
 

1 
 

 

 

 

 

 

 

CBD Pedestrian Improvements 
 

Problem Definition and Case for Change 

16 July 2019 



 

2 
 

 .........................................................................................................................................3 

 ..........................................................................................................................................5 

 .................................................................................................................................................6 

 ....................................................................................................................................8 

 ............................................................................. 20 

 .................................................................................................................. 23 

 .................................................................................................................................................. 24 

 .............................................................................................................................................. 25 

 ...................................................................................................................................................... 26 

 



 

3 
 

 
The Early Delivery workstream is a component of the wider Let’s Get Wellington Moving (LGWM) 
programme and is tasked with developing and implementing components of the LGWM programme 
that are capable of progressing in the short-term (up to five years), ahead of the more complex 
components of the wider programme of investment. 

The Central City Pedestrian Improvements project is one of the Early Delivery projects. It aims to 
make walking more attractive and convenient and improve liveability, accessibility, productivity, 
safety and modal choice options. 

Over 90,000 people work in Wellington CBD, over 10,000 live in Wellington CBD and many more 
people come to the CBD for education, shopping or leisure. Walking is a significant component of 
the majority of these trips, particularly for the ‘first mile / last mile’ section where people get from the 
place that they park or alight public transport to their desired destination. 

A safe, efficient and high-quality walking network is important for improving the city’s productivity, 
amenity, accessibility, safety and liveability. 

Based on analysis of pedestrian volumes throughout the CBD, three corridors – Vivian Street, 
Quays / Watefront and Bowen Street / Whitmore Street – were selected to be the focus of the early 
improvements for the following reasons: 

 they represent significant pedestrian desire lines 
 have high pedestrian crossing demand conflicting with high traffic volumes 
 have high cycle times and long wait times for pedestrians 
 result in severance issues for pedestrians 

In terms of average weekday volumes by mode along / crossing these corridors: 

 Vivian Street  
o 20,000 people travelling along the corridor in a car at any particular point, 30,000 

pedestrians crossing along the entire length of corridor (60% pedestrians) 
 Quays / Waterfront  

o 46,000 people travelling along the corridor in a car at any particular point, 30,000 
pedestrians crossing along the entire length of corridor (40% pedestrians) 

 Bowen / Whitmore 
o 17,000 people travelling along the corridor in a car at any particular point, 45,000 

pedestrians crossing along the entire length of corridor (75% pedestrians) 

In terms of average weekday delay per person by mode at 3 intersections along the focus corridors: 

 Vivian St / Cuba Street 
o 2s delay per person travelling along in a car, 50s delay per pedestrian crossing the street 
o pedestrians account for 35% of volumes but 94% of delays 

 Queens Wharf / Jervois Quay  
o 5s delay per person travelling along in a car, 47s delay per pedestrian crossing the street 
o pedestrians account for 10% of volumes but 40% of delays 

 Whitmore St 
o 20s delay per person travelling along in a car, 40s delay per pedestrian crossing the 

street 
o pedestrians account for 60% of volumes but 75% of delays 

This analysis demonstrates that there is significant pedestrian demand crossing all three corridors, 
and that pedestrians experience a disproportionate amount of delay along these corridors relative to 
people travelling in a car. 
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Whilst only weekday information has been presented above, evidence contained within this case for 
change document shows that the analysis and conclusions equally apply to weekends, particularly 
along the Vivian Street and Waterfront corridors. 

Preliminary economic analysis suggests that the total cost of annual pedestrian delays at three 
selected intersections along the focus corridors could be between $5m and $7m per annum.  

Overall the evidence identifies a significant problem – disproportionate delay for pedestrians 
crossing the focus corridors (relative to cars) – and presents a compelling case for change and a 
basis for further investigations. 

Eliminating all pedestrian delay is unrealistic – it would result in significant delays for general traffic 
and at a network level would impact some of the measures (safety, amenity, liveability, accessibility) 
that we are seeking to address via the pedestrian improvement programme. 

There is likely to be a solution that lies somewhere in the middle, where the transport system is 
rebalanced so that pedestrians experience a lower proportion of delays.  

Whilst the details would be developed and modelled during the next phase of work, it could include 
improvements at the busiest pedestrian intersections and / or deliver small / medium scale 
improvements along the whole corridor that could deliver significant benefits for pedestrians and 
enhance the productivity of the whole city. 
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Background 

Let’s Get Wellington Moving (LGWM) is a joint initiative between Wellington City Council, Greater 
Wellington Regional Council, and the New Zealand Transport Agency. LGWM seeks to deliver an 
integrated transport system that support the community’s aspirations for how Wellington City will 
look, feel and function. The LGWM focus area is from Ngauranga Gorge to the Airport, including the 
Wellington Urban Motorway and connections to the central city, hospital, and the eastern and 
southern suburbs. 

The Early Delivery workstream is tasked with developing and implementing components of the 
LGWM programme that are capable of progressing in the short-term (up to five years), ahead of the 
more complex components of the wider programme of investment. 

The purpose of the Early Delivery workstream is to demonstrate to the community and our 
stakeholders the direction of the wider programme and to pave the way for the larger programme 
components that may be several years away from implementation. 

The LGWM Programme Objectives are as follows: 

 Liveability – enhancing liveability in the central city 
 Access – providing more efficient and reliable access 
 Multimodal – reducing reliance on private vehicle travel 
 Safety – improving safety for all users 
 Resilience – adapting to disruptions and future uncertainty 

Our Strategic Approach 

We’re focused on moving more people with fewer vehicles and encouraging urban development 
alongside transport investment. Before doing anything else we will: 

 Find ways to get more out of the existing transport system and make it safer to use 
 Encourage people to walk, use public transport, and cycle for more trips, and make fewer trips 

by car 

We will do this by delivering on our strategic interventions: 

 Encourage mode shift to walking, cycling, and public transport 
 Enable mode shift with key changes to walking, cycling and public transport infrastructure, and 

land use policies 
 Create dedicated/priority routes to support key changes 
 Reduce road space for general traffic on dedicated/priority routes 
 Manage the network to limit increases in general traffic and operate the network safely and 

efficiently 
 Relocate general traffic away from the central city to an improved bypass route 

The Central City Pedestrian Improvements project is one of the Early Delivery projects. It aims to 
make walking more attractive and convenient and thus enhance the liveability and productivity of the 
central city. 

This document focusses on the pedestrian improvements, summarising the current evidence base in 
terms of pedestrian volumes, delays and safety, defining the problem and outlining the case for 
change for pedestrian improvements. 
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90,000 people work in CBD, 10,000 people live in CBD, many more people come to the CBD for 
shopping, education and leisure; every trip to / from / within the CBD will involve an element of 
walking 

Every day, over 90,000 people commute to a place of work in Wellington CBD, with a walking leg 
being a component of most commuter trips: 

 Of the 17,000 people that arrive from trains at Wellington Station in the AM peak, over 90% walk 
to their final destination with the majority of destinations within 1 to 1.5km of Wellington Station 

 Over 11,000 people walk from the inner suburbs – Newtown, Mt Cook, Thorndon, Kelburn, 
Hataitai – into Wellington CBD every morning peak period 

 The 2013 Census showed that 6,500 people lived and worked in Wellington CBD, with the 
majority walking to work; based on recent population growth in the CBD, the current figure is 
likely to be nearer 10,000 

 Anyone who drives or takes the bus into the CBD is likely to have to walk from the place where 
they park or alight public transport to their place of work 

In summary, walking is a significant component of many commuter trips, particularly for the ‘first mile 
/ last mile’ section where people get from the place that they park or alight public transport to their 
desired destination. 

Many people also travel to / from / within Wellington CBD for non-work purposes, such as accessing 
places of education, shopping or leisure. Again, for the majority of these trips, an element of walking 
will be involved. 

Due to the compact nature of Wellington CBD and the proximity of government buildings and offices 
to each other, many employers business trips between offices and meetings are made on foot. 

In summary, almost every trip to / from / within Wellington CBD will involve an element of walking; 
given that over 90,000 people work in the CBD, walking is the main mode for many employer’s 
business rtrips within the CBD (i.e. walking between meeting), over 10,000 people live in the CBD 
and it is a hub for shopping and leisure activities during weekdays and at the weekend, this equates 
to a significant number of pedestrian trips every week. 

Wellington City Council have undertaken the following annual pedestrian surveys covering a number 
of areas within the CBD since 2001, focussing on the in AM peak (7am to 9am): 

 Cordon survey – pedestrians crossing a cordon around Wellington CBD 
 Railway screenline survey – pedestrians crossing Whitmore Street heading from Wellington 

Station towards the CBD 
 Waterfront screenline – pedestrians crossing Quays to waterfront 

Figure 1 below shows the growth in pedestrian volumes across these locations over the last 16 
years, expressed as a three year rolling average. 
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Figure 1 Pedestrian volumes at surveyed locations, 2002 to 2019 (3yr rolling average, Wellington CBD Cordon survey) 

 
The data shows the following in terms of growth in pedestrian volumes during the AM peak: 

 Overall growth of 40% over 17-year period when assessed across the 3 surveys 
 CBD cordon - growth of 19%1 
 Railway screenline - growth of 37% 
 Waterfront screenline -growth of over 150% 

This high-level analysis, drawing upon a sample of data from a number of source, indicates that 
there has been significant growth in pedestrian activity to / from and within Wellington CBD in the 
last 10 to 20 years, driven by population growth, economic growth and residential intensification 
within the CBD. 

Looking to the future, current projections suggest that Wellington City’s population could increase by 
between 50,000 and 80,000 people over the next 30 years, with a significant proportion of this 
growth occuring in the CBD and / or resulting in an increase in trips to / from the CBD to access 
employment and leisure opportunities. 

When combined with an over-arching vision to move more people with fewer vhicles, this growth is 
likely to result in a significant increase in pedestrian demand within the CBD. 

A safe, efficient and accessible pedestrian network is a vital component required to support this 
vision and realise the growth potential of Wellington CBD. 

 

                                                           
1 Note that growth in walking trips from home to work / education that are entirely within the cordon will have been much 
higher over the period in question as a result of +100% growth in CBD population during the period 
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Focus corridors – Vivian Street, Waterfront / Quays, Whitmore Street / Bowen Street 

The LGWM active mode tool was developed by Beca in 2016 from observed pedestrian volumes, 
the purpose being to provide a high level visualisation of pedestrian link demand throughout the 
CBD and be used as a tool to understand and assess the impact of proposed pedestrian 
interventions. 

Whilst the pedestrian data does not cover all intersections in the CBD, requiring a level of 
interpolation and professional judgement to fill the gaps, the tool is a useful resource for providing an 
overview of pedestrian demand and can be used to identify the highly trafficked pedestrian corridors.  

Figure 2 below is taken from the LGWM active mode tool and presents an estimate of daily 
pedestrian volumes by link within the CBD. It highlights that there are significant pedestrian volumes 
along the following routes and corridors: 

 the waterfront and the crossing points between the waterfront and CBD 
 heading south from Wellington Station towards the CBD via Featherston St and Lambton Quay 
 Golden Mile  
 the Terrace 
 between the inner southern suburbs (i.e. Lower Cuba Street, Mt Cook, Newtown) and Te Aro, 

via Cuba Street, Taranaki Street, Tory Street 

Figure 2 Daily pedestrian volumes by link (source: 2016 traffic and pedestrian counts active mode tool) 
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The focus corridors were selected based upon a number of criteria: 

 pedestrian volumes – corridors with high pedestrian crossing volumes  
 traffic volumes – crossings with significant, all-day traffic volumes  
 cycle time – intersections with high cycle timings, which are likely to result in significant delays 

for pedestrians 
 severance – whilst assessed qualitatively, corridors that create significant severance were 

identified  

Based on the criteria the focus corridors were decided to be: 

 Vivian Street (between Willis Street and Kent / Cambridge Terrace) 
 Waterfront (Waterloo Quay to City to Sea Bridge) 
 Quays to Terrace (via Whitmore Street/Bowen Street or Stout Street) 

The Golden Mile was excluded from the selected corridors as pedestrian improvements will be 
covered as part of the Golden Mile bus priority early delivery improvement package. 

Figure 3 shows the physical locations of these journeys, together with the signalised intersections 
that are the crossing points and daily weekday pedestrian volumes at these intersections. Note that 
whilst pedestrian volumes at selected intersections along the Golden Mile are included in the 
graphic, this corridor is included in the ‘Golden Mile’ early delivery project. Pedestrian levels of 
service will be considered as part of the work being undertaken on this corridor.  

Figure 3 Daily pedestrian volumes along focus corridors 
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For the purpose of this case for change, the analysis has been simplified to focus on the following 
unless otherwise stated: 

 the average number of cars travelling along the corridor at any one point (i.e. along Vivian 
Street, Whitmore / Bowen, Waterfront) 

 the number of pedestrians crossing along the corridor at signalised intersections along its 
entire length (i.e. excludes people jay-walking or crossing side roads that join the corridor) 

Whilst simplisitic, this approach is considered appropriate for highlighting some of the key problems 
and opportunities along the corridors in question to be used as a basis to guide further more detailed 
investigations. 

Note that the pedestrian data used in this document is a combination of 2016 pedestrian counts 
(obtained by video cameras) and 2019 cordon survey counts (obtained by manual methods).  The 
data should therefore be interpreted in this context, with the focus on the relativities between modes 
and different locations as opposed to the absolute numbers per se.  

High Level Summary 

Pedestrians account for between 40% and 80% of total volumes (defined as cars travelling along 
and pedestrians crossing) along the focus corridors 

Figure 4 below summarises at a daily level (7am to 7pm) vehicles travelling along and pedestrians 
crossing the corridors, with the percentage split by mode. 

Figure 4 Estimate of daily number of people in cars and pedestrians crossing the selected corridors (source: 2016 traffic and 
pedestrian counts) 

 

 

The analysis shows the following: 

 On an average weekday, in absolute and percentage terms, pedestrians account for the 
following volumes crossing the respective corridors: 
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o 40% or 30,000 (Waterfront) 
o 77% or 50,000 (Whitmore Street) 
o 60% or 30,000 (Vivian Street) 

 The pedestrian share is slightly lower at weekends on the Waterfront and Vivian Street 
corridors, primarily a function of higher car occupancies during the weekend and lower 
pedestrian activity 

 The pedestrian share is significantly lower on Whitmore / Bowen Street at the weekend 
due to significantly lower volumes of pedestrians associated with the railway station at the 
weekend compared with weekdays 

Overall, however, the analysis highlights that pedestrians account for a significant proportion of 
people using, and crossing, the three corridors. 

Vivian Street 

Around 30,000 people cross Vivian Street during an average weekday, with the around 75% doing 
so at Taranaki Street and Cuba Street. At the weekend, Vivian Street is the busiest crossing point 
accounting for nearly 50% of all pedestrian crossing Vivian Street, followed by Tory Street. The 
average pedestrian crossing Vivian Street has to wait for 50s at signalised crossings. 

Figure 5 below shows persons crossing Vivian Street, by mode and time period (2016) 

Figure 5 Persons crossing Vivian Street and Karo Drive by mode and time period (source: 2016 traffic and pedestrian counts) 

  

 

It shows the following: 

 On an average weekday during peak period, pedestrian crossings of Vivian Street are split 
relatively evenly between Cuba Street, Taranaki Street and Tory Street 

 During the weekend and inter-peak, the Cuba Street / Vivian Street intersection is the 
busiest for pedestrian volumes 

Figure 6 below shows the daily number of pedestrians crossing Vivian Street, by intersection. It 
highlights that Vivian Street / Cuba Street is the busiest intersection for pedestrians on an average 
weekday and even more so at the weekend. 

Changes in pedestrian volumes and patterns between an average weekday and weekend are a 
function of different streets serving different purposes – Taranaki Street is primarily a commuter 
corridor (busiest during weekdays) whilst Tory Street is primarily a shopping and leisure corridor 
(busiest during weekends).   
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Figure 6 Daily pedestrian volumes crossing Vivian Street by intersection (source: 2016 traffic and pedestrian counts) 

 
Figure 7 below shows average pedestrian wait time for pedestrians wishing to cross Vivian Street at 
signalised intersections. It shows that, depending on the intersection, pedestrians have to wait 
between 40s and 55s on an average weekday or weekend (excluding late evenings / early mornings 
when low traffic volumes allow SCATS allows cycle time to be optimised)  

Figure 7 Average wait time for pedestrians crossing Vivian Street (seconds) 
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Whitmore Street / Bowen Street - Quays to Terrace 

Around 45,000 people cross Whitmore Street / Bowen Street on a typical weekday, with only 
10,000 doing so on a typical weekend day (except when there are events) 

Whilst Featherston Street is the busiest crossing location, particularly during the peak period, all 
crossing locations see significant pedestrian crossing volumes throughout the day 

Every morning peak, 17,000 people alight from rail services at Wellington Station between 7am and 
9am. Over 90% of people exit the station and make their way to their final destination on foot, with 
the majority of these walking trips heading south towards the central CBD and Lambton Quay. 

Pedestrians use different corridors to access these destinations depending on personal preference 
and their end destination. 

Waterloo Quay, Featherston Street, Stout Street, Lambton Quay and the Terrace are the major 
routes that pedestrians use between the station area / Thorndon and CBD. This can be seen 
visually in Figure 3 from the active mode tool (accepting the limitation that Stout Street is missing 
from this analysis) 

Figure 8 and Figure 9 below shows graphically and visually the daily number of pedestrians crossing 
Whitmore Street / Bowen Street by location, obtained from the 2016 count data.  

Figure 8 Daily number of pedestrians crossing Whitmore / Bowen Street (source: 2016 traffic and pedestrian counts) 
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Figure 9 Daily number of pedestrians crossing Whitmore / Bowen Street (source: 2016 traffic and pedestrian counts) 

 

Featherston Street is the busiest weekday crossing point with over 17,000 daily pedestrian 
crossings, followed by Lambton Quay.   

Weekend pedestrian volumes crossing Whitmore / Bowen Street are significantly lower than 
weekday volumes. This is because the majority of weekday pedestrian trips are made by 
commuters, combined with the fact that there are relatively few leisure facilities at that end of town to 
attract pedestrians at the weekend, except perhaps during events when significant numbers of 
people are walking to / from the station. 

Route choice is a function of a person’s final destination, directness / travel time (a function of the 
number of crossings and crossing delay) and other considerations such as pedestrian footpath width 
/ level of service, whether the route is sheltered from the rain, amenities along the route such as 
coffee houses. 

These factors in combination will go some way to explaining differences in pedestrian volumes on 
the main corridors between the railway station and destinations in the CBD, despite that fact that 
signal cycle times and pedestrian delays are broadly the same at the point where these corridors 
crossing Whitmore Street: 

 Featherston Street – 4,500 pedestrians crossing Whitmore St (AM peak) 
 Stout Street – 3,200 pedestrians crossing Whitmore St (AM peak) 
 Lambton Quay and Customhouse Quay – 2,800 pedestrians crossing Whitmore St (AM peak) at 

each location 

Note: Traffic volumes, signal cycle times and level of delay for pedestrians crossing Whitmore Street 
is broadly the same across all four intersections 
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One of the reasons why pedestrians favour Featherston St as opposed to Stout Street could be the 
poor amenity and facilities on Stout Street, as shown in the photos in below.  

The first of these shows the intersection of Bunny Street with Featherston Street and Stout Street. 
Pedestrians wishing to walk between the railway station and Stout Street have to cross three 
separate pedestrian crossings at this intersection (as opposed to one for Featherston Street 
corridor) 

The second picture shows the intersection with Ballance Street. Pedestrians have to cross Ballance 
Street at a location where there are no specific pedestrian facilities. The third picture shows the view 
of the railway station from Lambton Quay, highlighting the potential of the Stout Street corridor. 

The final photograph shows the intersection between Bowen Street and The Terrace (looking 
south). This is another area where a lack of pedestrian facilities on the southern arm of the 
intersection may detract from the pedestrian’s perception of the crossing and foster a feeling of car 
dominance on what is a key pedestrian corridor between the commercial buildings on the Terrace 
and the parliamentary campus on the north side of Bowen Street.  

The points highlighted above touch on potential barriers and issues for pedestrians, all of which 
would be investigated in any subsequent work.  

Figure 10: below shows pedestrian volumes crossing the railway screenline by direction / corridor / side of street between 7am 
and 9am, with the data obtained from the 2019 railway screenline survey. 

  

  

 

 

 

1 2 

3 4 
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Figure 11 Railway screenline 

 

Figure 12 Railway screenline pedestrian volumes, 7am to 9am, by corridor / direction / side of road (source: 2019 waterfront 
pedestrian survey) 

 

The screenline data shows a more pronounced difference between Featherston Street volumes and 
Lambton Quay / Stout Street volumes (compared to the 2016 traffic counts), a reflection of the fact 
that Featherston Street is mainly a peak period pedestrian corridor whereas Lambton Quay is more 
of an all-day pedestrian corridor. 

Both sources, however, demonstrate that there is significant pedestrian demand between the 
railway station and CBD, demonstrating the value and support for improving pedestrian connections 
between the railway station and Lambton Quay/The Terrace. 

Figure 13 below shows average pedestrian wait time for pedestrians wishing to cross Whitmore 
Street / Bowen at signalised intersections. It shows that, depending on the intersection, pedestrians 
have to wait between 25 and 55s on an average weekday or weekend (excluding late evenings / 
early mornings when low traffic volumes allow SCATS to optimise cycle times based on demand). 
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Figure 13 Average peak period wait time for pedestrians crossing Whitmore Street (seconds) 

 

Quays / Waterfront 

30,000 people cross the Waterfront each day, with signal timings resulting in an average delay of 
between 40s and 60s for each pedestrian compared with nearer 10s for each car 

Bunny Street is the busiest at-grade crossing point, connecting the station with the Waterfront 

The waterfront route – from Waterloo Quay / Jervois Quay to Cable Street / Wakefield Street – is 
used by around 46,000 people in vehicles every day2 that access the CBD or use the route as an 
alternative to the state highway for north-south trips through the city. 

Over 30,000 pedestrians per day cross from the CBD to the waterfont (and vice-versa) to access 
amenities and / or as part of their daily commute in order to utilise the safer, traffic free, higher 
amenity (and in some cases more direct) route along the waterfront. 

The current six lane road results in significant severance between the CBD and Waterfront, affecting 
accessibility and the attractiveness of the waterfront.  

Figure 14 and Figure 15 show, graphically and visually, that over 30,000 pedestrians cross the 
Quays every day, with Bunny Street (station access), Queens Wharf and the City to Sea Bridge 
being the busiest crossing points during a typical weekday. 

Pedestrian volumes crossing the Quays during the weekend are lower, the exception being the City 
to Sea Bridge which has over 8,000 people using it to cross to the Waterfront on a typical weekend 
day3 to access lesiure facilities. This highlights the importance and attractiveness of a high quality 
crossing facilities which, in this instance, remove all conflict and delays with general traffic by grade 
separation.  

                                                           
2 Vehicle occupancy figures of 1.3 (weekday) and 1.8 (weekend) derived from 2019 CBD Cordon Survey 
(weekday) and https://www.pinnacleresearch.co.nz/research/survey/vehicle_occupancy.pdf equate to average 
of ~46,000 per weekday and per weekend day 
3 2019 Waterfront cordon survey 
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Figure 14 Daily number of pedestrians crossing Quays to Waterfront (source: 2019 waterfront survey) 

 

Figure 15 Daily pedestrian volumes crossing waterfront (source: 2019 waterfront survey) 
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Figure 16 below shows that the average pedestrian wait time is 55s for intersections along the 
northern section of the quays. 

These figures are longer than what could be considered an upper bound (according to best practice) 
and are in the range where a significant proportion of pedestrians will become annoyed with the 
level of delay: 

 Pg 15-19 of the Pedestrian Planning Guide 2008 
(https://www.nzta.govt.nz/assets/resources/pedestrian-planning-guide/docs/chapter-15.pdf) 
suggests that the longest average waiting time should be 30 seconds. 

 Research suggests that greater the pedestrian delay, the greater the frustration and the more 
likely people are to violate signals (creating safety issues)4 

 Research suggests that 30% to 40% of pedestrians might be annoyed if their wait was up to 20s, 
but this percentage increased to over 70% if the wait were greater than 20s 

Figure 16 Average delay at signalised intersections for pedestrians crossing waterfront (seconds) 

 
Based upon this initial analysis and taking into account existing guidelines and research, there is 
significant potential to reduce pedestrian waiting times to a range that would be considered 
acceptable and best practice according to NZTA guidance, resulting in improved accessibility, 
liveability and safety. 

                                                           
4 https://www.transportationgroup.nz/papers/2008/FullPapers/Vallyon,%20Chris%202.pdf 
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Pedestrians crossing Vivian Street and the Waterfront in general experience 10s of delay for every 
1s of delay experienced by people in cars travelling along Vivian Street and the Waterfront. 

Pedestrians experience a disproportionate amount of delay at all intersections, which reduces 
connectivity and accessiblity, adversely impacts safety and can have a negative impact on amenity 
and productivity 

Analysis has been undertaken at one selected intersection along each corridor looking at vehicles 
travelling aloing the corridor and pedestrians crossing the corridor focussing on the following metrics 

 split of demand and delays (in persons) between motor vehicles and pedestrians 
 total delay, by mode 
 average delay per person, by mode 

Figure 17 shows the split of weekday daily volumes and delays by mode and can be summarised as 
follows: 

 at all three locations pedestrians have a greater share of total delays than total volumes; the 
difference is greatest for the Vivian Street / Cuba Street intersection 

 at Vivian / Cuba, 35% of movements are pedestrians crossing Vivian Street but 94% of delays 
are incurred by pedestrians 

 at Queens Wharf / Post office square, on an average weekday pedestrians crossing to / from the 
waterfront account for 9% of volumes but incur 39% of total delays 

 at Whitmore / Featherston Street, pedestrians crossing Whitmore Street account for around 60% 
of movements but 75% of delays 

Figure 17 Percentage split of demand and delays by mode (source: 2016 traffic and pedestrian counts) 

 



 

21 
 

There is a similar pattern for weekends for Vivian Street / Cuba Street and Queens Wharf / 
Quays, with pedestrians accounting for a dis-proportionate amount of total delay relative to 
people in cars.  

At Whitmore Street  / Featherston Street the weekend picture is more balanced as there are 
slightly fewer people in cars but significantly lower pedestrian volumes. 

Figure 18 shows total delay (person minutes) by mode for an average weekday and weekend 
day, showing the following: 

 over 10,000 minutes of delay per day for pedestrians crossing Vivian Street, compared to 
less than 1,000 minutes for vehicles travelling along Vivian Street5 

 pedestrians at Whitmore Street / Featherston St experience, on average, 13,000 minutes of 
delay each day compared to only 5,000 minutes delay per day for general traffic 

 at the Waterloo Quay / Bunny Street / Waterfront intersection, persons crossing to / from the 
waterfront experience 2,500 minutes of delays per day; people in cars experience over 4,000 
minutes of delay per day; analysis at this location excludes cyclists who use this location as a 
crossing point from Thorndon Quay / Hutt Rd to the Waterfront  

Figure 18 Total delay per day (person minutes) by mode; (source: 2016 traffic and pedestrian counts) 

 
Figure 19 shows average delay per person by mode and shows the following: 

 at all intersections, average delay per person is greater for pedestrians than cars 
 the difference is greatest at Vivian Street / Cuba Street and Queens Wharf / Post Office Square / 

Waterfront, where average delay for pedestrians is between 40 and 50 seconds yet average 
delay for cars travelling along the corridor is less than 5 seconds 

                                                           
5 Theoretical delay directly attributable to signals at intersection 
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Figure 19 Average delay per person by mode (source: 2016 traffic and pedestrian counts) 

 
In summary: 

 pedestrians experience a dis-proportionate amount of delay at all intersections, which 
reduces connectivity and accessiblity, adversely impacts safety and can have a negative 
impact on amenity and productivity 

 Featherston St / Whitmore street has the highest pedestrian volumes relative to vehicle 
volumes 

 At Vivian / Cuba Street and Queens Wharf / Post Office square, on average pedestrians 
experience 10s of delay for every 1s of delay experienced by people in cars 

Whilst purposefully simplistic and focussed on the busiest intersections (for pedestrians) along 
the three corridors, based on knowledge of signal timings the issues identified above will be 
broadly representative of all intersections along the corridors where there are conflicts between 
people in cars (travelling along the corridor) and pedestrians (crossing the corridor). 

With four of the LGWM objectives centred around improving ‘amenity, liveability, safety and 
modal-choice’, the evidence presented above suggests that by optimising signals by considering 
people (as opposed to cars) to reduce delays for pedestrians, a greater balance could be 
provided between time allocated to people in cars and time allocated to pedestrians, an outcome 
that would provide strong alignment with the LGWM objectives. 
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Pedestrian delays along the selected focus corridors, when monetised, are in the range $5m to $7m. 
Whilst removing all pedestrian delays is unlikely to be feasible, even removing a proportion of delays 
would provide significant benefits when assessed over a 40 yr evaluation period  

Pedestrian delays can be monetised using standard EEM values of time to understand the cost of 
pedestrian delays. Figure 20 below outlines the standard EEM values of time for pedestrians6 

Figure 20 Pedestrian values of time 

 
Figure 21 below estimates annual pedestrian delay in terms of lost time, assuming a value of time of 
$14.10 per hour, for each corridor. This is derived by estimating delays for one intersection on each 
corridor (Cuba / Vivian, Queens Wharf / Quays and Featherston / Whitmore) and extrapolating along 
the corridor. Whilst approximate this approach is considered appropriate for a case for change 
document to give an indication of the potential cost of pedestrian delays. 

Figure 21 Monetisation of costs of pedestrian delays by corridor (interpreted as +/- 20% around the stated figure) 

 
Estimated annual cost of pedestrian delay at 
intersections ($m) 

Estimated annual cost of pedestrian delay along 
corridor ($m) 

Vivian Street 1.1 2.7 

Whitmore St  1.0 3.4 

Quays 0.2 1.3 

Combined  6.0 

 

It shows that when extrapolated (based on pedestrian volumes along the corridor) from one 
intersection to the whole corridor, the combined cost of pedestrian delays for the three journeys 
could be between $5m and $7m. If scaled up to a 40yr evaluation period with a discount rate of 6%, 
this could equate to between $80m and $100m of dis-benefits for pedestrians for these three 
journeys alone.  

Eliminating all pedestrian delay is unrealistic – it would result in significant delays for general traffic 
and at a network level would impact some of the measures (safety, amenity, liveability, accessibility) 
that we are seeking to address via the pedestrian improvement programme. 

There is likely to be a solution that lies somewhere in the middle, where the transport system is 
rebalanced so that pedestrians experience a lower proportion of delays.  

Whilst the details would be developed and modelled during the next phase of work, it could include 
improvements at the busiest pedestrian intersections and / or deliver small / medium scale 
improvements along the whole corridor that could deliver significant benefits for pedestrians and 
enhance the productivity of the whole city. 

                                                           
6 https://www.nzta.govt.nz/assets/resources/economic-evaluation-manual/economic-evaluation-manual/docs/eem-
manual.pdf 
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Personal injury accidents occur throughout the central city, with clusters along the focus corridors, 
particularly the northern section of the Waterfront together with Vivian Street intersections and 
Whitmore Street. 

Figure 22 below is a heatmap showing the locations of injury accidents – fatal, serious and (majority) 
minor – on the Wellington City network over the last 5 years for all modes (left) and pedestrians only 
(right). 

It shows clusters of personal injury accidents along the Waterfront (northern section), Cuba Street, 
Vivian Street and Bowen Street / Whitmore Street7. 

Figure 22 Injury accidents on Wellington City network, 2014 to 2019 (CAS) – all modes (left), pedestrians (right) 

 
As mentioned in earlier sections, research suggests that the greater the pedestrian delay, the 
greater the frustration and the more likely people are to violate signals (creating safety issues)8 

Therefore, whilst subject to further investigation, some of the pedestrian injury incidents could be a 
result of excessive delays resulting in people becoming frustrated and jaywalking. 

 

  

                                                           
7 Note the commentary excludes the Golden Mile and Hutt Road / Thorndon key as these corridors are part of the LGWM 
Early Delivery programme 
8 https://www.transportationgroup.nz/papers/2008/FullPapers/Vallyon,%20Chris%202.pdf 
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The baseline assessment of amenity shows that there are opportunities to improve amenity on the 
Waterfront and Vivian Street (note: Whitmore Street has not been assessed for LGWM but will be 
assessed during any subsequent work focussing on pedestrian improvements) 

An assessment of amenity  was undertaken as part of LGWM PBC to develop a baseline 
quantitative assessment of amenity against which the LGWM options could be assessed. 

Figure 23 shows that many of the routes that are heavily used by pedestrians have a poor amenity 
score (as indicated with the orange and red colours). This indicates that there may be opportunities 
to enhace the quality of the urban realm along these corridors. 

Figure 23 Baseline (Do Minimum) amenity values along selected corridors 
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Over 90,000 people work in Wellington CBD, over 10,000 live in Wellington CBD and many more 
people come to the CBD for education, shopping or leisure. Walking is a significant component of 
the majority of these trips, particularly for the ‘first mile / last mile’ section where people get from the 
place that they park or get on/off public transport to reach their desired destination. 

To further encourage walking as a modal choice, evidence as presented in this Case for Change 
has identified a series of problems that need to be addressed along three key corridors: 

 Considering the volume of pedestrians and vehicles crossing at key intersections; there is a 
disproportionate delay for pedestrians (relative to cars) 

 Personal injury accidents occur throughout the central city, with clusters along the focus 
corridors, particularly the northern section of the Waterfront together with Vivian Street 
intersections and Whitmore Street. 

 The amenity of the pedestrian facilities could be greatly improved.  

This document makes the case for changing the status quo to achieve the stated LGWM objectives 
of enhanced liveability in the central city, more efficient and reliable access, improved safety and 
reducing reliance on private motor vehicles. 


