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Introduction 

The Church St Victoria St Safety improvements project is one that Auckland Transport are 
putting forward for the best project under $2M; a result of an efficient collaboration between 
AT, Traffic Engineering Solutions and Liveable Streets.  

The site is located in Onehunga in Auckland, which is a residential and industrial mix. Church St 
is a main route to both the southern motorway and Onehunga Town centre and has an AADT of 
10500vpd and 8% Heavy Vehicles at the intersection with Victoria St. 

This site had been nicknamed ‘Crash Corner’ by the local residents, board and MP, with a 
recorded crash incidence of 54 in 3 years prior to install. Glass and vehicle debris were a semi-
permanent fixture on most corners of this intersection, as well as repeated private property 
damage. 

Originally planned for construction in 2021, it was brought forward to 2019 thanks to the 
community request, channelled through local MP; Denise Lee. 

As a result of a tight, collaborative team effort the project went from Scheme to Completion in 6 
months, resulting in the first Safe Systems approach design of its kind in New Zealand, and the 
first raised Roundabout with 4 pedestrian priority legs.  

Since installation there have been Zero crashes reported at the intersection itself, as well as a 
halo effect east of the intersection – a reduction from 16 crashes to Zero at the nearest 
intersection, an increase in bus patronage at nearby bus stops, an increase in pedestrian traffic, 
and community expectations were met and exceeded. 

 

 

Key contact person -   Kyle Donegan, Senior Project Manager, Auckland Transport 
Kyle.donegan@at.govt.nz // 0275012907 
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Planning 

Due to the expedited nature of the Church St Victoria St project, a collaborative working model was formed between the Project team at Auckland 
Transport, the Consultant TES, and the contractor Liveable Streets, who were involved from the draft detailed design phase. 

It was the first time for a minor safety project of this size using such early contractor involvement, and allowed the design to be progressed much faster 
as it identified potential constructability risks at the design phase. The teams ‘can-do’ attitude lead to the delivery 12 months ahead of schedule, going 
from Scheme design to completion of construction in 6 months.  

Each of the team members played their part, with the PM managing the design inputs from the contractor over constructability, as well as taking 
feedback from the community at the same time with regular engagement of the Local MP and Board, through dedicated stakeholder managers. The 
design process was continuing right up until a week before construction started, and design iteration occurred during construction due to unexpected 
Services and ground conditions, with restricted timelines for prior investigations.  

Options considered at Scheme were varied layouts of signalised intersections and a Roundabout(RAB). The signalised intersections, whist excellent for 
controlling the turning movements that were so prevalent in existing crash type, required widening of the carriageway, excessive removal of parking, 
and affected bus stop access. All variations on Traffic signal layouts also had poor Loss of Service performance, and as such, the RAB layout was favoured.   
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Going into the detailed design phase, the scheme had not allowed for pedestrian priority crossings, but the project team realised that this was an 
opportunity to implement a full Safe Systems approach, given a Safe Systems Framework Analysis carried out in November 2018 on the existing 
intersection, that concluded the RAB was the most suitable layout for all user types.  

The final outcome of a raised RAB intersection, with 4 approach ramps took into consideration both the safety requirements of having a ramp angle 
that would slow traffic to the desired 30kph approach speed and would also allow for buses to traverse safely. This was also the case with the semi-
mountable RAB design. The ramps were discussed with AT Metro to agree on a 1:10 gradient, but a 75mm height that would meet all needs.  

Lighting at the intersection was also analysed and was improved at all pedestrian crossing legs, and extra lighting was designed and installed for the 
intersection and approaches. Due to the proximity of nearby powerlines, the lighting layout was adjusted to suit. 

High Friction Surfacing was also planned to be included as part of the upgrade as this improved pedestrian safety on the main road approaches.  
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Excellence & Innovation 

As far as Innovations go, this design; an entirely raised, non-signalised intersection 
with 4 legs of pedestrian priority crossings was the first Vision Zero inclusive 
installation of its kind in not just Auckland, but New Zealand wide.  
 
The innovative approach to design included running a parallel design review 
process internally, with a weekly workshop with all internal stakeholders, at the 
same time as a Stage 3 Road Safety Audit. The Internal Stakeholders included 
feedback from AT Metro on bus access, ramp heights, and bus stop upgrades, and 
was expanded early on to include both the physical works and streetlighting 
contractors, to enable the project to be designed with constructability in mind, in 
addition to design standards.  
 
We also involved the Maintenance team at the end of the design, to future proof 
the area, and it was through this that we identified two stretches of asphalt 
approaching the new intersection that were due for replacement,  pulling them into the project scope to be completed at the same time to eliminate 
the need for future maintenance closures in the area. 
 
Construction planning, including closures was approached in an innovative way, as the team planned to carry out the works in 2 stages 
In order to minimise the disruption to the community it was proposed that we carry out the Stage 1 enabling works around the intersection (kerb, 
channel, excavations, footpaths) whilst maintaining two-way traffic in the months approaching the Christmas period. This allowed us to complete all 
the surrounding works, ready to install the central Roundabout (RAB) using Full closures of the intersection. The full closures were carried out over the 
19/20 New Year’s break when traffic volumes were down by up to 40%.  
 
This meant that while we were creating a larger construction impact overall, it was over a much shorter duration. The detours that were available were 
re-configured to become easy to use, confirmed suitable for Buses, and could handle the traffic that was going to be generated. It also reduced the 
construction timeline by around 24 weeks, overall a better outcome. Pedestrian access was maintained throughout the closures at all times.  
 
The result was efficient with zero complaints received during the entire construction timeline, and zero incidents. In fact, the project received a 
complimentary letter from a resident within the works area, during the full closure process, and many locals commented on site how nice and quiet 
their streets were, stating that they wish the full closure would be permanent. 
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The level of professional expertise demonstrated by the design consultant cannot be understated in this project, as they managed to meet extremely 
challenging deadlines with difficult design conditions. They were able to deliver a draft detailed design inside of a month, taking into consideration 
feedback from all internal and external stakeholders through weekly design meetings. The Stage 3 Road Safety Audit resulted in another revision, and 
that was in turn revised after the close out of external consultation. The statutory resolution documentation only required one minor change after 
initial submission, which was due to their communication with AT’s Resolution team prior to submission.  
 
During the construction the kerblines and pavement design had to be altered thanks to excessively tough ground conditions – Basalt and volcanic rock 
at shallow depths – and unexpected services such as 1950’s Chorus cables that were only at 30 – 200mm depth. The design consultant managed to 
turn around an approved pavement design and kerbline layout inside of 3 days, eliminating project delays.  
 
Lessons learned from this project included an organisational shift from intrusive service investigations during the construction phase, into the Draft 
Detailed design phase, which has decreased service clashes, unexpected ground conditions, and contract variations during minor safety project 
delivery. 
 
The contractor’s site manager, Sharath Chitturi handled the site exceptionally well and was key to its success. Unfortunately, he passed away in 2020. 
The Project owes him recognition for his exemplary efforts. 
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Stakeholder Engagement 

Communication is Key to any successful project, and the project team went above and beyond in ensuring every stakeholder was identified, consulted 
and involved in the final design of this project, and could relate to the outcomes delivered.  
 
As part of the initial project team formation, the PM engaged an internal stakeholder manager who then worked together to develop a robust and 
comprehensive communications and Stakeholder management plan. This was done by identifying all internal and external stakeholders that would be 
affected, outlining contacts for them, and devising a relevant communications strategy for each. Internally, key stakeholders included the Metro, 
Parking, Streetlighting and Maintenance teams, all of which were involved in the weekly meetings at the appropriate times.  
 
Externally there was a requirement for regular communication with the elected member for the area, Denise Lee, and the local board. Outside of this 
we identified organisations that would both be affected by and would affect the installation of the design.   
 
Key stakeholders to be engaged as part of this construction communications plan were: 

- Denise Lee, MP for Maungakiekie 
- Maungakiekie-Tāmaki Ward Councillor, Josephine Bartley  
- Maungakiekie-Tāmaki Local Board, Chair, Chris Makoare 
- Onehunga Business Association, Town Manager, Amanda Wellgreen 
- St Joseph Catholic School 
- Catholic Church of the Assumption and the Onehunga Islamic Centre both of which are nearby on Church Street 
- Dress Smart Mall 
- New Zealand Heavy Haulage Association 
- Very Large Construction site at 64-74 Victoria Street 

 
In the lead up to, and during the construction, Liveable Streets also assigned a full-time stakeholder manager, Gareth Jones, who carried out face to 
face visits to residents, was the direct contact for enquiries, and maintained positive relationships with all businesses in the area.  
The retail association, heavy haulage association and nearby industrial area were also canvassed for direct contacts and received regular updates to 
assist with reducing traffic during the closures.  The PM checked in with Gareth daily to stay on top of all potential issues, and it was this that was the 
reason for zero complaints during the installation of the project, and in fact a compliment from a resident. 
 
The project also received a letter of commendation from the MP, which is attached in the appendices. 
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“I have been extremely pleased with the delivery of the project for the 
raised roundabout at the Church Street/Victoria Street intersection. 

 
Overall there has been great success in completion of the project. From 
those involved, it has demonstrated strong competencies in project 
management, risk management, stakeholder management, all to 
achieve the strategic goals set-out at the beginning of the project.” 
 
Winston Gee – Auckland Transport project Sponsor 
 

Onehunga Residents celebrating the completion of the project. Source: Facebook 

“Myself, neighbours & the neighbourhood are delighted with the work 
progress happening on Corner of Church St & Victoria St. 
 
The work you & your workers are doing is excellent & awesome 
progress is taking place before our eyes.” 
 
Neenee Francis via email  – local resident on Church St.  
 

Local MP: Denise Lee celebrating the opening of the new intersection. Source: 1NEWS 
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Community & Economic Contribution 

 
The Church St Victoria St Intersection improvements was a community requested project. It was originally on Auckland Transports Radar for installation 
in 2021 but was brought forward as part of a concerted effort by the locals, and spearheaded by the local MP.  
 
The community strongly desired a reduction in crashes, and to feel safer when using the intersection both in vehicles, and as vulnerable road users. 
 
Auckland Transport committed to a Vision Zero compliant design at the intersection, going with the addition of a completely raised intersection, and 
pedestrian crossings on all 4 legs, even when pedestrian data at the time only supported 1 of the legs when carrying out the Stage 3 Road Safety Audit.  
 
Pedestrian numbers were approximately 20 per day in the pre-construction survey in August 2019 and in May 2021 the numbers were 36, showing a 
clear increase of use now the access has improved.  
 
We also upgraded both bus stops near the intersection, and while they previously had an average of 6 unique trips per day, now they are showing an 
average of 7 unique trips per day. This might seem like a slight increase, but for a bus network that is 30% down on total trips across the board due to 
COVID effects, this is effectively 50% improvement in the time since installation. 
 
The biggest confirmation of the desired community outcomes is the fact that as a result of the project, there have been ZERO reported crashes at the 
intersection since completion. There have also been no crashes into the street furniture, or damage to private property along the boundaries, which 
would represent unreported crashes.  
 
In order to make sure that as a result of the Project installation potentially shifting the crashes elsewhere, the independent crash reduction study showed 
that East of the intersection there was a reduction from 16 crashes in the 5 years prior, to ZERO reported crashes since completion. This shows that the 
project has not only benefited those that live directly near the intersection, but also further along the roads outside the project boundaries.   
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A Comparison between Crashes 2016 – 2019 on the left and crashes at the intersection since project completion on the right, 2020 – 2021 

These results are the reason we do what we do, to make the roads safer for all user types in a sustainable, cost effective manner. The reduction down 
to ZERO crashes at this intersection benefits the immediate residents who don’t have to deal with constant crashes, the road users who can now safely 
traverse this road, and the community as a whole, whose pedestrian access and safety is now paramount.  

The full independent Crash analysis is attached in Appendices  

 

 

 

 

 

 

Interest in the project from the community continued, as demonstrated by the elected members facebook post 6 months after opening. 
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Project (business) sustainability 

Whilst the community needs have been well documented in the section above, the outcomes continue to deliver benefits to the community.  
 
The main objectives for the project, and the measures used to achieve those are as follows: 
 

Outcome Timeline Status 

  
Immediate reduction in all crash types at the 
intersection  
  

Short-term   Achieved – zero crashes since installation 

Improved pedestrian access around the area  Short-term   Achieved – 4 pedestrian priority crossings 
installed, improving amenity and safety 

Increase in Pedestrian use Mid-term   Increase is present, more data required 

Improved access and service level to Bus 
network Mid-term   Achieved – slight increase in patronage evident, 

and upgraded bus stop facilities provided 
 

With the area home to several schools, a busy shopping centre, several churches, and also increasing housing intensification, future planning for 
pedestrian and vulnerable road users was important. Providing access for the expected growth in the area through upgraded pedestrian and bus 
facilities, as well as creating a safer environment for all user types through the reduction in speed via ramps and road layout was the most successful 
part of this project.  
 
This installed solution has massively increased the safety of the community as a whole for the future, even with the interaction with the busy industrial 
area right next to a residential area. The housing development that was under construction nearby on Victoria st is completed now, and 500 new homes 
have contributed to the usage through the intersection. Those that live there were able to move in and experience safer footpaths, better bus stops, 
access to the bus network, and access to nearby facilities such as the mall.  
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Regulatory Environment and Environmental Impact and Management  

As the project was located in an urban and industrial mixed area, there was little impact 
on the environment from the planned works. However, the project team engaged an 
arborist at the design and construction stages to ensure all potential trees in the project 
zone were carefully considered, and root zones were protected during footpath 
excavations. The main effort made on site was the use of Permeable surfacing for the 
southern bus stop upgrade on Church St - image right. As the bus stop was previously 
just a sign and some grass, the project upgraded this to a 6m hardstand, yet the 
proximity to a large tree would have required removal. Instead, a permeable, semi-
flexible surfacing was used in the dripline, removing the need to affect the tree in 
question, and providing the best solution for both bus patrons, and the tree in question.  
 
 
AT’s commitment to minimal environmental impact was met with recycled water trucks on site, and the planning of material sourcing as near to site as 
possible to reduce the number of trips by contractors.  
 
The Stormwater system was protected during construction through the use of silt socks on existing cesspits, and as there is a very steep flow down 
Victoria street, these were doubled around the downhill catchpits. The project received little to no rain over the closure periods.  
 
From a regulatory perspective – the team had to deal with the presence of overhead powerlines, buried cables, and the main large diameter watermain 
for the area that ran through the centre of the excavations. This required Vector and Watercare liaisons within weeks, that typically took several months 
to gain approval and get personnel on site.  
 
The streetlighting works also required new vector connections and cabling, which was handled by the AT PM.   
 
The project team was able to get Vector to quote, design, and install their requirements via their contractor Northpower, in under 1 Month. They 
operated under head contractor Traffic control, and installed on time, and on budget with no incidents. 
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Project Management 

Programme planning & control    

The delivery timeline of the project was met a full 12 months ahead of schedule. It is one of the most efficient projects delivered by AT in the last 5 
years.  

The project was at scheme design in July 2019 and was originally scheduled for construction in 2021. Due to community requests, the project was 
brought forward for design and construct in the 19/20 FY.  

The Project manager and design consultant were assigned early August 2019. The Contractor selected was Liveable Streets due to the availability and 
local knowledge as they were the area maintenance contractor at the time. They were brought into weekly meetings from 5 September 2019, by which 
time we had a Draft detailed design thanks to the efforts of TES and the input from the wider Project team.  The design was finalised after consultation 
and safety audit findings on 22 October 2019, ready for construction start on 5 November 2019. 

The Roundabout was opened to the public on 16 January 2020, and was temporarily closed again for power connection and linemarking works for two 
weekends in February 2020. 

Financial planning & control    

As the contractor was the maintenance provider for the area, there were cost efficiencies utilized. The MSQA consultant, TES, provided daily quantity 
checks, and monthly claim assessments. Variations were identified early and negotiated as necessary. The Project was delivered at the expected budget 
and on time.  

Logistics planning & control    

The construction was planned in 3 phases; with enabling works (footpaths, tactiles, berm, streetlighting prep, investigations) planned for 2 halves, 
northern and southern sections, followed by a full closure for the final works over the Christmas break.  

The first stage started on 4th November 2019. Conscious of the Christmas traffic increase in December, and a very busy nearby shopping centre, the 
enabling works were completed by the second week of December, with the main road opened to normal capacity for the two weeks leading up to 
Christmas. 
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In order to reduce the time to install the RAB, ramps and pave the intersection, the project utilised a full road closure with detours, so that we could 
achieve full width concrete pours for increased structural integrity.  In order to get approval for this, the team carried out a detailed Traffic Impact 
assessment, including testing detour widths for bus suitability, and discussions with the local community via face to face door knocks from our dedicated 
stakeholder manager.  

With this methodology the installation time decreased by around 24 weeks 

Risk management; OH&S    

The biggest risk to this project was the ongoing challenges during construction due to the changing ground conditions and services locations that differed 
to the recorded plans. A Risk register was maintained from project handover, and was updated weekly at the weekly design, and then site meetings. 
The ground conditions were a recognized risk, as due to the expedited timeframe, limited investigations were possible. The mitigation was to have 
designers on standby for any changes and when they occurred, the turnaround time for any redesign elements was minimal, and did not impact 
Programme progress. 

Over the Christmas break – the key risk was a break in materials supply, and a backup concrete plant was arranged. This proved prudent, with the main 
supplier suffering a breakdown, and the backup plant was required to complete the pour of the RAB, with no delays. 

Ongoing delivery of project area 

The project identified that there were two sections of pavement approximately 60m either side of the ramps to the roundabout that were in poor 
condition, and it was raised with AT maintenance to include these into the project scope, to improve the overall lifetime performance of the main works, 
removing the need for future closures and works.  

Post commissioning evaluation and lessons learned 

The Assets were transferred to AT’s asset register post construction through the internal capitalisation process following the issuance of PCC. 

The main lesson learned from this project was to bring forward intrusive investigations into the draft detailed design phase, instead of construction. 
This has since been applied to all relevant projects by the minor safety delivery team and has had both time and cost savings across multiple programmes 
as a result.  
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Appendices   

1. Project team 

2. Letter of commendation from Elected member for Maungakiekie 

3. Independent Crash Analysis Memo 
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Project Team: 
 

AT Project sponsors    Winston Gee // Irene Tse 

AT Engineer     Krishna Paruchuri 

AT Senior Project Manager:   Kyle Donegan 

AT Stakeholder Manager   Siobhan O’Donovan 

Design consultant    Traffic Engineering Solutions – Bruno Royce 

Civil works Contractor    Liveable Streets – Sharath Chitturi // Ross Twyman // Adam Senior 

Liveable Streets Stakeholder Manager Gareth Jones 

Streetlighting Contractor   MacKay Ltd 

Vector Contractor    Northpower 

MSQA consultant    Traffic Engineering Solutions – Phil Olsen // Benjamin Mackenzie 
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To: Irene Tse, Technical Lead, Road Safety, Auckland Transport 
From: Paul Schischka, Principal Transportation Engineer, PTM Consultants  
Project: Church Street / Victoria Street Roundabout 
Subject: Crash History Evaluation 
Date: 19 June 2021 
Revision: 2 (24 June 2021) 

 
Introduction 
 
1. Between November 2019 and February 2020 Auckland Transport constructed a roundabout at the 

crossroad roads intersection at the intersection of Church Street and Victoria Street in Onehunga as 
a road safety improvement. 
 

2. PTM Consultants (PTM) has been commissioned by Auckland Transport (AT) to undertake a before 
and after investigation of the crash history of the intersection as part of an evaluation of the 
roundabout’s effectiveness.  This technical memo documents the outcomes of PTM’s investigation. 

 
3. AT has also noted that there may be a “halo” effect for adjacent sections of Church Street which 

may have also experienced a reduction in crashes following installation of the roundabout. 
 
Site Location and Background 
 
4. Figure 1 indicates the location of the intersection of Church Street and Victoria Street in Onehunga. 
 

 
Figure 1:  Church Street and Victoria Street in Onehunga 
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5. Before the installation of the roundabout intersection of Church Street and Victoria Street was a 
crossroads intersection with stop priority controls on the Victoria Street approaches.   There was 
high friction surfacing on the Church Street approaches to the intersection.   The intersection layout 
in October 2019 is shown in Figure 2. 

 

 
Figure 2:  Church St / Victoria Street intersection, looking east along Church St before installation of the roundabout 
(October 2019) 

6. The new roundabout comprises a raised table with a fully traversable central island.   There are 
zebra crossings on all four legs, and no splitter islands.   High friction surfacing has been installed on 
the Church Street approaches and the Victoria Street southbound approach.  The roundabout is 
shown in Figure 3. 

 

 
Figure 3: Church St / Victoria Street intersection, looking east along Church St after installation of the roundabout (March 
2021) 
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Crash Analysis System  
 

7. This is an entirely desktop investigation carried out using reported crash history data extracted 
from the Waka Kohati Crash Analysis System (CAS).   
 

8. Two periods have been examined.  For the period before the installation of a roundabout 5 years of 
crash data as been extracted 2015 to 2019.   For the after period only approximately 18 months of 
data are available, from 2020 to June 2021.     
 

9. It should be noted that CAS does not contain a record of all crashes, only those reported by police.  
Also, there may be crashes which have been reported but which have not yet been uploaded at the 
time this investigation was undertaken (June 2021).   
 

10. Collision diagrams are contained in Appendix A and English language reports are site detail reports 
for the CAS data is contained in Appendix B. 

 
Crashes at the Victoria Street / Church Street Intersection 
 
11. For the investigation of the roundabout itself crash data in a 50-metre radius around from the 

centre of the roundabout has been extracted from CAS.    
 

12. During the 5-year period 2015 to 2019 there were 54 crashes recorded at the intersection (refer 
Figure 4).    

 

 
Figure 4:  Recorded crashes 2015 to 2019 at the Victoria Street / Church Street intersection 
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13. Two of these crashes (ID numbers 201978276 and 201987207) happened in December 2020 during 
the construction period, however the traffics crash reports do not mention the construction works. 
 

14. Table 1 shows crashes by year and severity within 50 m of the roundabout.  
 
Table 1:  Crashes by year and severity within 50 m of the roundabout 

Year Non-injury Minor Serious Fatal 
2015 3 0 0 0 
2016 5 2 0 0 
2017 9 6 1 0 
2018 11 9 0 0 
2019 2 9 0 0 
Total 30 23 1 0 

 
15. Of the 54 crashes there 53 were recorded as being crossing/turning type crashes.    Of these 49 

crashes were CAS Type-HA crossing not turning.  This involves drivers on Victoria Street failing to 
give way at the intersection to through traffic on Church Street.   
 

16. None of the crashes were recorded as involving vulnerable road users (VRU) which includes cyclists, 
pedestrians, and motorcyclists. 
 

17. There were no recorded crashes at the intersection in 2020 or 2021 following installation of the 
roundabout. 
  

18. Given the very high number of recorded crashes of one particular type before the intersection was 
upgraded and the absence of any crashes post upgrade it can be concluded that the roundabout 
has been effective at addressing the crash pattern in at this intersection. 

 
Crashes on Church Street either side of the Roundabout 
 
19. To investigate the ‘halo’ effect on Church Street crash history data has been extracted for two 

sections of Church Street close to the new roundabout at Victoria Street.   
 

‘Before’ Crashes  
 

20. To the west of the intersection this section extends from a point 20 m west of Waller Street to a 
point 50 m west of Victoria Street.  To the east of the intersection this section extends from a point 
20 m east of Mountjoy Place to a point 50 m east of Victoria Street (refer Figure 5). 
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Figure 5:  2015 to 2019 CAS data for Church St sections either side of the new roundabout. 

21. Table 2 shows crashes by year and severity in these sections. 
 
Table 2:  Crashes by year and severity on Church St either side of the roundabout but not within 50m. 

Year Non-injury Minor Serious Fatal 
2015 3 2 0 0 
2016 4 1 0 0 
2017 4 2 0 0 
2018 11 3 0 0 
2019 4 2 0 0 
Total 26 10 0 0 

 
22. The most common crash type was crossing/turning type crashes (19 crashes / 52%) followed by 

rear-end/obstruction type crashes (12 crashes / 33%).   The remaining five crashes were a mix of 
pedestrian, overtaking, and head-on type crashes. 
 

23. Of the crossing/turning type crashes there were 11 which were CAS Type-HA crossing not turning.    
These consisted of three non-injury crashes at the Spring Street / Church Street cross-roads and 
two minor-injury and six non-injury crashes at the Alfred Street / Church Street intersection. 
 

24. Of the 12 rear-end/obstruction type crashes 7 involved a collision with a parked vehicle (all non-
injury).   The remaining 5 involved collisions with an occupied vehicle which was stationary or 
slowing. 
 

25. Two crashes involved pedestrians.  There was a minor injury crash in September 2017 involving a 
pedestrian crossing Church Street between Galway Street and Waller Street intersections, and a 
minor injury crash in September 2017 involving a pedestrian crossing Church Street between the 
Alfred Street and Mountjoy Place intersection. 
 

26. There were two crashes involving motorcyclists, both of which were minor injury crashes and both 
of which involved the driver of another vehicle turning right across the path of the motorcyclist.   
The first happened in August 2015 at the entrance to St Joseph’s School east of the intersection 
with Galway Street, and the second happened in February 2018 at the intersection of Spring Street 
and Church Street. 
 

27. There were no crashes recorded involving cyclists. 
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28. There were two recorded crashes on the 11th and 19th of December 2019.  AT records show that 
were no active works on site between the 10th and the 27th of December 2019 but there was 
unattended traffic control in place.    Both crashes involved drivers entering the intersection from 
one of the Victoria Street approaches failing to give way to traffic on Church Street.  Both crash 
reports specifically mention the stop signs showing they were in place at the time of the crash.   The 
roundabout works were not mentioned in the traffic crash reports for these crashes and do not 
appear to have been a contributing factor in the crashes.    The information on the traffic crash 
report indicated that the roundabout is not yet being implemented, therefore these two crashes 
have not be included in the post-implementation analysis. 
 
‘After’ Crashes 

 
29. There were five recorded crashes in the January 2020 to June 2021 period.  No crashes happened 

during construction of the roundabout which concluded in February 2020.   
 

30. All ‘after’ crashes happened in the section to the west of the roundabout in the section between a 
point 20 m west of Waller Street and a point 50 m west of the roundabout at Church Street.    
 

31. There were no recorded crashes east of the roundabout.   As there was a previously a clear pattern 
of failure to give way crashes at the Alfred Street / Church Street intersection and there have been 
no recorded crashes since the roundabout was installed at Victoria Street to the west there is 
evidence to form a preliminary view that there is a ‘halo’ effect on adjacent parts of Church Street.  
However, it should be kept in mind that there is only a relatively short period of post-construction 
crash history available to draw this conclusion from. 
 

32.  In the section of Church Street between a point 50m west of the roundabout at Church Street and 
a point 20m west of Waller Street.  There were five recorded crashes following construction of the 
roundabout, which were: 

a. Crash 2020155869, 17/06/2020, minor injury.   This was a nose-to tail crash involving a 
learner driver which happened at the Spring Street / Church Street intersection 

b. Crash 2020156196, 24/06/2020, non-injury.  This crash involved a driver failing to give 
way when turning right at the Waller Street / Church Street intersection. 

c. Crash 2020159301, 18/07/2020, minor injury.   This was a CAS Type-HA crossing not 
turning crash at the Spring Street / Church Street intersection.  It involved a driver who 
was being pursued by another driver following another collision incident earlier. 

d. Crash 2020188445, 09/08/2020, non-injury.  This crash involved a vehicle colliding with 
a parked vehicle approximately 56 m east of Spring Street. 

e. Crash 2020170039, 15/11/2020, non-injury.   This crash involved a driver pushing the 
accelerator pedal rather than the brake when attempting to park near the Waller Street 
/ Church Street intersection. 

 
33. The recorded crash types in the section to the west following the installation of the roundabout are 

broadly in line with the types which were recorded before installation of the roundabout.   
 

34. There were 18 crashes recorded in this area over 5 years, equating to rate of 3.6 crashes per year.   
In the 16 months following construction of the roundabout there have been 5 recorded crashes, in 
this section equating to a rate of 3.76 crashes per year.    
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35. Based on this data there appears to be no evidence that the roundabout has had a ‘halo’ effect on 
crash rates or types in the section of Church Street to the west of the roundabout (between a point 
20m west of Waller Street and a point 50m west of the roundabout).   However, given that 
relatively little post-roundabout construction crash data exists for this section this lack of evidence 
does not demonstrate conclusively that there is no ‘halo effect’ on the west side of the roundabout. 
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