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Maitahi Village Project – 7 Ralphine Way – Kākā Valley 

Integrated Transportation Assessment (ITA) 

1. Introduction 

This ITA has included a review of the site and development plans, assessment of the 

planning framework and an assessment of effects which is provided below.  This 

assessment forms part of the resource consent application for the project outlined above.  

The report sets out and describes the following: 

▪ The existing transport environment in the vicinity of the site 

▪ The development proposal 

▪ Assessment of the development against the provisions of the Nelson Resource 

Management Plan (NRMP), and 

▪ An assessment of the network effects from the proposed development. 

The assessment provided below provides an analysis of the matters as set out above. 
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3. Background 

The development site was recently rezoned under PPC28, with the specific provisions now 

being an operative part of the NRMP.   

As part of that First Schedule process a set of special rules and standards were incorporated 

into the NRMP under Schedule X of the NRMP.  These rules and standards include apply 

within the scheduled site and also require off site works to address transport constraints in 

order to qualify as a restricted discretionary.  An analysis of these requirements is provided 

within this assessment. 

4. Site Location and Description 

The site of this project is located at 7 Ralphine Way in the Maitai Valley which is very close 

to Nelson City. 

Figure 1 shows the location of this project. 
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6. Traffic Flows 

6.1 General 

This section provides traffic count data for the key roads that will service the development 

site.  The traffic count information has been obtained from Mobile Road software. 

6.2 Ralphine Way 

The traffic flows on Ralphine Way at its intersection with Maitai Valley Road are estimated 

to be 80 vehicles per day.  The posted speed limit is 50 km/h with the operating speed 

estimated to be around 40 km/h. 

6.3 Maitai Road and Maitai Valley Road 

The traffic flows were recorded on Maitai Valley Road, just east of Jickells Bridge in April 

2024.  The count data showed daily flows of around 1700 vehicles (April 2024) and peak 

hourly flows of around 150 vehicles.  It should be noted that Maitai Valley Road has high 

seasonal variations and high weekend flows due to a number of recreational activities in this 

area.  Therefore, the traffic flows are expected to be higher than the volumes recorded in 

April 2024. 

Speed data was also collected which showed that the 85th percentile speed was around 64 

km/h which is 14 km/h above the posted speed limit of 50 km/h.  Westbound traffic was 

travelling slightly slower than eastbound traffic.   

6.4 Nile Road East 

Traffic count data has been provided by Nelson City Council for traffic movements and 

speeds along Nile Street East and Maitai Valley Road. 

The traffic flows were recorded on Nile Street East, east of its intersection with Tory Street 

in April 2024.  The count data showed daily flows of around 2,400 vehicles per day and 

around 230 vehicles in the peak hour.   

Speed data was also collected which showed the 85th percentile speed to be around 54 

km/h.  Vehicles were travelling slightly faster in the westbound direction compared with the 

eastbound traffic. 

6.5 Nile Street East/Maitai Road Intersection 

Turning surveys were carried out at the intersection of Nile Street East and Maitai Road on 

9 March 2024 (Saturday midday) and 15 March 2024 (Tuesday AM and PM).  The turning 

surveys recorded vehicle, pedestrian and cycle movements for each of the time periods. 

Table 1 provides the vehicle turning counts at the intersection of Maitai Road and Nile Street 

East. 
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As shown the proposed roads generally meet the requirements of the NTLDM except for 

the legal road widths for Roads 2, 3 and 11.  All other provisions are meet.  An assessment of 

the reduced legal is provided later in this report. 

8.3 Cycle and Walk Connections 

As part of the development, it is proposed to enhance the connections that this site has 

with the wider existing network.  These were proposed by the applicant as part of the wider 

objectives of achieving a more sustainable transport choice for future residents. 

As noted above the site is ideally placed to take advantage of walking and cycling to the 

central area of Nelson.   

8.4 Nile Street East and Maitai Road Intersection 

The intersection of Nile Street East and Maitai Road was identified as having an existing 

safety deficiency as a result of limited sight lines due to the one lane bridge. 

The existing deficiency along with the increased use of the intersection will require an 

improvement to the junction to make it safe for its increased use.  An assessment is provided 

later in this report. 

9. Arvida Maitahi Village 

As noted above the development includes a retirement village and care facility which will be 

located on the southern side of Road 1 and have access from Road 1 at its eastern and 

western ends.  The Village is separated into two parts being on the eastern and western side 

of Kākā Stream. 

The Village will have 192 units with each dwelling having at least one on-site parking space.  

The 36 bed Care Facility (Number 7) and Community Centre (Number 3) are located within 

the eastern part of the Village. 

Figure 16 shows the overall Village layout along with its access points.  Larger scale plans 

are provided in the consent application. 
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Traffic Concepts has been also commissioned to complete a Road Safety Audit of the 

preliminary design for the development as the auditor has not been involved in the design 

of the development. 

Separately Traffic Concepts has been involved in the design and analysis of the off-site 

mitigation works as required by Schedule X.  A Road Safety Audit of the off-site works has 

been undertaken by independent auditors which will include cycle facilities and the 

signalisation of the Nile Street East and Maitai Road intersection. 

There are various sections in the NRMP that provide policy direction and standards for 

development.  The parts relevant to transportation matters are found in various sections of 

the NRMP and include AD11.3.3, AD11.3.10, AD11.4D, RI10, RI14A, RI14B, RI15, DO10, DO13A, 

DO14.3. 

The various sections generally have the same overarching theme which is clearly set out in 

DO10 of the NRMP which states “A land transport system that is safe, efficient, integrated 

and context responsive, and that meets the needs of Nelson in ways that are environmentally, 

socially and economically sustainable.”   

The NRMP seeks to provide a safe and efficient transport network that also provides 

sustainable transport modes such as pedestrian, cyclists and public transport.  The 

development of this land such as proposed was able to meet the transportation related 

policies and objectives of the NRMP.  This was confirmed by the PC28 process and the 

inclusion of Schedule X in the NRMP to mitigate effects. 

The development parking, loading and access provisions are provided within Appendix 10 

to 12 of the NRMP.  These standards provide details of the parking, loading and site access 

requirements for developments.  The NRMP also has cross references to the Nelson Tasman 

Land Development Manual (NTLDM). 

The proposed development has four distinct parts.  One part is the subdivision which will 

provide roads and paths for new dwellings, secondly a retirement village, the commercial 

space for iwi and lastly the open space.   

The roads within the subdivision will be vested in Council and have been designed in general 

accordance with the NRMP and Schedule X.  Due to the topography some of the roading to 

be vested does not meet the NTLDM provisions with regard to legal road width.  However 

dimensionally they are still able to function as a road and provide a safe and convenient 

environment for the intended users.  

The other part is the Arvida Village which will provide access and homes for the older part 

of the community population.  There are no relevant standards or provisions for internal 

roading for these types of developments in the NRMP or NTLDM due to the number of 

dwellings.  This part of the proposed development was assessed using AS/NZS 2890.1.  The 

iwi commercial space will also be designed to AS/NZS 2890.1 for its parking and access. 
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An assessment of the parts of the development against the provisions of the NRMP is 

provided below.  These parts are set out in the table below, along with discussion and 

compliance.   

It should be noted that some of these requirements will typically be considered at the time 

of the Building Consent, as the subdivision does not generally have sufficient detail to assess 

these compliances.  These requirements are post consent and relate to the construction of 

homes.  The assessment reviews the preliminary design plans and identifies if compliance 

can be achieved based on the detail provided.  The assessment is against the NRMP and 

NTLDM where relevant. 

11.2 Schedule X 

A set of specific requirements for the development of the site are contained within Schedule 

X of the NRMP. 

X.3 Subdivision – General (Residential Zone)  

Subdivision is a restricted discretionary activity if:  

a. it is accompanied by the design and information requirements as detailed in AP14.2 

in Appendix 14, as well as the Special Information Requirements set out within Rules 

X.11-X.16 of Schedule X;  

b. the required transport upgrades set out in X.9 Services Overlay – Transport 

Constraints and Required Upgrades of Schedule X have been completed and are 

operational;  

c. it complies with all relevant standards in Appendices 10 to 12;  

d. it complies with the mandatory matters in the Nelson Tasman Land Development 

Manual 2020, except for:  

i. The final gradient of the north-south spine road to be designed to ensure 

that where there is no practicable impediment, the road achieves as low a 

grade as possible within the southern hillside environment, being no steeper 

than 1:8 and with sections no steeper than 1:15 where bus stops are to be 

provided; and  

ii. Off-road paths that serve a transport function to be constructed to a 

minimum 2500mm width and with grades no steeper than 1:20, and no 

steeper than 1:15 through the hillside environment. Where constraints are 

proven to prevent 1:15 grades being achieved, then sections no steeper than 

1:12 will be required to be constructed to a minimum 3000mm width;  

As noted, there are two exceptions against the NTLDM for the development which are 

noted in (d) above.  The development is also required to meet the provisions set out in 

Appendices 10 and 11.  Appendix 12 provide standards relating to tracking curves and are 

provided as part of the Engineering Approval Plans. 
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12.1 General 

The key aspects of the development will be the traffic generated from the site, the 

connections to the wider road network and the cycle and pedestrian linkages.   

These were considered as part of the PC28 process.  The independent Commissioners that 

heard the evidence for the private plan change agreed that the transportation effects were 

less than minor, subject to the provisions provided in the NRMP and Schedule X.  The 

Environment Court upheld the decision of the Commissioners and also accepted that the 

traffic related effects can be mitigated and were less than minor. 

12.2 Traffic Generation 

The matters relating to traffic generation were canvased as part of PC28 and expert 

conferencing (dated 4 May 2022) with traffic experts.  As noted below the experts agreed 

to the following. 

Section 3.5 - What are the relevant trip generation rates to use to assess PC28? 

All experts agree that the analysis provided with the plan change (which uses a rate of 7 

vehicle trips per dwelling, per day) is appropriate and adequate for the purposes of 

deciding on the plan change request. It is noted that subsequent resource consents may 

include a request for further sensitivity testing of the trip rate. 

The calculation of trip generation for the developments are usually based on research 

undertaken by the New Zealand Transport Agency and is set out in Research Report 453 

(RR453).  While this document has been updated recently to reflect changes in travel choice 

that has occurred for a number of reasons, it is still useful as a conservative assessment tool 

for calculating the trip generation that could occur at the upper limits.  The document RR453 

provides figures of 10.7 per dwelling per day or around 1.3 trips per home in the peak hour. 

More recent traffic count data and surveys for residential development below shows that 

trip rates have reduced from this high figure of 10.7 per day.  Even some of the more recent 

information from NZ Transport Agency research shows trip rates between six and eight 

movements per household. 

12.3 Subdivision Component 

Surveys of Bay View Road show trip generation rates from the existing homes in the upper 

part of Bay View Road being around six trips per dwelling per day.  The same traffic count 

data also showed peak flows of around 0.6 trips per dwelling per hour.  This is noticeably 

less than the research carried out by the New Zealand Transport Agency.  This more recent 

traffic count data is also consistent with other surveys of residential properties across the 

Top of the South.  Interestingly similar rates have been surveyed in Wellington in an area 

that is not close to public transport. 

The location of the development site is close to the urban area, employment zones and 

services and therefore the trip generation could be lower than these surveys.  For the 
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purpose of the assessment the conservative trip rate of seven per dwelling per day has been 

used.  This is in line with the trip rate that experts agreed with in conferencing. 

Based on these assumptions above, a trip generation rate of seven vehicles per day per 

dwelling has been used.  Based on 182 homes the expected traffic movements associated 

with the completed subdivision component would be around 1,100 vehicles per day or 110 

vehicles in the peak hour.   

12.4 Arvida Village – Retirement complex 

There are various research documents that provide information on trip rates for retirement 

developments including care facilities.  For the purpose of calculating the trip demand rates 

there are a number of reference documents that can be used including The Institute of 

Transportation Engineers (ITE), Road and Traffic Authority (RTA) and NZTA Research report 

453 (RR453).   

Residential Units 

ITE has trip generation rates that range from 1.63 to 2.15 trips per unit per day with peak 

flows of around 0.11 trips per unit in the peak hour.  RTA provides data showing trip rates of 

around 2.0 trips per dwelling per day with flows around 0.15 per unit in the peak hour.  RR453 

has rates of around 2.5 trips per day per dwelling and around 0.35 trips per dwelling in the 

peak hour.  Accordingly, the use of trip rates of around 2.5 trips per dwelling per day and 

0.35 trips per dwelling for the peak hour has been used to assess the traffic generated from 

the proposed development. 

It should be noted that this rate will also be used across all of the units.  This will result in an 

overestimation of the traffic flows from the site but is useful in terms of analysing the 

effects.  The RR453 is also the highest of all the rates. 

There will be 192 residential units.  Based on the assumptions above (and using RR453) the 

number of trips generated by the residential units will be around 480 trips per day or around 

70 trips in the peak hours. 

Care Facility 

The Arvida Village will have 36 beds in its care facility. 

The information about trip rates for Care Facility and serviced apartments is less reliable as 

the type and size of these facilities can affect the overall number of movements.  ITE 

provides daily rates ranging from 1.88 to 4.14 per bed per day and around 0.36 during the 

peak hour.  These rates include the trips generated by staff and the shift change occurring 

during the peak periods.  The ITE calculations show peak flows of around 14 trips per hour 

for the care facility.   

RR453 provides peak trip rates of 1.3 trips per bed which equates to around 47 trips in the 

peak hour.  As with the retirement village the peak flows for the care facility are outside the 

normal commuter peak periods with staff changeover times typically around 7.00 am, 3.00 

pm and 11.00 pm.  The analysis of the traffic effects has focused on the commuter peak 



| P a g e  56 

 

periods as this is the likely place where any adverse effects that may occur will be most 

noticed. 

12.5 Koāta Commercial Hub 

Te Whare o Koāta (Koāta House) will be located in the commercial area of the development 

site.  The building will provide cultural and business activities for local iwi across a total floor 

area of around 1300m2.  There a meetings rooms, staff areas, on-site commercial kitchen 

and auditorium. 

The traffic generation for this building will vary significantly depending on what functions 

are being undertaken on any day and can including normal day to day activities up to a large 

gathering. 

Traffic movements will mostly consist of staff who work on the site each day.  There will be 

times where small meeting will be held on site which are expected to be around three times 

a week.  The larger events will be less frequent.   

In regard to trip generation the flows in the morning and evening peak periods will be 

created be staff travelling to and from work.  The other activities will typically occur outside 

the peak flows on the adjacent road network. 

It should be noted that mini vans and buses will be used for the meetings and large events. 

The expected trip generation at peak times would be up to 15 movements vehicles based 

on five of the staff walking or cycling to work.  Cycle parking and end of trip facilities are 

provided for Koāta House. 

12.6 Trip Distribution 

As shown above, the development site will be connected to the wider road network via 

Ralphine Way.  All vehicular traffic will use Ralphine Way for access which conveniently links 

to Maitai Valley Road and Nile Street East to access Nelson City Centre and beyond.   

Most of the traffic will head out of the development site (residential subdivision) in the 

morning and return in the evening.  Typically, residential type developments have an 80/20 

split for the outward and inward movements which is reversed in the evening.  Accordingly, 

around 56 vehicles will exit via Ralphine Way with 16 vehicles coming into the development 

in the morning peak which is reversed in the evening peak.  It should be noted that the 

evening peak is usually spread over a longer period than the morning peak due to the 

different trips and finishing times when people return from work. 

The trips related to the Arvida Village will have a different peak time to the main 

development with these movements generally having peak periods around 10.00 am and 

2.00 pm.  The timing of these movements is when there are lower flows on the wider 

network.  The trips associated with the Koāta Commercial Hub are likely to also occur 

outside the peak periods apart from staff.   
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Consideration was given to removing the off-road path and provide for these users 

within the road carriageway as this would meet the requirements of Schedule X.  This 

would be an on-road path and is not subject to the off standard.  However, this would 

expose these users toa safety risk with moving traffic particularly while climbing the 

grade.  The downhill grade does not pose the same safety issues.  Therefore, while the 

off-road path does not meet the Schedule X provisions, it will provide a safer route than 

providing a complying on-road facility.  The effects of providing an off-road path albeit 

at 1 in 8 is considered to be positive especially for uphill cyclists.  It is expected that most 

cyclists will use the road when travelling downhill. 

12.10 Sight Distance 

The Safe Intersection Sight Distance (SISD) for the intersection of Road 11 and Road 1 

does not meet the NTLDM.  The SISD looking up the hill to the right on exit is around 70 

metres.  Based on 50km/h posted speed limit the required SISD is 115 metres including 

grade corrections.  Due to the geometric layout the operating speeds will be closer to 

40 km/h.  The NTLDM requires an SISD of 81 metres which is corrected for grade.  The 

available SISD is around 70 metres and therefore a shortfall of around ten metres.  These 

calculations use a reaction time of 2.0 seconds. 

SISD is Safe Stopping Distance (SSD) plus decision time (three seconds) to provide 

additional time to make a decision to the turn.  The graded corrected SSD for an 

operating speed of 40 km/h is 45 metres for a reaction time of 2.0 seconds.  For a 

reaction time of 2.5 seconds and an operating speed of 50 km/h the SSD is 67 metres. 

While the SISD is not met, the intersection will operate safely as there is sufficient SSD 

for any approaching vehicle to be able to stop should a conflict situation arise.  Any 

effects of not meeting the SISD are less than minor. 

12.11 Intersection separation for Road 8 and Road 9 

The NTLDM requires an intersection to be separated by more than 40 metres and the 

design provides around 12 metres.  The reduced separation distance has been forced by 

the hillside topography and the ability to develop land on either side of Road 1.  Road 8 

and Road 9 are on opposite sides of Road 1. 

The separation distance of Road 8 and Road 9 is similar to a staggered tee intersection. 

Both roads are cul de sacs with Road 8 having 15 lots and Road 9 having 27 lots.  The 

number of lots served by the two roads is relatively small.  Road 8 is expected to have 

around ten trips in the peak hour with Road 9 having around 20 trips.  These flows 

equate to around one vehicle every two minutes. 

Due to the low number of vehicle movements, the staggered tee arrangement and the 

operating speeds being around 40 km/h, any effects of this non-compliance are 
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considered to be less than minor, with no safety or efficiency impacts on other road 

users. 

12.12 Legal width of Road 2, 3 and Road 11 

As noted in Table 3 above Roads 2, 3 and 11 are able to meet the NTLDM provisions 

except for the legal road width.   

Residential roads with more than 20 homes are required to have a legal width of 19 

metres whereas roads with 20 or less homes are only required to have a legal width of 

13 metres.   

The different elements of the road corridor are the same for both residential roads 

except for roads with less than 20 homes can have one footpath.  The NTLDM also 

allows the provision of a one footpath on roads that are located in hillside environment.  

Roads 2, 3 and 11 are in hillside environments and there only required to provide one 

footpath.  Therefore, the different elements for the two road types are exactly the same 

due to Roads 2, 3 and 11 being in a hillside environment.  Road 3 will provide footpaths 

on both side of the road due to the expected higher pedestrian demands. 

It should be noted that Roads 2, 3 and 11 are only required to have a carriageway width 

of 5.5 metres.  The carriageway width is 7.5 metres with some services in the road and 

others in the berm and under the footpath. 

However, the NTLDM does not have any reduction in the legal width for roads in a 

hillside environment even through functionally there is need to have the wider road 

corridor.   

The reduced legal width for Roads 2, 3 and 11 will have no functional or operational 

effects as the available carriageway width of 7.5 metres and footpaths will 

accommodate the expected demands and they comply with NTLDM.  

12.13 Off Site Mitigation 

As required by the NRMP and Schedule X a number of external mitigation measures are 

required to address potential effects arising from the development.  These measures 

include the following: 

▪ The installation/construction of a 3.0 metre wide shared path on Maitai 

Road and Maitai Valley Road from the development along Ralphine Way 

to Nile Street East. 

▪ Construction of two cycle/pedestrian bridges across the river. 

▪ The installation of traffic signals at the intersection of Maitai Road and 

Nile Street East for safety reasons. 

▪ Installation of an off-road separated path on the eastern side of Ralphine 

Way. 
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▪ Installation of a crossing refuge over Maitai Valley Road on the eastern 

side of Ralphine Way. 

These works are covered separately by a resource consent that is currently being 

processed by Nelson City Council.  This consent (RM245337-340) was lodged on 

December 2024.  

The provision of a shared path from the development to Nile Street East will enable and 

encourage sustainable transport choices for future residents.  With the development 

site located relatively close to the centre of Nelson, the likelihood of residents using the 

new facility is high.  The changes to Ralphine Way will also improve cycle safety and 

convenience.  The impact of providing the shared path is a positive effect. 

The installation of traffic signals at the intersection of Maitai Road and Nile Street East 

will address an existing sight line deficiency and safety issue.  With the increased 

vehicular use of the intersection that will be generated by the development, there is a 

need to address this safety issue.  The change will lead to some inconvenience with 

traffic needing to wait at the signals.  This is balanced against the safety risk being 

reduced and making the intersection safe.  Overall, the changes to the intersection are 

less than minor. 

These measures address the potential adverse effects of the development as required 

by Schedule X and will be completed before any titles are issued for the development.  

Any residual impacts are considered to be less than minor. 

12.14 Nile Street East/Maitai Road Intersection 

The transportation analysis completed as part of developing Schedule X identified an 

existing safety deficiency with the intersection of Nile Street East and Maitai Road.  As 

noted above, the sight lines for drivers exiting out of Maitai Road are obstructed by the 

guardrail and fence on the one lane bridge.  Council has identified this safety issue as 

part of its day-to-day management of the road network.   

The proposed development will increase the number of vehicles using this intersection 

and therefore increase the safety risk for the right turn out of Maitai Road.  In response 

to the existing safety issue and the increased traffic arising from the development, there 

is a requirement that this intersection be made safe as identified in Schedule X.   

The high-level assessment of the intersection included an analysis of possible different 

intersection controls for this junction.  The different solutions that were considered 

included improvements to the approach of Maitai Road, stop control, a roundabout 

(was preferred), two lane bridge and traffic signals.   

The changes needed to the Maitai Road approach would require the lifting of the road 

significantly from its current level to see over the guardrail.  This would require a 

retaining wall and create a higher road that would be above the adjacent properties.  
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There were also grade issues to the intersections and vehicle access to adjacent 

properties.  Options that relied on the lifting of Maitai Road were not considered any 

further due to these difficulties and adverse effects. 

Changing the intersection control to a stop did not solve the sight line issue and was not 

considered satisfactory as a mitigation measure. 

The roundabout was initially the preferred option but became uneconomic as it required 

the two-laning of the adjacent bridge to meet the necessary circulation needs of this 

type of intersection layout.  Vehicles would block the intersection as they waited for the 

one lane bridge to clear.  There were also issues around the sight lines for the 

approaches to the roundabout which required the lifting of Maitai Road.  The grades for 

the construction of a roundabout were also complex.  This option was not considered 

any further. 

The installation of traffic signals was relatively simple to introduce as the approaches 

were able to be controlled with the minimum of civil works and provided the best 

solution in dealing with the limited sight lines.  It also better controls the vehicle 

interactions over the one lane bridge. 

Accordingly, the conclusion from the analysis showed that the installation of traffic 

signals was the most economic and effective treatment of the safety issue. This has 

been adopted as the preferred option for the SIDRA analysis. 

Figure 18 shows the proposed layout of the new signalised intersection. 
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12.15 Bridge Capacity  

The material provided for the PC28 included an analysis of the effects associated with 

the one lane Gibbs Bridge.  As noted in the material for PC28, as the traffic volumes 

increase the level of inconvenience increases.  This is a direct result of more traffic and 

the need to wait more often.  This was accepted through the hearing process and expert 

conferencing with the effects being no more than minor. 

As part of evidence provided in the Hearing the extract below has been provided:  

In attempting to provide more information, I have used an old National Road 

Board Document “Delays and Conflicts at One Lane Bridges” – November 1988.  

Table 1 within this document provides a table of bridge length over AADT for a 

50 km/h operating speed.  Gibbs Bridge are similar in length which is around 50 

metres long. 

By using the table and assuming a traffic flow of 1,000 vehicles per day (existing) 

we get a total delay per day of six minutes.  The new flows upon completion of 

the PC28 area are expected to increase to around 3,750 vehicles per day leading 

to a total delay per day of 195 minutes.  This is an average delay of three seconds 

per vehicle.  In practice not all vehicles will be delayed, but when a vehicle must 

wait for opposing traffic, it will be more than three seconds, but less than 15 

seconds. 

From a safety perspective this is not expected to change as the bridge is well sign 

posted with one lane bridge signs and priority controls.  There is excellent 

visibility across and to the approaches to the bridge. 

The proposed development will have around 40% of the number of dwellings that the above 

calculation was carried out for.  Notably also is that around half of the proposed 

development has a trip generation that occurs outside the normal peak periods as a result 

of the retirement village. 

Any inconvenience (delays) created by the proposed development will be noticeably less 

than those considered acceptable by the independent Commissioners. 

12.16 Cyclists and Pedestrians 

The proposed development is well located to take advantage of providing opportunities for 

future residents to use more sustainable transport modes such as walking and cycling.  

While not critical to the development, the use of more sustainable transport options is one 

of the objectives of the applicant.   

The internal roads are designed to the NTLDM and provide footpaths and off cycle paths on 

the main spine road and low speed environments on other roads. 

This led to commitments to provide significant improvements to the cycle and walking 

infrastructure along the lower section of Maitai Valley.  These improvements include a new 
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3.0 metre wide shared path along Maitai Valley Road and Maitai Road from Ralphine Way to 

Nile Street East.  These works will also include two new separate cycle bridges.   

Plans of the proposed off-site works are provided within the consent application.   

13. Conclusion 

The Maitahi Village (Project) is a fully integrated and comprehensive subdivision and 

development that will provide for a range of housing needs, within an enhanced cultural, 

ecological, landscape and recreational setting in close proximity to Nelson City.     

This project has been planned and seeks to achieve the objectives and outcomes that were 

carefully planned within Schedule X of the Nelson Resource Management Plan (NRMP), in 

accordance with the Maitahi Bayview Structure Plan. These bespoke provisions were part 

of Plan Change 28, recommended for approval by an Independent Hearing Panel, adopted 

by Council in September 2022, and then approved by the Environment Court in November 

2024. 

The Project includes the following components: 

1. The proposed subdivision involves the creation of 182 residential 

allotments, one allotment for commercial use, along with roads to vest, 

reserve to vest, and also allotments to vest for utility / infrastructure 

purposes.  The balance land (zoned rural) containing Kaka Hill will remain in 

one large title at the end of the subdivision and development process.   

2. Two of the allotments to be created are to be sold to Arvida for the 

development of a retirement village containing 192 residential units, a care 

facility containing 36 beds, and the full range of communal facilities such as 

a Residents Clubhouse and Pavillion.    

3. Development of the commercial site for the cultural base for Ngati Koata 

(Te Whare or Koata), containing offices, meeting rooms, function and event 

spaces, and a commercial kitchen.   

There are a total of 11 subdivision stages (stages 1-11), with one additional stage (Stage 0) 

proposed as a part of undertaking an initial boundary adjustment between the applicant’s 

title (NL11A/1012) and that adjoining title owned by Bayview Nelson Limited (RT 1039028).  

The planned ecological, cultural and recreational outcomes will be developed progressively 

at each stage.   A comprehensive description of these fully integrated components of the 

development are provided in the Application and supporting technical reports and plans.   

The assessment show there are some non-compliances with the NRMP and NTLDM.  These 

relate to the following: 

▪ Road widths (Roads 2, 3 and 11) 

▪ Off road shared path grade 

▪ Intersection separation distance (Roads 8 and 9) 
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▪ SISD for Road 11 and number of cul de sac’s 

▪ Number of vehicle crossings 

The assessment of these non-compliances shows the overall effects are less than minor. 

The off-site effects that need to be managed are contained within Schedule X of the NRMP.  

These improvements form part of a separate consent that was lodged in December 2024 

apart from the proposed traffic signals at the intersection of Nile Street East and Maitai 

Road.  The analysis of the performance of the proposed traffic signals shows that while 

there is a slight reduction in the Level of Service, the intersection still operates well within 

the capacity of an urban intersection.  The proposed signals significantly improve the safety 

of the intersection. 

Overall, the analysis and assessment of the adjacent road network shows that it will support 

the future traffic from the proposed subdivision area.  Any effects are no more than minor. 

We are happy to provide any further clarification if required.   

 

Regards 

 

 

Gary Clark 

Director 

NZCE (Civil), REA, CMEngNZ  

 

 




