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Rolleston is one of the fastest growing towns in New Zealand and is experiencing transport pressures to keep 
the community connected and state highway intersections safe. The urgent need for investment in the 
Rolleston transport network has been recognised through the New Zealand Upgrade Programme (NZUP), with 
$125m of funding approved in June 2021 as part of the ‘Canterbury package’1.  

Investment is targeted for the following interventions that improve safety, connect communities, enable better 
movement of rail freight and are future-proofed for growth: 

 A  that will connect the residential and industrial areas of Rolleston. The flyover 
will provide improved facilities for walking and cycling. 

  along SH1 through Rolleston, with a range of improvements to 
reduce deaths and serious injuries and better manage the forecast future growth in traffic volumes. 

 An  to improve rail freight efficiency and operations. 

 Safer access to the town centre and service businesses alongside SH1. 

Together these interventions will deliver a safer state highway corridor2 and improve the connection between 
the Rolleston Industrial Zone (RIZ), Rolleston Town Centre and the residential areas. Doing so also means that 
we are proactively responding to the growth that is occurring, but in a manner that improves travel choices 
with a more integrated active and public transport network. 

The project will give us a range of transport benefits which go towards meeting every 
one of the Ministry of Transport’s outcomes for the transport system – inclusive access, 
safety, economic prosperity, environmental sustainability and resilience. 

In terms of the traditional transport benefits, we expect investment to give us: 

 A reliable connection between the residential and employment sides of Rolleston. 

 A reliable, resilient transport network where: 

 Journey times across the state highway are more reliable. 

 Freight journeys along SH1 are quicker and more reliable, with the removal of 
two sets of traffic lights and freight routes to the industrial zone. 

 A safer corridor with less crashes to cause disruption. 

 Better walking and cycling choices, with safer and higher quality connections across the state highway and 
linking with Selwyn Districts expanding cycle network. 

 Major safety benefits: 

 A 40% reduction in DSIs on the state highway. 

 Almost fully remove the possibility of a collision between a train and vehicle at the Hoskyns Road level 
crossing, which sees numerous ‘near-misses’ each year. 

 A rail corridor that is future-proofed for growth with railyard improvements that can deliver significantly 
shorter journey times for trains travelling between the Midland Line and Main South Line. This essentially 
provides travel choice for freight, with more opportunity to shift road-based freight onto rail.  

This project is more than just about delivering the traditional transport benefits. 

 by enabling land use change that 
will help make Rolleston a self-sustaining and vibrant place where people work and live. Whilst the Town Centre 
redevelopment is a great addition, the growth (and extent) of commercial and employment land use is still not 
going to keep pace with the growth in population.  

 
1 www.nzta.govt.nz/planning-and-investment/nz-upgrade/canterbury-package/ 
2 Rolleston lies within the Road to Zero Speed and Infrastructure corridor of Templeton to Selwyn River that is looking to deliver a “safe system 
transformation” with barriers and intersection safety interventions. 

In 2018 Rolleston 
had a population 
of 16,000 
residents. It now 
has a population 
of 28,000, and by 
2043 it is 
expected to be 
39,000. 
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So, the question is - where can this new development go? 

Without utilising space on the northern side of SH1, which is geographically very close to the Town Centre, the 
only alternative greenfield areas would be on the outskirts of the current residential areas. If opportunity is not 
taken now to better connect both sides of Rolleston, it could become a town that ends up with a series of 
sporadic small commercial areas and never achieves a strong feeling of community. 

If Rolleston becomes a more self-sustaining town, residents will no longer rely on travel to Christchurch for 
work. This means that 

. 

The process of identifying a recommended programme of works captured responses to community 
consultation, extensive optioneering (informed by technical assessments), a value-engineering exercise and a 
road safety audit. The scope of the proposed programme is shown below. 

The NZUP scope was generally founded upon the recommendations from the Programme Business Case (PBC). 
However, the evolution of the project through the DBC process has led to the following changes to the original 
proposal (as consulted upon in August 2021): 

 rather than ‘skewed’ flyover. 

 . This will provide much 
improved accessibility into Rolleston via the main road network, and reduces demands through the 
Weedons Ross Road interchange, Jones Road and Levi Road. 
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 A  (rather than full closure of the intersection). The key safety 
problem relates to queuing back across the level-crossing from Hoskyns Road/SH1 signals. A ‘left-out’ onto 
SH1 provides benefits of access, resilience and overall network performance 
without influencing the desired safety outcomes. The inclusion of an off and 
onramp near central Rolleston significantly reduce pressure at the Weedons 
Ross Road / SH1 interchange to help maintain freight access reliability to 
the industrial area. 

 
. The underpass 

connects the proposed Burnham Cycleway (along Runners Road) with the 
Rolleston residential area and a walking and cycling connection to the 
expanding industrial area and shared use paths along Walkers Road and 
Two Chain Road (refer Plan Changes 73 and 80)3. 

 
 thereby extending two lanes from the Weedons Ross Road interchange through to the off-ramp into 

Rolleston. This will provide a safer transition from the higher speed CSM to the slower 80 km/hr section 
passing through Rolleston. 

 The  will be developed as an extension from the southbound off-ramp to Rolleston Drive and 
formalises left-hand turns into businesses on SH1 and to Tennyson Street for access to the Town Centre. 
The inclusion of a central median barrier ensures that all right turning conflicts are removed, with left-in / 
left out enabled at Tennyson Street (via the service lane) and Brookside Road.  

This business case is unusual in the sense that the starting point was a 
relatively well-defined set of improvements for Rolleston. Whilst Crown funding 
has been allocated, the 

. 

Our process involved: 

1. of problems and system performance, and assessment 
of the merits of various options. This involved extensive transport 
modelling and other technical considerations for the option assessments. 

2.  We presented the NZUP programme and 
asked the public what they thought – did it look about right, or were there 
things that we needed to further explore? 

3.  Not all the feedback 
received from the first round of engagement was positive, and we were 
asked to explore some alternatives – most notably in relation to the 
flyover. We therefore took a step back to make sure we had robustly 
explored all the options. The first part of that process was to try and 
establish the best versions of the interventions that were described by the 
NZUP – e.g. how could we make the originally proposed ‘skewed flyover’ 
better? 

4.  This took the 
form of a multi-criteria analysis (MCA) that was informed by various 
technical assessments including traffic modelling and concept design. The 
outcome was a set of technically preferred options that had buy in from all 
the project partners – Waka Kotahi, Selwyn District Council (SDC) and 
KiwiRail. 

5. We asked the public what they thought of 
the refined programme. The feedback was far more positive than the first 
round of engagement, with wide reaching support. There were however 
some issues that the public raised, particularly regarding improving safety 
on local roads that would see more traffic. 

6.  We took on board the feedback, undertook 
technical analysis and made some changes which looked to address the 
main feedback we received. We also did a value engineering exercise which 
saw some changes to the proposed service lane. We then completed our 
technical assessments, design, cost estimates, safety audits and the 
overall business case. 

 
3 www.selwyn.govt.nz/property-And-building/planning/strategies-and-plans/selwyn-district-plan/plan-changes 

The ‘flyover concept’ has 
been around since 2007, 
and this investment will 
give both the community 
and developers 
confidence around how 
transport in Rolleston will 
look and function. 
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The outcome of this DBC is a preferred programme of works that is technically the best thing to do, presents 
value for money and has wide reaching buy-in from stakeholders. 

The Problem Statements agreed amongst the Project Partners are: 

  Increasing traffic and rail movements and poor interface with local road intersections and 
level crossings is resulting in increased conflicts – particularly at uncontrolled right turns, and the risk of 
death and serious injury. 

  Rapid changes in land use has outpaced the delivery and availability of alternative 
transport choices, maintaining a reliance on private vehicles, resulting in increased severance, poor 
connectivity and reduced liveability and sustainability of Rolleston. 

The following sections describe how the proposed interventions will address these core problems. 

This is the most dangerous intersection along the state 
highway corridor through Rolleston (x2 DSIs in the last 5 
years). People are also actively avoiding this intersection due 
the perceived safety risks. Dunns Crossing Road and Walkers 
Road provide a key cross district route and forms part of the 
Rolleston peripheral arterial network. It serves key destinations 
including the Rolleston Prison, West Rolleston Primary School 
and the Resource Recovery Centre, Significant growth within 
the near vicinity is also planned with residential development 
along Dunns Crossing Road and industrial development along 
Walkers and Two Chain Road. This key intersection will become 
increasing important as the southern access to both Rolleston 
township and the industrial area. Hence without both safety 
and capacity improvements at this location, growth cannot be 
supported. 

This is also the intersection between two key freight routes –
east-west along the state highway (regional movement) and 
north-south (district movements). Its long-term efficiency 
therefore carries even wider importance. 

A dual lane roundabout is proposed to cater for the expected 
growth in the area, as opposed to a single lane safety 
intervention. Dunns Crossing Road will be realigned into 
greenfield areas to provide separation from the rail level crossing and avoid the need to acquire some newly 
constructed homes on the residential side of the intersection. This roundabout will become the main entrance 
to Rolleston from the south to both the industrial area via Walkers Road and Two Chain Road, and to the 
residential side via Dunns Crossing Road, Brookside Road and Lowes Road. While this adds traffic to these 
roads the impacts are not out of context with their arterial and collector road functions.  

The DBC has been developed in close partnership with SDC who have plans for upgrades on these roads in the 
future to cater for the ongoing land use growth in the area. We have also undertaken extensive engagement 
with local schools and SDC to ensure that we are collectively delivering appropriate mitigation to ensure safe 
outcomes for all. 

 
Right turning into or out of this intersection presents a high safety risk. This risk will worsen in response to: 

 Traffic volumes increasing along the state highway and in response to the rapid growth of the town. 

 The removal of the traffic signals at Rolleston Drive North and Hoskyns Road, which will essentially create 
an extension of the Christchurch Southern Motorway. This means that a give-way control intersection at 
Rolleston Drive South will be very much out of context and unsafe. 

During the DBC several options were identified and assessed. One option was for a roundabout, but it soon 
became apparent that this would not be easily achievable due to land constraints. It would also attract traffic 
down Rolleston Drive South, which is not designed to carry a significant amount of traffic. 

Given the relatively low use of the road as an access point into Rolleston, the recommended solution is to 
restrict turns at this intersection to left in/left out. This is also consistent with the Safe System Transformation 
for the state highway corridor between Templeton and Selwyn River that is proposing median barriers as part 
of the Road to Zero safety strategy. With the proposed Dunns Crossing Road roundabout, a U-turn facility 
would be provided for local resident wishing to travel north to Christchurch. 
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Current access arrangements to the town centre and highway amenities off SH1 present a safety risk, with a 
confusing road configuration where SH1 (southbound) effectively splits into three lanes with two separate 
service accesses to McDonalds and BP. This means that vehicles need to diverge quickly across two lanes. 
Furthermore, the right turn access to and from Brookside Road and Tennyson Street pose significant safety 
risks that will worsen with continued traffic growth.  

The removal of signals at Rolleston Drive North and Hoskyns Road (required for safety reasons) will essentially 
create an extension of the CSM2. Without mitigation this could create two new safety issues because of (a) 
higher traffic speed; and (b) fewer safe gaps in the traffic (the current signals help create ‘platoons’ of traffic). 

The recommended option is to extend two lanes from the CSM that then reduces to one lane after the off-ramp 
to Rolleston Drive North. The central median will be extended through Rolleston to just south of Brookside 
Road making all accesses left in left out. A service lane will extend from the offramp to provide left-in access to 
McDonalds, BP and Tennyson Street. Tennyson Stret will retain left out access onto the main state highway 
lane. Brookside Road and the Z Service Station will continue to have left in, left out access from the main state 
highway lane. The existing 80km/hr speed limit through Rolleston would be retained. 

Essentially this will formalise what already exists in terms of commercial access, plus adding a new central 
median to address the critical right turn safety risks. Larger scale options were considered with additional 
barriers, but upon review of the risks, costs and likely benefits the recommended option gives a good return on 
the investment. 

Rolleston is at the junction of the Midland rail line serving the West Coast, including coal and milk products, 
and the Main South Line. The Main South Line is part of the South Island’s Main Trunk rail line (running north 
and south), connecting key economic hubs in the South Island for freight import and export. The Rolleston 
includes two inland ports that connect with Lyttelton Port and PrimePort Timaru. The efficiency of rail 
movement is critical to the national economy, and there are about 40 rail movements a day north of Rolleston. 
However, the movement of freight is being constrained by the facts that there is: 

 No direct connection between the Main South Line (to the south) and Midland line and adjacent Inland Port 

 No direct connection to the Lyttelton Port Company (LPC) Inland Port and siding from the south. 

 Inefficient rail operations resulting in additional level crossing closures and long shunting movements to 
the Middleton rail yard in Christchurch. 

 Shunting operations require personnel to be physically present on the ground creating a potential unsafe 
working environment. 

Various options were considered for improvement, starting from completing the third leg of the “triangle”. The 
investigations found that signaling costs and lack of full connectivity to all siding locations detracted from this 
option. The preferred rail option is to create a new third rail yard track and run around area for trains to turn 
around to head south. This will be located just to the north-east of the current LPC siding and therefore 
provides turning opportunity for trains from the Midland Line and all sidings within the Rolleston station 
environ. A key benefit of this option is that it enables southbound ‘run around’ within Rolleston rather than 
having to rather than having to travel to Middleton (15km away). It also removes the need for a third track over 
Hoksyns Road and improves the operational safety for personnel maneuvering trains. 

In anticipation of ongoing cost and funding pressures, each of the interventions were reviewed to ensure 
appropriate value for money is delivered. A value engineering exercise was undertaken (led by an independent 
external party) to explore whether there were any opportunities to scale back the project scope without 
significantly impacting the desired outcomes. 

Separately the preferred programme and designs were refined in response to public feedback. Key changes to 
the preferred programme, when compared to what was presented during the 2022 consultation, were: 

 Local road improvements near to the Rolleston Primary School 

 Cycling underpass at the Dunns Crossing Road / Walkers Road roundabout 

 Merge extension from the Weedons Ross Road interchange through to the service lane (SH1 southbound) 

 Refinement of the service lane design, to extend through to Tennyson Street, rather than Brookside Road. 
This avoids a large amount of property acquisition, without notably affecting the scale of safety benefits 
that would be gained. 
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Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 18 

interchange with the inclusion of the on ramp from Hoskyns Road and the offramp to Rolleston Drive 
North. 

 Other traffic volume changes are focused on the main arterial or collector road network within Rolleston, 
namely Dunns Crossing Road, Walkers Road, Two Chain Road and Levi/Lowes Road. Selwyn District Council 
(SDC) are planning for ongoing growth and have road improvements planned on most of these corridors. 

 Waka Kotahi have engaged closely with the West Rolleston Primary School on Dunns Crossing Road and 
SDC so that there will be appropriate safety treatments in place along the corridor. 

The following diagrams show how intersection level of service and travel times are expected to improve as a 
result of the proposed improvements. 
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To respond to the critical problems and deliver expected outcomes, there is still 
 

To address the funding gap there are several options that will need to be explored, including: 

 Requesting additional NZUP funding 

 Co-investment with Road to Zero (SIP) funding for: 

 Dunns Crossing Road / Walkers Road roundabout. 

 Wire rope barrier between Dunns Crossing Road and Rolleston Drive South. 

 Rolleston Drive South Left-in / Left-out. 

 Co-investment with SDC for the Dunns Crossing Road cyclist underpass. 

 Co-investment with KiwiRail for the rail improvements. 

The other funding sources that could be explored are a top up from the National Land Transport Fund (NLTF), 
from Transport Options (shared path components) or CERF (walking/cycling components). 

These discussions would need to be initiated as soon as possible but it is understood that funding availability 
is equally constrained and further clarity may not be possible until the 2024 financial year. 

The overall recommendation of the DBC is to progress the project through to pre-implementation. The Waka 
Kotahi board will confirm both the funding and scope for this next phase of the project

This business case has several next steps that will be required to ensure successful funding and 
implementation. These are outlined below. 

 Waka Kotahi to undertake the formal Internal Quality Assurance (IQA) assessment required by Waka Kotahi 
funding and prioritisation processes to confirm funding commitment. 

 Finalise Waka Kotahi endorsement of the DBC via Value, Outcomes and Scope (VOS) Committee, the 
Investment and Delivery (I&D) Committee and Waka Kotahi Board.  

 Seek endorsement of the committed activities within Rolleston through the NZUP Governance Group. 

 Confirmation of funding allocation. 

 Discussions with SIP regarding funding sources and timing of interventions. 

 Public engagement to inform outcome of DBC. 

 Continue engagement and communication with affected landowners, identified through the preliminary 
land requirement plans. 

 Undertake engagement with the Selwyn District council throughout the detailed design process and prior to 
implementation. 

 Undertake targeted engagement with KiwiRail and the Rolleston Prison. 

 Undertake engagement with the wider community and stakeholders prior to implementation. 

 Further refinement of the procurement approach/model to enable the procurement of detailed design and 
construction contractors. 

 Preparation of the necessary tender documents prior to engaging with the supplier market for professional 
design services. 

 Engagement with the supplier market for professional services to undertake detailed design. 

 Following statutory approval for consents and land requirements, appointment of a construction supplier.  

 Establish a dedicated governance and project management team to provide oversight and other 
responsibilities including scope management, risk, procurement, finances, and quality assurance. 

 Property Acquisition Strategy approved. 

 Property Team engage with all Owners.  

s 9(2)(g)
(i)
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Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 21 

 Commencement property acquisition. 

 Undertake geotechnical investigations. 

 Potholing for existing utilities and engagement with utilities suppliers. 
 Urban design framework. 

 Road Safety Audit addendum completed for service lane/merge alteration and underpass at the Dunns 
Crossing Road / Walkers Road roundabout. 

 Ahead of detailed design 

 Discussions with Kiwirail/Waka Kotahi about the acceptability of retaining the crossings at Hoskyns 
Road and Weedons Ross Road, as proposed given the recommendations in the LCSIA report. 

 Discussions with SDC/Kiwirail in regard to responsibility for any small scale changes at Two Chain 
Road/Jones Road crossing. 

 During detailed design 

 Design refinements to the Walkers Road crossing 

 During implementation 

 Vegetation clearance 

 Construction monitoring / safety reviews 

 Confirmation that the residual risks at Hoskyns Road and Weedons Ross Road level crossing are as low as 
reasonably possible for Kiwirail. 

 Preparation of Consenting documentation. 

 Lodge and gain resource consents. 

 Prepare Implementation tender documentation. 

 Supporting local road improvements will need to be investigated through SDC. 
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The urgent need for investment in the Rolleston transport network has been recognised through the NZUP, 
with $125m of funding approved as part of the ‘Canterbury package’4. Investment is targeted for interventions 
that improve safety, connect communities, enable better movement of rail freight and future-proofs for growth. 

The following interventions earmarked for Rolleston were: 

 A  that will connect the residential and industrial areas of Rolleston. The flyover 
will also provide improved facilities for walking and cycling. 

  along SH1 through Rolleston, with a range of improvements to 
reduce deaths and serious injuries and better manage the forecast future growth in traffic volumes. 

 An  to improve the efficiency of freight movement. 

 A new  alongside SH1 that will provide safe access to important businesses. 

This business case demonstrates the need to invest in the Rolleston transport network. It reconfirms the need 
for each intervention, explores the alternatives, takes on board stakeholder and public feedback and presents 
an evidenced based ‘refined preferred option’. 

The NZUP announcement has provided assurance to the local community that investment is going to be made 
and changes to specific locations along the state highway will occur. But whilst somewider funding has been 
allocated, the . 

This means that this DBC has had to follow a slightly different path to establishing a preferred programme of 
interventions. A typical process would see a long list taken through and refined down to a preferred option. 
However, for this project the starting point was the defined, and publically announced, NZUP Canterbury scope. 
The process was therefore to test/optimise the proposals, consult on them, refine as necessary and then 
consult again. The outcome is a preferred option that is technically the best thing to do, presents value for 
money and has wide reaching buy-in from stakeholders. The journey taken to get there was just a little 
different because the project already had some allocated funding. 

 
Rolleston is growing at an unprecedented rate which, given the large number of current Plan Change requests 
for the area5, shows no signs of slowing down. 

Over the last ten years the population of the Selwyn District has grown by an average of 5.2% per annum, 
placing it ahead of the Queenstown-Lakes district on 4.5% and making it New Zealand’s fastest growing region. 
People and businesses are being drawn to the district by the affordability of property and good road transport 
connections – most notably the recently opened Christchurch Southern Motorway Stage Two (CSM2). SDC’s 
(SDC) latest projections are for the population in Rolleston to more than double in the next 20-25 years, going 
from 16,000 residents in 2018 to 39,000 in 2043. . 

Population growth in Rolleston is outpacing the level of investment in the local transport network. 
  

As demonstrated later within the Strategic Case, without investment we are likely to see: 

 More deaths and serious injuries (DSIs) along State Highway 1 (SH1) through Rolleston. There is a high risk 
of DSIs occurring at: 

o The Hoskyns Road rail level crossing. 

o SH1 intersections at Rolleston Drive North, Tennyson Street, Brookside Road and Rolleston Drive South. 

o SH1 / Dunns Crossing Road / Walkers Road intersection. 

 Increased severance and disconnect between the two sides of Rolleston. 

 Restricted growth potential of Selwyn district in the longer term. 

Investing in roads, rail, walking and cycling will mean people can travel through and around Rolleston more 
safely. Travel times will be more reliable and having more travel choice will benefit the community, the 
environment and help to grow the economy. Improving the connection between town and industrial areas will 
make it easier to shop and support local businesses. 

 
4 www.nzta.govt.nz/planning-and-investment/nz-upgrade/canterbury-package/ 
5 www.selwyn.govt.nz/property-And-building/planning/strategies-and-plans/selwyn-district-plan/plan-changes 
6 https://nzdotstat.stats.govt.nz/wbos/Index.aspx?DataSetCode=TABLECODE7981# 
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The growth of Rolleston and the need for accompanying transport improvements have been signaled since 
early strategic studies in 2000 and the Christchurch Rolleston and Environs Transportation (CRETS) in 2007. 
This identified the need to extend the CSM2 and improve connections between satellite towns of Rolleston, 
Lincoln and Prebbleton, and between Christchurch and Rolleston via SH1.  

These early investigations showed a multi-modal flyover would improve connections between the residential 
and industrial sides of Rolleston, improve safety – reduce the number of people being killed and seriously 
injured in crashes, as well as provide a more resilient and sustainable road and rail network. 

As part of its Long-Term Plan (LTP) 2015/2025, SDC signaled major transport projects planned as part of CSM2 
and the need to connect Rolleston Township areas across SH1 and Main Railway Lines. Draft consultation with 
the public included a skewed7 flyover alignment. 

Building on the adoption of CRETS, in 2015, transport partners led by Waka Kotahi developed the original 
Programme Business Case (PBC) for Rolleston Transport Improvements. This centered around what changes 
would be required to facilitate the growth of the Rolleston Industrial Area (RIA), whilst ensuring safe, efficient 
and effective transport access outcomes. 

The PBC confirmed the ‘case for change’, developed a list of alternatives and identified a recommended 
programme for investment. This recommendation then informed the scope for NZUP investment. 

 
This is a key question that has strong links to our desired project outcomes. 

We are not just trying to address the problems we have now, but we’re thinking more broadly and about the 
future generations who will call Rolleston “home”. Essentially – how can this project support the wider vision for 
Rolleston as a self-sustaining and liveable community. 

Over the last decade, the pace of residential development in Rolleston has far exceeded that of supporting 
employment opportunities or local amenities. This means that most people who live in Rolleston work in 
Christchurch, and then at the weekend, a large proportion of people again travel to Christchurch for shopping 
or recreational reasons. This, coupled with the low-density nature of much of the development, has resulted in 
a car dominated town. 

The Rolleston Town Centre development is a key 
step in helping to localise far more trips and 
create a more vibrant community. But Council 
recognises that more commercial and employment 
land will be required to support a growing 
population. 

Given the level of in-fill development, the question 
is “where can this new development go?”. Without 
utilising space on the northern side of SH1, which 
is geographically very close to the Town Centre, 
the only alternative greenfield areas would be on 
the outskirts of the current residential areas. If 
opportunity is not taken now to better connect 
both sides of Rolleston, it could become a town 
that ends up with a series of sporadic small 
commercial areas and never achieves a strong 
feeling of community.  

The flyover not only addresses a major safety 
issue (the Hoskyns Road level crossing) but will 
physically help ‘pull the town together’ so that the 
commercial centre of Rolleston itself can grow.  

 

 
7 Skewed alignment - connecting between Rolleston Drive North and a roundabout, to the east of the Hoskyns Road/Jones Road traffic signals, 
which is futureproofed for the development of a ‘Bulk Retail Area’. 
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A substantial amount of work had been completed prior to the start of the DBC, including business cases and 
other investigations. This work has allowed us to establish a clear picture of the drivers for change, some of 
the potential options and the key design constraints/risks. The future proposals for the IPort large format retail 
area have been considered as options for the Flyover have been assessed. 

This DBC is bringing to affect the PBC’s recommendations for improvements to the state highway. Identified 
improvements for the local roads, such as the local road upgrade of Two Chain Road, will be captured as part 
of a separate piece of work. This is because necessary improvements on the local road network are inherently 
linked to what improvements are made on the state highway – especially if some improvements result in a 
redistribution of traffic. Notwithstanding, this DBC outlines a recommended programme of local road 
improvements along with a staging plan. 

In terms of the wider alignment between the PBC and DBC: 

 The PBC’s strategic case was used as a starting point. A refresh was undertaken as part of the DBC in order 
to ensure that it captured the latest evidence (for example - crash statistics). 

 There is a strong alignment between the Investment Logic Maps (ILM) of the PBC and DBC. The essence of 
the problems remains unchanged. Similarly, the identified benefits of investment are largely consistent. 
Refer to Section 5 of this DBC. 

 The long-list of alternatives (for specific interventions such as the flyover) identified in the PBC has been 
captured as part of the DBC. 
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Waka Kotahi partners with Iwi regionally through their relationship with Mahaanui Kurataiao and directly with 
Te Taumutu Rūnanga via a Cultural Advisory Group (CAG). This relationship is managed by the Project Director 
with support from the Regional Maori Advisor and the Waka Kotahi project team, with regular monthly 
meetings held. 

The CAG is supportive of the project outcomes and proposals and leading the development of how the flyover 
will fit within the Manu whenua. 

The main cultural narrative opportunity on this project is with the flyover structure, which could be used to 
enforce the cultural narrative that Iwi and SDC are seeking to bring through as part of the Rolleston Town 
Centre upgrade. The cultural narrative developed to date is built around three pillars: 

 Direction of the structure 

o Ki uta ki tai – from the mountains to the sea - east to west. 

o Waikirikiri/Selwyn River. 

o Linkage to the new town centre and Te Ara Ātea (Rolleston Library). 

 Our travels 

o SDC Te Arātia - connection to the trails and plains. 

 Relationship between Taumutu and Ngāi Tūāhuriri. 

o Ancestors that connect us together. 

o One side of the structure might represent Tane Tiki. 

o Te Rakitāmau is Taumutu connection to the interland and trails. 

o Rich tapestry of relationship from Moki from Tūāhuriri and Te Rakitāmau. 

o Concept of kākahu (cloak) and represent wahine elements. 

Regular meetings will continue as the project heads into the pre-implementation phase as the cultural narrative 
will drive guide the Urban Design Framework for the project.  

 
As part of the initial engagement in 2021, the community were asked about the current SH1 speed limits from 
Hoskyns Road right through to Dunsandel. Questions were asked around whether speeds felt safe and right for 
the road, if they had experienced near misses or found it hard turning on or off the highway. 

Following a review of the feedback, alongside technical safety assessments, Waka Kotahi determined that the 
current speed limits along SH1 can remain for the time being, while planning for infrastructure upgrades was 
underway. This DBC includes a recommendation for the speed limit through the study area. 

The engagement material is presented as Figure 3. 

 

The flyover can help 
represent protection for 
the community as well as 
a welcome for travellers. 

A potential name is “tai o 
mihi”, which translates 
to “tides of welcome”. 
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This section provides an overview of the transport and land use environment for Rolleston. This is important 
context that has helped steer the DBC process, because providing safe and efficient access is at the core of 
what the NZUP investment is about. This means we need to have clarity around: 

 Where are the main places for which we need to improve connectivity? 

 How can we create a better sense of community? 

 What are the primary routes for each mode of transport, and can we support the desired transport system? 

 How can improvements to rail support the desired NZUP outcomes? 

 
For almost ten years running, Selwyn has been one of New Zealand’s fastest growing regions and Rolleston 
continues to accommodate the majority of this growth. New residential subdivisions continue to be built, and 
to keep pace SDC are making considerable strides to help deliver community facilities that makes the town a 
more sustainable and liveable place.  

Along with a revitalised Town Centre (described below), new medical centres, child day-care, cafes, shops and 
schools have been built recently to support Rolleston’s population spike. As a reference - in 2012, there was 
one primary school; now there are seven schools - including a high school that opened in 2016. A map of 
Rolleston is provided as Figure 4, which highlights the location of schools and commercial centre. 

 

However, the car dominates as the preferred transport mode of choice – especially for journeys to work. The 
main reason is because almost 80% of the employed population works outside of Rolleston (mostly in 
Christchurch) and the car is currently the most appealing option (used for almost 95% of commutes). Whilst 
Rolleston seeks to become a more self-sustaining community (i.e. where most people live and work in the same 
town), it is likely that for the foreseeable future most people will continue to commute to Christchurch. 
Ultimately a lot of people are attracted to move to Rolleston because the town offers affordable modern 
houses, with typically larger than average plot sizes. This by nature creates a place with a low density of 
housing, spread across a wide area which, in turn, results in greater car dependency. So, whilst this project, 
alongside a suite of planned local roading improvements, seeks to help support sustainable travel choices 
(such as bike and bus), travel by car will be needed for many journeys.  

However, this project is not about adding capacity to the road network. 

It is about helping to make those longer commutes safer and more reliable, and to provide those who live and 
work in Rolleston more appealing walking and cycling choices. The project also seeks to support longer term 
mode shift from car to public transport. 

 
10 OpenStreetMap 

Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



 

Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 32 

The DBC is seeking to help change the way people travel and improve connectivity. It is specifically targeting: 

  which are separated by the railway 
line. Of those working in the industrial zone, 40% live in Rolleston but still over 96% of journeys are by car. 

  – encouraging journeys by walking and cycling and reducing the amount of 
‘through traffic’. This will improve the liveability, safety and vibrancy of the area. 

 . This will not be directly addressed as part of this DBC, which is 
focusing on improvements to the State Highway. However, this will be captured as part of a separate 
‘Rolleston local roads’ DBC (led by SDC) which will focus on progressing those local road interventions 
identified within the overarching PBC. 

 
 

The expansion of Rolleston shows little signs of slowing down, with a multitude of Plan Changes proposed 
which would see the residential population continue to rise over the short to medium term. This anticipated 
future growth has been captured as part of the traffic modelling and transport analysis that has informed the 
DBC. While the future adoption of Plan Changes is not yet known, we have applied an approach that tests our 
options based upon conservative design flows. 

Figure 5 provides an overview of the extent of the planned residential growth in the southeast of Rolleston, 
which is based on known Plan Changes (as of April 2021) and the expected full development levels. Where 
relevant, we have allowed for further growth or run sensitivity tests to ensure that our recommended options 
can cater for relevant design volumes. 
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The Rolleston Industrial Zone (RIZ) on the northern side of SH1 is also expected to grow. In doing so, more 
localised employment opportunities will be created. Future plans for the RIZ include: 

 A big box retail park accessed from Jones Road/Hoskyns Road. 

 A new industrial development named Tāwhiri at the northern extent of the RIZ, being led by Ngāi Tahu. 

The RIZ’s employment will grow to more than 2,000 jobs when development is fully completed11. Whilst 
development of this nature support local economic growth and job creation, from a transport perspective these 
types of retail centres tend to reinforce local tendencies to travel by car, even for short journeys. The 
development is also likely to induce new additional, and long distance, trips from Christchurch. 

Overall, growth in industrial employment will increase 
local travel demand to cross SH1 and the rail line, 
conflicting with the increase in both road and rail freight 
volumes on these corridors. This reinforces the need to 
act now to resolve the safety issues which will worsen in 
time (due to population and employment growth). 

 

The Burnham Military Camp is also looking to expand, with military personnel expected to be living in 
Rolleston and commuting to work in Burnham. Given the relatively short distance, the Ministry of Defence are 
very keen to see provision of a safe active mode connection between the town and the Military Camp. SDC are 
looking to develop a Burnham Cycleway along Runners Road and seeking a safe crossing of the State Highway 
to connect with the Rolleston residential area, preferably at Dunns Crossing.  

 
To improve the liveability and sustainability of Rolleston, SDC is creating a revitalised Town Centre which will 
include a range of community services and retail providing employment and drawing people into the town. The 
upgrade captures: 

 Developing  as a two-sided shopping street which would become Rolleston’s main street. 
It would be home to a range of shops and food/beverage outlets. 

 Developing Te Ara Ātea - a  which would include multi-use 
spaces. This has already been opened. 

 A  as a meeting place for locals and visitors, and a place for holding events and staging 
performances. 

 Enhancing  with a playground and water feature.  

 Introducing pedestrian crossings, traffic lights and on-street parking to  

Using the Christchurch Key Activity Centres (KACs) as a reference and adjusting for gross floor area, it is 
estimated the redeveloped Rolleston Town Centre will create around 500 jobs.  

 
Most people who live in Rolleston work in Christchurch. Then at the weekend, a large proportion of residents 
again go back and forth to Christchurch for shopping or recreational reasons. These kind of travel patterns 
have a negative impact on the environment (carbon impacts) and the community (“sense of place”).  

The Town Centre will help localise far more trips. But Council recognise that more commercial and employment 
opportunities need to be created to support a growing population. 

But the question is “where can this new development go?”. Without utilising space on the northern side of SH1, 
which is geographically very close to the Town Centre, the only alternative greenfield areas would be on the 
outskirts of the current residential areas. Therefore, if opportunity is not taken now to better connect both 
sides of Rolleston, it risks becoming a town that ends up with a series of sporadic small commercial areas and 
never achieves a strong feeling of community. 

It is imperative that this project improves the physical connections between the two commercial areas either 
side of the State Highway. In doing so, this will help ‘bring the town together’ and make it more self-sustaining. 

  

 
11 Selwyn’s iZone industrial park a finalist in LGNZ EXCELLENCE Awards, LGNZ, 2017. Retrieved May 2021 
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Improvements along the state highway need to support the desired transport network for Rolleston and enable 
various road corridors function as they are intended. Essentially, keep the right traffic on the right roads such 
as the peripheral ring arterial roads outlined in SDC’s road hierarchy. Doing this means we can manage the 
movement of people better, have a safer network and make Rolleston a more liveable place by having quieter 
local streets. 

We then also need to think about how the future network will need to support a town that is changing shape, 
with significant residential growth to the south. To gain an appreciation of what the desired transport network 
for Rolleston is, and the potential points of conflict for various modes, a ‘Network Operating Framework’ (NOF) 
style map has been sketched. 

The intent of the map is to show how the transport network will work, and how the NZUP programme will 
better help bring together the two sides of Rolleston which are separated by the State Highway. 

The map helps to demonstrate: 

 The role of Dunns Crossing Road and Walkers Road as a key cross-district route, part of the peripheral 
arterial ring road system. 

 Walkers Road-Two Chain Road and Jones Road are the primary freight routes to the industrial area. 

 The importance of a direct multi-modal connection from the town centre to Jones Road for connectivity 
between the township and the industrial employment area, as well as the two commercial centres in the 
town centre and large format area on Jones Road. 

 Rolleston Drive North is reinforced as the main vehicle route from the wider Rolleston township areas. 

 The desire for Tennyson Street to be a low speed, local access, route (i.e., to the Town Centre) only. 

 A strategic desire to reduce the number of local road conflicts with the high-volume strategic roads. 

 The Weedons Ross Road interchange is the primary entrance to Rolleston from the north, especially for 
access to the industrial area and access to the township side via Levi Road and Lowes Road.  

 Levi Road / Lowes Road becomes a more central arterial connection through the township area. 

 Additional state highway access to/from Christchurch is provided via Hoskyns Road and the service lane 
to Rolleston Drive North and Tennyson Street.  
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There are several planned cycling projects relevant to the project area, as outlined in the SDC Walking and 
Cycling Strategy 2018. These include: 

 A new cycleway from Rolleston to connect onto the ‘South Express’ major cycle route at Templeton through 
an extension along Jones Road to connect with the existing Manion Road and Weedons cycle routes. 

 Planning to extend the short section of cycleway on Hoskyns Road further north towards West Melton. 

 Rolleston to Burnham shared use path (SUP). This is shown to go along Two Chain Road, Walkers Road and 
Runners Road – connecting the industrial area in Rolleston to the Prison. This is however only a concept 
plan at this stage which has not yet been agreed with Waka Kotahi. A more recent plan change application 
for PC80 includes an Outline development plan that shows a SUP along Two Chain and Walkers Road, hence 
providing more clarity on how this may eventuate. This project sits outside of the scope of this DBC but 
has been considered to ensure appropriate integration for multimodal travel option improvements. 

The intent is that these cycleways could carry through and connect to the proposed flyover, which would mean 
that the cycle network would broadly mirror the vehicle transport network. 

 

SDC has a strategic desire to support mode shift towards public transport. Currently three Metro bus routes 
serve Rolleston (Nos. 5, 820 and 85), plus two Park’n’Ride (P&R) facilities – one on Kidman Street (close to the 
proposed flyover) and a second located on the edge of Foster Park. The majority (84%) of bus passengers from 
Rolleston go to Christchurch12. 

The recommended programme from Waka Kotahi’s Public Transport Futures Business Case includes all day 
services from Rolleston at 10 minute peak frequency and 20 minute inter-peak frequency to aim for better 
travel time parity with car travel time (a significant improvement from the current 30 minute frequency). SDC 
have provided park and ride facilities near the Kidman Street bus stops and are exploring opportunities for 
further expansion, including near the bus stop on Jones Road near Hoskyns Road. 

The Rolleston Access Improvements DBC supports the desired outcomes of the Public Transport Futures 
Business Case. To this end, the proposed flyover which would deliver improved access to both the industrial 
(via Jones Road) and residential (via Kidman Street) allows for the need to support improved connectivity for 
public transport services. This may mean providing bus priority at intersections, helping improve reliability for 
bus services or supporting the introduction of a new Park and Ride service.  

 

SDC is planning for the future and know that improvements to the local road network are required to (a) 
support continued growth; and (b) ensure that wider effects of the NZUP improvements (caused by rerouting of 
traffic) are appropriately mitigated. 

SDC also has several local road improvements in their 2018-28 Long Term Plan (LTP), but at this stage the only 
projects with committed funding are: 

 Roundabout at Rolleston Drive South / Brookside Road. 

 Dual laning of the existing roundabout at Lowes Road / Masefield Drive. 

 Widening of Railway Road north of Detroit Drive. 

Figure 7 shows the suite of planned wider local transport improvements for the next 10+ years.  

 
12 Environment Canterbury data 
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The following upgrades have been earmarked (subject to SDC funding): 

 Burnham School Road / Dunns Crossing Road – safety upgrade to provide 
a more controlled form of intersection (traffic signals) (ID: 14). 

 Burnham School Road – widening (ID: 15). 

 Dunns Crossing Road / Brookside Road (ID:16) – intersection upgrade 
with the potential to combine with Lowes Road / Dunns Crossing Road 
intersection. 

 Lowes Road / Dunns Crossing Road – roundabout (ID: 17). 

 Levi Road – widening and shared use path to improve resilience and 
provide an alternative route to Weedons Road interchange (ID:23). 

 Levi Road / Weedons Road – safety upgrade from priority-controlled intersection to roundabout (ID: 24). 

 Rolleston to Burnham cycleway along the north side of SH1 and along Runners Road (ID: 26). 

This DBC has informed the necessary timing of these interventions – refer to Part C. 

 

The first stage of safety 
improvements outside 
West Rolleston School has 
already been completed 
with a new, 2.5m wide 
shared path for walking 
and cycling on Dunns 
Crossing Road, additional 
line marking and 
upgrades around the kea 
crossing. 
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Rail plays a critical role in New Zealand’s freight and supply chain industries. With New Zealand’s freight 
market projected to grow by 30% by 2030, rail will play a significant part in handling the increase and 
providing greater resilience to the New Zealand transport network13. The Rolleston industrial zone already 
includes two inland ports serving Lyttelton and Timaru ports, so is well placed for freight transfer to rail. 

 

Rolleston is the site of the junction of the Midland Line and Main South Line. The Midland Line passes to the 
southwest of the RIZ and goes west to the West Coast and Greymouth. The Main South Line (MSL) is part of the 
South Island Main Trunk rail line (SIMT) running to the north and south, connecting key economic hubs in the 
South Island for freight import and export. The eastern end of the MSL connects to the Midland Line to the 
south edge of the Rolleston station. 

There is 
 

MetroPort and Westland Milk within iZone operate from sidings off the Midland Line. The MSL connects the 
major rail nodes of: LPC, the yard in Middleton in Christchurch, the two inland ports in Rolleston, and the major 
rail nodes to the south - e.g., Ashburton, Port of Timaru, Oamaru, Dunedin and Port Chalmers, and Southland 
and South Port. Both the Midland Line and the Main South Line outside of Rolleston station are single tracked. 
Midland Port (Lyttelton Port) within iPort operates from a siding off the MSL. 

The local rail network is shown in Figure 8.  

 

KiwiRail indicated that there are 20-30 rail movements a day on the Midland Line to the West Coast, 40 per day 
north of Rolleston (including A-trains to LPC everyday), and 16 movements south of Rolleston on MSL (inc. 
Synlait shunts). The fact there is significantly less demand south of Rolleston highlights the significance of the 
freight activity of the two inland ports at Rolleston. 

The rail services that go through Rolleston are primarily freight, with one tourist-orientated service TranzAlpine 
train stopping at Rolleston for pre-booked passengers. There are no commuter passenger services operating. 

There are existing at-grade rail level crossings on Weedons Ross Road, Hoskyns Road, Walkers Road, Jones 
Road and Two Chain Road. The location of the MSL rail line parallel to SH1 results in short (typically 30 m) 
vehicle stacking distances between SH1 and the rail level crossing, creating both safety and efficiency issues 
for road and rail. 

Numerous near misses and actual collisions are recorded at the Hoskyns Road level crossing each year), 
typically for the longer vehicles exiting Hoskyns Road and turning right onto SH1 southbound which do not 
fully clear the rail tracks. A Level Crossing Safety Impact assessment (LCSIA) was carried out on level crossings 
at Walkers Road, Jones Road, Hoskyns Road (and pedestrian), Jones Road (Siding) and Weedons Ross Road. The 
LCSIA criteria indicates that at-grade level crossing solutions are sufficient to keep the risk at the level crossing 
below a certain threshold for these crossings, except for Hoskyns Road where an at-grade solution is unlikely 
to be sufficient to mitigate safety risks. 

It is important to note that the MSL connects to the Midland Line from the north only. While fewer in number, 
rail movements on MSL from the south that need to connect onto the Midland Line must continue north to the 

 
13 www.kiwirail.co.nz/what-we-do/freight/ 
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Middleton yard in Christchurch (activating nine level crossings in this urban area), where yard space at 
Middleton allows a locomotive to uncouple and ‘run-around’ to the other end of the train, recouple then head 
south back to Rolleston. There is an existing third track at Rolleston station however the section is too short to 
run-around there. While there is a section of double track at the end of the Midline Line at Rolleston, due to the 
slow shunting movements of locomotives ‘running-around’, it is safer and more efficient to be undertaken off 
the main line to avoid conflict with other rail movements.  

 

Rail freight container volumes from LPC are expected to grow from 480 twenty-foot equivalent units (TEUs) per 
day to 750 TEUs per day in the short term. The bulk of this growth on MSL will go through Rolleston, as the 
growth is primarily linked to the Synlait factory expansion at Dunsandel (south of Rolleston) but could come 
from a range of sources in the future. This also highlights the growth in activations expected at the level 
crossings between Rolleston, Middleton yard (for ‘running around’) and Lyttelton Port. 

There continues to be an increase in rail freight volumes with major industrial exporters increasingly opting to 
switch modes from road to rail transport. LPC’s Midland Port has seen an increase in container movements 
from two or three trains a week in 2016 to currently be sixteen return services a week from Midland Port 
(approximately 450% growth). Containerised cargo at Midland Port is forecast to increase from about 370,000 
TEUs in 2015 to over 1 million TEUs by 204114. 

This growth highlights LPC’s importance as the major South Island port for export and import (by volume and 
value), having significant deep-water berths and shipping lines, and retaining operational capacity for future 
growth. However, LPC’s constrained linear waterfront site means use of the inland Midland Port is critical to 
operations and LPC will increasingly rely on rail connections. 

 

KiwiRail currently have no plans for double tracking MSL to Christchurch as capacity is not yet required, and the 
only major capital works currently planned in the short term is funding being sought for a new Westland Milk 
siding at MetroPort (Port of Tauranga). 

That said, the DBC considers this potential need so as not to preclude such capacity improvement in the future. 

 

 

 
14 LPC Midland Port brochure, sourced May 2021 
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SH1 is a high-volume corridor of strategic importance, providing inter-regional connectivity and freight 
movement capabilities. The strategic context for the project identifies how the project will deliver on the wider 
regional and national outcomes sought. 

 

At a national level, the Government Policy Statement on land transport (GPS) outlined the government’s 
strategy for investment in land transport over the next 10 years, implemented by Waka Kotahi via the National 
Land Transport Programme (NLTP). GPS 2018 commits to safety, mode neutrality, liveable cities, regional 
economic development, protecting the environment, and delivering the best possible value for money. 

 

Arataki is Waka Kotahi’s view on how to deliver the Government objectives for land transport system, and 
guides implementation through the actions through a wide range of plans, policies and processes led by Waka 
Kotahi and investment partners. The regional summary for Canterbury15 notes: 

 The region has a poor safety record in terms of deaths and serious injuries (DSIs), particularly around the 
Christchurch urban area and SH1 between Christchurch and Timaru 

 Continuing residential growth on the edges of Christchurch and surrounding communities’ risks locking 
residents into increased dependence on private vehicles to access employment and essential services. 
Growth in greater Christchurch also provides opportunities to increase use of public transport, walking and 
cycling in urban areas. 

 Regional and rural communities will look for improved connections to greater Christchurch for people to 
access education and work. The major funding and financing challenge facing the region will be how to 
fund new infrastructure and services to keep pace with expected growth in greater Christchurch. 

 While Christchurch will remain the primary South Island freight hub, the Port of Timaru will play a greater 
role in the freight system. It will be important to maintain safe and reliable road and rail freight access to 
the Lyttelton Port, PrimePort Timaru and associated connections to the inland port in Rolleston. 
Maintaining strong freight connections to the West Coast will be critical for its communities and economy. 

The focus areas that relate to Rolleston are to significantly reduce harms, including high-risk intersections on 
SH1, infrastructure improvements for walking and cycling, and speed management. There is opportunity to 
grow use of public transport, walking and cycling in Rolleston. There is desire to strengthen freight access to 
Lyttleton, Timaru and West Coast. 

 

At a regional and local level there is a clear desire and focus to create a more balanced transport system by 
enabling greater use of alternative modes to the private vehicle, as signalled within the Canterbury Regional 
Policy Statement (CRPS) and Christchurch Transport Strategic Plan. This includes the need to ensure that land 
transport decision making is aligned to land-use outcomes. A desire for greater integration of transport 
planning and land use is being sought through the Greater Christchurch Partnership, enabled through greater 
residential intensification in existing urban areas. 

 

 
15 Arataki version 2 - Canterbury Regional Summary, Retrieved May 2021 
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The high-speed Christchurch Southern Motorway (CSM) starts/ends to the east of Rolleston, which means that 
for southbound traffic the environment quickly changes from a 100kph motorway to 80kph urban area at the 
Hoskyns Road traffic signals. Elsewhere along SH1 through Rolleston, right turn movements at the give-way 
controlled intersections are becoming increasingly unsafe as traffic volumes along SH1 keep rising. There are 
fewer gaps in the stream of vehicles, which means that more people are taking risks. 

There is also a lack of uniformity along the SH1 through corridor, which means that the road is not ‘self-
explaining’. This essentially means that drivers might end up travelling too fast or encountering turning 
vehicles that they are not expecting to see. For example - west of Rolleston Drive South, the road alignment is 
straight and has a lack of any kerbside features which is more in-keeping of a rural rather than semi-urban 
corridor. An overarching objective of the NZUP investment is to make journeys safer, and target zero injuries 
and deaths on the road. People will always make mistakes, and so we need to provide infrastructure that will 
minimise the chances of anyone getting hurt.  

Figure 9 highlights the specific safety concerns at each intersection along SH1 through Rolleston, along with 
the recent (last 5 year) crash history. The most critical safety concerns along SH1 relate to queues of traffic 
extending back over the Hoskyns Road level crossing and infrequent safe gaps in the traffic to make turn 
movements into SH1 northbound16. 

 
16 Safety at Dunns Crossing Road / Walkers Road is currently being managed with a temporary 70kph speed limit. 
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Figure 10 shows the Collective Risk for the area and highlights intersections on SH1 identified as hotspots. The 
length of SH1 through Rolleston has a collective risk of Medium/Medium High. Without any changes, as traffic 
continues to rise in response to growth, we would expect more crashes and DSIs to occur along SH1.  
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Increasing traffic is the key factor that will increase the safety risk on SH1. Specifically: 

 SH1 volumes at Hoskyns Road are forecast to increase from 24,600 vehicles per day (in 2018) to 33,300 
vehicles per day (in 2038). The current traffic signals do not have sufficient capacity to accommodate this 
growth which means that queues of vehicle back over the Hoskyns Road level crossing would be a very 
regular occurrence throughout the day. 

 The Weedons Ross Road interchange will act as the primary access point to new development areas, but its 
capacity will be pushed to the limit during later years. Once capacity is reached, people are more likely to 
rat-run on local streets or take alternative routes on rural roads which present a higher safety risk than the 
CSM2 (e.g., due to minimal shoulder widths and multiple accesses). 

 Long delays at signals could encourage more people to try and 
access the SH1 corridor from less safe connections such as 
Brookside Road and Tennyson Street. 

 Heavy vehicles currently account for around 12% of all traffic using 
SH1 through Rolleston. This translates to higher than typical 
exposures at intersections (as trucks travel and turn more slowly 
than cars), increased driver frustration (demand to overtake) and 
higher crash severity. 

 The implications of increased traffic also extend to the safety of 
pedestrians, cyclists, and other vulnerable user groups. 
Intersections become more difficult to cross, and people need to 
become more aware of more potential points of conflict. 

 

Within the project area, SH1 intersects with six different local roads over a 3km stretch. The types of 
intersections vary, as does the proportion of turning vehicles. Table 4 provides the forecast17 number of right 
turning vehicles into and out of these intersection per day, should no change occur. The purpose of this table 
is to provide context around the scale of the issue at each location and the number of people per day who are 
subject to crash risk. 

The proportion of heavy vehicles highlights: 

 Rolleston Drive North has the same proportion of heavy vehicles as Tennyson Steet and Rolleston Drive 
South, indicating that it is not serving as a heavy vehicle route. 

 Walkers Road is being used as a heavy vehicle route to/from the industrial area. 

 
17 ‘Do Minimum’ forecast traffic volumes (based on traffic modelling) 
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There are three major safety risks along the corridor: 

 There are a significant number of right turning movements from side roads (such as Tennyson Street and 
Rolleston Drive South) onto the busy state highway. Without major improvement we would soon expect 5 - 
6 crashes per year that result in Death or Serious Injury (DSI) along SH1. 

 The intersection is currently a give-way controlled crossroads, with 
high volumes on all approaches. A temporary speed limit currently mitigates some risk – but this will be 
removed (for legal reasons). 

 The rail level crossing at Hoskyns Road is the site of regular near-misses. Industry standards already 
dictate that this should already be grade-separated. 

 at this level crossing. 

 

 

Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



 

Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 49 

 

 
Problem 2 is about the severance of the State Highway and rail corridor and how the current signals incur 
congestion in the future. Additionally, Problem 2 covers how the lack of travel choice reinforces increased car 
use with effects on the wider liveability and sustainability of Rolleston. 

Currently, locals generally only have one viable transport option (the car) for most of their journeys, which in 
part is driven by that fact that many employment opportunities are in the industrial area of Rolleston or other 
places for shopping, recreation and work opportunities are in Christchurch. This is likely to remain the case for 
the foreseeable future, with the increase in the housing (typically low density) expected to continue to outpace 
the increase in the number of employment opportunities locally in Rolleston. 

These factors result in increasing traffic volumes, which in turn influences connectivity, especially when 
negotiating the traffic signals to cross or turn across the large volume of state highway traffic. This is 
exacerbated by the presence of train movements across the Hoskyns Road level crossing. Journeys to, from and 
across Rolleston become longer and less reliable with high-volume roads increasing severance. These factors 
make walking and cycling, particularly across SH1, unappealing. 

This continued reliance on the private car is simply not “sustainable”, which covers several facets: 

 The rapid growth of Rolleston is expected to 
continue over the next ten years, both 
residential on the township side and 
business/commercial on the industrial side. 
This is not sustainable from a traffic 
operations perspective given that there is 
only a finite level of road capacity available. 
We need to provide connections that 
support all modes of travel and maximise 
throughput for key movements and high 
occupancy vehicles. 

 The majority of housing developments are 
low-density, which increases the urban 
sprawl of the town and distances to the 
town centre and community facilities (see 
map to the left for current proposed Plan 
Changes). This increases the challenge of 
encouraging new residents coming to live in 
these outer suburbs to make journeys by 
walking and cycling. 

 The Plan Changes and growth on the western edge of Rolleston will place more demands on the Dunns 
Crossing Road and Walkers Road cross district arterial and add to conflicts at the Dunns 
Crossing/Walkers/State Highway intersection. 

 Having a disproportionate amount of residential development when compared to local employment and 
commercial land uses is not sustainable. To become a more sustainable and vibrant place to live, Rolleston 
needs to be a self-sustaining town which offers choice for workplace and shopping trips. 

 A car-centric town centre does not provide a “liveable” community and is not environmentally sustainable. 
People need appealing active and public transport choices if we are to meet the national climate change 
objectives. 

Ultimately, Rolleston requires a truly integrated land use and transport solution that connects walking and 
cycling paths and enables greater uptake of public transport, while managing traffic flows on roads that are 
appropriate for their movement. The NZUP intends to be part of this solution, and the preferred programme 
identified through this DBC will help support this change along with other improvements that SDC has 
proposed through their LTP. While the rapid development is part of the connectivity problem, it is also an 
opportunity to attract more businesses locally with workers having a fuller suite of better travel options 
available. 
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0.5% who walk. Generally there is high car usage for journeys to work, whether short-distance or long-distance 
for those workers who live in Rolleston. 

The Rolleston Drive North to Hoskyns Road connection is the principal means of access to the RIZ; however: 

 The connection requires people to go through two sets of traffic signals. As traffic volumes increase, 
delays at all intersection approaches are increasing and people experience high delays of up to 10 minutes 
getting between north and south Rolleston across SH1 – despite the ‘crow-fly distance’ being less than 
100m. This results in some vehicles re-routing through the Weedons Road interchange. 

 The demand for the Rolleston Drive North to/from Hoskyns Road connection is high – forecast at up to 700 
vehicles during the 2038 AM peak hour. The development of employment within the RIZ and trips 
associated with Rolleston town centre create the demand for significant cross network movements. Growth 
in vehicle trips in the industrial area between 2021 and 2038 is around 1750 vehicle trips in the PM peak 
hour. 

 

SDC has establish some sealed off-road cycleways between townships and more recently they have been 
establishing shared use paths within the urban areas, such as that along Rolleston Drive North. It is recognised 
that the focus needs to shift to improve active mode infrastructure within townships to develop connected 
routes and opportunities that cater for 5-7km trips that people will feel comfortable to cycle. 

Rolleston residents have high access to motor vehicles with around 80% of households owning two or more 
vehicles. Combined with limited investment to enable active modes to cross SH1, this cements travel by private 
car even for local trips. As a result, liveability, and carbon use reduction objectives are not currently being met. 

SDC’s Walking and Cycling Strategy notes that residents have been generally supportive of Selwyn Council’s 
current endeavours to enable additional walking and cycling opportunities within and between Selwyn’s 
townships, and residents wish to see pace of current walking and cycling improvements continue25. 

There are limited separated cycle lanes in Rolleston town centre (although some are being installed as part of 
current Town Centre redevelopment works) and the RIZ. There are cycle and pedestrian shared paths along 
Hoskyns Road in the industrial zone and Rolleston Drive in the town centre, however SH1 creates major 
severance between the two with only a single signalised pedestrian crossing across SH1 between these 
intersections. There is a shared path that links the eastern Rolleston urban area with the Weedons Ross Road 
flyover, recently completed as part of CSM2. There is a disconnect with these routes not joined up which 
reduces effective use. 

 

KiwiRail are forecasting a 40% increase in freight tonnage in New Zealand by 2052 and is expecting rail to 
expand to support this growth. This will be delivered through increased rail movements taking some of the 
freight off the roads and onto rail. This is expected to provide significant safety, congestion, and 
environmental benefits as every tonne of freight moved by rail delivers at least 70% reduction in carbon 
emissions compared with heavy vehicle road freight. The benefits of transferring freight from road to rail 
extend beyond Rolleston, as it would help relieve pressure at more sensitive locations such as Brougham Street 
in Christchurch. 

The inland Ports in Rolleston provide rail connectivity to Lyttelton Port and PrimePort Timaru. While the latter 
have relatively low usage at present, it is important for resilience of the transport system to be able to go to 
either port. This was particularly evident during the Christchurch earthquakes when Lyttleton Port was 
temporarily out of action, leaving Timaru as the only operating port in Canterbury. 

Currently the Midland rail line and all rail sidings point eastwards meaning that any train wishing to go south 
(i.e to Timaru) on the Main South Line require a convoluted shunting operation or movement to the Middleton 
Rail yard. The NZUP rail improvements aim to provide better connectivity to the south and safer, more efficient 
rail operations within Rolleston. 

 

Most of the places of employment in the Canterbury region are outside the reach of Rolleston-based walkers, 
cyclists, and public transport users. 

The minimum bus journey time between Rolleston and the Christchurch Bus Exchange is 34 minutes (not 
accounting for walk distances from home or work at either end of the journey). However, this relatively good 
journey time is offered only for the express bus service which departs in the morning peak period (at 06:35, 
07:00 or 07:35). Otherwise, typically journey times are around 50-65 minutes in length, which compares poorly 
with a typical car journey of around 25-30 minutes. Employment in Christchurch is also not heavily 
concentrated within the CBD, but rather spread across much of the city which means that a high proportion of 
places of work are not reasonably accessible by public transport. 

 
25 Residents’ surveys and feedback from Annual Plan submissions 
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In terms of cycling accessibility, most places of work in Rolleston are a reasonably accessible distance from any 
place of residence in Rolleston (no more than a 4km journey). However, most local employment opportunities 
are within the industrial area, and SH1 currently presents a notable obstacle for ease of movement. Getting 
across SH1 is neither quick (due to the traffic lights), direct (the need to dog-leg across via Hoskyns Road) or 
pleasant (poor quality footpaths, and no cycle connection). Currently around 19,500 people live within a 30-
minute cycle trip of the RIZ26. 

SDC’s District Plan outlined the desired future cycle network27 for Rolleston and highlights the needed for a 
direct, high-quality, connection between Rolleston Town Centre and the iZone. Currently there is a notable gap 
in the network between the cycle facilities on Tennyson Street (Town Centre) and those on Jones Road. 

 

A high proportion of the rail freight passing through Rolleston terminates at the Inland Port. From here, there 
is a transfer of goods between road and rail. It is therefore essential from an economic perspective for efficient 
transfer of goods. This can be achieved in part by minimising shunting operations that effect the level 
crossings. There are also several shunting movements each day into the Synlait siding. 

There are several limitations on the rail network in Rolleston that result in reduced connectivity and limit 
utilisation. Poor access to the Rolleston area from the south can result in additional shunting movements. This 
limits network capacity and results in delays to other services. The movements between the south and the west 
are particularly restricted, requiring back-shunts. 

Level crossings across key roads (Hoskyns Road, Weedons Ross Road, Two Chain Road and Jones Road) result 
in delays to traffic and to reduced rail speeds due to elevated safety risks. Key operational influences are: 

 There is a change in signalling systems at Rolleston between the Main South Line and the Midland Line 
where paperwork28 is to be undertaken before train movements can progress. This can create delays and 
inefficient operations (this is a wider network problem, rather than one specific to Rolleston). 

 The limited extent of the Rolleston station yard (from a signalling perspective) means that many 
shunting movements may extend beyond the limits of the station yard and therefore may result in delays 
to the adjacent track sections. 

 Access to the LPC siding is from the north only. Trains wishing to access the siding from the south need 
to be reversed back into siding from the Main South Line (at walking pace). This creates delays for other 
trains and delays traffic on both Jones Road and Weedons Ross Road).  

 
 

The limited provision to cross SH1 and the railway lines by active modes and overall poor accessibility by active 
modes and public transport means that SH1 forms a barrier to these modes. The high reliance on motor 
vehicles coupled with growth of SH1 volumes means that the highway also forms a partial barrier to private car 
and road freight. 

At the existing signals, active modes, road freight and buses approaching from local roads will face higher 
delays as volumes increase on SH1. In conjunction with growing congestion, this will increase demand to use 

 
26 Based on cycling accessibility mapping 
27 www.selwyn.govt.nz/__data/assets/pdf_file/0016/14371/090923-08-MovementNetwork.pdf 
28 Train warrant system, as opposed to modern automation 
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parallel routes (rat running). This will have a detrimental effect on the road network performance and create 
severance on other parts of the network. 

 

The current dependence on motor vehicle use and limited investment in other modes does not align with 
objectives for sustainability and decarbonisation. 

Due to limited connections between employment sites and the town centre, the 20-30 minute catchment area 
for pedestrians and cyclists to industrial employment sites from Rolleston town centre is small (as far as Link 
Drive). This illustrates how actual and perceived severance of SH1 and the rail corridor is hindering access by 
active modes between employment sites in the west and the town centre and residential areas to the east. 

The lack of investment in routes as Rolleston has grown in recent times has created a ‘barrier’ with very limited 
active mode permeability between the residential area and SH1. This lack of direct routes increases the travel 
distance between residential and employment areas, which exacerbates reliance on private car use. 

In addition to this, the restrictions to rail operations in the Rolleston area reduce the competitiveness of rail 
transport relative to road transport. 

 

A specific issue aligned to the growth of the RIZ is the route for freight to/from SH1 to the south. The preferred 
strategic route to the RIZ is to turn left into Walkers Road, across the level crossing and then turn right into 
Two Chain Road, across a second level crossing before finally turning right into Jones Road29.  

The issue is the return journey (heading southbound along SH1), with the forecast increased flows on SH1 
through Rolleston. The already challenging and unsafe right turn out of Walkers Road onto SH1 will become 
even more difficult in the future, which may force freight to use alternative and much longer routes (such as via 
the Weedons Ross Road interchange). As discussed earlier, the issues facing rail also results in inefficient road 
freight movements as additional delays are being encountered at level-crossings. 

 

As described earlier, there are wider social impacts associated with poor connectivity between the north and 
south of Rolleston. Physical separation of the town centre with the main employment area translates into an 
emotional sense of disconnection and limits opportunity for the town itself to feel like a vibrant area. Even in a 
simple sense, a lot of people are not afforded that opportunity ‘to walk into town for lunch’. 

 
The rapid, and continued, growth of Rolleston means that travel times (for all modes) across town and to 
Christchurch will also rise. Without improvements significant congestion is expected to be experienced. This 
has wider economic impacts to freight efficiency and public transport journey times. The lack of rail 
connectivity further limits the efficient movement of freight. 

Furthermore, the physical separation of the town centre with the main employment area creates an emotional 
disconnect and limits the opportunity for the town itself to feel like a vibrant area. In general, a car-centric 
town centre does not feel “liveable”. 

 

 
29 Note that through an inter-dependant project SDC will upgrade Two Chain Road, including a roundabout at Walkers Road / Two Chain Road, and a new aligned level 
crossing to Jones Road. 
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The key problem at the Dunns Crossing Road / Walkers Road intersection is safety. There is a high volume of 
traffic looking to cross the SH1, which itself is a high speed (100kph) road with high traffic volumes (approx. 
12,000 vehicles per day30). The effects of southbound traffic platooning from the signals at Rolleston Drive 
North have been dissipated by the Dunns Crossing Road / Walkers Road intersection, which means that there is 
steady stream of high-speed traffic going through the intersection. This makes it difficult for vehicles, and 
particularly trucks, to find a safe gap in the traffic to enter or cross the state highway. 

Over the last ten years there have been 28 crashes of which 4 resulted in a DSI. 

Whilst these statistics may seem moderate in comparison to some other intersections, the statistics are not 
telling the whole story. The rapid growth in development in the area means that the context of the area is 
changing from a rural to an urban landscape, and soon there will be a step change in the demand for people 
wanting to turn right into the state highway. 

The driving factors behind the safety risk are: 

 High volume of traffic along SH1, with 
growth being driven by population and 
regional economic growth. 

 High volumes of side road traffic, with 
growth driven by significant increase in 
resident population. 

 High speed environment along SH1. A 
temporary speed limit reduction (70kph) is 
currently in place as an interim solution to 
the safety issue. 

 High volume of trucks crossing SH1, which 
travel at a slower speed and need longer to 
turn into roads. 

These factors are resulting in fewer safe gaps 
in the stream of traffic on SH1, and 
consequently an increase in the number of drivers taking risks. On top of these issues is the presence of a rail 
level crossing approximately 30m north of the intersection on Walkers Road. This creates an environment 
where the driver has a multitude of potential conflicts to consider, which means the risk of them making a 
critical mistake is even higher.  

Travel delays are another consequence of how it is becoming ever more difficult to access SH1 at this 
intersection. This then has knock-on effects to freight efficiency and accessibility. Furthermore, the Dunns 
Crossing Road and Walkers Road corridors provide the main access routes into the Rolleston residential and 
industrial areas from the south. 

 
The SH1 Main South Road / Rolleston Drive South 
intersection is priority-controlled onto a high-speed high-
volume highway. As a consequence of this conflict, there 
is a high crash risk for right turning movements (inc. a 
recent fatality). 

The removal of the Rolleston Drive North and Hoskyns 
Road signals as part of the NZUP proposal will effectively 
create an extension of the CSM2, where the first 
intersection heading southbound off the motorway will be 
the SH1 / Rolleston Drive South intersection. This means 
that travel speeds, and the expectation for a major side 
road intersection, will change. 

The proposed service lane (see section 6) will restrict any 
movement from Tennyson Street and Brookside Road and 
provide safe acceleration and deceleration lanes on/off 
the State Highway. A roundabout at the Dunns Crossing Road / Walkers Road intersection will be highly visible 
and act as safety intervention that will help transition the speed. This means that if no improvement is made at 

 
30 TMS site Burnham - Sth of Burnham Rd, ID: 01S00376 
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the SH1 / Rolleston Drive South intersection, then there would be a gap in what would otherwise be a 
 covering the entire corridor. 

The already high risk of conflicts between the turning movements onto and off SH1 will be amplified as 
Rolleston continues to grow and traffic volumes increase. The intent is in the first instance to reduce the risk of 
the right turn against type crash, as this most likely contributes to DSIs. Reducing the likeliness of rear-end 
type crashes is the next priority. 

 
SH1 through Rolleston passes through several major intersections - Hoskyns Road, Rolleston Drive North, 
Tennyson Street, Brookside Road and Rolleston Drive South. Between Rolleston Drive South and Brookside Road 
there are also several accesses to major commercial enterprises, including McDonalds and BP. 

For an 80kph national State Highway carrying over 10,000 vpd the desirable spacing between intersections and 
accessways is 400m31, but the current environment sees multiple accesses over just a 300m section south of 
Rolleston Drive North. 

With so many closely spaced accesses and intersections, on a road with a high volume of traffic, the complexity 
of entering and exiting is increased. 

, with drivers also needing to negotiate busy conflict points in close succession, 
with some opting to take narrow gaps. Increasing travel demands will directly correlate with an increase crash 
risk at this location. Figure 14 provides a Google Streetview image which shows the complexity of the current 
access to McDonalds and BP. It shows a second lane splintering off the exit lane without median (flush or 
otherwise) separation from through traffic. 

 

 
The interaction between the level crossing and signals on both Jones Road and SH1 means that the risk of 
vehicles queuing back across the railway line is constantly high. Even with relatively low train frequencies, 
KiwiRail and Council have recorded a high number of ‘near misses’. Traffic through both intersections is 
growing, and there is a feeling of “when”, rather than “if”, a major collision between a train and vehicle will 
occur. A crash would likely cause serious or fatal injuries. To resolve the safety issue, the conflicts between rail 
and road need to be removed or reduced. 

 
Rolleston is a key inland freight hub with road-rail transfer capability. Rail operations include long distance line 
haul, shunts to the LPC siding and the Middleton railyard, plus long-distance connectivity to PrimePort Timaru, 
Synlait, Darfield and even further south. 

Figure 15 provides a diagram of the Rolleston rail network, including key sidings and destinations. 

 
31 As per Waka Kotahi Planning Policy Manual  
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Improvements to rail operations in the area are needed as a means of addressing existing issues and 
supporting future growth in rail movements. Existing problems relating to the rail network at Rolleston are: 

 Poor connectivity between the Main South Line and Midland Line results in additional shunting movements 
and level crossing closures. This limits network capacity and results in delays to other services. 

 Train movements at level crossings across key roads (Hoskyns Road, Weedons Ross Road, Two Chain Road 
and Jones Road) result in delays to traffic and safety risks requiring reduced rail speeds. If there is 
investment in rail to increase its share of freight and passengers, these disruptions will be more frequent. 

 The limited size and operations of the Rolleston station means that many shunting movements extend 
beyond the limits of the station yard and therefore result in delays to the wider network. The station may 
eventually be needed for passengers, and expansion may be required. This should not be precluded. 

 Dual signaling systems between the Main South Line and Midland Line can create delays and inefficient 
operations. 

 Lack of access to LPC siding from the south results in trains having to be reversed back into siding from 
the Main South Line (at walking pace). This creates delays for other trains and delays traffic on both Jones 
Road and Weedons Ross Road. 

The most prominent issues to be addressed through rail network improvements are related to safety and 
operational efficiency of rail. In this context, we specifically refer to reducing the likelihood of road/rail conflict 
and improving rail operator safety.  
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In both periods, significant queuing is expected at the pair of signals on the state highway and at the Weedons 
Ross Road interchange (particularly in the PM peak). The poor performance of the interchange is due to 
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Three general benefit themes that have emerged, aligned to Waka Kotahi’s Benefits Framework: 

1. Work towards zero injuries and deaths 

2. Support a more connected community 

3. Provide a more resilient and sustainable network 

This has then informed the Investment Objectives through an Investment Logic Map (ILM) process. The ILM is 
provided as Figure 19, whilst the Investment Objectives are outlined in Table 11. 

KPIs Investment Objective 

Safety 

 

Targeting 40% deaths and serious injury reduction along SH1 from 2032. 

75% reduction in ‘near misses’ and incidents across all level crossings in Rolleston by 2032. 

Connectivity Increase the number of people walking and cycling between Rolleston Town Centre and the Industrial 
Area by 100 people per day by 2032. 

Sustainability and 
Resilience 

Improve the reliability of the regional journey between Rolleston and Christchurch by delivering a 
peak journey time within 5 minutes of the off-peak journey time by 2032. 

Reduce train movement time between the Midland Line and Main South Line by 20 minutes by 2032. 
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This business case has many interdependencies with other projects which will assist the preferred option to 
achieve the project objectives. 

Achieving the objectives, in particular improving access for people in the Rolleston area to Christchurch, access 
for freight to the inland ports, and public transport reliability, will depend on the concurrent complementary 
projects being implemented along the SH76 Brougham Street and SH1/SH76 CSM corridors. 

Constraints 

Rail corridor 
Not encroaching onto the rail corridor in order to protect for a potential double track south of the 
Midland junction. There is also a desire to protect for potential widening of the state highway in the 
future, which would need to be on the north-western side of the Main South Rail line. 

Dwellings and 
buildings 

Residential dwellings are located on the southern side of the State Highway, while there are several 
businesses located on the northern side. Property acquisition needs can affect the project programme 
and other effects such as noise pollution and access restrictions during construction could place 
restrictions on construction, which can also affect the programme. 

Dependencies 

Road to Zero 
Speed and 
infrastructure 
Programme 
(SIP) 

SIP has identified various safety improvements south of the Rolleston area. This project will need to 
complement and enhance the SIP safety improvements and align with the delivery timelines. Without 
Rolleston Access Improvements other works may be required to enable appropriate connections. The 
scale of outcomes being delivered by this DBC will be dependent on what is being delivered also by the 
SIP – for example, wire rope barriers along the state highway. 

Rail 
improvements 

KiwiRail improvements and shunting operations at Rolleston are an important interdependency with this 
project, both between the inland ports and direct access from the south from the Main South Line to the 
Midland Line 

Opportunity 

Rolleston 
Industrial 
Zone 
development 

The future development of the RIZ can exacerbate existing issues related to congestion and road safety. 
However, there is also an opportunity to accelerate the development of the iZone by implementing the 
improvements proposed in this DBC. The improvements provide better transport connections within 
Rolleston, leading to a more resilient and sustainable transport network.  

The agglomeration of businesses in the RIZ and the improved transport network will enable Rolleston to 
be a more self-sustained community that is more attractive to live in. Therefore, the developer 
contributions from the RIZ to further enhance the community will need to be carefully managed.  

Assumptions 

Wider 
programme 
elements 

It is assumed that in order to deliver a comprehensive multi-modal response to the identified problems 
that other parallel elements such as public transport (for example from the Public Transport Futures 
Business Case) will be supported and developed. It is assumed the Rolleston Access Improvements, and 
possible public transport projects, can be developed in a complementary manner.  

Growth 

It is assumed that over the assessed project period population growth will proceed in line with Greater 
Christchurch Partnership scenarios / projections (such as those in the Christchurch Transport Model, 
CTM). These assumptions are used in the traffic modelling assumptions and flows onto economic 
evaluation. Further checks have been made against the evolving Selwyn District Plan Changes and bulk 
retail growth area. 

Rolleston 
Structure Plan 

It is assumed that growth will occur in the areas identified in the structure plan. The traffic distribution 
and routing rely on this assumption.  

SDC Long 
Term Plan 

It is assumed that SDC LTP elements can be successfully coordinated and integrated with the delivery of 
the Rolleston Access Improvements. There are complementary projects that will enable the safe and 
efficient delivery of the Rolleston Access Improvements. The key local road upgrades are identified in 
Section 36.3. 

Active mode 
connections 

It is assumed that in order to deliver a comprehensive multi-modal response, SDC will develop additional 
walking and cycling connections where appropriate to link into active mode provisions delivered as part 
of the Rolleston Access Improvements. In reciprocity, the Rolleston Access Improvements project will 
ensure that the future expansion of the SDC’s walking and cycling network is not materially affected by 
the proposed design.  

On-going 
maintenance 

It is assumed that maintenance of SH1 will be on-going in the project area, including annual and periodic 
maintenance as outlined in the Forward Works Programme. 

District Plan -
Private Plan 
changes 

It is assumed that the plan changes under application will not adversely affect the proposed programme 
of works within this DBC. There is an opportunity to leverage these plan changes and associated 
developer contributions to enhance the local road network, which could compliment the work delivered 
by Waka Kotahi. It is acknowledged that this is subject to discussions between developers and SDC, and 
sits outside the scope of the DBC.  
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During the first round of community engagement, Waka Kotahi reached out to the local community and 
businesses with a first draft of what the Rolleston transport improvements could look like. The plans that were 
presented were those that were defined as part of the NZUP scope which was informed by the PBC. Any 
emerging refinements to the skewed option, as indicated in the previous chapter, were not presented.  

The engagement period ran for one month in July/August 2021. A robust engagement process allowed 
opportunity for the community to participate through a range of information sessions and communication 
platform. Residents, interest groups, local business groups, businesses and commercial property owners were 
involved and had an opportunity to provide feedback. 

 
Suggestions and comments were received through the Social Pinpoint platform, community information 
sessions and email submissions. While people acknowledged the need to connect both sides of Rolleston, the 
public consultation process revealed some key community concerns about the draft proposal for Rolleston 
which prompted further investigation. 

These concerns included: 

 Reduced highway access – multiple points should remain open. 

 The potential for overloading Weedons Interchange. 

 Emergency service response times potentially affected. 

 Increased traffic on local roads and past schools. 

 Vehicles are being re-routed to drive through too many roundabouts on the industrial side. 

 Removing the Hoskyns Road level crossing required travel through multiple roundabouts. 

 Closure of a section of Jones Road would affect access and be detrimental to businesses, services and 
facilities to the southwest of the industrial area. 

Some people commented that a bridge connecting to the east on Jones Road – and then having to backtrack to 
other industrial areas and businesses – was too limiting. People said they wanted access to all the industrial 
area and the continuity of Jones Road to remain. 

Feedback received has been used to assist in technical investigations for further improvements to the Rolleston 
flyover and transport improvements.  

 
During the project, one-on-one engagement with key stakeholders and/or directly affected parties was 
undertaken. This kind of engagement captured, but was not limited to, sessions with the following parties: 

 KiwiRail and SDC (regular throughout the project) 

 St Johns Ambulance (September 2021) 

 Jones Road businesses (September 2021) 

 Rolleston Cycle and Mobility Advocacy Group (March 2021) 
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As a complete package, the preferred programme should make a significant contribution to addressing all 
three problems. However, the relative scale of the issues at each location is different – for instance, safety is 
the most prominent issue at Dunns Crossing Road / Walkers Road with the ‘sustainability/resilience’ issue 
relatively low. Therefore, for each geographic area, different weightings have been agreed and applied to 
reflect the relative scale of the issues at each location. 

For the base case, the total score for an option reflects 50% of the total score for the Investment Objectives and 
50% of the total score for the Key Risks. Sensitivity analysis was then used to assess relative bias towards the 
Investment Objective themes, plus environmental, social and cost considerations.  

The various ‘baseline’ and ‘sensitivity test’ weightings are shown in  

 

Accompanying each MCA are a series of sensitivity tests which are intended to establish how the relative 
ranking of the options may change according to various bias. 

The following sensitivity tests are intended to capture the main project risks: 

 all criteria will be weighted equally.

  = 60% of the total score (baseline = 50%) 

  = 40% of total score 

  = 30% of total score 

  = 30% of total score 

 
 

A project microsimulation model has been developed for the purposes of informing the option testing, design 
and transport economic analysis for the DBC. AM, Inter-Peak (IP) and PM period models have been calibrated 
and validated to observed transport data collected since the opening of the Christchurch Southern Motorway 
Stage 2 (CSM2), representing broadly March 2021. 

The development of the model and key calibration/validation outcomes are described in  

 

An Environmental and Social Responsibility (ESR) Screen for each key part of the corridor is provided as 
. 

 

Concept level designs were developed for the short-listed options for each intervention. These concept designs 
were then used: 

 To inform the initial cost estimates 

 By SMEs to inform their assessments 

Scheme level designs were later developed for the preferred options. The final programme cost estimates are 
based upon these scheme designs. 
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SH1 is the main national arterial that intersects with the Selwyn District peripheral arterials of Walkers Road and 
Dunns Crossing Road. This intersection has a very poor safety record, with a high risk of DSIs occurring in 
future in response to growth, more freight movements and its high-speed environment. 

The extent to which any option reduces the likeliness of a DSI occurring is therefore critical. But another key 
consideration when it comes to identifying the preferred option, is the availability of land and key constraints 
such as proximity of the railway line and residential property: 

 Rolleston Prison is located on the northern side of SH1, bound between Runners Road and Walkers Road. 
The site itself represents a considerable constraint in that, as it is Crown owned, any land acquisition at the 
Prison (e.g. to enable realignment of Walkers Road) is considerably more challenging. 

 Plan Change 73, which covers a large parcel of land (87.5 hectares), is located south-west of the 
intersection. It proposes a total of 1,052 residential lots/units. This is referred to as the ‘Holmes Block’34. 

 Existing properties along Fountain Place that back onto the state highway corridor. 

 
The long list of options for the Dunns Crossing Road/ Walkers Road intersection is presented within Table 15. 
Diagrams of the roundabout and signalised crossroad options are shown as Figure 22. 

   
 Option 1 (Yellow) – Inline roundabout  
 Option 2 (Pink) - Offset roundabout 

Option 3 – Central Holmes Block roundabout 

   
 Option 4 – ‘Lozenge’ roundabout Option 6 – Signalised crossroads 

 
34 A 20,000 sqm plot (Lot 7000) has been earmarked in the corner of the Block, bound by SH1 and Dunns Crossing Road. The project team understands that the 
developer has prepared their masterplan in recognition that Waka Kotahi / SDC will require some of this plot to construct a future roundabout. 
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A breakdown of the individual scores for Options 1 and 2 is provided in Table 16.  

 

Using the workshop agreed scores and weightings, Option 2 is the highest-ranking option. 

 

Under all sensitivity scenarios, Option 2 scored better (or equal) to Option 1. 

 
The MCA process has provided strong justification for the selection of Option 2, an offset roundabout, as the 
technically preferred option for the upgrade of the Dunns Crossing Road / Walkers Road intersection. Option 1 
would be the backup option, as it would deliver similar benefits – but comes with a higher risk profile.  

The design is shown as Figure 23. 

provides the final set of scheme design plans for the recommended programme. 
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However, fully closing access from Rolleston Drive South would (as confirmed in the first round of engagement) 
be very unpopular amongst the local community. The safety benefits of banning the left-in and left-out would 
also be negligible considering that traffic ‘would have to go somewhere’ – i.e. this could simply push traffic 
through local streets and reduce safety elsewhere on the network. Furthermore, SDC originally facilitated the 
introduction of this connection at the time of the original residential development. Therefore, residents are 
likely to want some sort of connection to remain. 

 

The sensitivity analysis identified that: 

 The left-in / left-out option ranks either the best, or second best, option under all sensitivity tests. 

 The best safety outcomes are delivered by closing the intersection – noting that these result does not 
consider the negative knock-on safety impact on local roads. 

 The roundabout option ranked best when social effects are considered – this is because it provides 
improved connectivity to the local road network, whilst other options reduce connectivity. However, it 
ranked third when considered against economics and cost. The negative economic costs related to how the 
roundabout would slow down vehicles travelling along the highway. A roundabout also would not align 
with the aspirational network hierarchy, which has the Dunns Crossing Road / Walkers Road as the 
southern gateway to Rolleston. 

 
The technically preferred option is for Rolleston Drive South to function as a left-in / left-out. 

Adopting such an option will help, along with wider improvements (such as median barriers, that would be 
delivered by the SIP), would help create a transformational change along the state highway in terms of safety. 

The concept design for the option is provided as Figure 24. 
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There is a need to enable safe access both to the Rolleston township and the numerous commercial properties 
that front SH1. During the PBC stage the solution was identified to be a service lane that separates southbound 
through traffic from turning traffic. The key safety benefit of a proposed service lane relates to 

 between side roads (e.g. Tennyson Street) and the state highway. 

The plans to introduce a service lane go back several years, with initial investigation (and public consultation) 
taking place in 2012 as part of a Scheme Assessment Report undertaken by Waka Kotahi. Council planning 
(including development approvals) has proceeded since 2012 on the basis that there would be a service lane to 
address the safety issues. 

 
The MCA has simply captured the with or without (Do Nothing) scenarios in order to reaffirm the need for the 
service lane. The MCA identified that the predominantly negative impacts of adopting a ‘Do Nothing’ approach 
were to the desired long-term safety and connectivity outcomes: 

  – high risk of crashes continuing at priority-controlled T intersections onto high-speed high-volume 
highway. High risk of conflicts between the turning movements onto and off SH1 remain. 

  - increased traffic creates challenges accessing businesses on southern side of SH1 and 
restricts access to/from Tennyson/Brookside. Increased traffic also adds delay for traffic accessing 
businesses and side roads to the south of SH1. 

 
Based on the MCA and project team discussions, it was agreed that the service lane option (rather than a Do 
Nothing, or Do Minimum) should be progressed to be included in the preferred option. This decision was 
endorsed by Project Partners based on the historical position. Key rationale was: 

 The option largely addresses the identified KPIs for the Investment Objectives.  

 The nature and magnitude of residual issues (such as consentability, and engineering difficulty) are 
considered relatively low risk and should be manageable following standard processes. 

 The option is largely congruent with other options being considered for inclusion in the preferred option. 

The concept design for the service lane is shown as Figure 25. 

 

During the design process there were two notable factors which were identified as having potentially high-cost 
implications: 

 The need to move the centre-line of the road. This likely triggers the need for re-grading the entire state 
highway (along the length of the proposed service lane) which would trigger the need for significant 
pavement reconstruction. 

 Need to acquire land from KiwiRail in order to accommodate a cross-section that includes the service lane. 
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Notable comments included as part of the assessment were: 

 Some shunting currently occurs by reversing the train, which requires a person (“spotter”) to be on the 
ground at the back of the train. This is an acceptable practice that can be engineered out/improved. 

 The signaling system is relatively rigid making it difficult to make changes to the current layouts. 

 There is little to no demand forecast for West to South freight movements which would use the triangle 
junction ( ). It does provide opportunity for future routes to be introduced in the future. 

 Adding a third line at the level crossing on Hoskyns Road would only be acceptable if the existing issues at 
Hoskyns Road are addressed due to the road/rail conflict that would eventuate. 

Only the Do Nothing was discounted at the first MCA stage. The key rationale was because it would see 
existing operational constraints and safety issues worsen (as rail volumes increase in the future). 
Fundamentally it would fail to deliver upon the NZUP outcomes. It was however carried through to the second 
round of MCA purely for comparative purposes. 

 
Key points of differentiation noted from the second round of the MCA were: 

  (Triangle Junction) does not improve rail movements within Rolleston Station and requires major 
signaling improvements. In addition, there is currently no demand forecast from the south to the west 
unless there is a change to shipping patterns. The same connectivity is achieved from improvements to the 
Rolleston yard. While it would increase resilience by providing an additional connection, there is a trade-off 
with efficiency and demand. Progressing one of the yard options does not preclude completing the triangle 
at some point in the future. 

  provides the ability to run around rakes of wagons; however, adding the third line extension 
beyond the Midland Port Siding in Options 3 & 4 is preferred as it reduces the barrier time at the level 
crossing on Jones Road by enabling trains to drive forward into the siding. This will be important given the 
increase in traffic volumes forecast on Jones Road. Extending the third line beyond LPC also enables trains 
to use the Main South Line while shunting operations are occurring. 

 With , extending the third line beyond LPC offsets one shunting movement with another. It 
enables trains to be driven forward into LPC but does not address the reverse shunt which is still required. 

 
 

A breakdown of the individual scores is provided in Table 21. 

 

Those criteria not scored were not considered to be relevant in the context of the rail options. 
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A flyover would separate local traffic (including pedestrians, cyclists and buses) from state highway traffic, 
making travel much safer and more reliable in all directions. Because the separation of traffic and rail removes 
the risk of a train/vehicle collision, the safety benefits of a flyover for people using the road and rail are 
substantial. Although the flyover is a significant piece of infrastructure, there is strong rationale for why this 
intervention (rather than any other in the intervention hierarchy) is required. 

Part B2(II) of the DBC shows how we have got to a preferred flyover option, why grade-separation is required 
and how consultation was a key influence on the decision-making process. The optioneering process for the 
flyover ran in parallel to that of the other NZUP interventions (described in the previous chapters). 

 
The PBC option (the starting point for this project) was presented to the community in late 2021 in the context 
of the wider package of improvements and a significant amount of feedback was received. While people 
acknowledged the need to connect both sides of Rolleston, the public consultation process revealed some key 
community concerns about the draft proposal for Rolleston which prompted further investigation. 

Key concerns raised in relation to the original flyover concept included: 

 Closure of a section of Jones Road would affect access and be detrimental to businesses, services and 
facilities to the southwest industrial area. People said they wanted access to all the industrial area and the 
continuity of Jones Road to remain. 

 Emergency service response times potentially. 

 Closure of the Hoskyns level crossing would mean that people had to drive through multiple roundabouts 
to get to the state highway - raising safety concerns with this increased traffic.  

 Rerouting of traffic (caused by closures of movements onto SH1), would put significant pressure on the 
Weedons Ross Road interchange. 

With this new community feedback and ongoing analysis confirming some operational and constructability 
issues and given a fair amount of time had passed since the options were first explored, it was deemed 
necessary to revisit options with an open mind. 

 
Following engagement, the following processes were then adopted to establish the technically preferred option 
(which included consideration of at-grade alternatives): 

1. Asking the public for their views on the ‘skewed flyover’ - concept presented in the PBC. 

2. In parallel to consultation, test how the original (PBC version) of the ‘skewed flyover’ would impact the 
operational performance of the network in future years. 

3. Identify how the ‘skewed flyover’ option could be optimised – referred to as the ‘refined skewed flyover’. 

4. Identification of long-list of options (including at-grade solutions) for connecting the Rolleston town centre 
and industrial area. This was followed by an initial sifting of those options using Waka Kotahi’s Early 
Assessment Sifting Tool (EAST) / fatal-flaw analysis. 

5. Medium list to short-list. This involved an MCA of the medium list, which included concept level designs and 
indicative cost estimates. 

6. Short list to ‘technically preferred option’. 

7. Asking the public for their views on the ‘technically preferred option’. 

8. Respond to any concerns in relation to the ‘technically preferred option’ and refine the design to provide 
further optimisation in terms of cost, property take and traffic operational performance. 

9. Final concept design and cost estimates. 

The approach to identifying a preferred flyover option is shown within Figure 28. 
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This chapter provides a summary of the initial testing of the ‘PBC NZUP proposals’ using the project traffic 
model. The purpose was to better understand the wider implications of the proposals, and whether any 
refinement may be required to deliver better outcomes – essentially, could the proposal be optimised? 

 

The initial 2028 and 2038 
scheme model runs 
demonstrated high levels of 
congestion around the Weedons 
Road interchange in both AM and 
PM periods. This was a 
consequence of the access 
closure with the additional traffic 
through the interchange 
resulting in large delays and 
potential queues back onto the 
state highway and local streets. 
The reduced accessibility onto 
the state highway would have 
some major impacts: 

 Increase in total vehicle 
kilometers (more CO2)) 

 Increase in traffic passing 
through the local road 
network and onto Levi Road. 

 Increased demands though 
the Weedons Ross Road 
interchange. 

 Increasing the number of 
vehicles using the railway 
level crossings at the Jones 
Road/LPC and Weedons Ross 
Road (near Jones Road). 

Figure 29 provides a traffic 
difference plot (Do Minimum vs PBC NZUP proposals). The scale is -1000 vehicles per hour (vph) (red) to 
+1000vph (green). 

The figure shows a large increase in traffic along Jones Road and Levi Road, and through the Weedons 
Interchange for travel to / from the east (towards Christchurch). Correspondingly, a large decrease in volume 
can be seen along SH1 from Rolleston to the east of the Weedons Interchange. The two Weedons Interchange 
roundabouts and Weedons Interchange on / off ramps carry a significant volume of traffic which would 
otherwise travel along SH1. 

Figure 30 shows how this redistribution of trips translates into congestion during the morning peak. It shows 
that shows long queues stretching back from the northbound movement along Levi Road through the Weedons 
Interchange. In the 2038 scenario, this queue blocks significant areas of the Rolleston town centre. A queue 
back from the southbound SH1 off-ramp can also be seen, extending back onto CSM2 towards the SH1 / CSM2 
interchange. During the PM peak the queue back from the SH1 southbound off-ramp along the CSM2 extends 
towards, and reaches, the CSM2 / SH1 interchange. In the 2038 scenario, this queueing is extensive. 
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 Tennyson Street overpass + Rolleston Drive North signal Tennyson Street overpass + Rolleston Drive North roundabout 

  

 

 Tennyson Street to George Holmes underpass + SH1 (east-west) flyover + Hoskyns LO 
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The evidence for discounting Options 10, 14 and 24 is presented below.  

A large, signalised roundabout at Rolleston Drive North would cater for turning movements into and out of 
Rolleston town centre and provides a left in/left out connection to Hoskyns Road for traffic from Rolleston and 
Christchurch (via a U-turn at the roundabout). However, the traffic modelling established that any roundabout 
at this location would need to be signalised in order to prevent excessive queuing from developing. 

Whilst a roundabout on a busy state highway is compliant with the Safe Systems approach, the implementation 
of signals is not. Similarly, the left turn into Hoskyns Road retains a higher rail level crossing risk and may 
trigger the need for rail signal improvements. Therefore, this option fails to address a key safety issue.  

Furthermore, the roundabout does not cater for north-south movements from the industrial area to the town 
centre (it does, however, provide for south-north movements). It therefore fails to address one of the key 
connectivity objectives of the project. This could be remedied by the provision of an on-ramp facility from 
George Holmes Road to the State Highway to the south of the roundabout, but this has safety issues with 
merging and weaving over a short distance. A roundabout of this scale would also have a large footprint and 
not cater for active travel users (without additional infrastructure). 

The MCA assessment indicated a modest negative score against the safety investment objective. Without the 
George Holmes Road connection, this option would also score poorly against the connectivity investment 
objective. With the George Holmes Road connection, the option scored poorly in terms of property, visual 
effects, engineering difficulty, planning consent and constructability. 

The option combines the Rolleston Drive North roundabout with an overpass connecting Tennyson Street and 
George Holmes Road. The overpass caters for active travel as well as local traffic movements between the town 
centre and the industrial zone and the roundabout caters for access between the town centre and the State 
Highway.  

As for Option 10, the traffic modelling confirmed that any roundabout (even with a separate overpass at 
Tennyson Street) would still need to be signalised. Signalising the roundabout addresses the congestion issue 
but doesn’t address the desire to remove signals from the highway. 

Overall, this option was considered to be less desirable than Option 13. Although neither option allows for the 
removal of the traffic signals, the intersection footprint for Option 13 is significantly smaller and traffic 
modelling indicated a higher level of performance. This option also received a slight negative score against the 
safety investment objective and high negative scores for property (two locations impacted at Tennyson Street 
and Rolleston Drive North) and constructability. 

Option 24 provides grade separation in two locations – an east-west flyover of SH1 over the local road network 
and a north-south underpass connecting Tennyson Street to George Holmes Road. This separates local traffic 
from traffic accessing the State Highway. Putting the highway on an elevated structure, however, is likely to be 
expensive and disruptive to construct. 

This option scored relatively well against the investment objectives (it achieved the highest score of the 
discounted options and the fourth highest score overall), however it received a high negative score against the 
effects criteria – particularly consentability, engineering difficulty, constructability and visual effects. 

 
This section describes the short-listed options.  provides further details regarding the three short 
listed options. It also includes the physical specifications, long sections (gradient) and cross sections. 

All options have the following consistencies: 

 SH service lane with left in left out 

 Signals for the Kidman Street / Rolleston Drive North intersection 

 

Option 4 is a refinement to that presented as part of the public consultation – refer to Section 2.4.1. 

This included: 

 Left-out from Hoskyns Road onto SH1. This would be a free-flow movement (meaning that it is very 
unlikely any blocking back to the railway line will occur), with an auxiliary lane added onto SH1. 

 Slip-lane from the southbound service lane to connect onto Kidman Street. This provides a direct access to 
Rolleston Drive North (rather than using Tennyson Street) and an alternative route (from the Weedons Ross 
Road interchange) from SH1 to the industrial area (via the flyover). 
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This option provides a direct (straight) connection between Rolleston Drive North and Jones Road. The key 
features of this option are: 

 A three-lane overbridge. 

 New signalised intersection for the flyover/Jones Road. 

 Signal at Kidman Street / Rolleston Drive North. 

 Design bridge for 60km/h design speed (posted speed limit 50 km/hr) 

 As per the skewed option, a looped off ramp facility is provided from SH1 southbound, from the service 
lane around to a new signal on Rolleston Drive North.  

 Includes a left-out from Hoskyns Road onto SH1.  

 Some property would be required on the Jones Road side (true of all flyover options). 

The concept layout for Option 7 is provided as Figure 32. 

 

 

This option is somewhat of a departure from other alternatives, in that the primary connection on the Rolleston 
township side is from Tennyson Street rather than Rolleston Drive North. This deviates from anything that has 
previous been considered, going as far back as the original CRETS37 report in 2007. 

The option focuses on grade-separation between Tennyson Street and George Holmes Road, with the local road 
being an underpass and the state highway remaining at-grade. However, the option for the local road 
connection being an overpass has not been ruled out. The other key feature of this option is the

. 

The key features of this option are: 

 Two-lane underpass 

 Retention and modification of the signals at Rolleston Drive North / SH1 

 Signalisation of the Tennyson Street / Kidman Street intersection 

 New signals at Kidman Street / Rolleston Drive North. 

 Access issues for properties on both sides 

 Service lane bypasses Tennyson Street - i.e. underpass also goes under the service lane, note SH access to 
town centre will be via Rolleston Drive North and Kidman Street. 

 Site distance achieved for 60km/h design speed. 

Figure 33 provides the concept for the Tennyson Street underpass option (noting that this also includes the 
retention of the signals at Rolleston Drive North). 

 
37 Christchurch, Rolleston and Environs Transportation Study 
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The key results are: 

 The Tennyson-George Holmes option will increase traffic through the Rolleston Town Centre. This goes 
against the Town Centre vision that SDC have been striving towards. 

 With the Straight Flyover and Tennyson-George Holmes options the traffic volumes on Jones Road 
increases. However, the traffic modelling has confirmed that this traffic can be managed with signal 
optimisation and highlights the importance of this link referred to through consultation. 

 Jones Road east of the Industrial area increases most significantly in the Skewed Flyover option, to around 
850 vehicles per hour (vph) by 2038. 

 In 2028 in all options the volumes on Selwyn Road (the alternative route from Rolleston towards 
Christchurch) increase and the corresponding section of SH1 decreases. This is because of the reduced 
access from Rolleston to SH1 towards Christchurch which is a particular factor in the AM peak. 

 

By the 2038 AM peak, a Do Minimum network would become very congested, particularly along SH1 through 
the Rolleston Drive North and Hoskyns Road signals. The short-listed options resolve these issues, with 
resultant travel time improvements of 2-3 minutes along SH1. 

The main negative impacts of the options are to travel times along the Lowes-Levi-Weedons route, because of 
additional demand (and subsequent delays) at the Weedons Ross Road interchange. The increase in travel time 
along Levi Road from a Do Minimum of 5.3 minutes to 12.5 minutes with a ‘Skewed flyover’ represents 

compared to current travel times. The change is less significant with the ‘straight’ 
option as more people access the state highway via Hoskyns Road (using the left-out). 

The Tennyson Street underpass show improvements on most routes by 2038. The exception is a small increase 
on Lowes Road / Levi Road / Weedons Road (0.5 minutes) and on Tennyson Street southbound (0.1 to 0.2 
minutes). The main negative impact for the straight flyover option is again on the Levi Road route, but the 
added increase in travel time is not as significant (additional 3 minutes) as what would be expected for the 
skewed flyover. 

 

The traffic modelling of the short-listed options has identified: 

 There are no significant issues at either the Walkers Road or Hoskyns Road crossings (aside from the Do 
Minimum where there is a queue back from Hoskyns Road). 

 The skewed and straight flyover options tend to produce slightly longer queues on the north approach to 
the Weedons Road crossing. The Weedons Ross Road / Jones Road roundabout is only around 40-60m from 
this crossing, therefore queues back into this roundabout from the rail crossing are likely in all scenarios 
and may be mildly exacerbated in the Flyover options. 

 The Tennyson Street over/underpass options tend to produce mildly longer queues on the south approach 
to the Weedons Road crossing. The northern Weedons interchange roundabout is around 100-120m from 
the rail crossing, so this does not appear to be a significant issue. 

 
A more detailed assessment has been undertaken of the short-listed options using a multi criteria assessment 
framework. A nominated specialist for each of the KPIs or effects was asked to develop and implement a 
methodology. These methodologies and the resulting outputs were peer reviewed by Waka Kotahi, SDC and 
Kiwirail specialists and documented in a series of specialist reports. 

The specialist reports were used to score the options using a seven-point scale (from -3 to +3) relative to the 
existing situation. The final MCA scores were also informed from insights through the following engagement: 

 9th December 2021 – Waka Kotahi challenge session No.1 (medium to short list) 

 19th January 2022 – Waka Kotahi challenge session No.2 (short-list review) 

 1st February 2022 – KiwiRail and SDC review 

 22nd February 2022 – workshop with Fire and Emergency Services 

 16th March 2022 – Workshop with ECan (relating to public transport impacts) 

 

Table 26 provides the full MCA results, with annotation provided highlighting the key points of differentiation.
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As outlined through the MCA process, the clear front runner was the ‘straight’ alignment.  

 A direct connection between Rolleston township via Rolleston Drive North to the industrial area on Jones 
Road and the Hoskyns Road arterial route to West Melton and also SH73. 

 A direct connection providing for a greater range of multi- modal journeys between the town centre and 
industrial areas – footpath on one side, shared path on the other. 

 Removal of short-stacking risk at the rail level crossing – significantly reducing the safety risk to people – 
40 near- misses and collisions over the past ten years. 

 Some highway access is restored with a left out from Hoskyns Road and southbound off-ramp from service 
lane to Kidman Street and Rolleston Drive North, enabling people to ‘loop’ back across the flyover to the 
industrial area. This distributes highway access to more locations, taking pressure off Weedons 
Interchange and reducing Tennyson Street traffic.  

 Engineering and construction advantages (less complex, lower embodied carbon and visual impact). 

 Retaining full east-west Jones Road connectivity. 

 Reduces traffic along Jones Road east and having to use the Weedons Ross Road rail level crossing. 

 Maximising land for future development opportunities adjacent to Kidman Street and Jones Road – 
including expanded Park’n’Ride facilities (future proofing for rail-based Park and Ride). 

 Simpler bus service integration compared with the skewed option. 

 A flyover gradient is steeper than ideal but is manageable and like the Christchurch Northern Corridor 
Preston’s Road overbridge – up to eight per cent gradient. This is still deemed acceptable by Waka Kotahi 
cycling advisors and less steep than other active travel paths around the country. 

 Property acquisition is required, particularly at the northern end 

 Some outstanding issues to resolve in design such as bridge landing point intersection designs and 
understanding property and access impacts. 

This option scores best against the investment objectives. It is also the option that has the lowest level of 
negative effects. Overall, it is the only option that achieves a weighted positive score against the MCA criteria. 

 
 provides a summary of the various Travel Demand Management measures that were considered as 

part of the optioneering process. 

The key opportunity is presented with the introduction of new traffic lights which could be designed to include 
“bus jumps” (or “B” phases). This would help improve public transport service reliability, with quicker access 
onto the flyover from the bus stops (and the Park and Ride) located within the Rolleston township. 

 
 

The skewed flyover was the original preferred alignment on the basis that it offered a gentle gradient, had 
minimal property access disruption, and delivered on the safety objective of having zero harm at the Hoskyns 
Road level crossing. Following public consultation, and subsequent technical analysis, the design was refined 
to improve access to the highway and improve east-west connectivity along Jones Road albeit in a rather 
convoluted manner. 

Fundamentally, the skewed flyover was not preferred to the straight flyover because: 

 The option did not perform as well as the straight flyover option as it resulted in more convoluted routing 
for all modes travelling between the Rolleston Town Centre and the industrial zone. 

 Average distances travelled across the network are further with the skewed flyover than straight 
flyover, resulting in higher vehicle-kilometers and emissions. The additional travel distance is largely 
due to the discontinuity of Jones Road at the northern end of the skewed flyover which contributes to 
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the longer route to access SH1 heading towards Christchurch. Jones Road is the main heavy vehicle 
route through the industrial area and with this severed, connectivity is reduced meaning freight and 
other traffic needs to divert via a new internal road through the bulk retail area. 

 The straight flyover option has faster travel times than the skewed flyover in the AM period, which 
leads to better overall travel time outcomes compared to the skewed option when the peak periods are 
weighted by the number of vehicles. 

 On the skewed flyover in the northbound direction, a proportion of traffic travelling towards 
Christchurch uses Jones Road and the Weedons Interchange. Traffic volumes on Jones Road east of the 
industrial area increase most significantly in the skewed flyover option. In other options the volume of 
traffic using the overbridge and Jones Road to access Weedons Interchange is minimal, the Hoskyns 
Road left-out movement to SH1 is well-used in these scenarios which eases the pressure at the 
Weedons Interchange.  

 The right turn out of Hoskyns Road into Jones Road (priority control intersection) in the skewed flyover 
option has a 2-minute delay in 2038 in the evening peak which generates the overall LOS F result at 
that intersection 

 The structure is more complex to construct and will result in higher embodied carbon emissions. 

 The bridge structure for the skewed flyover would comprise four spans at 48-66m long and a total 
length of 170m. The straight flyover is 90m long with 4 20m spans. 

 The skewed flyover has very long spans and high skew resulting in design complexity for both sub and 
super structure. It would be challenging to minimize impacts on road and rail corridors and retain 
flexibility for future changes to the form of SH1. Greater disruptions during construction are expected. 

 The straight flyover uses simple technology, short spans and perpendicular angle resulting in simpler 
engineering and design processes. 

 The differences in terms of benefits for future public transport connectivity and accessibility to growth 
areas are negligible between the two options. 

 There is a difference in land acquisition requirements with the skewed flyover needing land from the large 
format retail site and SDC land; while the straight flyover needs property along Jones Road and SDC land. 

 The skewed flyover would be subject to a complicated 
consenting process (needing a new designation or ‘full’ 
alteration), with noise and visual effects for residential 
properties being key issues. Whilst also likely to be complex, 
the straight flyover would have limited amenity effects as it is 
further from sensitive receivers such as residential properties. 

 The skewed flyover has a higher exposure to crashes with an 
alignment connecting to the bulk retail area and the closure of 
Jones Road at Hoskyns Road, meaning motorists must navigate 
more intersections to access the broader industrial area from 
the town centre. 

 

The Tennyson-George Holmes connection offers some advantages. It separates out local north-south 
movements from State Highway access and provides good connection between the town centre and industrial 
zone. The main problem with this design is it results in increased traffic along Tennyson and Kidman Streets 
areas and past the primary school significantly increasing vehicle traffic into these areas – modelling indicates 
15,000 vehicles a day – this would be detrimental to SDC’s vision for a community and retail focused Town 
Centre which is a pedestrian friendly, community hub.  

Also, this option would still require traffic signals at the Rolleston Drive North/SH1 intersection. This would not 
support a safe transport network or project safety investment objectives. As well, highway freight productivity 
would be negatively impacted if this intersection remained. 

 

Early comparative estimates obtained for 
the short list assessment indicated that 
the skewed flyover is $21M more 
expensive than the straight flyover. Cost 
is an important consideration given that 
the transport benefits of the ‘straight’ vs 
the ‘skew’ option are relatively similar. 
From a value-for-money perspective, the 
‘straight’ option is the most optimal. 
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An overview of the flyover proposal is presented as Figure 34. 
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SDC have expressed a desire that a walking and cycling underpass/underpass should be provided at the same 
time as the construction of the SH1/Dunns Crossing Road roundabout, with the intent to connect to a future 
Rolleston to Burnham Cycleway. Some wider community support, including from the Burnham Military Camp, 
for this option also came through during consultation. 

With the proposed expansion and development of the Burnham Military Camp and the PC80 Industrial area 
expansion, it is expected that there will be more cyclists wanting to make the state highway crossing. While the 
immediate numbers would be low, these could increase to between 50 and 100 cyclists per day. The safety 
audit has concluded that the crash risks for cyclists trying to cross at grade would be serious.  

Following this feedback and safety assessment, the project team undertook a high-level feasibility assessment 
and concept design for the proposal. This captured two options – one for an at-grade level crossing with safety 
gates and a underpass under the state highway only, and the other one where the underpass went under both 
the railway line and state highway. 

The feasibility assessment established that the construction under the state highway would be relatively simple 
when timed with the physical work and traffic management for the roundabout. The rail underpass is more 
challenging due to space constraints and with stronger structures involving difficult construction methods 
requiring more rail “block of line”. These complexities add to the risk and cost, and hence the single SH 
underpass is recommended. The other determining factor was the tight radii needed for the access ramps 
(potential CPTED issues) and potential clash with utility services on Runners Road. 

For the following reasons, the most preferable alternative would be for the cycleway under the state highway 
with at grade cycle crossing of the rail. 

 It has the least construction risk and cost. 

 It is appropriate for the estimated number of users. 

 It has more open paths and access ramps. 

 It addresses the risk of pedestrians and cyclists crossing at grade at the rail crossing and state highway. 
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Providing the cycle underpass now as part of the programme would be a significant opportunity cost saving – 
i.e. ‘coming back’ and constructing a underpass later would be notably more disruptive and expensive when 
compared to including it as part of the roundabout construction. 

 
There was a consensus amongst the community that changes at the Rolleston Drive South intersection were 
required, with strong support (and understanding of the need) for banning the right turn out onto SH1. 

Some members of the community noted a preference for retaining the right-turn into Rolleston Drive South, 
with the key concern relating to the loss of accessibility for northbound traffic. Specifically, this focused on a 
scenario where drivers missed the turnoffs at the Dunns Crossing Road / Walkers Road roundabout, and then 
had to access at the Weedons Ross Road interchange. 

In response to the above concern the team made the following considerations and determined that additional 
northbound access was not appropriate. The key reasons were:  

 Retaining a right turn at Rolleston Drive South is not safe in this road environment. The capacity of Dunns 
Crossing Road / Walkers Road roundabout will provide sufficient capacity, and while traffic does increase 
here and along parts of Brookside Road and Lowes Road, these roads are intended to accommodate the 
anticipated level of traffic. In some cases, the Council has already proposed upgrading these roads in 
response to local residential growth.  

 To prevent head-on crashes and keep people safe, flexible barriers in the middle of the highway will be 
installed from the end of the Christchurch Southern Motorway through to Dunns Crossing Road. The 
barrier will prevent head-on collisions. 

 The main southern entrance to Rolleston at Dunns Crossing Road will be clearly signposted to give people 
plenty of warning.  

 Ultimately, the recommended flyover and traffic signals are designed to provide a coordinated route for 
people traveling to the city. Vehicles will be able to travel from Rolleston Drive North to the Hoskyns Road 
onramp where people will get their own free-flowing lane joining the Christchurch Southern Motorway. 
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Whilst there is strong community support for the revised plans for the flyover, there were several 
questions/queries raised during consultation. The key points captured: 

 The ability to integrate with a future Park and Ride or commuter rail service to Christchurch. 

 A perception of a steep gradient on the flyover. 

 The directness of connectivity to key growth areas. 

 The wider traffic efficiency implications when compared to the original skewed option. 

 

The community stressed the need for improved travel options to encourage more walking, cycling and public 
transport, and allowance for future changes, such as Park and Ride sites or improved rail facilities. The project 
team are in strong agreement with these principles, and the preferred option (and design) seeks to support 
both existing and (potential) future public transport services. 

Intercity buses currently stop on Norman Kirk Drive, which will continue in the future. Buses entering Rolleston 
(from the south) can turn off at the Walkers Road roundabout, head via Two Chain and Jones to the flyover and 
then loop around Norman Kirk Drive or turn onto Dunns Crossing Road and Brookside Road to access Kidman 
Street to Norman Kirk Drive. Travel northbound will then turn onto Kidman or Rolleston Drive North to follow 
the same route as general traffic over the flyover to access the state highway via Hoskyns Road. 

Southbound buses will exit the state highway via the offramp to Rolleston Drive North and the loop around to 
the Norman Kirk bus stop, and then exit turning left onto Kidman Street, right onto Tennyson Street and the 
left onto the state highway. 

 

The new signals associated with the flyover will be phased to provide green waves, which will keep traffic 
flowing efficiently, especially at peak times. The scheme will reduce delays (when compared to a Do Minimum 
scenario) for movement onto and across the state highway. This will have direct benefits to bus reliability, and 
there is also an opportunity to introduce a “B” phase (bus queue jump) at the Kidman Street signals. 

There are currently three main bus routes that serve Rolleston. Two of these services (Routes 5 and 820) go 
across SH1 to Jones Road, whilst the other service (Route 85) goes directly onto SH1. 

Figure 39 shows how the bus routes will change following completion of the project. Rele
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preferable to an alternative that is more indirect and a longer overall climb. Overall, it is very unlikely that the 
flyover gradient will deter new cyclists, especially as a shared path will be provided for them. 

 

The Safe System Audit also identified the steepness of the gradient as a potential concern, particularly in 
relation to safety for cyclists. The concern was regarding the ability for cyclists to slow down appropriately as 
they approach the new traffic signals on Jones Road (end of the flyover). Concern was also raised about the 
path on the east side requiring people to cross at the base of the flyover.  

The subsequent changes to the flyover design were: 

 Amended the flyover cross-section to have a single, wider shared use path on the west side of the bridge 
only (5m wide). This enables a larger area for stopping at the base of the flyover and reduces the number 
of crossings for users at the Jones Road intersection with the flyover and reinforces a more direct linkage 
to the shared use path along the north side of Jones Road. 

 Introduced two rest areas (one on each side of the flyover in the embankment areas) for cyclists / 
pedestrians to rest if required. 

 

Another concern raised during consultation was that the ‘skewed’ alternative would link better to growth areas 
when compared to the ‘straight’ option. Aside from the Bulk Retail Area (referred to as ‘The Station’) the two 
main growth areas north of SH1, as identified by SDC40 are Plan Changes (PC) 66 and 80. The comparative 
distances between these growth areas and Rolleston41 are: 

 Via a ‘straight’ flyover = 1.9km (+0.2km) 

 Via a ‘skewed’ flyover = 1.7km 

 

 Via a ‘straight’ flyover = 1.2km 

 Via a ‘skewed’ flyover = 2.1km (+0.7km) 

 

 Via a ‘straight’ flyover = 0.6km (+0.1km) 

 Via a ‘skewed’ flyover = 0.5km  

 

Overall, the straight flyover provides more direct connections to all destinations within the industrial area, 
including the key growth areas in North Rolleston. The differences in travel distance to PC66 and the Bulk Retail 
Area is relatively small (approximately 200m extra for the ‘straight’ option), whilst the extra distance to PC80 
with the ‘skewed option’ is relatively notable (an extra 700m). This is driven in part by the severance of Jones 
Road, which means all road users must loop around the internal roads of the Bulk Retail area. Other 

 
40 www.selwyn.govt.nz/property-And-building/planning/strategies-and-plans/selwyn-district-plan/plan-changes 
41 Kidman Street / Rolleston Drive North intersection 
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The other key outstanding questions raised during consultation were: 

 Could the design include the removal of the two-to-one lane merge on the Christchurch Southern Motorway 
ahead of the traffic signals at Hoskyns Road? 

 Are four lanes along SH1 through Rolleston needed now? And does the design future-proof for this? 

 

The final key piece of feedback from the community related to the current two to one-lane lane merge on the 
Christchurch Southern Motorway ahead of the traffic signals at Hoskyns Road. This was also raised by the 
internal safety team as a crash risk. 

The original design of this feature was intended to encourage motorway traffic to slow down before the traffic 
signals, and reinforce the speed limit change to 80 km/hr. As traffic volumes have grown this bottleneck is 
observed to cause delays and queuing back onto the higher speed section of the motorway causing a nose to 
tail crash risk. The transport analysis undertaken has also identified potential capacity issues at the Weedons 
interchange, and hence the design philosophy is to have a second exit onto Rolleston Drive North to spread the 
access load. With this configuration it has been found beneficial to continue two lanes from the motorway with 
one exiting into Rolleston and the other continuing past Rolleston. The question was therefore whether the two 
lanes could be extended through past the flyover.  

An aerial image of this merge area and queuing is shown as Figure 42. 

This scenario occurs regularly for close to an hour during the evening peak, and even longer during events and 
other busy periods on the state highway. 

 

 

The recommended option is for the southbound merge to be removed, and two lanes continue southbound 
until a short distance beyond the flyover exit. This improvement has been captured as part of the final design 
and cost estimate. Figure 44 shows how the kerbside lane from the CSM will transition directly into the offramp 
to Rolleston Drive North. 
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Yes. The recommended flyover design provides for over dimension vehicles and there is sufficient space under 
the flyover to accommodate future additional lanes if needed. The width between bridge piers and abutments 
for the new bridge has been set to be wide enough to accommodate a future four-laning scheme. The design 
for the service lane and associated changes to SH1 from the flyover to Dunns Crossing has been designed to 
not preclude the future four-laning. It should be noted that further property purchase and infrastructure 
changes (pavement widening) would be required to deliver this if needed in the future. 

In addition, the investigations undertaken as part of this DBC showed if there is a need to increase highway 
capacity, the 'pinch points' for widening the highway would be further south of the flyover, where the rail 
corridor and adjacent properties make such a proposal a very challenging undertaking. This would be a key 
constraint as part of any ‘four laning between Christchurch and Ashburton’. 
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Post the second round of consultation, there were still some remaining design details that needed to be worked 
through which included: 

 The landing of the flyover on the northern (Jones Road) side 

 Access and operational impacts on adjacent businesses 

 Active travel arrangements 

 Intersection optimisation 

 
The preferred flyover option, as presented to the local community during recent (July 2022) consultation, is for 
a ‘straight’ across connection that directly links Rolleston Drive North and Jones Road. 

For all potential flyover options that were considered, some form of property acquisition on the northern (Jones 
Road) side would have been required. In the case of the ‘straight’ (technically preferred) flyover the following 
properties are affected, with either land needing to be purchased, or accesses being impacted: 

 Drummond and Etheridge (D&E) 

 RVCentre 

 U-Tow New Zealand 

 Tailored Energy Solution Ltd (TESL) 

Following consultation with affected parties, two alternative options have been explored: 

A. Alignment that would land on the current the RVCentre, triggering the need for them to relocate. 

B. Alignment that utilises the KiwiRail accessway that is used by D&E and KiwiRail 

A simple representation of these options is presented in Figure 46. 

 

An MCA of the two options was undertaken in order to establish a recommendation. Key considerations 
included impact to access, property costs (inc. business loss) and the operational performance of the Jones 
Road/ Flyover intersection. 
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This section provides an overview of key aspects of the Design Philosophy Statement (DPS) which is provided as 

. The final scheme designs are provided as to this main report (and are included in the 
DPS), whilst the Safe System Audits are provided in . 

26.1  
The scheme development for the project was driven by the Investment Objectives to improve intersection 
safety and improve the connectivity of Rolleston, by all modes of travel. The strategic approach was to grade 
separate the connection between the township and industrial area, to reinforce the use of the Selwyn District 
peripheral arterial network of Weedons Road, Jones Road, Two Chain, Walkers, Dunns Crossing, Lowes and Levi 
Roads, to reduce rail level crossing risks and improve rail connectivity and operations. The original concept was 
to have the southern access to Rolleston at the Walkers/Dunns Crossing roundabout and the Weedons 
Interchange, but traffic analysis identified that this would overload the Weedons interchange and level crossing. 
As a result, north facing access has been provided with a Rolleston Drive North offramp and a Hoskyns Road 
onramp to ensure reliable freight access is achieved at the Weedons interchange.  

The project design detail was then based around the following high-level design philosophy:  

 Keep traffic on the main roads where possible. 

 Minimise traffic on local streets to provide a more liveable community. 

 Retain existing walking / cycle connectivity and expand the local network. 

 Provide new pedestrian / cycle connectivity routes where feasible. 

 Integrate with existing bus stops on Kidman Street and Jones Road. 

 Minimise property impacts where possible. 

 Utilise existing drainage network where possible. 

 Minimise impact to existing noise bunds. 

 Avoid existing stock water races where possible. 

 Minimise impact to emergency services access where possible. 

 Consideration of wider network impacts (such as increased demand on the Weedons Ross Interchange). 

 
 

The overall objective of the upgrade at Dunns Crossing is to provide peripheral arterial cross district 
connectivity between Dunns Crossing Road and Walkers Road, ensure safe rail separation and level crossing 
safety, be consistent with the Road to Zero Safe System transformation, and expected wire rope barriers along 
the SH 1 corridor in the future, and provide connectivity to existing and future walking and cycling upgrades 
along Runners Road (SUP to Burnham proposed by SDC), Walkers Road (SUP proposed as part of Plan Change 
80) and Dunns Crossing Road (SUP extension past West Rolleston Primary School). 

Other site-specific factors are outlined in the DPS. 

Note that when the level crossing is activated there is a risk of potential queuing back across (akin to what is 
observed currently at Hoskyns Road). Traffic volumes along Walkers Road are significantly less than on 
Hoskyns Road which means that the likeliness of this safety risk occurring is significantly smaller. 
Notwithstanding, part of the mitigation is to provide two lanes on each approach to the roundabout – which 
essentially doubles the holding capacity. 

Traffic modelling has confirmed that the risk of queuing back across would be low. 

 

 Close off right turns in and out of Rolleston Drive South  

 Do not incorporate barriers in the current design. It is assumed that this will be incorporated in the future 
by the SIP when an upgrade is completed through this area. 
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The objectives of the improvements along SH 1 are to separate Rolleston traffic from the southbound SH 1 
traffic flow through the inclusion of a service road from the off ramp to Kidman Street to Tennyson Street, 
which also provides access to the highway service centre, remove right turn movements from side roads by 
making them left in left out, with wire rope safety barrier (WRSB) along the central median, provide access to 
the Rolleston town centre via Tennyson Street, and enables offramp access to Rolleston Drive North / Kidman 
Street. This also removes the current two to one lane merge that currently occurs just west of the Weedons 
interchange. 

 

The objectives of the inclusion of the flyover are: 

 To provide a grade separated connection between the south side and north side of Rolleston. 

 Separate main Rolleston access traffic from the town centre / liveable community traffic (using Tennyson 
Street). 

 Tie into existing networks (minimise changes to Kidman Street / Norman Kirk Road and Norman Kirk Road 
/ Rolleston Drive north intersections). 

 integrate the bus services and stops and aligns to and expands on existing walking and cycling facilities in 
this area of Rolleston. 

Site specific considerations include: 

 Avoid impacting Norman Kirk Road / Kidman Street intersection. 

 Requirement to maintain vertical and horizontal clearances for over dimensional vehicles on SH 1 and rail 
(detailed later in this report). 

 Allow enough width between pier and abutment for potential future four laning of SH1.  

 Incorporate existing bus stops on Kidman Street into the new design. 

 Providing strong walking and cycling connectivity across SH1. 

 Retaining (although more limited) access to the train station for pedestrians and vehicular traffic. Access 
from the west/south will be from a left in access at the start of the carpark and left out access at the end of 
the carpark and then using the wider network to continue their journey. Vehicular access from Rolleston or 
Industrial area or the east/north will need to be via the new flyover and parking in the vacant lot on Jones 
Road near the Hoskyns Road intersection and then using new and existing pedestrian paths to cross over 
Hoskyns Road and the rail level crossing to connect to the station platform. 

 Minimising impact to businesses along Jones Road and residential properties on Rolleston Drive North. 

 Limiting spans for the bridge to less than 35m so a 1500 Super Tee beam could be used. 

 

Midland Line and rail sidings are all east facing with poor connectivity to Main South Line. The proposed rail 
siding and fourth turnaround track enables all lines to connect south. Operations off the main line will be safer 
incorporating this siding and rail turnaround enabling more efficient access i.e. trains can be driven frontwards 
rather than backwards at walking pace. 

The new siding will improve rail connections and operations in Rolleston to make freight by rail more efficient 
and help to reduce the number of trucks on the roads. The siding positioned to the east of Hoskyns Road is to 
provide more connection to the Lyttelton Port Company Inland Port, avoid impacting Hoskyns Road and the rail 
yard with additional train movements, and preserves land at Hoskyns Road and Jones Road for future 
development opportunities including expanded Park'n'Ride facilities. Other key consideration include:  

 An existing underground power cable and existing lighting can be relocated 

 Existing trees within the KiwiRail land can be removed and will be replaced by KiwiRail. 

 Minimise any changes at Hoskyns Road to avoid changes to rail signaling through here. 
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In anticipation of cost pressures and escalation post Covid the options have been reviewed to ensure 
appropriate value for money is delivered. A value engineering exercise was undertaken (led by an independent 
external party – see ) to explore whether there were any opportunities to scale back the project 
scope without significantly impacting the desired outcomes. The review took the form of a collaborative 
workshop (14 June 2022), with outcomes and recommendations outlined within a report that was provided to 
the Project Steering Committee (PSC) for the NZUP Canterbury programme. The drivers behind this value 
engineering exercise were: 

 A desire to deliver the best value for money. 

 Acknowledgment that, in light of the Covid-19 pandemic, that the construction industry is experiencing 
increasing pressures through soaring material costs, supply chain delays and a lack of skilled workers in 
key areas. These factors have been amounting to unexpectedly higher costs for construction. 

For the Rolleston Transport Improvements project, as the improvements include several individual upgrades at 
distinct locations, a review of each scope items was completed on a case-by-case basis, rather than reviewing 
this project at the corridor level. Therefore, each specific scope item was reviewed to determine alternative 
design solutions; the impact on outcomes and costs were then reviewed. 

To understand how the different options / scenarios would perform from a cost and outcomes perspective, a 
scoring system and MCA approach was adopted. Each option / scenario was reviewed and scored against the 
desired outcomes listed within the relevant project overview / business case documents. Each option / scenario 
was then scored against these outcome criteria on a scale of +3 to -3, where +3 represents the most positive 
outcome, 0 represents a neutral outcome, and -3 represents the most negative outcome. This was a consistent 
scoring system to that used for other MCAs undertaken through the Rolleston Improvements DBC. 

 
A total of six options (inc. the technically preferred) were considered: 

 O1: Four Arm Dual Lane Roundabout  

 O1a: O1 plus cycle underpass 

 O2: Full Single Lane Roundabout 

 O3: Partial Single Lane Roundabout (closing the Walkers Road approach) 

 O4: Three Arm Roundabout 

 O5: Signalised Intersection 

Based on the analysis completed, it was concluded that Option 1a presents the preferred option. The reason for 
this option scoring the highest relates to the inclusion of a cycle underpass, therefore achieving better walking 
and cycling facilities (safety, accessibility, connectedness, throughput, reduced carbon emission). 

In response to the Value Engineering assessment and the Safe System Audit, the Project Steering Committee 
requested that the cycle underpass option be developed and costed. This identified an option with an 
additional physical work cost of around , which was then accepted to form part of the recommended 
programme. 

Whilst a one lane roundabout might work from an operational sense in the short-term, retrofitting to include a 
second lane in the medium term (within 10 years) would be disruptive and expensive. 

Subsequent to the Value Engineering assessment the Safe System Audit reconfirmed the significant cycle safety 
issues for those wanting to cross the State Highway. In response to this the Project Steering Committee 
requested that the cycle underpass option be developed and costed. This identified an option with an 
additional physical work cost of around , that was then accepted to form part of the Recommended 
Option. 

 

s 9(2)

s 9(2)Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



 

 

 

 

Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 126 

 
The key objectives for the proposed service lane are to (a) ensure safe access to commercial properties (e.g. BP 
and McDonalds) off the state highway and (b) create a step-change in safety by eliminating all right-turning 
movements out of Brookside Road, Tennyson Street and the various commercial properties. 

The cost for the service lane, as per the design that was consulted upon was This high cost was 
largely attributed to: 

 An absence of a concept design to inform the PBC estimates. 

 The need for land acquisition from KiwiRail. 

 The need to regrade the entire state highway corridor, which added significant pavement cost. 

 Cost escalation since the PBC was completed in 2020. 

Whilst cost escalation could be expected given the current trends in construction costs across New Zealand 
post the Covid-19 pandemic, the proportion increase in costs for the service lane are notably much higher than 
other aspects of the programme. 

A value engineering exercise was therefore essential in order to ensure that the preferred programme presents 
optimal value for money, but whilst ensure the key objectives are still delivered. More generally, given the 
desire to extend the merge from the Christchurch Southern Motorway (CSM) to the service lane, in any case, an 
element of redesign was required. The value engineering exercise therefore seeks to (a) improve value for 
money; (b) establish a service lane design that safely integrates with the proposed CSM merge extension. 

For reference, the originally proposed service lane design is shown Figure 49. 

 

 

The most significant cost elements in the service lane design related to property acquisition, barriers, drainage 
and pavement construction. This original concept had three sets of barrier, for edge protection of the north 
bound lane, median barrier to prevent head on crash risks and right turn conflicts and edge barriers to 
separate the service lane from the flyover to beyond Brookside Road. The key implication of this was that the 
road centre line needed to shift towards the rail corridor and required total pavement reconfiguration and 
property acquisition from Kiwirail with potential loss of rail future proofing.  

A revisit to the fundamental project objectives was then undertaking to understand the fundamental issues that 
the service lane seeks to address. 

An assessment of the run-off road risk found that there has been no occurrence of this, nor any issues 
involving left turn manoeuvres to businesses and side roads. This review concluded that the greatest safety 
gain is provided by the inclusion of a central median barrier to remove the right turn conflict risks. 

s 9(2)(g)(i)
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Project delivery costs at this stage are based on a concept level design. These include a comprehensive, costed 
risk assessment and associated contingency (analysed and funding). These costs have been used to inform the 
economic analysis. A peer review and a full parallel cost estimate were completed for the business case. 

The full cost-estimation sheets are provided as . 

The parallel cost estimate report is provided, along with other peer reviews, in . 

Table 32 outlines the expected capital costs. 
s 9(2)(g)(i)
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The proposed works will result in new assets and therefore a corresponding change to the ongoing 
maintenance and operation42. The ongoing maintenance and renewals requirements will be covered by Waka 
Kotahi. Most of the new on-going maintenance costs will be a result of the new widened paved areas, drainage 
facilities and ITS. The ITS components on the state highway will be managed by WTOC, while the new/altered 
traffic signals on SDC roads will be managed by the Christchurch City Council signals team. SDC will have a 
separate agreement to cover this aspect. New associated signage and line markings may also require 
maintenance additional to what is already undertaken. 

The costs for ongoing maintenance have been based on historical maintenance costs for similar types of 
infrastructure (e.g. flyovers, two lane roundabouts) that current exist on the Canterbury state highway network. 

 
42 Indicative maintenance costs captured in the economics. 
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At the Rolleston Drive South intersection there have been two crashes during the most recent five-year period. 
However, one of those crashes (in 2022) resulted in a fatality and involved the collision between two trucks 
(one of which was turning out of the intersection). The historical number of crashes at this intersection means 
that in accordance with the MBCM methodology, the analysis needs to be undertaken using a crash prediction 
model (Method C). Typically, analysis using Method C will establish a lower crash cost than when Method A 
(which is more heavily influenced by actual historical crashes is used). 

The economic analysis has been based on Method C and has predicts that the project will reduce the number of 
annual DSIs from 0.17 to 0.008. This reflects an annual crash reduction benefit of around $160,000. 

For context, if Method A were adopted the DSI reduction would be 0.34 DSIs per annum and a corresponding 
annual crash reduction benefit of around $900,000.  

Overall, the analysis has shown that the proposed intervention (LILO) at Rolleston Drive South will significantly 
reduce the likeliness (close to zero) of a DSI occurring at this intersection in the future. 

 

The rail solution provides the opportunity for a greater uptake of freight by rail, particularly from the south. 
Currently around 1.4M tonnes of freight is moved between the West Coast to Canterbury (mostly towards the 
Lyttelton Port), plus a further 0.1M tonnes between the West Coast and Otago. 

The rail commercial team advise that by 2038 there is potential for up to 30,000 TEU per annum originating 
from the North Otago – Mid Canterbury catchment that could rail north for centralisation in Rolleston that 
would be more efficient with the proposed rail improvements. The product would be exporting goods from the 
primary sector, such as dairy, meat, potatoes and grain and with access to rail for connection to the ports it is 
estimated that this could reduce the number of trucks that would otherwise be on the road by up to 50 per day 
(compared to the current 1800 trucks per day). 

High-level benefits for rail have been derived based on: 

 Current (2022) annual freight volumes by rail44 are 1.42M tonnes from West Coast to Canterbury and 0.01M 
tonnes from West Coast to Otago. 

 Assuming 10% of the rail freight West Coast to Canterbury uses the midland to main south (south) 
movement (in addition to the West Coast to Otago freight) – therefore currently assumed to be ~150k 
tonnes of freight per annum for this movement. 

 Reduced train travel distance and time, as trains can be turned around in Rolleston rather than Middleton 
(a 30km travel distance saving by rail) – approximately a 22.5 minute saving. 

 Growth in freight movement is adapted from the South Island Freight Study 45 that forecasts 4.35M tonnes 
originating from the West Coast in 2042. Straight line growth is applied from 2022 to 2042. 

 Value of time per tonne is in the order of $0.83-2.53 with a median around $1.33/tonne/hour46. 

Table 37 provides an overview of the economic assessment for rail improvements. 

 NPV & BCR 

BCR 0.3 

It is important to note that the economic benefits are highly sensitive to the volume of freight that is moved 
between the Midland Line and the Main South Line (south). The range in value of time per tonne gives a spread 
of BCR in the order of 0.2 to 0.8 (based on a range of $0.83-2.53/tonne/hour). 

The rail benefits and costs have been captured as part of the overall economic appraisal. 

 
44 Freight Information Gathering System (FIGS Rail, updated March 2023) 
45 South Island Freight Study: Identification of the opportunity for mode shift and preparation of a mode shift implementation plan. 
Environment Canterbury and the South Island Regional Transport Committee, 2019 
46 Waka Kotahi Research Report 665 - Valuing freight transport time and reliability 

s 9(2)(g)(i)
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The programme assessment demonstrates how the preferred option functions, delivers the benefits sought by 
addressing the problems and aligns with key transport strategies. 

The core elements of the preferred option are demonstrated in Figure 52, which also include: 

 A pedestrian/cycling underpass to connect Dunns Crossing Road with Walkers Road. 

 Removal of the two to one lane merge southbound along SH1, to provide two lanes between the Weedons 
Ross Road interchange and the Rolleston offramp accessing Rolleston Drive North and the service lane to 
the town centre and commercial properties adjacent to the state highway. 

 
There is no current all-inclusive Network Operating Framework (NOF) for Rolleston. Rather, there are several 
local strategies which describe the primary freight, traffic, cycling, walking and public transport routes. To gain 
an appreciation of what the desired transport network for Rolleston is, and the potential points of conflict for 
various modes, a NOF style map has been sketched for future network. This NOF has been agreed between 
both Waka Kotahi and SDC. 

It is most important to recognise that: 

 Tennyson Street between Kidman Street and Rolleston Drive is seen as a primary walking and cycling link, 
with high amenity access for active modes, with reduced emphasis on vehicle movement. 

 Norman Kirk Drive is a public transport route, providing local access, but again not a key traffic route. 

 Rolleston Drive North is earmarked as the main traffic route, shown secondary below the State highway and 
arterial roads of Jones Road, Levi Road and Weedons Road, but is also used as walking/cycling route. 

 Routes shown as heavy vehicle routes access the industrial area and are typically “arterial roads” in the SDC 
road hierarchy (Walkers Road, Two Chain Road, Jones Road and Weedons Ross Road), and hence are also 
important traffic routes. 

 Heavy vehicles are expected to use Weedons Ross Road interchange and Jones Road, Two Chain and 
Walkers Road. 

 The southern access to industrial zones moves from the SH1/Hoskyns Road intersection to Walkers 
Road/Two Chain Road/Jones Road. 
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 The southern access to Rolleston township is via Dunns Crossing Road and then Brookside or Lowes Roads 

 People looking to access Rolleston from Christchurch have the option to use Levi Road via the Weedons 
Ross Road interchange or the offramp to Rolleston Drive North or Tennyson Street. 

The key access points to Rolleston, and resultant traffic demands, are closely aligned to the map in Figure 53. 

Most importantly this shows the streets where traffic is encouraged, and those where traffic is to be kept at a 
minimum to enable improved walking, cycling, public transport and liveable community outcomes. (Kidman 
Street, Norman Kirk Road and Tennyson Street). 

 

The proposed changes will make it safer for local people to cycle, walk, connect with buses or travel in cars 
across the highway and travel between and around the residential side and the industrial area of Rolleston. 

Traffic will also move more efficiently as a result of the upgrades. 

 
The network with the NZUP Improvements in place is predicted to operate effectively in the future. Minimal 
increases in congestion, delays, and queuing are anticipated with around 20-years of assumed traffic growth. 

The programme includes three signalised intersections around the area of the Flyover, Kidman Street / SH1 
offramp / Rolleston Drive North, Flyover / Jones Road, and Jones Road / Hoskyns Road. These intersections are 
anticipated to operate as an integrated traffic signal system, providing progression (a ‘green wave’) for traffic 
northbound on Rolleston Drive North, east on Jones Road, and accessing SH1 via the free left-slip movement 
from Hoskyns Road. This area of the network is expected to carry higher traffic volumes in the future. 

Table 41 shows travel times on key routes in the Existing and Do Minimum modelled networks from 2021 
through to the assumed 2038 forecast year for the AM, IP and PM peak periods. 
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The recommended rail option also provides the potential opportunity to increase rail operating speeds through 
Rolleston from the current limit of 40kph. 

 
 provides a memorandum which looks at the potential safety implications on the local roads where 

we expect traffic volumes to increase, with a specific focus on: 

 Roads which provide direct access to schools, where there are a high number of vulnerable road users. 

 Roads which form part of SDC’s core pedestrian and cycle network. 

 The industrial area, where there is a mix of light and heavy traffic with numerous movements (throughout 
the day) into and out of businesses. 

 The Town Centre, where delivering high amenity value is essential for the future liveability of Rolleston. 

The analysis shows an increase in traffic along Dunns Crossing Road due to both residential growth and the 
Dunns Crossing roundabout enabling safe use of the cross district arterial route. This has potential impacts for 
vulnerable users around the West Rolleston Primary School. 

Discussions with the School and Selwyn District has captured a series of short (e.g. speed limit, raised 
platforms and parking restrictions) and long term interventions (new traffic signals and improved staff parking) 
that will be delivered by SDC and the Ministry of Education to help manage the corridor. The proposed 
mitigation measures are described in Section 24.2.1. 

A traffic flow difference plot for the 2038 AM peak is provided below. Increases are shown in orange up 1000+ 
vehicles, and decreases in blue down to -1000+ vehicles.  

 

Refer to  for similar graphs for the 2028 future year and PM peak period. 
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Figure 61 provides a comparison between: 

 The desired outcomes at the start of the project in terms of the five Transport Outcomes, derived 
weightings the ILM map. 

 The monetised outcomes, again apportioned to the each of the five Transport Outcomes, derived from the 
economic appraisal. Note that the travel time benefits have been split across ‘inclusive access’, ‘economic 
prosperity’ and ‘resilience’. 

  

The pie graphs shows that broadly the desired outcomes, and proportions, that the project set out to achieve 
are being met. Whilst the overall proportion of monetised benefit for “health and safe people” is less than 30% 
derived from the ILM this is purely a consequence of the very high absolute economic benefit for ‘inclusive 
access’ (derived from the travel time benefit). 

To put into context the scale of which benefits are expected to be delivered, the pie graphs have been 
replicated but scaled according to the BCR desired at the start of the project (i.e. 1.0) and the BCR being 
achieved (3.6). This comparison is provided below. 
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The estimated construction emissions are based on the final DBC designs and focuses on the Rolleston Flyover 
and associated roads (i.e. Jones Road and Loop Road).  

The bridge structure is the main contributor of embodied carbon emissions – accounting for 95% of the total 
(approximately 2,100 tonnes of CO2). The road contributes approximately 100 tonnes of CO2. The graphs 
below provide a breakdown of the emissions for the flyover and road components, respectively.  

 

  

The most significant sources of embodied carbon for the bridge were: steel - bridge reinforcements (78%) and 
concrete (22%). The three components dominating the road were: asphalt (42%), concrete (38%) and steel (13%). 

Note that the preferred (straight) flyover option has a shorter span when compared to the alterative skewed 
options, and by nature, would have a lower embodied carbon impact. 

 
Greenhouse gas emissions reduction opportunities for the project were identified through a series of interviews 
between technical discipline leads and the sustainable infrastructure experts. A key workshop with the 
technical discipline leads was then held on 16th December 2022 to discuss potential opportunities to reduce 
embodied carbon, which must be explored further during Detailed Design. 

A total of nine key opportunities were identified, as described in Table 45. Commentary is also provided 
around the implications of any option to the wider outcomes desired as part of the project. Some options have 
significant impacts on the desired outcomes of the project - e.g., using timber as the key material to construct 
the bridge, and reducing the width of the bridge. These are significant as these options reduce the use of key 
construction materials such as steel and concrete. These two materials make up the largest share of embedded 
carbon in the assessment, as shown in Figure 63. 

This challenge, (i.e., exploring opportunities to reduce emissions) introduces a healthy tension for the detailed 
design stage, but it should be noted that progressing any option that has significant impacts on the desired 
outcomes of the project represents a trade-off which should be explored, but which is not likely to be 
acceptable to the project owners. 

The opportunities to reduce the embodied carbon emissions are categorised into six key categories (Structure, 
Pavement, Procurement, Cement Substitutes, Drainage and Lighting), see Table 45. A carbon reduction 
potential rating has also been provided in the table, at this stage, this reduction potential rating is only an 
estimate, with the rating split as follows: 
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The economic analysis has identified a BCR of , which meets the ‘medium’ rating 

 

The Recommended Option has been assessed as having a ‘Very High’ GPS alignment, a ‘High’ scheduling 
factor, and ‘medium’ efficiency rating. This gives the project a 

 

The Appraisal Summary Table (AST) for the preferred programme is provided as . 

 

 
56 www.nzta.govt.nz/planning-and-investment/planning-and-investment-knowledge-base/202124-nltp/2021-24-nltp-investment-prioritisation-
method/determining-the-priority-order-of-an-activity-or-combination-of-activities/ 
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The construction sequencing is a key consideration for the project, as it has a bearing on the level of 
community disruption, overall project timeframes and ultimately when benefits can be realised. 

There is also a level of interdependency between various aspects of the programme. A key example is that in 
order to construct the flyover, we will need to first provide people a safe alternative means of accessing the 
industrial area and town centre, especially from the south. This is why the Dunns Crossing Road / Walkers 
Road roundabout is the first piece of infrastructure that needs to be constructed – because: 

 This location represents the most dangerous part of the current corridor, with highest DSI rate, and 
addressing the safety issue helps us realise benefits (by saving lives) at the earliest opportunity. 

 It facilitates traffic management options for construction of other interventions. 

The construction sequencing has also considered the complementary SDC projects that needs to be integrated 
and completed relative to the different stages of the Project’s construction sequence. For example, ensuring 
that the Walkers/Two Chain route and level crossing is safe for increased use is a critical early intervention. 
This section provides a high-level construction sequence (developed for DBC assurance), and is subject to final 
‘Design and Construction’ processes (i.e. the constructor will dictate final sequencing. 

At this stage, it excludes any KiwiRail works. 

The proposed construction sequence of the project is illustrated below in Figure 64. It has been broken down 
into four key phases:  

  – two-lane roundabout at Dunns Crossing / Walkers Road intersection and associated work, such 
as upgrading the Walkers Road level crossing.  

  – SH1 pavement widening, realignment and reconstruction, effectively enabling works for the 
delivery of Phase 2. This phase is further broken down into three stages. 

  – Flyover and associated works. This is when peak construction activity occurs and has been 
broken down into six stages. 

 – Rolleston Drive South safety improvements, which includes turn restrictions at the intersection. 
This is best to be delivered in conjunction with the SIP corridor median barriers.  
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The local road projects identified (described in Section 3.6.3) are expected to enhance the benefits of the 
Rolleston Transport Improvements Project. These benefits relate primarily to safety and provision of a more 
resilient network with alternative routes. 

The upgrades along Two Chain Road to complete the southern access to the industrial area will be important to 
enable detour routing during construction works, such as during Phase 3 of the project sequence above. 
Therefore, the key arterial projects listed below should ideally be programmed and finished before the 
beginning of construction works associated with Phase 3. 

The location of the SDC local road project, with the indicative timeframes, is shown in Figure 66. 

 

Note that none of the local road projects are subject to NZUP funding. These are dependent on SDC Long Term 
Planning and Waka Kotahi co-investment through the NLTP. 

 
An initial consideration of constructability risks and challenges has been assessed during the business case.  

The Constructability Report is provided within . This will form the basis for ongoing development 
during the next Pre-implementation phase of the project. 

 

 Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



 

 

 

Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 160 

 

 

 

 

 

Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



Rele
as

ed
 un

de
r th

e O
ffic

ial
 In

for
mati

on
 Act 

19
82



 

 

 

Waka Kotahi NZ Transport Agency Rolleston Transport Improvements – Detailed Business Case 163 

 
During the business case the Road Safety Audit (RSA) process changed to be a Safe System Audit (SSA) 
approach. This has been undertaken for the preliminary design that has been developed for the preferred 
programme. The SSA’s were undertaken in two stages, the first being on the initial Concept Design and the 
second on revised Scheme Plans developed following the SSA and subsequent value engineering cost review. 
The at-grade improvements at Dunns Crossing Road and Rolleston Drive South have been assessed in Report 1, 
while the Flyover, associated state highway works and service lane have been assessed in Report 2 and 2A.  

The audit process and finding are recorded within  
In response to the audit some design refinements were undertaken, notably: 

 Provided a shared use path underpass under SH1 and rail safety gates at the Walkers/Dunns Crossing 
intersection to support in providing safer crossing facilities in this location. 

 Addition of raised platforms in a number of locations at the Kidman Street / Rolleston Drive North 
intersection to maintain lower speeds through this area and over the new flyover. 

 Amended the flyover cross-section to have a single, wider shared use path on the west side of the bridge 
(5m wide), which reduced the number of crossings for users at the Jones Road intersection with the flyover 

 Introduced two rest areas (one on each side of the flyover in the embankment areas) for cyclists / 
pedestrians to rest if required. 

 Added a shared use path on the south side of Kidman Street to provide improved off-road facilities for 
cyclists in this area. 

 Widened proposed crossing facilities to 4.5m for improved use for pedestrians and cyclists. 

 Provided separate left turn lane off the flyover onto Jones Road to improve Pedestrian crossing protection. 

 
During the business case the relevant level crossings have been assessed both before and after inclusion of the 
recommended option (refer to ). 

The recommended safety requirements have been incorporated into the Design Philosophy but there may be 
some refinement of the pedestrian facilities possible during the next phase Detailed Design. 

The Level Crossing Safety Impact Assessment (LCSIA) raised some concerns about the Hoskyns Road level 
crossing and suggested that all movements must be grade separated. The assessment scoring was very close 
to not requiring this and Waka Kotahi have initiated a “so far as is reasonably practicable” (SFAIRP) review with 
Kiwirail. The recommended option with grade separation of most movements, removes the SH traffic signals 
and associated short stacking risks and only retains a left-out movement control by barrier arms. 

This has been reviewed by Waka Kotahi safety engineers and rail safety regulator who believe the residual risk 
is acceptable. The impacts of not having the left out from Hoskyns is that there would be substantially more 
traffic using the Weedons Ross Road level crossing that would lead to a worse safety outcome. The SFAIRP 
review will be completed before commencement of the next phase.  
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The key finding from this financial case is that 

 should other identified funding sources become available  This 
business case will seek approval of the full programme and progression to Pre-implementation. In the 
meantime, the Project Steering Committee will explore options across the whole Canterbury NZUP package to 
close this gap to confirm the scope for Implementation. These discussions would need to be initiated as soon 
as possible and this is the key next step. 

s 9(2)
(g)(i)
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This Commercial Case focuses on minimising risks during pre-implementation to ensure that the project 
commences and is delivered to expected timeframe set by NZUP. It also covers: 

 The procurement strategy to support progression of the next phases of the project.  

 Consenting strategy to cover requirements for the project. 

 The extent of land requirement and property acquisition strategy, including consideration of any Crown or 
Māori land ownership.  

 Programme management and coordination with SDC, Kiwirail and the wider Canterbury NZUP package. 

 

The next phase of the project is pre-implementation and detailed design. This phase will focus on ensuring 
appropriate standards are met and (i) refining the design to avoid effects; and (ii) developing appropriate 
mitigation measures to manage any environmental effects. The detailed design will then support the 
lodgement of consent applications and define the final land requirements for the project. 

The following considerations will shape and inform the final strategy: 

  Issues that require further consideration during the technical investigations, concepts for 
and decisions about geotechnical requirements, structural form, detailed design, consultation, and 
resource consent applications. 

  The recommended programme may influence the procurement approach adopted 
to deliver the detailed design and implementation. 

  The final scale of effects and procurement approach will guide how the consenting 
with be undertaken. 

  Whilst land acquisition plans have been prepared as part of this DBC, these may be 
subject to minor changes during the Detailed Design stage.  

 
 

Consenting strategies have been prepared as part of this DBC and are included as The purpose of 
the strategies is to identify the likely approvals that will be required under the Resource Management Act 1991 
(RMA), the consenting risks and how they can be managed, and a potential approval pathway to support the 
development of the DBC and to inform future design decisions. In summary: 

 The Project requires Notices of Requirement (NoR) to alter the existing SH1 designation, outline plans and 
regional resource consents. Approvals are also required from KiwiRail and the Minister of Corrections as 
requiring authorities for other designations that are affected by the Project. 

 It is recommended to package the RMA approvals into those required for: 

 SH1/Dunns Crossing Road/Walkers Road roundabout, 

 Flyover, service lane and Rolleston Drive south, and 

 Rail improvements. 

 The approvals required for the SH1/Dunns Crossing Road/Walkers Road roundabout could be sought 
ahead of those required for the remainder of the Project. It is geographically separated from the remainder 
of the Project, and the type of approvals and the basis for an assessment of effects are not reliant on the 
remainder of the Project being considered at the same time. It is a discreet package that can proceed 
independently. This would enable its construction to occur as a priority (to enable Stage 1 of the 
Construction Sequence to occur as soon as possible). 

 Regardless of the packaging and sequencing of approvals chosen, it is recommended to lodge these with 
the relevant Councils, noting the ability to request that notified applications be directly referred to the 
Environment Court for consideration. 
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The key consenting risks that will need to be addressed in the next stage of the project are outlined below. 

Potential risk Proposed risk management 

Community opposition Ongoing engagement with the wider community (not just directly affected landowners) 
will ensure they are aware of the Project and are provided an avenue for finding 
information and expressing concerns. A first round of public consultation occurred in 
July and August 2021. A second round of consultation was held in August 2022 that led 
to refinement of options to deliver better community outcomes.  The Communication 
Plan for next phase needs to be clear on objectives and community outcomes, having 
analysed other options. 

Climate change The passing of the Climate Change Response (Zero Carbon) Amendment Act in 2019, 
commits NZ to Net Zero Carbon by 2050 (excluding biogenic methane), has led to a 
focus on understanding and prioritising climate change mitigation and adaptation and 
for the transport sector. 

The Preliminary Infrastructure Sustainability Management Plan (provided as ) 
outlines potential means of implementing the flyover is a sustainable manner that will be 
explored further during detailed design. Section 32 of the DBC presents further 
opportunities to reduce the embodied carbon impact of the project. 

Completion of technical 
assessments is contingent on 
the progression of detailed 
design. 

Careful programme management and strong project communications, with input from a 
planning lead, will be required. 

Road noise effects  Road noise has been a consideration for existing surrounding residential development 
with noise bunds and fences being constructed in several places (east of the skewed 
and straight flyover options, either side of the Rolleston Drive South intersection, and 
east of the Dunns Crossing Road intersection) and potentially houses being designed 
with materials to reduce noise internally. These have been requirements for developers 
at the request of Waka Kotahi through plan changes. 

 Waka Kotahi has sought early advice from a noise specialist. 

 An acoustic consultant will undertake an assessment of noise resulting from realigning 
roads, physical modifications to noise bunds, and the flyover and determine any 
mitigation required. This should occur during the next Detailed Design phase. 

Visual effects  The flyover will likely have a similar form and appearance to several local road bridges 
that cross SH1 on the Christchurch Southern Motorway Stage 2 (CSM2) on the northern 
approach to Rolleston. However, there is still the potential for wider visual and 
landscape effects as well as glare and visual dominance effects on nearby residents. 

 Engaging a suitable landscape, lighting and visual effects consultant will help guide the 
design to minimise these potential effects, as well as inform consultation with the 
community. 

Stormwater discharges are 
not authorised under the 
global stormwater consents 

 Develop the proposed stormwater management early and with reference to the consent 
conditions (CRC111005 – for stormwater from new areas of road within the SH1 
corridor, noting this consent will be renewed soon), and CRC132527 – for stormwater 
from new areas of road outside the SH1 corridor). 

 If the conditions are unable to be complied with, then seek any necessary resource 
consent in combination with the other consents required for the Project. 

Notification and/or appeals 
on the proposed Selwyn 
District Plan  

 The packaging and sequencing of applications should consider how notification or 
appeals relating to certain activities may delay the Project or parts of the Project. 

 Effective consultation and engagement to address matters that would otherwise be 
brought up in submissions. 

 The programming of the Project should take into account the potential timeframe 
associated with notified applications and resolving appeals. 

Difficulties acquiring land 
required for the works which 
could affect the detailed 
design and consequently the 
progression of technical 
assessments and the consent 
applications 

 Land requirements have been identified in the business case and highly affected parties 
have been engaged with. 

 An initial property acquisition strategy has been developed to enable engagement. 

 Enter discussions with adjoining landowners early as surrounding land is in different 
stages of being developed. 
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The Consenting Strategy recommends: 

 A comprehensive application approach where the Notice of Requirement for a Designation (NOR) and 
regional consents are applied for at the same time is preferred.  

 A collaborative design approach, working closely with iwi partners, communities and stakeholders and 
Council to seek agreement on proposed design, the effects and how those effects are managed and 
addressed – this approach allows for consenting risks to be resolved/minimised ahead of lodgment with 
Council and the Environment Court hearings process. 

 Working closely with technical specialists and partners to ensure the documentation is fit for purpose, 
correctly scoped and provides clear information to consider the NOR/consent applications. 

 Permits and approvals likely to be required (required under the Wildlife Act, Conservation Act and Heritage 
NZPTA) would be sought later with an option to bring forward Heritage NZPTA Authorisations in advance or 
parallel to RMA approvals remaining open.  

 

It is assumed that all alterations/reconnections to local roads will be included in the altered Waka Kotahi SH1 
designation. The noise issues associated with the roundabout should be localised and should not require 
quantitative analysis or any early studies/fieldwork ahead of engagement of the NOR consultant team. 
However, early discussions with the Department of Corrections have raised this as a concern and early acoustic 
advice has been sought. 

When the consultant team preparing the NOR is engaged, an acoustics specialist should be part of that team 
and should make a qualitative assessment. This should include:  

 Consideration of road features to encourage gradual acceleration and braking associated with the RAB, and  

 Practicability of extending the length of the existing bund and height of the fence on that bund. 

Concerns have been raised by the Department of Corrections and the Ministry of Education with respect to 
increased local traffic noise (including heavy vehicles) affecting Rolleston Prison (Walkers Road) and traffic 
effects past West Rolleston Primary School (Dunns Crossing Road). 

There is substantial planned growth occurring in Rolleston. Walkers Road and Dunns Crossing Road are both 
arterial roads and are expected to have increasing traffic volumes, including heavy vehicles, commensurate 
with the function of roads with an arterial classification. This increase in traffic will have a noise effect at the 
Prison and School. However, this noise effect is due to the overall spatial planning of Rolleston and the function 
of these roads. This does not directly relate to the proposed RAB, and it is recommended that the effect should 
not be considered in the noise assessment for the RAB.  

The service lane should have negligible noise effects, and potentially there will be positive noise effects from 
improved traffic flow in the area. It is recommended that when the NOR consultant team is engaged, an 
acoustics specialist should review this area and make a brief qualitative assessment. No early studies are 
recommended. 

A noise assessment will be required for the flyover (to occur during the Detailed Design stage), primarily in 
relation to potential effects on receivers in the east quadrant (e.g. Wyndham Mews, Milton Court). There are no 
known noise sensitive activities on the Jones Road side of SH1, but this should be confirmed. Likewise, 
assessment should not be required in relation to the undeveloped land by the SDC offices, but this will need 
confirmation. No early work ahead of engagement of the NOR consultant team is recommended. 

Quantitative analysis (e.g. noise modelling) and assessment should be undertaken at the appropriate time (but 
no early work is recommended at this stage). This should include formal evaluation of noise mitigation options 
in this area57. This process will allow for evaluation of bridge safety barrier height (acting as a noise barrier), 
extension of the safety barrier south as a concrete barrier on the embankment (rather than transitioning to 
guardrail or wire rope), and the height, alignment and form of a noise barrier (wall) between Rolleston Drive 
and the residential area from the ramp and extending past the Kidman Street intersection. There will also need 
to be qualitative assessment of noise effects associated with the ramp gradients, signalised intersection, and 
any mechanical bridge joints. 

It is not expected that a future Park and Ride or cycleway would form part of the NOR. 

 
57 In accordance with the Waka Kotahi guide - https://nzta.govt.nz/resources/guide-to-assessing-road-traffic-noise/). 
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In February 2021, the Government signalled that the Resource Management Act 1991would be repealed and 
replaced with three new Acts, substantially changing the resource management system in New Zealand. Little 
consideration was given to the reform in the consent strategies as at the time they were prepared, there was 
still significant uncertainty over the nature of the reform and its timelines. A significant amount of uncertainty 
as to how the changes will impact resource management and planning approvals, and the timing of those 
changes remains.  

On 15 November 2022, the Spatial Planning Bill and the Natural and Environment Bill were introduced to 
Parliament. The third bill, the Climate Change Adaptation Bill is yet to be introduced. At this stage, there is 
uncertainty of the final form and content of the legislation that will result from these bills, and the content of 
the resulting new planning documents and the types of approvals that will be required. Similarly, the resource 
consent process and timeframes under the new system are not yet known. It is our view however that the new 
framework will be substantially similar to key elements of the current one. We do expect that there will be a 
substantial transition period where approval processes change from the current RMA planning process to the 
new framework. Based on what is currently known, we would expect that if the Project were to be considered 
under the new system, the approvals needed, the process and the key environmental considerations will 
fundamentally be the same. Until the bills are passed and plans are developed under the new system (which we 
expect will take several years) the Project will be subject to the approval processes under the current system. 
The potential implications of the reform will be managed through ongoing discussions with Waka Kotahi’s 
Environment team during the detailed design phase. 

 
 

As this project is being funded through the NZUP, the procurement approach will be consistent with the 
objectives and principles outlined in the NZUP procurement strategy. In particular, the procurement approach 
will give specific effect to NZUP Delivery Improvement initiatives. In this regard, Waka Kotahi has identified six 
outcomes/focus areas that will now guide all NZUP projects including the Rolleston Transport Improvements 
project. These outcomes are:  

 Zero harm  

 Customer at the heart  

 Best value solutions  

 Enduring partnership  

 Sustainability  

 Living our project values and behaviours  

The tender documents will be developed by Waka Kotahi and will have a focus on areas to incentivize and drive 
efficient delivery of these outcomes. A number of the themes above have already been considered during the 
development of the business case through engagement with the community customers to understand their 
needs and to ensure that safe, sustainable and value for money solution is proposed. Aspects from the IS 
Essentials framework (refer to ) will be brought into the Tender Documents. The relationships and 
partnerships established will be retained into the pre-implementation phase. A Delivery Improvement 
Champion will be identified to drive the focus of these areas. 

The Rolleston Transport Improvements is also part of the wider NZUP Canterbury package, and the 
procurement approach will also align with the NZUP Canterbury overarching procurement plan that was 
approved in 2020. This procurement plan made an initial recommendation for the use of a traditional delivery 
model for this project. It also looks at ensuring the procurement of the NZUP Canterbury programme’s projects 
complement each and that competition for professional services within the marketplace is optimised and finite 
resources within the region are managed. 

 
 

 

 

s 9(2)(g)(i)

s 9(2)(g)(i)
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The Waka Kotahi Procurement Manual58 and infrastructure procurement strategy indicate potential procurement 
models for this project. Key procurement considerations for this project are:  

 The need to maximise value-for-money. 

 Optimising procurement methods based on scale and complexity. 

 Supporting opportunities to combine elements of pre-implementation and implementation phases to 
maximise efficiency, time and cost. 

 Exploring ways to align procurement methods with those used in other programmes of work, such as the 
NZUP or Road to Zero Speed and Infrastructure Programme (SIP). 

In addition to this, the following elements are also considered important in terms of the commercial approach: 

 Programme constraints and risks: 

 The overall programme to finish construction in 2027 (NZUP Establishment report) is challenging given 
the current stage of development of the project, and the complexities associated with design, 
consenting (assuming appeals), procurement and property. 

 Interface with SDC: 

 There are dependencies requiring SDC road improvements to be delivered concurrently and hence 
there are possibilities for co-ordination with SDC in relation to coordinating construction efforts (and 
disruption) around the district.  

 Interface with KiwiRail: 

 Ongoing coordination with Kiwirail will be required as construction will have both a direct and indirect 
impact on Kiwirail operations (for flyover and level crossing works and rail yard work).  

 

When looking at potential delivery models for the projects, several options are available to Waka Kotahi: the 
traditional staged form of contract; design and construct, early contractor involvement and alliances.  

The determination of a preferred delivery model for a project is based on an assessment of the scale of the 
project versus its complexity, risk, potential for innovation, flexibility required, client involvement, suppliers’ 
market, and programme constraints. 

A procurement plan is being developed in light of these considerations and to reconfirm the delivery model for 
the project. This procurement plan will also be submitted to the Board for approval.  

  

  

  

 
 

  

 
 
 

 
58 www.nzta.govt.nz/roads-and-rail/highways-information-portal/technical-disciplines/procurement/  

s 9(2)(g)(i)
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The Rolleston Transport Improvements, road and rail, and complementary projects that SDC will progress on 
the local road network, represent a programme of work of significant scale and complexity. The scale of 
investment, combined with high level of community and stakeholder interest, will require an effective 
governance strategy and close liaison between all delivery partners. While the state highway and Kiwirail 
components are funded by the Crown under the New Zealand Upgrade Programme (transport), the delivery is 
of paramount interest to Selwyn District Council and the local community to ensure safe connectivity is 
maintained as Rolleston experiences continued land use growth. 

 

Given the strong community interest to deliver system improvements, collaboration in the pre-implementation 
phase will be required to maximise timeliness, cost efficiencies and ensure consistency in delivery. This will be 
particularly important where alignment of design and implementation intersect, such as intersections between 
state highway and local road assets. The Kiwirail railyard improvements are somewhat stand alone and will be 
managed and delivered by Kiwirail under the governance of the NZUP PSC and Governance Group. For Pre-
implementation, the detailed design for state highway and local road improvement projects will be managed 
and implemented separately by Waka Kotahi and SDC be delivered under the normal mechanisms within each 
partner organisation but coordinated through the joint Project Working group managed by the End-to-End 
Project Manager. 

Waka Kotahi and Kiwirail will report monthly progress against time, cost and quality to the NZUP Project 
Steering Group. The End-to-End Project Manager will advise progress regarding the SDC adjacent activities. 

 
 

Waka Kotahi is responsible for managing, operating, planning for, and improving the state highway network. It 
is a key investor in the wider transport system through co-investment in transport projects. Its role within this 
programme is to:  

 Lead the governance for all elements of the NZUP programme. 

 Manage the Pre-implementation and Implementation of the state highway improvement aspects of the 
programme, including gaining approvals from third parties such as Kiwirail and SDC. 

 Complete land purchase and agreements to facilitate the flyover, service lane and the Dunns Crossing Road 
/ Walkers Road roundabout.  
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 Implement access restrictions along the corridor – i.e. the service lane, closure of Rolleston Drive North and 
entry into Hoskyns Road from SH1.  

 Undertake engagement with the community and stakeholders on the proposed design of the flyover to 
inform the design process.  

 Work in partnership with local iwi representatives of the Cultural Advisory Group who will develop the 
cultural narrative for the project that will guide the urban design framework. 

 Undertake ongoing community engagement to ensure existing and potential new customers become aware 
of changes and improvements to the corridor.  

 

Kiwirail is responsible for managing, operating, planning for, and improving the rail network across the 
country. Its role within this programme is to:  

 Participate on the Project Steering Group and governance structure of NZUP. 

 Manage the Detailed Design and Implementation of the railyard improvements. 

 Prepare monthly reporting to PSC and Governance Group as required. 

 Facilitate the review and approval of rail level crossing components of the road projects in a timely manner. 

 Participate in Waka Kotahi/Kiwirail regional liaison management group and escalate matters as required to 
ensure timely delivery of the project components. 

 

SDC is responsible for managing and improving the local road network in Rolleston. Although it doesn’t have 
any specific responsibility for projects within the NZUP programme it is responsible for the following adjacent 
supporting projects (see also Figure 66): 

 Dunns Crossing Road improvements. This peripheral arterial road is expected to carry more traffic past the 
West Rolleston Primary School, SDC and WK have jointly engaged with the school to develop an agreed 
mitigation plan. Council will be upgrading the existing 1.5m wide footpath on the east side of Dunns 
Crossing Road north of Burnham School Road to a 2.5m wide shared path in early 2023. This will end just 
south of Newman Road in preparation of joining up the new pedestrian and cycling facilities planned as 
part of the new main roundabout on SH1. It will help improve connectivity to the existing walking and 
cycling linkages originating from the adjoining new eastern subdivision areas and to the school. New speed 
limit signage near the school will also be introduced. Further upgrades, such as traffic signals at Burnham 
School Road will be delivered later. 

 Design and implement road widening, intersection improvements, shared use path and rail level crossing 
improvements on Walkers Road, Two Chain Road and Jones Road. Ideally timing of opening with 
completions of Stage 1, Dunns Crossing Roundabout. 

 Design and implement arterial road improvements on Levi Road.  

 Coordinate traffic management on local roads during construction of all projects, especially use of the 
above as potential detour routes during construction of the Flyover and SH1 improvement work. 

 Participate collaboratively in property acquisition processes. 

Waka Kotahi will seek a memorandum of understanding (MoU) to confirm commitments and integration with 
the planned works. 

SDC will also undertake ongoing community engagement for these improvements to ensure the community has 
a say and is updated through the implementation phase. SDC and Waka Kotahi have a Memorandum of 
Understanding MoU) that SDC will deliver the projects they need to in order to have a better network overall.  

 

Each state highway component in the programme will be managed and implemented using the Waka Kotahi 
Project Management Manual (SM011). It is envisaged that a Project Sponsor, Project Director , End to End 
Project Manager and Construction Lead will oversee implementation of each major project, in accordance with 
this manual. 

The project is likely to be broken down into the separate delivery of: 

 The Dunns Crossing Road / Walkers Road roundabouts. 

 The flyover and merge of SH1. 

 Rolleston Drive South intersection, coordinated with the Road to Zero Speed and Infrastructure programme 
delivery. 

The railyard improvements and level crossing design approvals with be managed by the Kiwirail Project 
Management Office, with monthly reporting to the NZUP project steering committee regarding time, cost and 
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quality. Any issues at a project level can be escalated through the Waka Kotahi/KiwiRail regional liaison group 
or NZUP governance as appropriate. 

The Project Managers will be responsible for regular reporting updates to the appropriate overseeing body. 

 
 

As the project progresses into the detailed design, pre-implementation and construction phases, engagement 
activities will continue with the wider community, Iwi and stakeholder groups. One of the first steps during the 
detailed design phase will be an update of the Community and Stakeholder Engagement Plan., predicated on 
the IPA 259. 

Iwi are a crown partner and the Cultural Advisory Group representing the local Rūnanga will drive the cultural 
narrative and urban design framework for the Flyover. 

Future engagement is expected to follow standard engagement practices, with an initial focus on:  

 Early engagement with affected landowners, schools, and other key stakeholders to build a good working 
relationship and highlight any issues early on.  

 For engagement on local road improvements, this will be led by Council’s community engagement team. 
Key focus areas are to seek feedback on detailed design and highlight key changes or enhancements from 
a design perspective.  

 Preparing and finalising engagement materials for the tendering and procurement of design and 
construction services.  

In the pre-implementation phase, engagement activities should be further developed to retain line of sight of 
the program, incorporating the following:  

 Stakeholder engagement and consultation report outputs from engagement undertaken by Waka Kotahi 
and Council at detailed design and implementation stages. 

 Any design elements from the Mana Whenua CAG will be incorporated into future design; and,  

 Communication of the approved designs with the community and wider stakeholders.  

Iwi engagement will build on the partnership work already started by the Cultural Advisory Group that oversees 
all Canterbury NZUP projects. 

 

The removal of existing, and installation of new, bus stops and other traffic control devices such as cycle lanes, 
shared pedestrian/cycle paths, stopping restrictions, and turning restrictions must be gazetted under the 
Agency’s Traffic Controls on State Highway Bylaw. The purpose of this is to stop other vehicles from using 
these facilities and to allow infringements to be issued. A component of the bylaw process is the completion of 
the formal consultation under Section 22AD of the Land Transport Act. This states that the road controlling 
authority must give notice in writing to the following, and provide them with reasonable time to make 
submissions on the proposal: 

 The occupiers of any properties adjoining the road to which the proposed bylaw would apply. 

 Any affected road controlling authorities that are responsible for roads that join, or are located near, the 
road to which the proposed bylaw would apply. 

 The territorial authority for the area where the road is located. 

 Any affected local community. 

 The Commissioner of Police. 

 Any other organisation or road user group that the road controlling authority considers affected. 

 Internal engagement with the necessary teams within Waka Kotahi. 

This formal consultation should be factored into the Communications and Engagement plan and completed 
during pre-implementation/ prior to construction commencing so that any changes resulting from the 
consultation process can be incorporated into the design.  

 

 
59 https://www.iap2.org/ 
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This DBC has demonstrated the need for investment in the Rolleston transport network, with a recommended 
programme of interventions that are each justifiable on their own merit and come together to deliver offer 
significant benefit for the community and value for money to the Government. 

The recommend programme will strongly resolve the identified safety and connectivity problems, whilst 
supporting Rolleston to become a self-sustaining and vibrant place to live and work. 

The project has been assessed as having a Very High GPS results alignment against Waka Kotahi’s IPM, 
meaning it represents an extremely attractive investment to deliver the land transport objectives sought by the 
Government. 

 
This business case has several next steps that will be required to ensure successful funding and 
implementation. These are outlined below. 

 Waka Kotahi to undertake the formal Internal Quality Assurance (IQA) assessment required by Waka Kotahi 
funding and prioritisation processes to confirm funding commitment. 

 Finalise DBC for Waka Kotahi endorsement of the DBC via Project Steering Committee, Values, Outcomes 
and Standards Committee, the Investment and Delivery Committee and Waka Kotahi Board.  

 Seek endorsement of the Programme and funding for delivery of Rolleston projects through the NZUP 
Governance Group. 

 Confirmation of funding allocation through PSC. 

 Discussions with SIP and SDC regarding funding sources and timing of interventions. 

 Public consultation to inform outcome of DBC. 

 Continue engagement and communication with affected landowners, identified through the preliminary 
land requirement plans. 

 Undertake engagement with the Selwyn District Council to develop Memorandum of Understanding for 
associated activities and throughout the detailed design process and prior to implementation. 

 Undertake targeted engagement with KiwiRail and the Rolleston Prison. 

 Undertake engagement with the wider community and stakeholders prior to construction phase. 

 Further refinement of the procurement approach/model to enable the procurement of detailed design and 
construction contractors. 

 Preparation of the necessary tender documents prior to engaging with the supplier market for professional 
design services. 

 Engagement with the supplier market for professional services to undertake detailed design. 

 Following statutory approval for consents and land requirements, appointment of a construction supplier.  

 Establish a dedicated governance and project management team to provide oversight and other 
responsibilities including scope management, risk, procurement, finances, and quality assurance. 

 Property Strategy approved. 

 Property Team engage with all Owners.  

 Commencement property acquisition. 

 Undertake geotechnical investigations. 

 Potholing for existing utilities and engagement with utilities suppliers. 
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 Urban design framework. 

 Road Safety Audit addendum completed for service lane/merge alteration and underpass at the Dunns 
Crossing Road / Walkers Road roundabout. 

 Ahead of detailed design 

 Discussions with Kiwirail/Waka Kotahi about the SFAIRP acceptability of level  crossings at Hoskyns 
Road and Walkers following the recommendations in the LCSIA report. 

 Discussions with SDC/Kiwirail in regard to responsibility for any changes at Two Chain Road/Jones 
Road level crossing. 

 During detailed design 

 Design refinements to the Walkers Road crossing 

 During implementation 

 Vegetation clearance 

 Construction monitoring / safety reviews 

 Confirmation that the residual risks at Hoskyns Road and Weedons Ross Road level crossing are as low as 
reasonably possible for Kiwirail. 

 Preparation of Consenting documentation. 

 Lodge and gain resource consents. 

 Prepare Implementation tender documentation. 

 Supporting local road improvements will need to be investigated through SDC. 
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