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PUBLIC INFORMATION STATEMENT: 
We are happy that our submission is included in reports available to the public.

INFORMATION ABOUT NELSUST: 
We are an incorporated society of 300 people who have wider sustainability interests as 
well as transport strategy. This submission is the result of the Nelsust Organising 
Committee consultation.

1.0 INTRODUCTION:  We congratulate the councils working together on this important 

issue, but would like to note that Nelson already has had an extensive investigation into 

this - the Nelson Urban Growth Strategy.  While that investigation was 13 years ago and 

did not include Tasman District, we think the conclusions are still relevant:  ie we should 

grow in rather than out. 

We are not asking the Councils to be bold.  We are simply asking the councils to be 

responsible. Responsible councils would not allow development on low lying land or would 

have sprawl as the default option and effectively ban intensification as presently is the 

case.  Unlike bigger cities, where the areas of easy walking distance of the centre are all 

within the CBD, a lot of Nelson's inner residential sites are in easy walking distance to the 

city centre,  a lot of inner Richmond suburbs are in easy walking distance of Queen St.  Yet 
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these inner residential suburbs effectively ban terrace houses. Having more people living 

close in means fewer cars on the roads, fewer cars filling up our city, easier access to the 

city by more people and increased vibrancy.   

2.0 RECOMMENDATIONS FOR RESIDENTIAL AREAS: 

2.1 Pressure to Limit Population Growth of the Region should be Resisted.  While it 

might be tempting to try to limit the number to new people coming into the region and I’m 

sure Councils will come under pressure to do so, (most of us) do not see this as a feasible 

option.  We need to acknowledge that the region is an attractive area to live and so even if 

there is no nett population in the country, there will still be  significant numbers of people 

wanting to move to the region.  We would note that regions like Boulder Colorado where 

attempts to ring fence the city and not let any more people in failed completely:  It just 

resulted in escalating house prices as rich people bought their way in, resulting in 

impossibly expensive dwellings where service workers and labourers had no hope of 

finding accomodation.    

This recommendation to not attempt to limit the region’s population growth should not be 

misconstrued that Nelsust is wedded to unlimited economic expansion.  Indeed it is the 

opposite, we think we need to change direction to have prosperity without (GDP) growth. 

2.2 Sea Level Rise Should Determine Location of Future Development:  Responsible 

councils should not allow development on low lying land. And by that we mean land that is 

lower than 2m below current king tide levels that will be very expensive to protect from sea 

level rise.  Previous figures of looking at 1m sea level rise when looking at long lived 

infrastructure were taken from earlier IPPC reports that did not include melting icecaps.  

Many things have turned out to be worse than the worst IPPC estimates * The issue with 

sea level rise is not if but when.  This is an important distinction to grasp, because even if 

the world is zero nett carbon emissions but 2050, we already have a lot off warming locked 

in, a lot of sea level rise coming anyway as glaciers gradually melt.  So allowing people to 

build or indeed council commissioning its own infrastructure anywhere lower than 2m 

below king tide levels is we believe negligent.  You will come under a lot of pressure from 

low lying landowners wishing to develop their land.  We suggest that the only way you 

should give into that pressure is to have them sign a waiver that they or future owners of 

that property can not hold the council liable to protect their property (or infrastructure 

connected to that property) from future sea level rise or its effects.  In this way you can 
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resist the pressure from short term speculators, by putting the liability on them.  And in this 

way you will also limit the burden of future ratepayers to protect the foolish. 

 

*Arctic Sea Ice Extent as an example of things being worst than the worst IPPC scenario. 

2.3 Roading Patterns Endure - important to get it right. 

Roman road patterns laid down 2000 years ago in Britain are still there in towns today.  

The roads laid out in Nelson in the 1840’s are essentially the same ones we have in our 

city centre now.  Its really important to get this right, it is really hard to change once you 

have buildings lined up alongside roads. 

2.4 Settlement Patterns Determine Transport Demand - This is probably the most 

important statement in this submission and yet it is a connection that is not immediately 

apparent and is often overlooked.   If the only realistic option your planning rules give, is 

for additional accomodation to be built only on the periphery of existing settlements, then 

these people have little option but to be car dependent.  The issue with car dependency is 

not emissions - if we were all driving electric cars, it is still a disaster to be car dependent 

just from the amount of room they take up in with roading and carparking.  Low density 
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sprawling suburbs can never be well serviced by public transport, the places people want 

to go are almost always going to be too far away to walk or ride a normal bike to, car 

driving (and obesity?) is forced upon residents.   

Compare this to allowing (not forcing) townhouses in Inner Residential Zones.  

Townhouses, not apartments, not high rise.  Townhouses where everyone has their own bit 

of ground to grow a few herbs, lettuces and tomatoes, perhaps a few espaliered fruit trees 

and somewhere to sit outside.  Townhouses where instead of wasting ground by having 

useless 1m wide side setbacks, you have side walls touching your neighbour.  Two story 

tall side walls, instead of insisting you get sunlight from across your neighbours property.  

With side walls touching you have zero heat loss through these party walls so you don’t 

need to rely on the sun to keep a house warm.  With 2 story high side walls there will 

always be some times of the day when direct sunlight can enter the house.  The Passive 

Haus people and the Superinsulated house people before them have shown how you 

don’t need to rely on the sun to warm houses in winter.  With good insulation (and zero 

heat loss though side walls), careful attention to airtightness combined with heat recovery 

ventilation, buildings can be heated just from internal heat gains from refrigerators, 

cooking, electronic devices and human bodies. 

With townhouses you can fit 4 times as many dwellings into the same land area, without 

going above 3 stories.  That means 1/4 of the the length of roads, 1/4 of the pipe lengths a 

lot less infrastructure maintenance burden.  And because you have more people living 

closer, the corner diary or corner pub suddenly becomes more viable.  Public transport can 

service denser suburbs with more frequent buses for less cost. Distances to things like 

your work, your school, the pool, the theatre, the shops, the park can be in walking biking 

or e-biking distance.  So there is this whole cascade of good effects of allowing higher 

density 

2.5 Cascade of Positive effects of allowing higher densities: 

• More Walkable Living environments 

• Less Car dependancy, therefore urban environments less car dominated (we want our 

cities buzzing with people not filled with their space hogging 10 square metre vehicles) 

• Less area needed for car parking releases land available for shops and offices and 

pocket parks (reverse snowball effect - because less land is needed for car parking this 

allows more shops to be closer together, because things are closer together there is 

even less need to use a car so there is more space for people, more space for things 

more interesting and useful than parking your 2 tonne metal jacket, because its so 
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interesting and vibrant more people want to live there than a new peripheral 

subdivision….) 

• Less Obesogenic environment - you don’t have to get into the car to do EVERYTHING or 

anything 

• Less Infrastructure costs so less embodied energy gone into the infrastructure - less 

climate change load per person housed. 

• More affordable housing as land cost per person housed is significantly less 

2.6 Density of Activity = Vibrancy of the Inner City Nelson City is currently at its most 

vibrant when the Saturday Market takes up half of the cities parking (well takes up one of 

the two big parking squares in Nelson) Councils need to ponder this, that Nelson is at its 

best when it is missing half its carparks. 

2.7 Townhouse Examples Rare Here - Part of the problem is that people don’t know how 

good they can be because there are so few good examples.  Henry Ford apparently said 

that if he’d asked people what they wanted they would have said a faster horse, and if 

Steve Jobs had asked people what they wanted in a phone,  people last century would 

have said a longer cord.  So we think interviewing people to ask if they would like to live in 

a terrace house without showing them a good example would elicit a negative reaction.  

Many people today would like to be close to ammenities and don’t actually want the 

upkeep of large sections: they would rather spend their weekends mountainbiking than 

hedge trimming, cafe-hopping rather than trimming the edges of their lawns.  Its just that 

current planning rules give them little choice. 

Hathaway Court Trafalgar St, Opposite Trailways Hotel a rare local example of townhouses 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2.8 Allow Second Dwellings as of right for Inner Suburbs 

More than any simple thing this could have the biggest effect on city vibrancy and 

affordability.  We would like to see this happen as an immediate way to get “runs on the 

board” of revitalising Nelson city and stopping urban sprawl out onto productive flat land in 

Richmond.  Initially change nothing else, just allow two dwellings on title, without any 

development contributions.  So this means you keep the site coverage, daylight planes, 

boundary setbacks as they are, to avoid initial arguments, but just allow 2 dwellings.  And it 

could be on the condition of using existing service connection sizes.  What is the 

difference actually having two 2 bedroom houses over a 4 bedroom houses in terms of 

load on city infrastructure?  or  one 1 bedroom unit added to a site with a 3 bedroom 

house? So why should one be permitted and the other not? These second dwelling 

consents could be issued on the condition of low water flow fittings and rainwater tanks are 

installed so there really is insignificant infrastructure costs to the council.  If there is 

insignificant infrastructure costs, why should any Development Contributions be payable, 

especially when these second dwellings are adding significant vitality and affordability 

gains to the city? 

2.9 Missing Middle Density - In Nelson city we have a missing middle density - we have 

the inner city and fringe where you can build 15m high right to the boundaries and yet 

immediately adjacent you have residential areas where you can only build 2.5m at the 

boundaries, 7.5m high max. In the middle of the site.  A good example of this is the bottom 

of Shelbourne St - right adjacent to an Inner City Fringe Zone but actually is a low density 

residential zone - the first 3 houses on the East at the bottom of the street would be illegal 

under current zoning - they have 2 story high adjoining walls, high site coverage - perfectly 

right for an inner residential zone like this, but illegal to build like this now. 

Having more people living close into town centres is a key plank to increased city vibrancy 
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Bottom of Shelbourne St Nelson currently zoned low density residential, 100m from the cathedral. 

2.10 Big Trees Everywhere Except on Peoples Properties - The thinking of needing big 

sections so you can have decent sized trees we believe belongs to the last century.  We 

should have big trees in our parks and on ALL our streets, but not expect them on peoples 

land - they waste too much space there that we need for living.  We are not saying they 

should be banned, just that they are not a legitimate reason for disallowing inner 

residential intensification. 

2.11 Parks every 500m even if they are pocket parks, really needs to be a mandatory 

provision of increasing housing density.  The hoary old quote of kids needing a big section 

to kick a ball around is a myth for most situations in NZ - there are too often vulnerable 

flower beds and windows to be broken for this to work well.  Much better to have close by 

parks, even if only the size of a current large section where kids really can kick a ball 

around, climb a tree, swing on a swing. Parks with a toilet and seats for parents and older 

people. 

2.12 Cul-de-sacs and Arterials versus Grid pattern and Dispersed Traffic 

Recent new subdivisions are most often winding cul-de-sacs that have 3 main effects - 

they make it a long way round to get from two relatively close places and secondly, instead 

of traffic being dispersed through a network of streets so no one street is particularly busy, 

they concentrate traffic into just a few arterials which rapidly become congested.    

With a grid layout you instead have multiple ways to get places and can take the shortest 

route.  Resilience is increased as a blockage on one route is easily overcome by the 

multiple alternative routes.  Traffic is not concentrated into arterials, but dispersed though 
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the grid and so no one street is traffic dominated. The key thing here is to have traffic 

calmed 30kph traffic in residential neighbourhoods. 

While some cul-de-sac developments have some connections through for active transport 

users to link cul-de-sac to cul-de-sac, many of these connections are unsafe back 

alleyways and the street layout is still confusing. With a grid layout wayfinding is much 

simpler and you are not relying on back alleyways for connections.  

From the viewpoint of a comprehensive grid network of streets, the problem with “rat runs” 

is that there aren’t enough of them!  And the traffic isn’t calmed to 30kph.  This network/

dispersed traffic model is contradictory to old thinking where traffic is purposely 

concentrated into a few very busy roads.  We suggest looking at the discussion on this at 

Strong Towns: 

https://www.strongtowns.org/journal/2019/1/30/the-neighborhood-traffic-trade-off 
To be clear, we are not suggesting that existing cul-de-sac layouts be converted to grid 

layouts, rather that if any new subdivisions are contemplated, then thought should be 

given as to whether the layout should be in a grid pattern rather than winding cul-de-sacs. 

2.13 Settlement patterns to Mitigate Climate Change Effects - Business as usual = 

sprawl means more energy used for transport even if that energy is not fossil fuel energy.  

So people commuting in electric cars is still an issue as electricity supply is going to be 

constrained by a) moving everything over to zero emissions and hence electricity demand 

will increase and b) the time and energy needed to make new renewable generation 

assets . (By 2050 if we are to be nett CO2 zero emissions then we won’t be able to use 

fossil fuelled excavators, dump trucks etc to build new dams, won’t be able to make steel 

to make new windmills etc unless we can make zero emissions steel and we will be 

running out of space to plant more trees to mop up remaining emissions).  Contrast only 

allowing people to build more houses on the outskirts of settlements where they have 

longer pipeline lengths to service them, longer roads and footpath lengths to not only build 

but maintain at the ratepayers expense into the future, longer power lines using more 

copper, more trenching…. Compare this to allowing people to densify existing suburbs.   

2.14 Low Density Subdivisions Cost Councils in Future Maintenance The present low 

density peripheral subdivision model common inn this region and most of NZ appears 

good at first glance, in that the councils get handed roading and pipework infrastructure for 

free!  However the more dispersed a development is the more the upkeep of that 

infrastructure costs the councils.  A crucial thing the councils must do is have staff look at 
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the rating yield per unit of infrastructure maintenance cost for a low density sprawling 

peripheral development versus intensification.  What “Strong Towns” organisation in the 

US has found is that low rate income combined with high infrastructure maintenance 

liabilities characterise low density peripheral subdivision.  We suggest that this future 

liability for infrastructure maintenance and renewal must not be ignored and that these 

liabilities can be significantly reduced by allowing and indeed encouraging residential 

densification. 

2.15 Aging Population = Changing Demands 

Projections are for almost all of the increase in population in the region to be in the over 65 

age group.  This cohort are the very ones who need easy access to services such as 

medical facilities and may not be able to drive themselves.   Inner residential living in 

smaller houses with small sections to upkeep suits this demographic better than the 

current paradigm of large houses on large sections in far flung suburbs.  Good mobility 

scooter and safe ebike protected pathways or very low speed shared zones are important 
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for this specific demographic that the growth is predicted to be from.  Additionally low 

maintenance smaller sections are likely to be more appropriate to an ageing population. 

Population Increase Are Not Commuters.  Although some of these over 65’s that 

predominate the population increase will still be working, most will not.  Few of this group 

of people are gong to be forced to drive at peak times: few will be adding to peak hour 

congestion. 

"By 2036, the number of people in New Zealand aged 65 and over is forecast to double to 

1.2 million. The ageing population is more pronounced outside of the major urban areas 

and international data suggests that individuals halve their vehicle kilometres travelled 

when they retire. This is likely to radically change transport demands in the regions and 

reduce the revenue base available to maintain the transport network and meet social 

expectations for levels of service.”  (MOT Briefing to incoming ministers 2014) 

Our large older generations halving their car travel would have a massive impact on the 

demand for new roads in particular.  Nelson's population is set to age ahead of the rest of 

the country, so this is especially significant here. 

3  RECOMMENDATIONS FOR INDUSTRY LOCATION, FUTURE TRANSPORT LINKS 
3.1 Inland Port - Rail Corridor Protected 

We think that the ultimate solution to rising sea levels and needing to still sea freight things 

in and out is an inland port to be built somewhere well above sea level rise on the Waimea 

Plains.  Then when a ship comes in the freight is railed down the railway reserve to the 

waiting ships at the port.  In this way shipping infrastructure would be less vulnerable to 

rising seas.  This is the ultimate way of getting trucks off Rocks Road.   

Inland Ports are not new, Ports of Auckland has one at Wiri, Tauranga has one in 

Southdown in Auckland, Napier has one near the Watties’ cannery in Hastings, Lyttleton 

has one at Woolston, Port Chalmers has one at Tiaeri and Picton has one at Spring 

Creek. 

The Inland Port rail line we propose would take logs from the South of the city  (logs 

being the biggest export), MDF from the mdf plant and perhaps apples from the Enza 

plant.  The MDF branch line could be extended to take imported fertiliser to the fertilser 

plant.  See attached map.  
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The Rail to the port would primarily be for freight, public transport could be an additional 

advantage (trams could use the same lines) We suspect previous costings were bloated 

as this route would be much cheaper than normal for installing a railway: Almost all of 

the formation has been done, most of the land buying and even one of the bridges is 

already in place.  Some of the funding could be through the taxing increased land value 

in regions to be served by rail.  Unlike motorways which are detrimental to land values, 

rail actually increases it. 

Having a rail line reinstated along the railway reserve and through the Victory 

community has not been widely canvassed and does not enjoy overwhelming local 

support.  However NELSUST’s view is that this is the lesser of two evils: If the burden of 

having transport through our community is to be shared, rail is far preferable to road. 

3.2  Rail Link direct to Christchurch - Rail Corridor Protected 

We believe that very soon a government will seriously reinvest and extend the rail 
network for long haul freight.  The inefficiencies of double handling (truck to rail, rail to 
truck) have already been substantially reduced if not eliminated with the use of 
containers;  the supreme fuel efficiency of steel wheels on steel rails and the ease of 
electrification with cheap, indigenous non polluting fuel will soon overcome any 
remaining inefficiency gap.
Previous rail link suggestions and work have been to connect Nelson to Picton or to the 
West Coast and while these should be included in the study Nelsust would like to see 
included a direct rail link to Christchurch. Nelson has a port, we don’t need to connect 
with another port via rail.   The Picton to Kaikoura line is vulnerable to climate events an 
sea level rise.  Likewise the West Coast is not a major trading destination for Nelson, 
but Christchurch is.  We see the Christchurch rail link dovetailing nicely with the inland 
port on the Waimea plains.  As well as the previously studied routes to Christchurch via 
Picton or the West coast, the direct route we suggest is using the previous rail formation 
to Kawitiri , enlarging tunnels etc as required, then up alongside the Gowan or Buller 
rivers to Nelson Lakes, through to the Waiau River, through Hanmer and down to 
Christchurch.  There are two routes we have come up with, the shortest would be up the 
Gowan, alongside Rotoroa, up the Durville River, through a tunnel under Thompson 
Pass, into the Waiau Valley to Hanmer, thence to either the branch line at Waikari or 
more directly to the main trunk line further north.  A longer route that avoids the expense 
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of tunnels would be Kawitiri up the Buller to St Arnaud, around into the Rainbow valley, 
over Island Saddle, along the Clarence River then down the Edwards River and into the 
Waiau Valley that way.

A note on Railing Containers and how they are a largely unacknowledged game 

changer for minimising double handling costs: 

Containers can be loaded in a factory at the factories’ leisure, loaded onto a flatdeck 

truck, taken to the railhead, unloaded onto a railway wagon, freighted with the high 

energy efficiency of steel wheels on steel rails and the ease of electrification of rail, 

unloaded onto a flatdeck delivery truck, unloaded at the destination for them to unload 
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at their leisure.  Indigenous fueling of long haul freight is existing technology with rail, 

whereas fueling heavy road transport with renewable non polluting resources is not 

even on the horizon. (Even if biofuels were carbon neutral, and they are not, there is still 

the troublesome particulate pollution from them). 

Some of the funding for the rail link could be through the taxing increased land value in 

regions to be served by rail.  Unlike motorways which are detrimental to land values, rail 

actually increases it.  Just think of the additional value to Hanmer and St Anaud if they 

were on a rail link between Christchurch and Nelson and an enticing passenger service 

followed the introduction of freight services. 

3.3  Airport Relocation 
The airport will need to be relocated sooner or later due to rising sea levels.  It is 

surrounded by the sea on 3 sides and build on sand foundations: it would be cripplingly 

expensive to protect from 2m sea level rise and increased storm frequency and ferocity.  

Planning needs to be made for where the relocation will be to. 

Thank you for the opportunity to submit feedback at this initial stage of the process.

Peter Olorenshaw
Convenor 
Nelsust Inc.

Feedback on the Future Development Strategy Nelson-Tasman        Nelson Transport Strategy Group (Nelsust) Inc.  Page �13


