected life of 25 years and concrete
footpaths with an expected life of 50 years.

Footpath - Asset condition

Footpath condition was assessed in 2023/24 against the new 2023 NZTA guidelines
and on completion of the 21-24 footpath renewal programme. This does not assess
driveway shape which was included in the previous survey. Condition is
summarised below in figure 8-16-2. 2% of assets are in poor or very poor condition
showing the success of the previous renewal programme and a nationally consistent
performance metric. Many of the faults require maintenance intervention eg
vegetation trimming, or removal of trip hazards.

Higher LOS is demanded in the City Centre. This is discussed in the CBD section of
this AMP, but from 2023 will be funded through the subsidised footpath
programme.
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Condition Trend =
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Figure 8-16-2: Condition of Footpath Assets over time - Te Ringa Maimoa
- 2023/24

8.15.3 Footpath - Link to Strategic Case

Problem Environmental Safety | Network Resilience/ | Congestion/
Statement Impact/ Road Maintenance Economic
Climate Change

Priority for

this 1 2 3 4

programme

Good footpaths support environmental outcomes of walking and a low emission
mode of transport. Walking (including use of mobility devices) is also the most
accessible mode of transport for all age groups. Walking facilities prove health and
environmental benefits for at short distances and access to local facilities and bus
stops to provide alternatives to private cars.

Condition and connectivity of walking facilities affects the safety outcomes. The
footpath netwo