




INTRODUCTION 
This Waterloo Station TOD Reference Design Urban and 
Landscape Design Report has been prepared by Boffa Miskell Ltd.  

It is intended as a Technical Report to support the overall project 
Design Report led by Grimshaw Architects.   

The project purpose, background, objectives and process 
(including optioneering and evaluations) are provided for in the 
overall Reference Design Report and Feasibility Report.  
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Prior to colonisation the valley has long been a significant place for 
Māori with Te Awa Kairangi (Hutt River) providing movement routes, and 
resources such as food and materials1.   

Post European settlement, the Hutt Valley, part of the Te Whanganui A 
Tara Wellington region, has long been a purposefully ‘planned’ urban 
area. 

The process of urbanisation purposefully included a rail link to create land 
value uplift and the motivate a market response to deliver residential. as 
well as commercial development. This was to provide employment as well 
as services to support people living in the area.  

The central government of the day had purchased land in advance of the 
rail investment in order to provide for the public benefits in land value 
uplift this delivered.

As shown in Figure 1, the planned street network is generally ‘block 
based’ and orthogonal. Key nodes including local centres with parks and 
stations sit along the rail and road corridors.  

In 1927 the rail line reached Waterloo, which at that time was a terminal. 
Before it was developed, the open fields were part of a fertile horticultural 
economy. The advent of the rail line came with the street pattern and 
urban form still largely present today.  

Government investment in housing and the infrastructure to support this 
continues to this day.  Key investments include in:

•	 flood protection infrastructure, such as RiverLink, which includes 
Melling Station as part of a series of transport improvements 

•	 water infrastructure (aquifer protection and linkages to storage - Pipe 
Bridge

•	 housing intensification (Kainga Ora) as well as private investments - 
Hutt Valley and Wainuiomata

•	 road infrastructure (Highways and potential Cross Valley Link RONS).

1	 Note that GWRC have been responsible for engagement with mana whenua partners - the 
authors of this report have encouraged early participation of mana whenua in the design 
process.

 

Figure 1: Urbanisation of the Hutt Valley has occurred following a deliberate public investment in public infrastructure and gaining public 
benefit from land value uplift

Figure 2: Waterloo Station was developed in 1927 (photo 1939) and was accompanied 
by new street layouts and new housing.  The station was a single track 
terminal at that time.  Access to the station was at grade (there was no 
underpass).

1.	 URBAN DEVELOPMENT CONTEXT

Figure 3: Waterloo Station (photo 1950) was at one time single sided (there is a suggestion 
of a previous over pass leading from the right corner of the photograph). 
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Figure 9: Looking south-west from Waterloo Station to Hutt City in the distance

Figure 10: Early image of Te Awa Kairangi (Hutt River) which shows meandering form and vegetated islands 

Figure 11: Map of the multiple river channels and meandering nature.  

2. 4.	 CENTRES
The Waterloo local centre is immediately adjacent on the east side of 
the Station. It has a formal layout of shops arrayed around a green 
square (Trafalgar Square). The centre is of a small, local scale with 
such offerings as cafés, takeaways and a bookstore a, and appears to 
be commercially viable. The Square supports a public building (Plunket 
Rooms) and small playground.  Cambridge Terrace is a busy street and 
severs the centre and station. An underpass connects the two (further 
commentary in Local Influences below). Large trees also severe a visual 
connection from Waterloo centre to the Station. 

The west side of the station also supports a few small retail premises 
which sit on the streets that ‘fan’ off Oxford Street.  Hutt City Centre 
begins 1km from the station, linked by Knights Road. 

Key urban design and landscape considerations:
•	 Immediacy of eastern side centre with its square and formal 

shops that frame this space generates the primary opportunity 
for gaining public realm integration benefits

•	 The western link towards the Hutt City centre should be 
maintained (accessibility from centre to Waterloo can be 
enhanced with investment in cycle infrastructure) given the 
bus link to city centre bus hub (outside Queensgate).  The 
enhanced access and increased utilisation of the Waterloo 
interchange can offset some of the loss of service during the 
reconstruction of the Melling Line associated with RiverLink.  

2. 5.	 WATER AND VALLEY FORM
The aquifer under the valley is a high value regional water supply 
resource and the Treatment Plan adjacent to the station is an important 
component that cannot be put at risk.  The building is a large block which 
sits abruptly in the urban context and has some functional requirements 
for services access.  There are various geotechnical/structural constraints 
to consider in regards to the Waterloo Station development above the 
aquifer addressed by other technical reports.

Te Awa Kairangi (Hutt River) and Waiwhetu Stream have been a 
fundamental shaper of the valley and is integral to the character and 
cultural values of the area (refer Figure 10 and Figure 11). 

Key urban design and landscape considerations:

•	 Recognition of significance of water for Māori and 
representation in design of the station and place.

•	 Understanding of the river’s more braided form with banks and 
vegetated islands shaped by flooding and deposition.

•	 Recognition that with the need to cross multiple waterways 
(and latterly over rail and roads) that bridges are a common 
structure in the landscape.

•	 Potential for flood hazards and the groundwater influence to 
the viability of below ground infrastructure such as underpass 
(refer Figure 12).

•	 Responsible use and improving quality of water disposed of 
from the site.

•	 Mitigating the scale of the Treatment Plant building and its 
edges on the quality of the station public realm.

Figure 12: Source HCC GIS Flood Risk  
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Figure 15: Trafalgar Square - seating and reasonable quality of public realm Figure 16: Photograph of underpass use  - morning school pupil use

Figure 17: Photograph - Knights Rd - poor pedestrian and bus user infrastructure  Figure 18: Photograph - Cambridge Terrace  - poor pedestrian environment - also shows 
contemporary urban redevelopment opposite station parking area

3. 3.	 USEAGE AND PUBLIC LIFE 

Observations (refer to Appendix 1 for more information) of station users 
identified that (key summary points):

•	 At morning peak times users were both making rapid changes from 
bus or car to train, as well as more slower-paced arrival and waiting 
for train.

•	 There were multiple school age users going through the station 
underpass - including primary aged-children (refer Figure 16). Many 
were on scooters.

•	 The relevant immediacy of bus stop C and D and the platform was 
observed to allow for quick and efficient transfers. 

•	 Trafalgar Square car parks were used for drop-offs to avoid the busier 
road on the northern side, or going through the station drop off point.

•	 At evening peak people were observed waiting for train arrivals to 
meet passengers.

•	 At Trafalgar Square there was observed use of sitting beneath trees 
and use of the central Plunket Building. The building is used for other 
community groups. The square and the east side has a pleasant 
public realm amenity (refer Figure 15).

•	 There is otherwise generally a poor pedestrian/public environment in 
the immediate vicinity of the station and local streets that connect with 
it (refer Figure 17 and Figure 18).

3. 4.	 CLIMATE

•	 The east side of the station (the station side that trains travelling into 
the city arrive and depart from) receives the morning/rising sun and 
the west (the station side that trains travelling out from the city arrive 
and depart from) receives the evening sun. 

•	 Temperature ranges are typically moderate, but in winter can be 
uncomfortable cold in combination with southerly winds (which blow 
under canopies and into platforms).

•	 Hotter temperatures are more occasional than predominant, but 
the valley can have elevated heat compared with the more coastal 
locations.
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APPENDIX 1
OBSERVATIONS 

 CONNECTIVITY

LANDSCAPE / IDENTITY / CULTURE / CLIMATE 

URBAN DEVELOPMENT
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•	 There are significant values of Te Awa Kairangi for mana whenua – 
mana whenua will need to guide this narrative.

•	 River plain – braided river, flowing water – key theme in landscape 
identity – and remnants in places – braids/islands of large swamp 
podocarp trees – kahikatea, tōtara with raupō and vines.

•	 Flood risks and urbanisation – bridges and stopbanks are part of 
today’s landscape – along and across movements.

•	 Hutt Valley was established as a garden city. This design was 
incorporated within the urbanisation of the area in building model 
worker dwellings, but has lost its identity over time with increased 
hardscape and loss of vegetation. This is a colonial concept that while 
not a contemporary aspiration, has created a need for greening of the 
area.  

•	 Formal park spaces and centre space are provided by Trafalgar 
Square on Cambridge Street side. Oxford Terrace there is a more 
abrupt transition between Station and Street.  

•	 There is a clearer centre identity on east side – Plunket rooms, trees, 
play, space formed by built edges. A strong sense of community scale 
that has no relationship to the Station frontage. 

•	 The Station sits in the middle of the valley with views to hills (regional 
parks). Has potential to provide a strong sense of place that is not 
maximised with outlook opportunities from the station. There is no 
sense of arrival on the platforms.  

•	 There are strong climatic influences due to the surrounding hills, 
including low sunshine hours in winter. Station could provide better 
comfort for waiting in cold temperatures. 

•	 Station orientation: north/east–south/west – morning sun on east side 
– evening sun on west side.

•	 Canopy overhead prevents sunlight access, although height aids light 
penetration – large light wells to underpass are positive.

LANDSCAPE / IDENTITY / CULTURE / CLIMATE 
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VIEWS OUT TO HILLS (EAST FROM CAMBRIDGE STREET) NOT VISIBLE FROM INSIDE 
STATION. LIMITED SENSE OF PLACE.

STATION RECEIVES GREAT SUNLIGHT IN SUMMER. STATION DOES NOT PROVIDE 
OPPORTUNITY TO ENJOY SUNSHINE, NOR WELCOMING SPACES TO SEEK SHADE.
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