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Executive Summary 

The Golden Mile project seeks to change mode use, and access needs within the existing operational road 
corridor.  A key element of this project is the creation of a public transport priority link along the Golden Mile 
which encompasses Lambton Quay, Willis Street, Manners Street and Courtenay Place. 

The project proposes to incorporate high class urban design and streetscape treatments to produce a welcoming 
and safe environment for all users, and to improve the engagement between businesses and retail, and the 
streetscape. 

A Safety Audit and Network Functionality (SANF) assessment has been undertaken on behalf of the “Let’s Get 
Wellington Moving” group.  The SANF framework has been applied to undertake a holistic review of the proposed 
scheme design encompassing an assessment of the route for appropriateness of safety, landscape, & form and 
function, and allows all elements of the project to be reviewed within a single report for all road users.  This also 
ensures that the decision makers have all relevant information within one report for their consideration. 

The SANF process reviews the route sections, and the facility choice for each section and includes the more 
formal requirements of an RSA in the reporting and designer response sections. The goal is to ensure that the 
most appropriate safety treatment is selected to ensure a fit-for-purpose facility for all users. 

In assessing the proposed scheme, it was found that details of the connectivity to the greater network were little 
understood due to minimal information of other projects that are conceptual in design only.  Examples include the 
Greater Wellington cycle network, yet to be developed through this area.  This lack of understanding could have 
significant safety implications for the legibility and usability of this scheme, and the connection to a yet to be 
determined cycle network.  It is recognised that this element will be addressed in future design iterations, and 
through on-going discussions with Wellington City Council. 

The interface with the adjacent side streets is indicative of a suitable design, and at this stage does not detail the 
finer detail required for full consideration of all the safety elements to be improved in the design.  This is typical 
for this stage of a scheme design. 

The final design of the project should include full consideration of elements such as slip resistance that could be 
affected by the choice of materials for construction.  Special care should be taken for cycle facilities to ensure 
that the slip resistance is applicable to this user type, with smaller contact areas than that of a pedestrian, who 
slip resistance it typically measured for.  This will typically require a higher slip resistance than AS/NZS 
4586:2004. 

The interface of the side roads will need full consideration of permitted and restricted through and turn 
movements, with the design considering the largest permissible vehicle as a check vehicle.  Legibility of the side 
road treatments should incorporate full consideration of elements that will ensure safe movement and use by 
vulnerable users such as persons of low vision and blind, mobility impaired, and cognitive and mobility skills of 
the elderly. 

At major intersections, cycle movements for connection to adjacent facilities will need careful consideration of the 
desired directions of travel, and safe incorporation of cycle facilities such as advance cycle boxes and on / off 
ramps to ensure safe, legible and effective movement. 

Many of the items identified should lead discussion and inclusions into the next phases of design.  It is 
recommended that on-going engagement with the SANF system is incorporated throughout the design, ensuring 
early identification of issues that may arise through the upcoming design phases.  As the design progresses, the 
SANF system will incorporate more of the conventional Road Safety considerations, and the formal response 
process that this entails. 

It is considered that the scheme design as presented has merit and should be progressed further into detailed 
design.  Specific elements such as permeability and connectivity will require detailed communication throughout 
the design phases, and all risks identified and recorded where full integration cannot be met at this stage.  It is 
recommended that Connectivity be a specific element of the risk register. 
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Abbreviations 

ACB Advanced Cycle Box 

HCV Heavy Commercial Vehicle 

HPMV High Productivity Motor Vehicle 

SANF Safety Audit & Network Functionality Framework 

RSA Road Safety Audit 

SAT Safety Audit Team 

TGSI Tactile Ground Surface Indicators 
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1.0 INTRODUCTION 
1.1 SAFETY AUDIT AND NETWORK FUNCTIONALITY (SANF) 

FRAMEWORK 
This Safety Audit and Network Functionality (SANF) process has been developed to undertake a holistic review 
of a scheme design that encompasses an assessment of the route for appropriateness of safety, landscape, & 
form and function, and allows all elements of the project to be reviewed within a single report for all road users.  
This also ensures that the decision makers have all relevant information within one report for their consideration. 

The SANF process reviews the route sections, and the facility choice for each section and includes the more 
formal requirements of an RSA. The goal is to ensure that the most appropriate safety treatment is selected to 
ensure a fit-for-purpose facility for all users that considers elements such as: 

• Facility connectivity 

• Coherence and safety 

• Business and residential impacts 

• Commercial and public amenity parking 

• Network impacts 

• Multi-mode use 

• Adjacent land use 

• Access 

• Maintenance and Operation 

• Public Safety 

• Quality of information for public consultation 

• Future land use and growth 

• Urban and Landscape design 

• Local community issues and values e.g. local school routes and verge planting 

The Golden Mile project seeks to change mode use, and access needs within the existing operational road 
corridor. Option selection has to strike a balance between all the transport modes of use, the existing surrounding 
land use and network function.  The SANF process recognises that compromises from the ideal standard may be 
required, however these compromises should be based upon sound engineering judgment, maximising safety 
and efficiency, while minimising disruption to the network.  

The SANF process therefore enables the teams to focus on the delivery of the project, with a process that 
requires the clear outline of reasoning (both for and against) for the issues considered throughout the route 
selection and design. This will ensure that the final product is fit-for-purpose and is defendable when progressing 
forward to public consultation and community acceptance. 

As projects progress through their development cycle the balance of emphasis between network functionality, 
standards trial and review and safety will change. At the earlier stages of the project lifecycle network 
functionality is dominant with mainly fatal flaw safety issues considered. (Fatal Flaws are fundamental safety 
issues that are detrimental to public safety).  During the course of the design process compromises to the “best 
practice design” to allow something that facilitates other corridor users’ needs may be required.  This “Trial and 
Review” phase will allow the development and evaluation of new and innovative treatments to be considered, and 
through a robust peer review being accepted, with this in turn being fed back into Best Practice Design Guides.   

While the Road Safety Auditing element will be more dominant at the detailed design stage, the early inclusion of 
this in the process should ensure that safety considerations are addressed early, and that there will be no “Fatal 
Flaws” at the detailed design phase. 

The SANF process requires the assessment of fatal flaws to user safety to be identified early. This eliminates the 
need to undertake rework at a later stage, and to also identify those elements that would have a significant 
impact on the delivery and acceptance of the facility within the environment that the route traverses through.   

Issues should be identified early, and the impacts fully assessed.  It is not acceptable to use the consultation 
process to identify any issues that should have been addressed through the scheme phases.  It is therefore 
essential that the SANF process identifies any potential issues, and that the design teams have clearly 
documented their exceptions and decisions (evidence based).   
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This will therefore provide the decision makers certainty on the process, and the delivery of a fit-for-purpose 
facility. 

To implement these safe, separated cycleways in an existing urban environment there will always be a need for a 
range of compromises. A SANF review needs to ensure the compromises are assessed through the ‘trial and 
review’ process, and that this review is well documented, based on sound evidence and safe. 

1.2 SAFE SYSTEM APPROACH 
A safe system approach for cyclist requires the careful 
consideration of vulnerable road users with a low tolerance 
of speed/ impact forces, a varying level of skills and 
capacities, and limited levels of mobility on the road 
particularly through movement and crossing movements. 

The Safe System approach requires all road users, 
including mobility and visually impaired, to have an equal 
level of assessment and consideration. 

The application of the Safe System Approach requires that 
everyone involved in the delivery of a safe network 
(Planners, Engineers, Designers and Reviewers) are fully 
aware of the issues that affect all road users, and the inter-
relationship between these users and the issues. 

Decisions on route selection and facility design must be 
made to achieve a safe transport system for all users. 

The SANF process utilises the Safe System approach.  
Safe facility design needs to consider the four principles of 
the Safe System as set out in the Government’s Road to 
Zero Strategy 2020 - 2030.  

The Safe System approach aims for a more forgiving road 
system that takes human fallibility and vulnerability into 
account. Under a Safe System we design the whole 
transport system to protect people from death and serious 
injury. 

The Safe System approach considers the key elements of 
Vehicle, Roads and Roadsides, Speed and Road Users.  It 
recognises that to reduce the road toll all elements have to 
be considered with equal weight. 

2.0 THE PROJECT 
About the Golden Mile Project1 

A summary of the Golden Mile is sourced from the Let’s Get Wellington Moving website as follows. 

“The Golden Mile is an incredible asset for the city and the region. It’s our high street, where we meet, and the 
main route for buses bringing people into and through the central city. It’s the city’s busiest pedestrian area and 
our prime employment, shopping and entertainment destination. 

Its transformation will create a vibrant and welcoming place to live, work and play as well as make it safer to walk, 
bike and scoot. Fewer vehicles will mean wider footpaths, better public transport and make it a safer and more 
pleasant place to walk, shop and dine. Bus services will be improved by having dedicated bus lanes. Bus stops 
will also be improved, consolidated and relocated to improve bus travel time and reliability. 

Changing the shape of the Golden Mile which will also support the Pōneke Promise – a social contract between 
Wellingtonians, Wellington City Council, Greater Wellington Regional Council, the Police and the City’s hospitality 
and retail industries to create a CBD and city that is vibrant, inclusive and compassionate.  

 

1 https://lgwm.nz/our-plan/our-projects/golden-mile/  
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Together these changes will support and encourage more walking, cycling and public transport use which will 
help reduce our carbon emissions. Each of the Let’s Get Wellington Moving partners is committed to making 
changes to reduce the impact that our transport system has on climate change.” 

The Golden Mile is the heart of Wellington2. It runs from the Beehive end of Lambton Quay, through Willis and 
Manners Streets, and then up to the Mt Victoria end of Courtenay Place. 

It’s the city’s busiest pedestrian area, with nearly 30,000 people walking along part of it on a typical weekday, and 
a key shopping and hospitality area. 

It’s also the main route for buses, with an estimated 37,000 people travelling by bus on part of the Golden Mile on 
a typical weekday. Approximately 6,000 people travel some of the Golden Mile in cars and 500 people bike on a 
typical weekday. 

The Let’s Get Wellington Moving programme is looking at how the Golden Mile can be improved to make 
travelling by bus to the central city a faster and more reliable choice. We also want to create a better environment 
for people walking and on bikes. 

Let’s Get Wellington Moving sought feedback from the community on the future of the Golden Mile in November 
and December 2019. People were encouraged to suggest improvements through an online map-based platform 
called Social Pinpoint. Feedback could also be made via web form on the LGWM website, or by email. 

3.0 SANF PROCESS & TEAM 
3.1 PROCESS 
An initial development of the Single Stage Business Case and treatment selections were undertaken by a diverse 
group of specialists in many technical areas.  A workshop was undertaken on 26 May 2021, whereby the 
technical group were able to challenge the design to that date and undertake an assessment of the elements that 
would need further consideration.  It was at this point that the SANF Framework was introduced to the 
assessment and challenge process. 

The format deployed differs from that for a typical SANF, with roles normally being undertaken by specialist 
technical leads such as Urban Design and Transport Network having been already incorporated into the 
challenge group. 

3.2 TEAM MEMBERS 
For this SANF review, the initial consultation with the greater project team was undertaken by Mike Smith, Lead 
SANF practitioner, and Technical Lead for the SANF process through its development.   

The report has been peer reviewed by Melanie Muirson, another trained SANF practitioner to ensure that the 
required level of challenge and review has been applied. 

3.3 DOCUMENTS SUPPLIED 
Extensive documentation was supplied for consideration of this scheme.  In addition to the documents listed 
below, the Audit lead was a participant in an earlier workshop for the scheme development as a challenge lead 
for the refinements to come.  The key documents provided includes: 

 Golden Mile Design Philosophy Statement; June 2021:  Golden Mile Single Stage Business Case 

 Golden Mile Improvements Drawing set 18.06.21:  General Layout Arrangements (22 Sheets) 

 Let’s Get Wellington Moving: Golden Mile ; Materiality Strategy; June 2021 / Rev 2 

3.4 SANF RATING SYSTEM 
Critical to the assessment of the scheme or project, and to benefit the design teams, the SANF review utilises a 
process that allows for the quick and easy identification of issues based upon a coding system.  These are 
outlined below. 

 

2 LGWM Golden Mile Engagement Report March 2020 
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3.4.1 Project Risk 
Each issue is given a rating in relation to the suitability of the current design or detail within the report for 
progression to public consultation.  The rating is as follows:  

Table 2 - SANF Project Risk 

 G
R

E
E

N
 

 
The issue is a comment only by the audit team, and while additional information or detail 
may be warranted on the issue in the future the current scope in the scheme report may 
be adequate for consultation. 

 O
R

A
N

G
E

 

 

The issue is of relative significance, it may have already been considered but not 
detailed within the report and the team believe that additional information or discussion 
should be input into the report to clarify and correctly analyse design options. 

 

R
E

D
 

 

The issue is a serious concern and needs to be resolved prior to consultation.  RED 
issues are considered to have a significant impact on the successful execution of a safe 
and efficient facility that is fit for purpose. 

This project risk assessment is the view of the combined members of the SANF team with respect to 
completeness of information and the level of documentation required to present a well-balanced case for the 
implementation going forward.   

3.4.2 Element Identification 
The Project Risk Rating is further enhanced utilising a quick reference icon-based system to allow the reader to 
identify the elements of Road Safety, Functionality and Streetscape that an issue relates to. 

When reporting these categories, the SANF team should consider how the issues raised impact on each of the 
individual elements, and the combination as a whole.  Many issues will be interrelated and could result in 
consideration of one or many of the elements. 

This identification system is utilised as follows: 

Table 3-1 - SANF Element Identification 

 

Road Safety Elements that either directly, or indirectly affect the safe function of the road 
network 

 

Functionality Elements that impact on the operation of an efficient road network, considering 
the desired network function or hierarchy, and the effect that the scheme / 
design will have on both the local and greater networks. 

 

Streetscape Elements that have an impact on the visual appearance of the street, both as-is 
and the proposed design.  These elements should consider the visual 
appearance of the street, and the positive and negative impacts of the 
proposed design.  A successful design will maintain or enhance the 
streetscape. 
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4.0 SANF FINDINGS 
The findings presented below recognise that the Golden Mile project is in the development stage and is currently 
undertaking a Business Case development for further stages.  This report is presented to lead the next stages of 
design, and details elements that should be considered in greater detail to achieve a considered and tested 
outcome. 

4.1 GREATER NETWORK CONNECTIVITY 
Essential to the design is the capacity for the proposed facilities to connect to the greater network infrastructure 
and desire lines.  It is acknowledged that some key connection points and facilities are to be further developed 
outside of this project, however for clarity and direction the following comments are made on the greater 
connectivity elements. 

4.1.1 Cycle Connectivity        

Lambton Quay 

Generally, the cycle connectivity along Lambton Quay has identified key connection nodes at the Bowen Street / 
Lambton Quay intersection, and the Lambton Quay / Panama Street intersection.  A separated bi-directional 
cycleway is proposed, with varying levels of treatments for connection at side road junctions and community 
shared spaces. 

It is understood that cyclists are required to depart the Lambton Quay alignment at Panama Street and utilise 
local roads to continue on their journey towards other key points on the network.  A greenway system is currently 
established on Featherston Street for the southbound movement.  There is no similar treatment or facilities for 
the northbound movement for connection into the proposed system. 

The lack of facilities for the northbound movement will result in cyclists actively utilising the new shared / 
pedestrian spaces on Lambton Quay. 

Through discussions with the Let’s Get Wellington Moving group, it was identified that there is poor transparency 
of cycle projects that would service the Lambton Quay section of the Golden Mile project. 

This lack of transparency, with poor services on the surrounding roads will be a risk to the project in the short 
term, until further developments of cycle projects are undertaken and implemented.  During this timeframe 
cyclists will utilise the proposed pedestrian areas for connectivity, increasing the risk of conflicts and injury to the 
more vulnerable users such as the elderly, visually impaired and mobility impaired. 

It has been presented that the cycle connections for the Lambton Quay portion have been derived based upon 
current understanding of suitable links to that existing network.  Future changes to that network may result in a 
need to reconfigure the design at a later time. 

Willis Street 

South of Panama Street cyclists have poor provisions for the southbound movement.  It is accepted that wider 
footpaths and shoulder spaces would result in cyclists utilising this space for the through movement. 

Lambton Quay and Willis Street are indicated to be bus priority routes.  Current legislation for bus lanes typically 
enables cyclists to utilise the bus lane for movement.  However, the design submitted for review details that there 
is a prohibition on cycle use along Willis Street. 

Considering any cycle use of Willis Street (Restricted or otherwise), the proposed design would require a 
following cyclist to sit behind a bus and be subject to stopping when the bus pulls into an in-line bus bay.  A 
cyclist passing a stationary bus would do so at great risk due to the lack of forward visibility. 

Willis Street is a key commercial area for the Golden Mile, and as such will attract a portion of riders that would 
access the shopping and commercial premises in that area. 

There are permeability points along the Willis Street section, being Chews Lane, Mercer Street, and Bond Street.  
These permeability points connect to Victoria Street, a one-way south link.  The northbound cycle movement is 
again poorly defined and is considered to result in adverse / conflicting use of the widened paths in the 
pedestrian areas. 

 



“LET’S GET WELLINGTON MOVING” 
GOLDEN MILE SANF REPORT 

sr u:\310203714\6.0  project deliverables\7.4 ssbc\dps\version 2 for the ssbc august\golden mile safety_functionality_final for client 
comment_reviewed.docx 2 

 

Manners Street 

The key elements of the Manners Street design are the stated prohibition for cycle use, and the continued use of 
the corridor as a public transport corridor, this PT corridor being a key deliverable to the LGWM project. 

Looking at the greater network and considering the cycle use ban on Willis Street and Manners Street, there is 
very poor connectivity for cyclists for the north bound movement.  It is noted in Drawing 310203714-05-001-G420 
(see below) that advance cycle boxes (ACB) are located at the Willis Street (southern approach) through 
movement, and the Boulcott Street (south-east bound) movement.  Of note to each of these ACB’s is the 
situation where the design prohibits the movement indicated (Refer to Notes on drawing). 

The formation of an ACB in these locations would only encourage cyclists into an area of conflict and an unsafe 
environment where there is no provision for cyclists. 

Figure 4-1:  Proposed Cycle connections in bus lanes 

It is acknowledged that the greater cycle network is outside of the current LGWM project, however decisions 
made in this project will have a significant effect on users in the short term and may result in inappropriate or 
unsafe actions by cyclists attempting to traverse along the Golden Mile. 

The design should include clear and concise considerations for safe cycle movement through the project length, 
including connectivity to the greater network. 

Courtenay Place 

Courtenay Place will be transformed with the new design, with the inclusion of a new bi-directional cycleway.  To 
the west, the cycleway terminates at the Taranaki Street intersection, with no clear guidance for the connection to 
the greater network to the west.  Cyclists are proposed to be prohibited along Manners Street due to the narrow 
lanes and high bus use.  An alternate route is not readily identifiable for bi-directional travel along Manners 
Street. 

Permeability between the proposed cycle facility and the north side of the road is concentrated to a small number 
of improved crossing points.  These are generally formed to a good standard, and it is assumed that they 
correspond to key linkage desire lines for adjacent facilities / points of travel. 
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4.1.2 Walking / Pedestrian Connectivity      

The proposed design greatly improves pedestrian movement along the route.  Key to use of the spaces is a clear 
understanding of permeability points from the adjacent road network, often via possible links through buildings 
and laneways, especially from The Terrace etc. 

These linkage points / nodes should engage with crossing points over Lambton Quay / Willis Street / Manners 
Street / Courtenay Place to ensure that people cross at controlled locations as much as reasonably practicable. 

4.1.3 Bus Movement      

A key element of the Let’s Get Wellington Moving objective for the Golden Mile is the prioritisation of public 
transport movement along the proposed route.  It is considered that the proposed design greatly enhances this 
prioritisation. 

The proposed facilities and PT stop locations are indicated, and it is acknowledged that these will be refined in 
subsequent design iterations.  The designers should take special care on how the bus stop locations interact with 
not only the permitted through traffic, but also the passenger entry / exit movements, and their impacts on the 
cycle and pedestrian through movements for the Golden Mile. 

The final design should include specific consideration of the tracking requirements of large vehicles like the 
double decker buses, and the impact that road cross fall will have on the lean into the kerb for any turn 
movements.  This may require a high level of detail around the location of traffic signal poles and other utilities 
above ground. 

Experience on other central city redevelopments has identified the need to have site specific consideration of the 
impact that adjacent canopies over the footpath would have on the function of the design.  A review of the design 
intent detailed in the material supplied would indicate that, generally as the road is being narrowed, and footpaths 
widened, there may be little impact created by the canopies.  This should be specifically checked further design 
iterations to ensure that conflicts do not occur that could result in a design compromise once construction 
commences. 

4.1.4 Street Furniture       

At this stage of the project the high level of detail for street furniture and their impacts is typically not presented.  
To assist the design team going forward the following comments are made based upon the experiences of the 
auditors with other similar projects around New Zealand. 

 Street Seating:  The design should allow consideration of users sitting in the seats with legs extended.  
This space requirement may limit the available usable width of the facility when considering the through 
movement.  Seating away from the through movement (installed at 90 degree to path of travel and away 
from through movement) or recessed to enable full functional width of the through movement should be 
incorporated into the design. 

 Street Furniture:  The design will require the inclusion of street furniture along its length.  This can 
include, but not be limited to, signs, light poles, street art, landscaping.  As with the street seating, 
adequate provisions should be made for maintaining the effective through route widths to minimise 
conflicts between users. 

4.1.5 Materiality – Surface Slip      

Cyclists undertaking a tight turn such as this will be doing so on clay pavers.  While we typically consider 
pavement surface slip (AS/NZS 4586:20043), the test refers to a standard footprint contact area.  Subsequent 
research undertaken for the Goodwill Bridge (Brisbane, AU) revealed that while suitable for pedestrian 
movement, AS/NZS 4586:2004 was considered inappropriate for wet use by bicycles, where the tyre contact 
area was significantly smaller.  This research found that even at slow speeds, cyclists turning were falling from 
their bicycles. 

 

3 AS/NZS 4586:2004 : Slip Resistance Classification of New Pedestrian Surface Materials 
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The design should review the slip resistance for cycle safety on any surface where cyclists are required to 
undertake a turn movement, even where that turn can be undertaken at low to moderate speeds. 

4.2 SIDE ROAD TREATMENTS 

4.2.1 General        

In reviewing the side road treatments, it is considered that the initial scheme treatments will have a beneficial 
effect on minimising vehicle movement into the improved pedestrian / shared space.  There is typically a low level 
of detail at this stage of design, so a comprehensive assessment of effects cannot currently be presented.  

To assist the designs going forward the following comments are made to ensure that an enhanced design is 
developed. 

The movement plans detailed in the Design Philosophy Statement indicate that in general, service and 
commercial vehicles will be required to undertake a turn movement on side roads and exit via the way they 
entered.  This will require appropriate facilities for all vehicles to turn, along with suitable loading areas near the 
ends of the street, especially for couriers and taxis.  Some side road treatments do not demonstrate how the turn 
movements could safely occur. 

Critical to these activities occurring on the side roads is the effect that the turning movement, especially reverse 
manoeuvres, will have on the safe movement of pedestrians and cyclists connecting to the greater road network. 

The form and layout of the side road treatments will require careful consideration of the guidance and readability 
needs of all users, especially persons of low vision and blind, along with mobility impaired users.  As an example, 
the inclusion of motorcycle parking at the end of Balance Street, if not well defined and limited, could result in a 
clutter of vehicles in a shared space. 

It is acknowledged that this level of detail will be further addressed in the detailed design. 

4.2.2 Panama Street        

Panama Street is detailed as a critical link for cyclists onto the greater road network.  The current design has the 
separated cycleway merging onto the shared space, with the shared space pavement surface identified as clay 
pavers, similar to the surrounding pavement.  In this location a signalised midblock crossing is identified over the 
cycleway. 

This style of design is counter-intuitive to all users. The cohesive surface treatment does not identify the 
dominance of any users in this location.  The installation of a mid-block signalised crossing will have no cohesion 
to the intent of the design and will look and feel out of place with of no relevance to the movements / actions 
required for user.  In effect, the proposed signals will be in the middle of a shared space and lack relevance. 

Users will take little awareness of the mid-block signals and just traverse around in the space, regardless of the 
controls installed. 
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Figure 4-2:  Panama Street Scheme Design 

 

4.2.3 Hunter Street / Lambton Quay        

The east side of Lambton Quay forms a vital pedestrian link to the retail areas.  The plans indicate that the 
southbound lane movement for buses will be from Lambton Quay left turning onto Hunter Street.  This general 
area is characterised by wide shared spaces with a high level of Urban Form. 

The access movement to this retail area will be improved with the proposed intersection controls and form at the 
Customhouse Quay / Lambton Quay / Willis Street intersection. 

Currently there is a signalised pedestrian crossing over this leg.  While it is not indicated on the scheme plans 
(Refer to Figure 4-3 below), it is assumed that suitable and appropriate crossing facilities will be installed for 
pedestrians to safely cross this turn movement. 

 
Figure 4-3:  Hunter Street Scheme Design 
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4.2.4 Manners Street / Cuba Street        

The scheme design changes Cuba Street from access north side, one way north, to a closed access 
arrangement.  At this stage there would be little detail on the type and nature of controls to be installed for the 
closure, which is typical for scheme level.  Given the current use by vehicles as an access through to Wakefield 
Street and the Town Hall, and the limitation of Manners Street to public transport movement only, there may be 
only minimal residual attempts to use this route.  It is recognised that there may be some need for service 
vehicles to access this area due to the circulation routes formed by the access restrictions for vehicles on the 
through roads, and the nature of the one-way system. 

Figure 4-4:  Cuba Street Scheme Design 

The final design should include suitable provisions to physically minimise any through traffic, supporting the 
intended shared use space in the design  

Cuba Mall south is service vehicle access only, with a prohibition on cycle access and use.  Observations on site 
indicated that there were delivery vehicles and couriers that utilised this area as a drop off for commercial 
business.   

When considering the connectivity of the greater network, there is a lack of cohesive connection for cyclists 
wishing to enter into the Cuba Street retail area.  The mid-block pedestrian crossing over Manners Street in the 
vicinity of Cuba Mall will form a natural and safe attraction for cyclists southbound, however the current access 
prohibition would detract from this movement It is recommended that a review of access restrictions for cyclists 
be undertaken through this project to determine if cycle access could be enabled given the changes to the 
greater network. 

The proposed restrictions on cycle use on Manners Street limit safe and viable connections for cyclists, other 
than multi-laned busy roads such as Victoria Street and Taranaki Street.  This places the cyclist at high risk when 
this part of the cycle network is not currently developed. 

4.2.5 Manners Street / Taranaki Street / 
Courtenay Place 

       

This junction is complex, and needs to cater for multiple functions, and trip movements.  Of note for this area and 
junction is the apparent lack of provisions for safe cycle movement from the vicinity of Cuba Mall through to the 
separated cycle facility on Courtenay Place. 
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Figure 4-5:  Proposed Taranaki Street / Manner Street / Courtenay Place Scheme Design 

Manners Street is described as being for bus movement only, with cyclists restricted due to the narrow bus lanes.  
Dixon Street is one way west, does not support eastbound cycle movements, and is bounded by Te Aro Park.  Te 
Aro Park has a known issue with anti-social behaviour and is not conducive to a safe environment, especially at 
night.  The nature and layout of the park with multi-levels and complex pathways severely limits cycle movement. 

The lack of alternate cycle provisions in this area will result in cyclists utilising the pedestrian pathways to gain 
access to the separated cycle facilities further east on Courtenay Place. Cycle connectivity for the greater area 
requires specific consideration as part of this project, with identification of treatments both for the time of 
construction, and the period until the greater interconnected and safe cycle network is developed and 
implemented.  Failure to consider these elements now will place cyclists in an unsafe environment. 

The eastbound traffic lane (Manners Street towards Courtenay Place) indicates that a large lateral shift will be 
required for the through movement (Manners to Courtenay).  It is understood that this movement will be for bus 
only, with the adjacent right turn lane also being for bus only.  The intersection is wide and appears to be able to 
accommodate the lateral movement given the access restrictions on vehicles. 

The form of the left turn from Taranaki Street (south) into Dixon Street requires a driver to turn in a location where 
the kerb line is tight, severely limiting the capacity of a typical vehicle to undertake a safe turn from the left lane.  
This will jeopardise the safety of pedestrians waiting on the footpath.  The Dixon Street entry in the design is 
characterised by a raised table formed at the junction of Dixon Street and the service lane parallel to Taranaki 
Street. 

In this location, pedestrian movements are protected by signals over Manners Street and Taranaki Street, 
however the pedestrian movement over the service lane and Dixon Street is unprotected.  A suitable protection 
treatment is required for the service lane pedestrian crossing movement and the Dixon Street pedestrian crossing 
movement for consistency of treatments. 

It is noted that the Taranaki Street approaches (north and south) have advanced cycle boxes formed at the head 
of the three traffic lanes.  The approaches to the limit lines at the intersection fail to identify a safe facility for 
cyclists to progress forward on the shoulder to gain access to the ACB’s.   

A cyclist wanting to progress straight ahead should not be sitting in the central through lane, as they will be 
passed on the left by a parallel through movement from the left lane and be squeezed at the arrival lanes on the 
opposite side of the intersection.  

A cyclist wishing to turn right into Courtenay Street will require movement though three traffic lanes to gain 
access to the ACB.  This is considered an unsafe movement, especially given the traffic volume and permitted / 
restricted movements.  Cyclists wishing to turn right would be best served through an off ramp from Taranaki 
Street onto the adjacent footpath / shared space, then gaining access to the cycle crossing / hook turn box / ACB 
to be created as part of this project. 

The cycle through movement is defined by a ACB in the centre lane.  This is best located in the left lane because 
this is the safest location for the through movement. 
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Figure 4-6:  Proposed Taranaki Street / Dixon Street intersection Scheme Design 

Considering the Taranaki Street (southbound) approach, again connectivity to the greater movements is again 
detailed through the provisions of advance cycle boxes (ACB).  Key to this is the consideration of the 
movements, and the actions that a user would have to undertake.  As with the northbound movement, a cyclist 
wishing to turn right into Dixon Street would be required to traverse over two very active traffic lanes, with the 
kerbside lane also servicing the bus movement into Courtenay Place. 

Confident cyclists will merge across the arrival lanes to access the ACB, however less confident cyclists will 
hesitate, or sit on kerbside awaiting a safe gap to access the turn pocket (with a lower level of service for the 
cyclist). 

Access to the right turn ACB is considered to have serious safety issues in its current form and does not 
constitute best practice for cyclist’s movement at multi-laned intersections.  Typically, a right turn cyclist should 
be directed to a “Hook Turn” box for the completion of the right turn in a safe manner. 

The right turn southbound (into Dixon Street) is an extended crossing distance, and it is assumed that the signal 
phasing is sufficient to address the crossing time required. 

 
Figure 4-7:  Proposed Taranaki Street / Dixon Street intersection Scheme Design 

The southbound movement on Taranaki Street does not detail how a cyclist could access the proposed footpath 
on the north side.  It is important to note that the current Government Yellow Paper Land Transport Rule: Paths 
and Road Margins 2020; Section 3 (if passed) will allow cycle use on footpaths, unless explicitly excluded. 



“LET’S GET WELLINGTON MOVING” 
GOLDEN MILE SANF REPORT 

sr u:\310203714\6.0  project deliverables\7.4 ssbc\dps\version 2 for the ssbc august\golden mile safety_functionality_final for client 
comment_reviewed.docx 9 

 

Good practice would include a suitable off-ramp facility to allow cyclists to safely access onto the adjacent 
footpath.  The design of an appropriate facility must also consider the safe interaction between cyclists and all 
other users, with special consideration of the movement needs and restrictions for the visually and mobility 
impaired. 

4.2.6 Courtenay Place / Tory Street         

The proposed design eliminates all turn movements and is highly controlled with traffic signals for the general 
traffic through movement.  This greatly reduces the number of conflicts for other users. 

Figure 4-8:  Proposed Courtney Place / Tory Street intersection Scheme Design 

The design requires the cyclist to deviate southward to access the cycle crossing over Tory Street (south).  The 
design includes separated cycle and pedestrian crossing movement zones, as indicated in Figure 4-8 above.  
The dog-leg access movement for cyclists will result in cyclists cutting through the opposing direction of travel on 
the separated facility, causing head-to-head conflicts between cyclists, and a general conflict with the more 
vulnerable users such as the elderly, mobility impaired and the visually impaired. 

The crossing of Courtenay Place at the Tory Street intersection is controlled by signals and provides an 
enhanced level of service for the cross-street movement.  The current design would have pedestrians waiting at 
the end of the separated cycle facility, a location that conflicts with the safe passage and use by the more 
vulnerable user. 

User behaviour experienced at similar crossing designs around New Zealand demonstrates that pedestrians will 
cross at the facility closest to their desire line, potentially being the cycle crossing component.   

The transition length from separated facility to shared space is very short and could lead to late and sudden 
position movements for cyclists for them to utilise the proposed crossing facility. 

4.3 CYCLE FACILITIES 
The following section details elements around cycle facilities, and the interface with other facilities along the 
scheme length. 

4.3.1 Lambton Quay / Bowen Street / Whitmore 
Street – Cycle Access 

     

Cyclists travelling from the north would require access from Lambton Quay (North) for the south bound 
movement.  Similarly, a cyclist undertaking the movement northbound, while having an option to access an 
advanced cycle box, will be required to negotiate to the right-hand lane to access the through movement. 

The current design provides only minimal facilities and connectivity treatment details.  It is considered that for this 
stage of the SSBC, these design details may still be progressing, and be subject to ongoing iterations.  This 
element is raised to ensure that it is specifically addressed in future iterations. 
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It is recognised that this element will be addressed in future design iterations, and through on-going discussions 
with Wellington City Council.   

4.3.2 Cycle / Pedestrian interface        

The design indicates areas where the separated cycleway terminates, and a shared space is formed before 
recommencing the separated cycle facility, as indicated in the example below.  Similarly, engagement / 
permeability for cyclists will be gained from the adjacent side roads, providing linkage to the separated cycle 
facilities. 

 
Figure 4-9:  Stout Street Interface Design.  Note termination of cycleway set well back from pedestrian 

crossing. 

The shared space formed at the pedestrian crossing cycle interfaces will require specific design consideration to 
enable safe interaction to occur.  A recent review of the Auckland Transport facility on Quay Street identified a 
number of user conflicts for a similar facility type as that proposed for Lambton Quay.  A picture of the Quay 
Street layout is shown below in Figure 4-10. 

 
Figure 4-10:  Quay Street cycle and pedestrian interface, Auckland 

Issues identified with this configuration included: 

1. People walking to the edge of the traffic lane and blocked the shared path. 
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2. Pedestrians did not appear to identify the conflict zone ahead of the TGSI.  There is no warning that 
cyclists / users will traverse along this zone. 

3. Cyclists passing the first set of lights on amber then traverse through the second set on red – 
demonstrates that the cyclists feel that once past the first set of signals then they can continue through 
the facility.  This was observed to conflict with signalised pedestrian movement where pedestrians took 
evasive action from the cyclists (travelling through the red signal). 

4. There were many people crossing between the signals – in this location they had no visibility of the 
pedestrian aspects and just wandered over the facility. 

5. People walking along the cycle facility, conflicting with cyclists in their passage along the designated 
facility. 

A retro respective look at the design resulted in the identification of the need to reinforce through design elements 
the need for clear articulation of user spaces, and the locations where crossing conflicts are present. 

The Golden Mile design should consider the safety enhancements required to minimise the conflicts, as much as 
reasonably practicable in the design. 

4.3.3 Courtenay Place / Kent Terrace 
Intersection – Cycle Access 

     

Cyclists travelling from Courtenay Place towards Kent Terrace can do so from the safety of a separated 
cycleway.  At the eastern end of Courtenay Place, the separated cycleway terminates in a shared space in the 
general area of the left turn slip lane (Cambridge Terrace / Kent Terrace into Courtenay Place).  Southbound and 
eastbound cyclists are required to cross on a zebra crossing, then access a multi-use signalised crossing over 
Courtenay Place.  This gives mixed messages to the cycle user, where under law they are not permitted to cycle 
across a pedestrian crossing, and have to dismount, and then immediately beyond the zebra crossing, they are 
given their own crossing facility. 

Figure 4-11:  Courtenay Place / Kent Terrace Intersection Proposed Scheme Layout 

The cycle user is presented with mixed messaging for this area, where they would cross over the left slip lane 
(noting the legal aspects mentioned above) as priority, then have to yield for the signals.  As indicated below in 
the example of a constructed facility, clear messaging and controls will be required.  

Consideration should be given to the establishment of a mixed-use crossing facility over the left turn slip lane 
where both cyclists and pedestrians have similar rights of way.  This can be achieved through the formation of a 
facility such as that detailed below in Figure 4-12.  The left turn driver will be required to yield at the merge point 
onto Courtenay Place, however the current design fails to detail this requirement. 
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Figure 4-12:  Example of left turn multi-user priority crossing (Deans Avenue, Christchurch) 

Connectivity for cyclists in this location requires a counterintuitive movement, with cyclists required to traverse to 
the north side of Courtenay Place, then cross over Kent Terrace.  This crossing movement does not appear to 
have a specific design to allow both pedestrians and cyclists to cross safely to the east.  Currently the scheme 
indicates a typical pedestrian crossing movement permitted at a signalised intersection. 

It is important to note that current legislation prohibits a cyclist using a signalised pedestrian crossing while 
mounted, unless there is a specific signal aspect that also controls the crossing movement for cyclists.  

Upon departure from the crossing movement, there is no indication of the safe location for a cyclist to 
recommence their journey either eastbound or southbound. 

Cyclists travelling northbound along Cambridge Terrace and wishing to travel westbound on the proposed new 
facility appear to currently be required to traverse through the left turn slip lane, and travel through the shared 
space to engage with the separated cycleway.  Provisions for a safe and dedicated on-road to off-road facility 
would enhance the cycle movement into the new facility and remove cyclists from the conflicts generated at the 
left slip lane. 

5.0 SUMMARY 
The proposed Golden Mile project aims to improve the safe and effective connection for all users along the 
Lambton Quay / Willis Street / Manners Street / Courtenay Place route. A key element of this project is the 
creation of a public transport priority link along the Golden Mile. 

The project proposes to incorporate high class urban design and streetscape treatments to produce a welcoming 
and safe environment for all users, and to improve the engagement between businesses and retail, and the 
streetscape. 

A Safety Audit and Network Functionality (SANF) assessment has been undertaken on behalf of the “Let’s Get 
Wellington Moving” group.  The SANF framework has been applied to undertake a holistic review of the proposed 
scheme design encompassing an assessment of the route for appropriateness of safety, landscape, & form and 
function, and allows all elements of the project to be reviewed within a single report for all road users.  This also 
ensures that the decision makers have all relevant information within one report for their consideration. 

The SANF process reviews the route sections, and the facility choice for each section and includes the more 
formal requirements of an RSA in the reporting and designer response sections. The goal is to ensure that the 
most appropriate safety treatment is selected to ensure a fit-for-purpose facility for all users. 

In assessing the proposed scheme, it was found that details of the connectivity to the greater network were little 
understood due to minimal information of other projects that are conceptual in design only.  Examples include the 
Greater Wellington cycle network, yet to be developed through this area.  This lack of understanding could have 
significant safety implications for the legibility and usability of this scheme, and the connection to a yet to be 
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determined cycle network.  It is recognised that this element will be addressed in future design iterations, and 
through on-going discussions with Wellington City Council. 

The interface with the adjacent side streets is indicative of a suitable design, and at this stage does not detail the 
finer detail required for full consideration of all the safety elements to be improved in the design.  This is typical 
for this stage of a scheme design. 

The final design of the project should include full consideration of elements such as slip resistance that could be 
affected by the choice of materials for construction.  Special care should be taken for cycle facilities to ensure 
that the slip resistance is applicable to this user type, with smaller contact areas than that of a pedestrian, who 
slip resistance it typically measured for.  This will typically require a higher slip resistance than AS/NZS 
4586:2004. 

The interface of the side roads will need full consideration of permitted and restricted through and turn 
movements, with the design considering the largest permissible vehicle as a check vehicle.  Legibility of the side 
road treatments should incorporate full consideration of elements that will ensure safe movement and use by 
vulnerable users such as persons of low vision and blind, mobility impaired, and cognitive and mobility skills of 
the elderly. 

At major intersections, cycle movements for connection to adjacent facilities will need careful consideration of the 
desired directions of travel, and safe incorporation of cycle facilities such as advance cycle boxes and on / off 
ramps to ensure safe, legible and effective movement. 

Many of the items identified should lead discussion and inclusions into the next phases of design.  It is 
recommended that on-going engagement with the SANF system is incorporated throughout the design, ensuring 
early identification of issues that may arise through the upcoming design phases.  As the design progresses, the 
SANF system will incorporate more of the conventional Road Safety considerations, and the formal response 
process that this entails. 

It is considered that the scheme design as presented has merit and should be progressed further into detailed 
design.  Specific elements such as permeability and connectivity will require detailed communication throughout 
the design phases, and all risks identified and recorded where full integration cannot be met at this stage.  It is 
recommended that Connectivity be a specific element of the risk register. 
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