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Introduction
My name is Wesley John Edwards.  I am a traffic engineer and Principal of Wes Edwards Consulting Limited.  I hold a New Zealand Certificate in Civil Engineering, and a Bachelors degree in Civil Engineering.  I am a Professional Member of the Institution of Professional Engineers of New Zealand and my practice is a member of the Association of Consulting Engineers of New Zealand. I am a founding signatory to the New Zealand Urban Design Protocol, and Urban Design Champion of the IPENZ Transportation Group.
I have twenty-two years experience as an engineer with seventeen years as a specialist traffic engineer.  I have experience in traffic matters associated with resource management, including resource consents, Plan Change and District Plan preparation; experience in the design of traffic infrastructure and facilities such as roads and intersections; and in road safety engineering, traffic calming, urban design, subdivision design, computer analysis and modelling.  I have considerable experience in the assessment of traffic effects arising from development proposals.
I have been provided with a copy of the Code of Conduct for Expert Witnesses in the Environment Court and have read and agree to comply with that Code.  Except where I state that I am relying upon the specified evidence of another person, any evidence in this statement is within my area of expertise.  I have not omitted to consider material facts known to me that might alter or detract from the opinions that I express.
Scope
I have been engaged by St Lukes Community Association to provide comments on the traffic-related aspects of their submissions to the Proposed Plan Change.  I have been asked to specifically address the potential effects of the Plan Change on Aroha Avenue.

Existing Traffic Environment
Aroha Avenue is classified in the District Plan as a Local Road.  It is a residential street.  
Council recorded the traffic volumes in Aroha Avenue in August 2009 and the results from Council’s website are shown in the table below.
	
	Daily Flows
	Peak Hour Flows

	
	5-Day
Average
	7-Day
Average
	Sat
	Sun
	AM
	Midday
	PM

	Eastbound
	545
	552
	632
	509
	50
	41
	67

	Westbound
	626
	626
	609
	559
	80
	41
	82

	Total
	1171
	1178
	1241
	1068
	130
	82
	149


Table 1: Traffic Volumes on Aroha Avenue (Sandringham-Bournemouth), 5 August 2009. ACC
The ITA prepared for the Plan Change contains balanced traffic volumes that provide the following figures for existing flows in Aroha Avenue
	Peak
	Weekday PM
	Saturday Midday

	Location
	Bournemouth
	Sandringham
	Bournemouth
	Sandringham

	Eastbound
	60
	23
	43
	34

	Westbound
	58
	28
	44
	44

	Total
	118
	51
	87
	78


Table 2: Traffic Volumes on Aroha Avenue by Traffic Design Group
Parking in Aroha Avenue is uncontrolled except for a section of the street located near the pedestrian access to Cornwallis Street and Westfield St Lukes.  In that section parking is prohibited 9am to 11am seven days a week.  When I have visited the street I have observed a high demand for on-street parking close to the pedestrian access.  I have also observed high demand for on-street parking on other local residential streets in close proximity to Westfield St Lukes.
District Plan Provisions
There are several provisions in the Transportation section of the District Plan that are relevant to the assessment of the Plan Change with respect to Aroha Avenue.
In the introduction to the transportation section the District Plan presents the key issues that the District Plan needs to address, then sets out Objectives and Policies, which in turn lead on to Strategies.  I have reproduced some relevant sections (with emphasis added)

12.2.2  ISTHMUS TRANSPORTATION ISSUES

Control of Effects

Transportation, in its role as both an activity and as an effect of other activities, can impact adversely on the environment of the district. The use of the transportation resource can incur noise and air quality levels above those normally accepted.  The construction of the transportation system impact adversely on existing communities and ecological habitats.  Road traffic as a prime component of transportation and as an effect of land use activities can impact adversely on the amenities of an area in terms of dust, dirt, fumes, visual intrusion and traffic congestion. 

Other transport modes, including passenger transport, can also produce adverse effects. The comparative benefits of different transport modes must be weighed in the transportation management approach adopted by the Plan to ensure that adverse effects on the environment and the community are avoided, remedied or mitigated and then the enhancement of the environment is encouraged. An outcome of the traffic management approach may be the identification, protection and enhancement of transportation corridors as the best means to mitigate the effects of future growth in travel demand.


12.3 RESOURCE MANAGEMENT OBJECTIVES AND POLICIES

12.3.1 OBJECTIVE - EFFICIENCY/ENVIRONMENT

· By adopting planning techniques to discourage traffic in areas where it would have significant adverse environmental effects.

12.4 RESOURCE MANAGEMENT STRATEGY

12.4.3 CONTROL OF EFFECTS

The adoption of an effective and efficient public transport system to serve the future transportation needs of the Isthmus will have a beneficial effect on the environment. Other transportation measures adopted by the Plan will also contribute to environmental improvement. These measures seek to control any adverse effects transportation, as an activity or as an effect of other activities, may have on the environment of the district. A primary component of these measures is a road classification system, which channels traffic to suitable corridors, influences land use intensity, and facilitates measures aimed at protecting certain areas, particularly residential areas, from significant traffic intrusion.

Measures are also placed on all activities to ensure that the effects of the parking required by them are internalised within the particular sites, and therefore do not adversely impact on the surrounding environment. With any new roading proposals particular emphasis will be given to mitigating any adverse impacts on the local environment.

12.6 ROADING

12.6.1 OBJECTIVES AND POLICIES

Objective
To take full account of the impact of road traffic on the surrounding environment and to minimise adverse effects that may arise.

Policies
· By classifying roads in the City according to their proposed function in the road network.

· By using the road classification system as a framework to which activities will be related to preserve the amenities of particular areas.

· By adopting techniques to discourage traffic in areas where it would have adverse environmental effects.

12.6.2 STRATEGY

12.6.2.2 ROAD CLASSIFICATION

iii)Local Roads

Function
Local roads provide direct access to abutting properties. With the exception of cul-de-sacs, they also collect and distribute traffic to and from other streets within, and in some cases beyond the local area.

Traffic
Most local roads carry less than 1,000 vehicles/day. The road network configuration can, however, result in some local roads carrying higher flows of up to approximately 5,000 vehicles/day.

It is desirable to keep through or extraneous traffic flows on local roads to a minimum. Measures may be taken to inhibit such traffic on local roads.  Such measures will, however, only be undertaken where there is an identified problem, there has been full consultation with affected parties and the works are co-ordinated with Council's overall work priorities.

Form
There is seldom the need to provide for more than two traffic lanes plus on-street parking, property access and pedestrian needs on local roads.  Road reserve widths can vary from 14m (12m in short cul-de-sacs) to 20m.
…

12.6.2.5 LOCAL AREA TRAFFIC MANAGEMENT
Local Area Traffic Management (LATM) schemes range from speed humps introduced on individual streets to major area-wide schemes, such as the Ponsonby LATM scheme. Such schemes usually have one or both of the following primary objectives:

· To reduce traffic speeds thus improving the perceived safety and reducing “intimidation” of residents by traffic;

· To reduce traffic volumes by diverting extraneous or through traffic to other streets.

LATM schemes should only be considered on collector or local roads where traffic speeds or the accident rate is significantly higher than the average for the class of road, or where through traffic volumes are relatively high and form a high proportion of the total traffic flow. The surrounding arterial road network must be capable of absorbing any traffic diverted onto it. The cost of any improvements to the arterial road network required to accommodate such additional traffic, must be included in the cost of the proposed scheme.

The selection of the appropriate LATM measure or measures will depend on a number of factors including the nature of the problem; the general street environment; abutting land uses; traffic flow and cost considerations. It should be noted that speed humps or angle slow points are not considered appropriate on roads carrying more than 3,000 vehicles/day. Most collector roads and some local roads come into this category.

Proposed LATM schemes must meet the approval of a significant majority of residents. It must also be ensured that they do not simply transfer problems from one residential road or area to another. They must be affordable.

Effects on Plan Change on Aroha Avenue
Traffic Network and Aroha Avenue as a Link
The Integrated Transportation Assessment (ITA) accompanying the Plan Change begins by describing the transport network.  The ITA then explains what it sees as a constraint on the expansion of the Shopping Centre, in describing Aroha Avenue:
There is no vehicular access to either the Shopping Centre or any of the roads mentioned above, which constrains traffic movements to the north and east of the Shopping Centre.  However, there is a narrow pedestrian access lane connecting with Cornwallis Street[footnoteRef:1]. [1:  ITA pg 9] 

The various traffic reports consistently describe the surrounding road network as being at capacity during peak periods with peak-spreading evident.  To overcome these constraints on access to and from the Shopping Centre the Plan Change proposes that Exeter Road is extended to Aroha Avenue to provide additional capacity in the northeast quadrant.  
Westfield St Lukes is referred to in the documentation as a facility with a regional catchment and it certainly has at least a district-level catchment and function.  From my reading of the District Plan, traffic for regional and district facilities is intended to be carried on Arterial Roads and not on Local Roads. To repeat the relevant sections of Strategy:
Local roads provide direct access to abutting properties. 
The shopping centre is not currently an abutting property, and in my view should not become one.
It is desirable to keep through or extraneous traffic flows on local roads to a minimum. 
The Plan Change does not achieve this and introduces additional extraneous traffic.
A primary component of these measures is a road classification system, which channels traffic to suitable corridors, influences land use intensity, and facilitates measures aimed at protecting certain areas, particularly residential areas, from significant traffic intrusion. 
The proposed Plan Change does not channel traffic to suitable corridors; the proposed land-use intensity is not sufficiently influenced by the road classification, and the Plan Change does not protect residential areas from significant traffic intrusion.
In my view the proposed use of Aroha Avenue is in direct conflict with the District Plan.  
In reviewing the proposal the Resolve Group report notes:
It appears that for the future road network (full development), reliance is being placed by the applicant on the generated traffic diverting around the road network and using the residential streets, to partially mitigate against St Luke’s Road becoming further congested.  To ensure that this does not adversely affect residents a local area Neighbourhood Traffic Management Plan (NTMP) for treatment of the relevant local streets should be supplied.  This is to ensure the generated traffic does not have an adverse impact on the local streets.[footnoteRef:2] [2:  Resolve Group report pg 10 (Agenda Vol 1 Page 249)] 

As I will outline later there are significant difficulties with that approach.
Effects on Aroha Avenue
Mr Harries considers the effects of the Exeter Road Extension on Aroha Avenue (para 164) and starts by explaining this as an opportunity to “open up links between Aroha Avenue, Morningside Drive and the Shopping Centre”.
Mr Harries expects weekday PM peak hour volumes on Aroha Avenue to increase from 50 vehicles per hour to 180 vehicles per hour.  This is an increase of 130 veh/hr, a 260% increase over existing.  The Saturday midday flows increase from 78 to 250 vehicles per hour, an increase of 172 veh/hr or 220% over existing flows.
Usefully Mr Harries also provides future daily volume estimates at 1600 vehicles per day on weekdays and 1700 veh/day on Saturday; however given the existing volume is around 1200 veh/ day a 400-500 veh/day increase appears too low, equivalent to only 3 hours of peak flow.
In reading through the Plan Change documentation I noted that customer numbers at St Lukes had fallen since the opening of other centres such as Sylvia Park, and that the surveys of traffic demand from St Lukes have been undertaken in these conditions.  If traffic generation were to revert towards earlier levels, possibly as a result of expansion or redevelopment of St Lukes, the traffic generated by the additional floor area could exceed the estimates in the ITA, and in that case the traffic volumes in Aroha Avenue could be higher than anticipated.  
The traffic volumes in Aroha Avenue may also be higher than anticipated if a greater proportion of customers originate from the northeast quadrant.
I also note in reading the reviewer’s report that the traffic model was changed to reflect the installation of traffic calming devices in Aroha Avenue.  If the traffic calming devices are not installed, or are not as effective as anticipated in reducing traffic volumes, the additional flows in Aroha Avenue could be significantly higher than anticipated.
Even if the figures Mr Harries predicts turn out to be correct the increase is still a significant one.
Mr Harries go on to say (from para 168):
The increase in trips is an indication of the current poor connectivity to the north and east of the Shopping Centre, with a natural latent demand to undertake trips to and from this direction.  While the increase in traffic is higher than at present, the resulting traffic flows are still considered typical for a residential street and will remain comparable to many other residential streets in the vicinity.  

The increase in traffic flows on Aroha Avenue will not cause any undue delays or queuing at any of its intersections, and the flows will remain well within the road’s capacity.  As previously described, in order to manage any effects of this additional traffic on vehicle speeds along Aroha Avenue, or through traffic from Morningside Drive, it is proposed that mitigation measures (such as speed humps / tables, or horizontal pinch points) be established on Aroha Avenue, as soon as the Exeter Road Link is established.
Earlier, at page 34, Mr Harries explained the proposed traffic calming:
(iv)	Traffic Calming
Associated with the Exeter Road Extension, traffic calming will be established on Exeter Road and Aroha Avenue to ensure retention of the residential character of Aroha Avenue, and to ensure that the new link does not become a through route for non-local traffic.
From a purely traffic engineering basis it is accepted that the increase in traffic flows is within the capacity of the physical infrastructure of Aroha Avenue; although I expect there would be some additional delay at the Sandringham Road intersection at peak times.
The difficulty with that purely traffic-engineering assessment is that it does not recognise that there may be other adverse effects generated by the additional traffic – the effects on amenity that are explicitly mentioned in the District Plan.  As a traffic engineer I am not an expert in assessing the quantum of those effects; however I do recognise that they exist.

Traffic Calming Devices
The use of traffic calming devices, such as speed humps, is proposed as a necessary mitigation measure.  The review by Resolve Group recommends that the installation of such measures is essential to prevent excessive traffic from using Aroha Avenue, and so that residents are not adversely affected.
There are several difficulties with the installation of traffic calming devices such as speed humps, particularly as a mitigation measure as proposed.
Firstly, the effectiveness of devices such as speed humps is limited.  While these devices can moderate the traffic speeds in the street to a certain extent the effect on traffic volume is highly dependant on the particular situation.  
In order to reduce traffic volumes the speed humps have to slow the travel time in the street and / or create a sufficient nuisance effect for drivers such that the alternative routes become more attractive.  As explained in the ITA and the traffic reviews the link to Aroha Avenue is seen as an opportunity to overcome a significant access constraint, and is seen as being essential for the expansion of the centre.  As a result Exeter Road and Aroha Avenue will be an attractive route.
The RG review in particular highlights the fact that the surrounding arterial road network is capacity-constrained and congested and that the Plan Change appears to be reliant on residential streets providing overflow capacity.  That would suggest that the arterial road network is not a viable alternative for the traffic the calming devices or any design treatment of Exeter Road would seek to discourage.
In such circumstances a traffic calming scheme would need to be excessively severe in order to present any real deterrent, and I doubt that any treatment other than road closure would succeed.  There is also the potential for a traffic calming scheme in Aroha Avenue to divert traffic onto other local streets such as Kenneth Avenue and Cabbage Tree Swamp Road.
In discussing LATM schemes The District Plan points out that “The surrounding arterial road network must be capable of absorbing any traffic diverted onto it.”  In this case that condition is not met, and it appears that the Plan Change is seeking to overcome the capacity deficiencies of the arterial roading network by turning the road classification system on its head and proposing that local residential streets should be an alternative.
The District Plan also states “It must also be ensured that they do not simply transfer problems from one residential road or area to another”, and in this case that can not be ensured.
Mr Harries is of the opinion that the traffic calming will “ensure the retention of the residential character of Aroha Avenue”, and that it will “ensure the new link does not become a through route for non-local traffic”.  I am of the opinion that traffic calming cannot ensure either of those outcomes.
The assessments to date appear to overlook the fact that traffic calming devices can have adverse effects of their own.  The installation of these devices reduces the supply of on-street parking.  Speed humps and tables are the most effective devices for slowing traffic, but the act of slowing down, negotiating the hump, and speeding up again generates noise.  Other devices may be quieter but are less effective as a deterrent for through traffic.
I note that Mr Hegley has predicted noise from traffic in Aroha Avenue using figures supplied by Mr Harries, but it is not clear from Mr Hegley’s evidence if his model includes the effects of traffic negotiating speed humps.
In addition, residents are also subjected to the reduction in travel speeds and the nuisance of the speed humps, but unlike customers of the shopping centre are subjected to these effects on every trip they make.  For residents the “cure” of traffic calming can often be worse than the “sickness”.
For that reason the District Plan policy (and Council operating policy) is to require the majority approval of residents before such schemes are introduced.  The District Plan states “Proposed LATM schemes must meet the approval of a significant majority of residents.”  I would respectfully suggest that this requirement makes it difficult to rely on traffic calming devices as mitigation for through traffic, even if such devices were capable of being effective and of not introducing additional adverse effects.
Nature of Exeter Road Extension
The ITA describes the proposed extension of Exeter Road at section 6.3.1:
To improve the current poor vehicle and pedestrian connectivity to the northeast of the Shopping Centre, it is proposed to extend Exeter Road to connect with Aroha Avenue via a slow speed, pedestrian oriented link.  The final design will seek to discourage through traffic between Morningside Drive and Sandringham Road via this new Exeter Road to Aroha Avenue link.  The layout will provide accessibility between Aroha Avenue and the Shopping Centre whilst making and Morningside Drive to Sandringham Road through movements more convoluted.  A preliminary layout of this link is illustrated in the Concept Plan provided in Figure 11.
The Resolve Group (RG) report includes the following statements:
RG remain concerned about the Exeter Road extension and its ability to have a pedestrian focus given the likely number of vehicle movements, as well as the impacts of these additional vehicles on Aroha Avenue.  The Exeter Road extension is a necessary vehicle link[footnoteRef:3] …. [3:  Resolve Group report pg 9 (Agenda Vol 1 Page 248)] 

The RG report goes on to say:
However, it is anticipated that the proposed off-set intersection between the Exeter Road extension and Aroha Avenue and the introduction of traffic calming measures in Aroha Avenue will lead to a reduction in vehicles accessing / departing the St Lukes Centre by this route as well as a reduction in vehicle speeds.  This in turn should negate the above mentioned concerns held by RG.

It should be noted that the Exeter Road Extension provides a necessary additional route for vehicles accessing and departing the St Lukes Centre.[footnoteRef:4] [4:  ibid] 

After reviewing the proposals for Exeter Road there are some clear conflicts in the material and the intentions for this road.  
It is clear that in order for the proposed expansion of Westfield St Lukes to proceed that additional access capacity has to be provided as the surrounding road network is congested; and the extension is considered to be essential.  That implies that there is a significant traffic-carrying function for Exeter Road between the Shopping Centre and Sandringham Road.
In conflict with opening up that access, it is intended that through traffic between Morningside Drive and Sandringham Road will be discouraged, apparently through the design of the street.  In addition Exeter Road is supposed to function as a slow-speed pedestrian-oriented main-street environment.
There is nothing in the Plan Change that can guarantee that outcome.  The Concept Plan shows no treatment to discourage through traffic, and little aside from some planting and varied paving materials, to slow traffic and produce a pedestrian environment.  I understand one plan shows a slightly modified road alignment with a small “dog-leg”; however that is insufficient to overcome the attractiveness of the link to through traffic.
Some of these conflicts are identified in the RG report where the reviewer considers that traffic calming devices are required in Aroha Avenue in order to constrain the level of traffic that might use the Exeter Road link.  In my opinion that will not produce the outcomes that are claimed in the Plan Change documentation and Exeter Road will be a busy vehicle-dominated environment that will attract a significant amount of through traffic.
Because of the existing constraints on access between St Lukes and the northeast quadrant Exeter Road and Aroha Avenue will be a very attractive route and the traffic calming proposed will not be a sufficient deterrent to overcome that attractiveness.
I understand the Exeter Road link to Aroha Avenue is supported on the basis that it improves connectivity and permeability; and that improvement of those attributes is consistent with best-practice.
Although I am not an urban design expert, as someone who is regularly involved in structure planning and master-planning large developments and street systems in neighbourhoods I accept that connectivity and permeability are important considerations, particularly in planning new areas; however the best-practice guidelines are not developed with sites immediately adjacent to large car-oriented shopping centres in mind.
I am of the opinion that the aspiration of having a permeable and connected street network should not override another best-practice of making residential areas liveable - best achieved by minimising extraneous traffic as the District Plan seeks to do.
I would also note that connectivity and permeability are most important for non-motorised transport as pedestrians and cyclists are more sensitive to longer travel distances. 
I note that Prof. Bird (page 78) identifies 7 key benefits of the link.
… the connection of Exeter Road and Aroha Avenue will result in the following urban design benefits:
i. An increase in the overall permeability of the area;
ii. The distance between the Aroha Avenue residential area and the shopping centre will be reduced, thereby making it easier for people to walk from one to the other;
iii. Easy pedestrian access from Westfield St Likes to Gribblehurst Park;
iv. Retail and entertainment facilities within easy walking distances of people’s homes reduce the need to travel by car for day to day needs;
v. Reduced travel by car reduces the consumption of non-renewable sources of fuel;
vi. Walking which is healthy and sustainable; and
vii. More people walking around a neighbourhood make streets safer.
A non-vehicular connection of Exeter Road and Aroha Avenue would have essentially the same benefits without the significant adverse effects produced by a vehicle connection.
In this case it is the current lack of connectivity, particularly for vehicles, that is preserving the lower traffic volumes and residential amenity in Aroha Avenue; and in my view that is the most effective means of maintaining that environment.
Monitoring and Mitigation
The traffic reports also recommend that several intersections, including Sandringham Road / Aroha Avenue are monitored for changes in excess of those predicted, with capacity upgrades potentially required if higher volumes are experienced.
For any proposed monitoring to be effective it must have some potential measures in mind in case the effect being monitored is more intensive than expected.  In this case, should traffic volumes or conditions at intersections on Aroha Avenue be worse than expected the possible ultimate solution is to increase the capacity.  This might address any additional delay at the intersection, but clearly works against the intent of any traffic calming devices and exacerbates the impact of traffic in Aroha Avenue.
I would agree with Mr Harries in his concerns regarding the monitoring program being loosely defined; but rather than postponing better definition of the programme to the resource consent stage, I am of the opinion that a tighter framework is required at this stage to ensure that the development enabled by the Plan Change, if approved, would not have adverse effects beyond those anticipated.

Parking
Regional Parking Strategy
This Plan Change as notified proposes an amended minimum parking requirement for the centre and provides an opinion that providing parking at this level will adequately provide for the needs of the centre.
I note that in an attempt to provide consistency with the Regional Parking Strategy the reports for Council recommend a maximum parking rate for the centre that is lower than the proposed minimum, together with a further-reduced minimum parking requirement.
The Auckland Regional Parking Strategy sets out directions for parking provision and management in the region.  The first two key components of the Regional Parking Strategy are:
1. The introduction of maximum parking standards for new developments in high density mixed use town centres and corridors identified for intensive development in the Auckland Regional Policy Statement.

2. The associated preparation of comprehensive parking management plans for each centre. The strategy includes guidelines for CPMPs including criteria for assessing applications for parking in excess of 100 spaces and for assessing applications exceeding the permitted maximums.

I note that Westfield St Lukes is not included in the list of town centres or corridors in ARPS Plan Change 6 Schedule 1 (Decision Version 2); however I recognise that the management of parking can still be a useful tool in changing travel behaviour of employees and other users of long-term parking.  The distinction with respect to long-term and employee travel, as opposed to shorter-duration visitor and customer parking is clear in the Regional Parking Strategy.
In the case of St Lukes the centre is sufficiently remote from rail transport as to be an unattractive mode for shoppers but a potential mode for any employees that have reasonable access to rail from their homes.  Likewise, carrying any significant volume of purchases by bus can be difficult and unattractive, although for some employees buses may be a suitable option.
This is in contrast to other centres where parking maximums are in place or are proposed, that have much better access to public transport.  



Parking Demand
In reading through the ITA for the Plan Change I was disappointed to find that the majority of parking information related to supply at other shopping centres and critical assessment of the actual or likely demands at St Lukes including on-street demand was lacking.  As a result the true parking demand of the centre is underestimated.
I am told by some residents in the area that cars have had notices attached explaining that staff should not parking on the site.  While I have no first-hand experience of this I have observed extensive long-term on-street parking in the streets close to the shopping centre.  There are parking controls in Aroha Avenue that attempt to mitigate this to some degree.
As the majority of this on-street parking appears to be generated by staff the ability to influence travel behaviour is limited.  It is clear that some reports regarding the Plan Change advocate that all staff parking should occur on-site as required by the District Plan and that a parking management regime should ensure this.
In practice it is difficult to provide sufficient control unless an adequate supply on the site is made available.  As long as parking on nearby residential streets is free of charge and impediment it will remain attractive to staff, and with increased access proposed via Aroha Avenue that location will be particularly affected.
In my view the only practical alternate means of preventing staff from parking in surrounding streets (aside from refusing the plan change) is to introduce parking restrictions on the streets such as resident parking permits or resident exemptions from parking controls.  I understand Council is often reluctant to introduce such controls as they are costly to administer and enforce and have side-effects on residents.
The Resolve Group review notes that this parking is a problem and considers “It is inappropriate to place parking restrictions in these local streets as the residents are then also required to comply with them.  Accordingly details are required of the measures intended by Westfield St Lukes under the plan change to ensure staff does not park on the surrounding local streets.”
The RG report goes on to state that all staff parking should occur on-site, that staff parking should be controlled by an effective travel plan, and that no new dedicated staff parking should be provided.  The report also recommends that a Parking Management Strategy that takes all of this into account should be submitted to Council for approval at Resource Consent stage.  
This is particularly challenging in light of imposing a limit on parking lower than the current provision, and in my opinion cannot be relied upon to sufficiently avoid adverse effects.
I accept that providing on-site parking for the highest demand periods, for example around Christmas, could be an inefficient use of resources; however the on-street parking around the centre at present is an every-day occurrence.  
Again, this is not necessarily a significant adverse effect on traffic movement and safety; but does represent an adverse effect on other parts of the environment such as residential amenity that has not been sufficiently addressed.

Conclusion
Parking
The Plan Change as proposed is considered to provide just enough parking for the site; however it appears insufficient to accommodate the expected demands of the centre when staff on-street parking is considered.  I am of the opinion that any parking management strategy that is sufficient to remove staff on-street parking is likely to have adverse effects on residents; aside from the provision of higher levels of parking on the site.
In contrast, the reports for Council recommend the imposition of more onerous parking maximums with the aim of encouraging a mode shift to public transport.  This will make the staff on-street parking problem worse.  
Part of the reasoning for introducing a parking maximum is to provide equity with some other centres and to modify travel behaviour in accordance with the Regional Parking Strategy.  The Strategy does not target this centre for treatment, and St Lukes has poorer access to public transport than centres such as Newmarket or Albany.
While I recognise the desire to change employee travel behaviour I suggest this may be more appropriately achieved through location of employment at locations with better public transport accessibility, or where on-street parking in residential areas is not a problem.

Exeter Road Link and Aroha Avenue
The  language in the District Plan with respect to use of local roads and local area traffic management is strong, using such terms as “must” and “ensure”; and the intent is clear – to place through traffic and higher traffic flows on arterial roads to preserve the qualities present in local residential streets.  In my view those tests and intent are not met by the proposed Plan Change.
The traffic reviews state that the Exeter Road extension is required to support the proposed expansion of St Lukes, and at para 291 Mr Harries describes this link as “crucial”.  The link is also described as having the benefit of overcoming the existing poor connectivity.  Ironically it is the lack of connectivity that is valuable in retaining the lower traffic volumes and residential amenity in Aroha Avenue.
While I accept that Aroha Avenue is physically capable of carrying the additional traffic imposed, that does not mean that it should carry that traffic.
The proposed mitigation, of installing speed humps or the like in Aroha Avenue is inadequate, and will produce adverse effects.  The District Plan requires that measures such as this only be installed when residents have been consulted and a substantial majority are in favour of the scheme.  For that reason I am of the opinion it is not suitable to rely on such a scheme being implemented.
In my opinion the Plan Change as proposed does not adequately recognise the adverse effects it generates and does not represent adequate integration between transport and land-use.  It is contrary to District Plan transportation policy and objectives.
The Resource Management Act imposes the well-known duty to “avoid, remedy, or mitigate.”  In the case of the effects that would be imposed on Aroha Avenue by this Plan Change it is my opinion that the effects cannot be adequately remedied or mitigated.  They could be avoided in part by not including any vehicle linkage between Exeter Road and Aroha Avenue; or entirely by refusing the Plan Change.
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