
Creating what matters 
for future generations
Greater Christchurch Public Transport Futures

MRT Interim Report - 18 June 2021 (final)



2

REV DATE DETAILS

1.0 12/02/2021 Status update for technical working group review

1.1 24/03/2021 Draft for client and technical working group review

1.2 08/06/2021 Final Draft

1.3 18/06/2021 Final

NAME DATE

Prepared by: Chris Morahan, Katherine Eveleigh, John Falconer, Jane Rennie 18/06/2021

Reviewed by: Theunis van Schalkwyk 18/06/2021

Approved by: Theunis van Schalkwyk 18/06/2021

Greater Christchurch Public Transport Futures
MRT Interim Report

Waka Kotahi  NZ Transport Agency

WSP
Christchurch
12 Moorhouse Ave
Christchurch, 8011
New Zealand
wsp.com/ nz

�������p���h�É�e�A�h�}���ï�����É�e�A�h�}���ð�����ƒ�p���¹�É�É�6���e�h�É�e�ƒ�h�É�Á���¹�°���Z�������Ç�É�¥���y�É�ƒ�"�ƒ�6�Á���¸���4���}�É�Á���ï���Z�������ð���É�¯�º�"�•�p���¤�É�"�°���ù�A�h���Z�ƒ���ƒ���¶�A�}�ƒ���������ï���:�"���É�6�}���ð�����6��
relation to the preparation of an interim report to understand likely implications of various rapid transit scenarios in 
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Report are based on and are subject to the assumptions specified in the Report. WSP accepts no liability whatsoever 
for any use or reliance on this Report, in whole or in part, for any purpose other than the Purpose or for any use or 
reliance on this Report by any third party.  
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Christchurch aspires to be a low -carbon city with transport choices, good urban 
amenity, and strong economic performance, particularly of the central city. Public 
transport has a key role to play in realising this. 

The Greater Christchurch Partnership, therefore, agreed to the development of two 
business cases that explore an investment programme aimed at increasing the mode 
share of the public transport network in Greater Christchurch. 

The first business case (Greater Christchurch Public Transport Combined Business 
Case) recommended a programme of improvements to increase the uptake of public 
transport over the next decade.

The second business case has a longer term focus and will consider the future role of 
rapid transit in Greater Christchurch. Rapid transit is different from conventional 
public transport, being a quick, frequent, reliable and high -capacity public transport 
service that operates on a permanent route (road or rail) that is largely separated 
from other traffic. 

Work has commenced on the business case for rapid transit, with the following 
investment objectives identified:

�‡ Investment objective 1: Increased proportion of the population within key 
prioritised locations and along identified transport corridors within  Greater 
�:���h���p�}�º���•�h�º�����¥���}�������4�e�h�A�¤�É�Á���ƒ�º�º�É�p�p���}�A���:���h���p�}�º���•�h�º�����p���:�É�6�}�h�ƒ�"���:���}�°���¹�°���W�U�Y�]�â

�‡ Investment objective 2: Improved journey time and reliability of public transport 
services relative to private vehicles within Greater Christchurch by 2048; 

�‡ Investment objective 3 : Reduce emissions from transport movements across 
Greater Christchurch by 2048. 

The purpose of this Interim Report is to test the suitability of the selected investment 
objectives and associated performance measures to adequately inform decision 
makers on the impact that rapid transit might have against wider policy direction for 
the region. The Interim Report analyses a short list of agreed scenarios based on a 
number of assumptions. It is not intended to identify the preferred solution. 

Three rapid transit scenarios were explored within the northern and south -western 
corridors (as described in this report). These scenarios were selected to balance 
access to the rapid transit system against the competitiveness of the system against 
private vehicles.  

The report explores:

�‡ A heavy rail scenario �õwith limited stop opportunities but very competitive travel 
times; 

�‡ A street running scenario with limited stops that focuses on competitive travel 
times and generally follows the motorway corridors; and 

�‡ A street running scenario with more frequent stops that focuses on more 
households within the walk -up catchment, at the expense of travel time 
competitiveness (especially for the communities at the edges of the line). This 
scenario generally follows urban arterials of Riccarton Road and Papanui Road.

Rapid transit systems are city shaping interventions. Its introduction into a city 
requires a rethink of the spatial allocation of forecast growth. 

Initial tests show that current forecast land -use distribution would result in low 
utilisation of capacity provided. International evidence indicates that land would 
become more valuable within walking distance of rapid transit. This increase in land 
value supports higher utilisation of land parcels, resulting in an increase housing 
supply. Increased land value is therefore not expected to translate into less affordable 
housing .

Further analysis in this report, therefore, explores re -allocation of future growth within 
Greater Christchurch towards the rapid transit corridors, with and without some form 
of road pricing.

It shows that forecast growth, altered settlement and employment patterns , together 
with the scheme characteristics of the three scenarios, will enhance the 
competitiveness of public transport in Greater Christchurch and offer consistent peak 
and off peak journey times, resulting in the following summarised outcomes: 

�‡ The labour pool available to central city employers within a 30 minute public 
transport journey time increases by 81% for heavy rail scenario, 63% for the street 
running limited stops scenario and 64% for the street running corridor scenario; 

�‡ Enhanced mode share on public transport. The heavy rail scenario will result in a 
37% public transport mode share to the central city, the street running limited 
stops scenario will achieve 39% and the street running corridor scenario 37 %.
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�‡ The heavy rail scenario has the potential to increase public transport ridership from 
20 million trips per annum in 2028 to 38 million per annum by 2048. It will carry 
29% of all PT trips (11 million).

�‡ The street running limited stops scenario has the potential to increase public 
transport ridership from 20 million trips per annum in 2028 to 39 million per 
annum by 2048. It will carry 33% of all PT trips (13 million). 

�‡ The street running corridor focused scenario has the potential to increase public 
transport ridership from 20 million trips per annum in 2028 to 38 million per 
annum by 2048. It will carry 31% of all PT trips (12 million).

The analyses done show that forecast land -use by 2048 will generate enough 
demand to warrant further investigation into some form of high capacity transit 
system �õespecially along the northern and south -western corridors within Greater 
Christchurch. Investment will, however, be sizeable. 

The heavy rail scenario was analysed as an electric multiple unit train (EMU), running 
on upgraded electrified double track railway lines both to Rangiora and Rolleston. It 
assumes a direct connection into the central city (via open trench) with cross roads 
re-instated via bridge decks over the trench. The option is estimated to cost between 
$2.0 and $2.4 billion to implement. The analysis assumes a single EMU running every 
7.5 minutes during the peak period. The scheme (combination of rail and some form 
of road pricing) would make land more attractive within 800m of station locations 
along the route and the land value uplift as a result of the scheme is estimated to be 
$1.7 billion. 

The street running limited stops scenario was analysed as a bus rapid transit option 
and is estimated to cost between $1.8 and $2.3 billion to implement. The analysis 
assumes double decker buses running at least every 3 minutes during the peak 
period. The scheme (combination of busway and some form of road pricing) would 
make land more attractive within 800m of station locations along the route and the 
land value uplift as a result of the scheme is estimated to be $3.3 billion. 

The street running corridor focused scenario was analysed as a street running light 
rail option and is estimated to cost between $3.8 and $4.4 billion to implement. The 
analysis assumes a 33m long vehicle running every 5 minutes during the peak period. 

The scheme (combination of light rail and some form of road pricing) would make 
land more attractive within 800m of station locations along the route and the land 
value uplift as a result of the scheme is estimated to be $ 2.7 billion. 

It is not envisaged that the entire rapid transit system would be developed in one 
stage, but rather through incremental investments over multiple years. The Interim 
Report did not explore options to stage or optimise the investment as this will be the 
focus of the next stage. The results do, however, highlight opportunities for cost 
optimisation to be explored further during the next stage of the business case. 

These include:

�‡ Consideration to target rapid transit investment to areas along the corridor with 
the highest demand. The inner parts of the route generally attract higher ridership 
(within the Christchurch City boundary), with extension to the satellite towns 
showing lower utilisation;

�‡ The south -western corridor generally attracts higher demands than the northern 
corridor suggesting the possibility of different approaches to the north and south 
west. 

The Interim Report also did not explore the enhancement of the status quo (i.e. more 
priority on the existing core public transport routes). This requires further 
development in the business case to help inform incremental value for money from 
investment in rapid transit. 

The Interim Report further explores (as a sensitivity test) the impact on rapid transit 
ridership for a future where urban form arrangements reflect the development 
opportunities within station catchments. This sensitivity test show that growth along 
the corridor to that extent could result in demands that exceed capacity provided by 
bus based systems. 

Rapid transit will be a city -shaping investment for Christchurch that can help it 
achieve the urban form it aspires to. This Interim Report illustrates the importance of 
integrating land -use and rapid transit decisions, with utilisation of the scheme highly 
dependent on the land -use it services. It is recommended that the next phase of the 
business case aligns its development with the proposed development of a spatial 
plan for Greater Christchurch .

Executive summary
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This development of the MRT Business case is co -sponsored by Waka Kotahi, ECAN, 
WDC, CCC and SDC. Its development is, therefore, under the overarching strategic 
direction of the Canterbury Regional Land Transport Plan (CRLTP) 2015 -2025 and 
Canterbury Public Transport Plan (CPTP) 2018 -2028, with strong links to the GPS 2021 
and National Policy Statement on Urban Development . 

This section summarises how rapid transit is reflected in the recent national policy 
�Á�A�º�•�4�É�6�}�p���ƒ�p���¥�É�"�"���ƒ�p���:�ƒ�6�}�É�h�¹�•�h�°���p���h�É�ü���A�6�ƒ�"���e�•�¹�"���º���}�h�ƒ�6�p�e�A�h�}���e�"�ƒ�6�Ý��

The Government Policy Statement on Land Transport (2021/22 -2030/31) influences 
decisions on how funds from the National Land Transport Fund (NLTF) will be 
invested across activity classes, such as state highways and public transport. It defines 
rapid transit as: 

��A quick, frequent, reliable and high -capacity public transport service that operates 
on a permanent route (road or rail) that is largely separated from other traffic. ��

The National Policy Statement on Urban Development 2020 provides direction to 
local authorities to remove all minimum carparking standards from District Plans. It 
also requires that all Tier 1 centres (such as Greater Christchurch) enable minimum 6 
storey building heights in metropolitan centres and within a walkable catchment of 
existing and planned rapid transit stops. It defines a rapid transit service as: 

���ú���ƒ�õ�a����`�Ò�.�;�Ò�õ�Æ�����&���#�ê�ƒ�õ�õ��¦���Å�&��%�C��õ�;�ù���%�C�Ò�Ÿ�ç�ù���&��ê�Ò�ƒ�ž�ê����ƒ�õ�¦���Í�Ò�Æ�Í-capacity public 
transport service that operates on a permanent route (road or rail) that is largely 
�.��#�ƒ�&�ƒ�;��¦���Å�&���ó�����;�Í��&���;�&�ƒ�Å�Å�Ò�Ÿ�þ�(�������&�ƒ�#�Ò�¦���;�&�ƒ�õ�.�Ò�;���.�;���#���Ò�.���¦��Å�Ò�õ��¦���ƒ�.�ø���'�ú���ƒ���#�ê�ƒ�Ÿ����[�Í��&���
people can enter or exit a rapid transit service, whether existing or planned �Ý����

The Canterbury Regional Public Transport Plan (2018 -2028): Core services are defined 
as frequent services connecting two or more key activity centres, trip attractors or 
tertiary institutions along strategic corridors. Frequencies should aim to be 10 
minutes or better at peak times. The RPTP does not define a rapid transit category 
�¹�•�}���ƒ�º���6�A�¥�"�É�Á�ü�É�p���}���ƒ�}����rapid transit may be added to improve travel times along 
key corridors to and from the city ���Ý��

The Regional Mode Shift Plan: Greater Christchurch  (GC MSP)  was developed by 
Waka Kotahi and its local partners and endorsed by the Greater Christchurch 
Partnership in 2020. Climate change is a key issue with the GC MSP acknowledging 
that a significant proportion of greenhouse gas (GHG) emissions for Greater 

Christchurch are attributed to land transport, and that historic land -use patterns and  
investment have resulted in sprawling urban environments. 

The plan highlights opportunities where mode shift can be initiated through 
integrated planning and design with urban form and PT to improve its efficiency and 
attractiveness.

District Plans: �Ž�6���W�U�W�U���}���É���{�h�É�ƒ�}�É�h���:���h���p�}�º���•�h�º�������ƒ�h�}�6�É�h�p�����e���É�p�}�ƒ�¹�"���p���É�Á�����{�h�É�ƒ�}�É�h��
�:���h���p�}�º���•�h�º�����W�U�Z�U�����¥�����º�������ƒ�p���}���É���h�A�"�É���A�ù���Á�É�¤�É�"�A�e���6�ü���ƒ���"�A�6�ü-term vision and plan for 
�}���É���{�h�É�ƒ�}�É�h���:���h���p�}�º���•�h�º�����ƒ�h�É�ƒ�×���Á�h���¤�É�6���¹�°���ƒ���e�ƒ�h�}�6�É�h�p�����e���A�ù���"�A�º�ƒ�"���º�A�•�6�º���"�p�×���Ç�ü�«�������ƒ���•�×��
the district health board and government agencies. It has the purpose of describing 
the kind of place wanted for future generations, setting a confident vision for the 
future and identifying the actions required over the next 30 years to make it happen. 

Both Selwyn and Waimakariri are currently undergoing a District Plan Review 
Process. Both District Plan Reviews are anticipated to give effect to the outcomes 
sought by Our Space and the NPS -UD. 

Strategic environment
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