



































6 Stantec Melling Station Relocation Assessment

Concern has been raised that moving the Melling Station further south means that the distance between
the Melling and Western Hutt Railway Stations is foo close for the line to operate effectively. On this point:
Initial discussions with GWRC indicate that there is no operational requirement for the Western Hutt
Station to close as a result of relocating Melling Station to the south, noting that:
Train operations will be marginally affected (but the line can continue to operate)
Travel time reliability on the line may deteriorate due to the proximity of the stations
The catchment area for the relocated station will overlap with that of the Western Hutt Station, refer
Figure 7 above.
Further considerations include the number of businesses located near the station that would be
directly impacted (in addition to the typical consideration of the people/catchment affected).

At this early stage of investigation, there is currently no preferred Melling Inferchange option. As a result,
there is a large degree of uncertainty (or flexibility) when considering footprint and land use requirements
(e.g. there is still the potential to relocate Pharazyn St to be on top of the stop bank).
However, a few overarching principles that may guide any such assessment in the next stage of
investigation include:
Identify potential uses for the narrow sirip of land which will be located between the on ramp
and Pharazyn Street earthworks/retaining walls. Refer Figure 11 below. This land is currently
earmarked for a future extension of the Melling Line; however other uses may also be able to
fit (although the available land narrows further north).
Maximise the potential of the more desirable land in the immediate vicinity of the proposed
Margaret St Bridge:
Option 2 is the optimum location for CBD access for a station platform due to CBD walking
catchments; however, it is also likely to be preferred for businesses for the same reason (which
may influence park and ride location).
From a land use perspective, Option 1 may therefore be preferred, as park and ride facilities
could be shifted further north, closer to the interchange. The station itself would then be a
short walk from the proposed Margaret St Bridge, through commercial/retail developments.
This competing demand and the opportunity cost of land in turn may result in significant
potential for exploring Transit Oriented Development (TOD) opportunities fo maximise use of
available land.
 Forexample, the railway station platform could be located opposite the Margaret
St Bridge (i.e. Option 2), surrounded by commercial or mixed use land in the
immediate vicinity, with the park and ride for the station located further to the
north, on the narrower piece of land (similar to Option 1).
e Alternatively, mulii-storey development could be considered, with the station
located on the ground floor and mixed commercial/residential use developments
located above, surrounded by shared parking (both general and park and ride).
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6 Stantec Melling Station Relocation Assessment

The RiverlLink project is exploring the implications of moving the Melling Railway Station south of its current
location fo better connect with the Hutt CBD via a new pedestrian bridge at Margaret St. Shifting the railway
station fo the south was first signalled by the Hutt City Council in the 2009 Making Places Strategy.

As part of RiverLink, the NZ Transport Agency is investigating improvements fo the Melling intersection. However,
all short listed Melling inferchange options would require the station o be moved fo enable the inferchange to
operate safely and efficiently.

Two locations were identified:
Option 1: The first location being considered for a new station is just 250 meftres south of the current
station, which is the minimum it could be moved to be away from any interchange footprint due a
combination of potential constructability and attractiveness issues.
Option 2: The second location is approximately 500 metres south of the cumrrent station and directly
opposite the proposed pedestrian bridge into the Lower Hutt CBD at Margaret Street.

On balance, the differences between the two Melling Station relocation options are minimal, with both
options having beneficial aspects.
Walking:

Both options increase the walking distance to travel from the Western Hills and Boulcott to the
Station. However, particularly for Western Hills residents this additional distance is offset by
reduced waiting times at the new Melling inferchange. The maximum additional walking time
(Option 2) is expected to be two minutes from the Western Hills and five minutes from
Boulcoft.
Moving the station, especially Option 2, brings a number of key destinations to around a 10
minute walk or less:

e Queensgate

e Lower Hutt Bus Hub (Queensgatie)

e Hutt City Council

e Dowse Art Museum

« High Street
Both options provide excellent connectivity fo future mixed-use development signalled for the
Huft CBD, especially Option 2.

Park and Ride:

Bus:

Rail:

Both relocation options facilitate additional park and ride spaces and neither option
significantly increases fravel time by car.

Both options show negligible difference for existing bus users accessing Melling station from
Belmont (currently the only existing service).

The existing walking time from the Melling Station to Queensgate bus hub would be reduced
from 14 minutes fo nine minutes under Option 1 and just seven minutes with Opftion 2.

Rail patronage changes are expected to be minimal; increased park and ride is expected to
offset any reduction due to increased walking distances.

However, there is significant potential for increased patronage when either of the relocation
options are combined with future development of the CBD and expansion of rail services
(e.g. weekend and evenings)

Although there are no significant differences in the impacts and benefits of the two options, the areain
immediate vicinity of the western side of the Margaret St Bridge is expected to be highly desirable for a
variety of land uses (e.g. parking, railway station, commercial development and recreational).

Accordingly, it is recommended that further consideration of Transit Oriented Development (TOD) is
undertaken in the next phase of investigation, with the aim of maximising use of the land area in order to
unlock the full potential of the site and complement the existing Making Places and RiverLink Strategy.
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